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Introduction
Sustainable economic growth in the Hull and Humber Ports city
region

1.1

Developing the Humber Ports and their road and rail links has been identified as the most critical
element of the Hull and Humber Ports City Region Development Programme. In support of this,
and building on the area’s unique geography, it is vital that existing specialist manufacturing such
as food processing and chemicals continue to develop and prosper, and that new business
develops in key growth sectors such as the manufacture of offshore wind turbines to service new
sustainable energy allocations in the North Sea.

1.2

In the East Riding and Hull, the M62-A63 corridor is identified as the main axis for growth, with key
development sites such as Capitol Park, The Ozone, Green Park Newport, Melton Park and Melton
West, Bridgehead Hessle, Green Port Hull and Saltend set to bring vital new jobs to the area over
the next 15 years. However, whilst improvements to the highway infrastructure in this corridor
figured highly in the region’s priorities over the last decade, one of the most important infrastructure
projects – that to improve the capacity of Castle Street in Hull as the main east-west route serving
the port and other economic opportunities in the city region – seems unlikely to be delivered in the
near future in an era of constrained public spending.

1.3

These seven strategic development sites in the M62-A63 corridor are all well served by road. This
is a fairly obvious corollary of their location within the trunk road corridor serving the Hull and
Humber Ports city region. However, with no guarantee of any investment in major highway
infrastructure coming forward in the short to medium term, and the importance of bringing new
employment opportunities into the corridor, the provision of alternative, more sustainable access to
these employment opportunities is vital if the city region’s economic goals are to be achieved.

1.4

The new economic growth needs to be provided where people can easily access the jobs created,
and in support of this, new or enhanced public transport services need to be provided to
complement the available highway access. This will ensure not only that the highway capacity
available remains uncongested to secure vital freight movements of materials and components to
serve the new strategic sites, but crucially the provision of additional public transport capacity and
other investment to help increase the use of public transport and active travel modes will ensure
that best possible use is made of the existing highway capacity. Increased use of these
sustainable modes to access both existing and future developments will help to ensure that
sufficient highway capacity is available for the much needed economic opportunities provided by
these future developments to proceed.

1.5

This is particularly the case in providing access to development opportunities that are either on or
adjacent to already congested sections of the trunk road network. To the eastern end of the M62A63 corridor this is especially critical to ensure that the significant development opportunities at
Green Port Hull, Bridgehead Hessle, and Saltend can come forward without the need for expensive
and potentially undeliverable infrastructure improvements.

1.6

Supporting access by alternatives to the car is fundamental to delivering these strategic sites,
helping to ensure that the Strategic Road Network supports the delivery of financially and
environmentally sustainable developments, whilst maintaining the safe and efficient movement of
longer distance commercial traffic.
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1.7

The development of public transport solutions to provide access for workers to these new
employment opportunities is therefore a critical element of the investment in bringing development
forward at these locations. Associated programmes of activity to support the use of alternatives to
the car for access to these developments should also be supported, including measures to support
active travel modes. This could include investment to support cycling and walking, and behavioural
change programmes including advice and awareness raising activities in promoting the alternatives
that are available.

1.8

It is also important in ensuring the sustainable growth of the city region that these employment
opportunities are available to everyone, including those in deprived communities and within the
wide rural hinterland of the corridor.

Accessibility issues, and this report
1.9

As part of seeking to ensure that the growth of the city region moves forward through the promotion
of development at locations that are accessible, both to potential employees and to accommodate
any necessary freight and goods movement, JMP Consultants Ltd. has been commissioned by
East Riding of Yorkshire Council and Hull City Council to examine the accessibility of strategic
employment sites in the M62-A63 corridor. These sites are important in supporting the new
sustainable energy allocations in the North Sea.

1.10

The chapters that follow will provide:
•

An introduction to, and brief description of, the potential strategic development sites in the
M62-A63 corridor that provide an opportunity for the manufacture of offshore wind turbines and
allied processes;

•

A review of the importance of the identified strategic development sites within the context of the
Hull and Humber Ports city region, and their relationship with existing residential communities
including those communities with high levels of deprivation, planned future housing locations,
and existing travel to work patterns;

•

A review of existing transport infrastructure and services that currently serve the sites;

•

An assessment of the accessibility of the seven strategic sites provided by existing passenger
transport services;

•

Practical options for developing new public transport services to make the sites more
accessible;

•

An assessment of the potential issues presented in the movement of large components
associated with the manufacture of offshore wind turbines;

•

Next steps and the way forward.
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Strategic employment sites in the M62-A63 corridor
Capitol Park, Goole

2.1

Capitol Park is located on junction 36 of the M62 at Goole.
Existing Development

2.2

The site is home to:
•

Guardian Industries - float glass manufacturing facility (c. 220 employees). The current shift
pattern is 8 – 4, 4 – 12, 12 – 8. The ERYC Inward Investment team suggests 80% of
employees live within DN14;

•

Tesco Regional Distribution Centre (c. 1000 employees). This facility operates a continental
shift pattern 6 – 2, 2 - 10, 10 - 6. The workforce is mainly from the local area although some
agency staff are from Doncaster;

•

Drax Bio Fuel Plant (c. 12 employees).

Existing planning permissions
2.3

2.4

Outline planning permission on site A and B:
•

350,000 sq ft B2/B8 + ancillary office;

•

600,000 sq ft B2/B8 + ancillary office.

These planning permissions were secured speculatively to attract retail distribution centres.
Future Development

2.5

2.6

The remaining plots have potential to accommodate the following:
•

117,500 sq ft B2/B8;

•

72,660 sq ft B2/B8;

•

450,000 sq ft B2/B8;

•

54,250 sq ft unspecified use;

•

10,000 sq ft unspecified use.

The Masterplan also includes provision for hotel, restaurant and car showrooms.
Employment

2.7

The site has a capacity to accommodate 6000 jobs. Over 1000 have already been created (see
existing development above).
Development timeframe

2.8

The site is expected to develop over the next 10 years.
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Planning conditions
2.9

A new link road was conditioned on the existing planning permission. Part of this link road has
already been constructed. The remaining section of link road is conditioned on development
reaching a set threshold. The road will provide a link from the M62 to the port of Goole and town
centre.
Rail links

2.10

The site is accessed by a run round movement to the east of the development. A dedicated spur
currently serves Guardian Industries. At present the site is served by one train most days. The
spur has significant capacity to serve the rest of the site.

2.11

The route to the East Coast Main Line at Doncaster is cleared for W8 traffic.

2.12

There are no weight restrictions on the route that will restrict trains running.
Figure 2.1 Capitol Park, Goole

The Ozone, Howden
2.13

The Ozone is located just off Junction 37 of M62. The site is 4 miles from the port of Goole.
Existing development

2.14

2.15

Currently the site is occupied by the following businesses:
•

Image Data Group, a digital print works in unit size 60,000 sq ft (60 staff);

•

Trans Atlantic UK, a logistics business relating to the port in unit size 44,330 sq ft (10 – 20
staff);

•

Warburtons distribution depot in unit size 13,750 sq ft (30 staff).

The following units remain unoccupied at present:
•

32,400 sq ft B2/B8;
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•

20,000 sq ft B2/B8;

•

25, 570 sq ft B2/B8;

•

73,480 sq ft B2/B8;

•

53,300 sq ft B2/B8.

Development timeframe
2.16

The site is smaller than neighbouring Capitol Park but expected to develop over a similar 10 year
timeframe.
Figure 2.2 The Ozone, Howden

Green Park, Newport
2.17

Green Park is located south of the M62, close to junction 38 of the M62.
Existing development

2.18

There is no existing development on this site.
Existing planning permission

2.19

Outline planning permission has been granted for the following development:
•

152,000 sq ft B2/B8;

•

12,000 sq ft B2/B8;

•

8000 sq ft B2/B8;

•

42,000 sq ft B1/B2;
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•

20,000 sq ft B1;

•

14,000 sq ft B1.

Employment
2.20

It is anticipated that Green Park could employ up to 400 people.
Development timeframe

2.21

This development is anticipated to take place over the long term (10 – 15 years).
Figure 2.3 Green Park, Newport

Melton Park and Melton West, Melton
2.22

A new grade separated junction on the A63 provides access to these sites, which are located south
of the A63 at Melton.
Existing development

2.23

There is already a lot of activity in the Melton employment area. It is becoming an established
office and employment location. The following businesses are currently located here:
•

Trans Waste, located south of the railway line;

Melton Park
•

R and S Hull Ltd;

•

Masternaut;

•

ICF Ltd;

•

Soft Shoe Company;
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•

European Golf;

•

Cloughton’s Office furniture;

•

ERYC Supplies Depot.

The following units remain vacant at Melton Park:
•

3,000sq ft,2 x 5,000 sq ft B1;

•

43,000 sq ft B2/B8 divided into smaller units of 4 -6,000sq ft.

Figure 2.4 Melton Park

Melton West
•

Heron Foods Ltd. headquarters building (200 employees?);

•

Paragon (plastic bottles);

•

House of Townsend wine merchant warehouse and head office (27,000 sq ft).

Figure 2.5 Melton West

Future Development
2.24

The following plots remain vacant at Melton Park:
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2.25

•

3.8 acres hotel/leisure/retail;

•

2.7 acres B1/B2/B8;

•

21 acres B2/B8;

•

14.2 acres B2/B8;

•

57.7 acres B2/B8.

The following development plots remain at Melton West:
•

80,000 sq ft;

•

50,000 sq ft;

•

50,000 sq ft;

•

40,000 sq ft.

Employment
2.26

There is potential to provide employment opportunities for 3000 people. There are already 500
people employed on site.

Bridgehead, Hessle
2.27

These development opportunities are located adjacent to the Humber Bridge. There are two land
parcels either side of Boothferry Road.
Existing development

2.28

There is no existing development on this site.
Existing Planning Permission

2.29

There is outline planning consent for approx 600,000 sq ft of B1.

2.30

The proposed development includes junction improvements to A63 westbound off slip. A travel
plan has also been conditioned on the site.
Employment

2.31

There is potential to provide employment opportunities for 3000 people.

2.32

This site will be home to the East Riding of Yorkshire Council’s flagship business centre.
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Figure 2.6 Bridgehead, Hessle

Green Port, Hull
2.33

This proposed development is located on the site of the existing Alexandra Dock in Hull.
Future Development

2.34

ABP is expected to submit a planning application in 2011 with a view to being granted planning
permission by the autumn of 2011. The planning application is expected to be for an offshore wind
turbine manufacturing and export facility. Construction is scheduled to commence in 2012, to be
finished and operational by 2014.
Employment

2.35

The development is expected to create 700 – 800 jobs at the facility. These jobs would be shift
based manufacturing jobs, as the facility will be a 24-hour operation.

2.36

It is anticipated that if this development did come forward additional supply chain development
could occur at the following locations in the medium term; north of A1033, Hedon Road, Burma
Drive, Old Fenners site, and the former maternity hospital. A detailed Transport Assessment is
currently being prepared for the Alexandra Dock site.
Figure 2.7 Green Port, Hull
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Saltend
2.37

The Saltend site is located to the east of Hull, adjacent to the existing BP and Nippon Goshei sites.
Existing Development

2.38

The site at Saltend does not comprise solely of BP. There also are a number of independent
companies also working at Saltend such as Nippon Goshei.

2.39

The BP staff are split into three categories:
•

120 manufacturing staff working 6.30 – 6.30 shifts 2 days on, 2 nights on, 6 days off;

•

50 HRTC workers doing shifts (pattern unknown);

•

130 admin staff around 80% of whom work compressed hours (8am – 5pm with every second
Friday off).

Future Development
2.40

A bio fuel plant is currently under construction at Saltend (by Vivergo). Construction is due for
completion later this year (2011). Once operational it is envisaged it will employ 50 people on site.
The plant will be a 24 hour operation and likely to operate a continental shift pattern (6-2, 2-10, 106).

2.41

There are currently 200 acres of land allocated for industry in the Holderness Borough Local Plan
on a site to the south of Hedon Haven, to the west of Paull Road and to the south east of BP and
Nippon Goshei. This land has a planning condition on it and must be used for port related uses. It
is anticipated that development on this site would be warehousing or hard standing. A land bid has
been submitted to increase this to 600 acres. The expanded site could eventually extend as far
north as Hedon Bypass.
Employment

2.42

At present there are approximately 300 staff working for BP at their Saltend site and another 300
working for other companies on neighbouring sites.
Development timeframe

2.43

Development is anticipated over a 10 year period.
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Socio-economic conditions in the Hull and Humber Ports
city region
Introduction

3.1

The identified strategic development sites and the potential for investment and growth in the
manufacture of offshore wind turbines and associated supply chains represent an important
opportunity for the Hull and Humber Ports city region. In this chapter, we examine in turn a number
of socio-economic factors and issues in order to help understand the potential relationships of the
location of new development with existing residential communities. This includes an assessment of
those communities with high levels of deprivation, the affordability of travel to the potential
development sites, skill needs and availability, and an assessment of travel horizons in the city
region.

The Most Deprived Areas
3.2

The local authorities are keen to investigate ways in which accessibility to the employment sites
under consideration can be improved from the most deprived areas of both authorities.

3.3

The analysis to identify the most deprived areas in Hull and the East Riding is based on the English
Indices of Multiple Deprivation 2007 published by DCLG (it should be noted that a new dataset for
2010 is due to be published in March 2011).

3.4

Kingston upon Hull has a concentration of Super Output Areas that are within the 10% most
deprived in England. Their locations are shown in Appendix A. Many of the neighbouring Super
Output areas fall within the top 10%-20% or 20%-30% most deprived in the country. The pattern of
deprivation changes a little if the mapping is undertaken at Lower Super Output Area level but, for
the purposes of this study, the higher level is perfectly satisfactory.

3.5

There are two Lower Super Output Areas in the East Riding of Yorkshire that also fall within the top
10% most deprived in England. They are also shown in Appendix A and described below:

3.6

•

An area straddling the Dutch River and docks in Goole including Old Goole – Goole also has
four Lower Super Output Areas in the 20%-30% most deprived in England and one in the 10%20% most deprived.

•

An area covering a large part of Withernsea – there are also two Lower Super Output Areas in
the town with 20%-30% most deprived status.

Bridlington has four Lower Super Output Areas that are within the top 10% most deprived in
England. The town also has four Lower Super Output Areas that are ranked in the top 10%-20%
and several more that are ranked in the top 20%-30%. The assessment of accessibility presented
later in this report (Chapter 5 and appendix B) shows that the town is beyond acceptable travel
time (90 minutes by public transport) of any of the sites in the M62/A63 Corridor. Affordability is
also an issue. The lowest daily adult return fare available at peak times between Bridlington and
Hull by rail is £12.60 – twice the national hourly minimum wage. For these reasons, consideration
has not been given to accessibility from Bridlington to the sites in the M62/A63 Corridor.
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Travel cost and affordability
Bus fares
3.7

Travel cost by public transport is usually, but not always, directly related to distance. Traditionally,
single bus fares increase with distance – the rate charged per mile/kilometre reduces with distance
travelled. In Hull, Stagecoach offer a simpler choice of fares – a flat single fare of £1.35 covering
Hull and Cottingham and a ‘short hop’ ticket priced at £1.00 for short journeys. East Yorkshire
Motor Services, Arriva and First Doncaster charge fares based on more conventional fare scales.

3.8

Public transport users can buy single, return, day, weekly or monthly tickets to make their journeys.
It is easy to determine the cost of a single stage public transport journey using only one bus or train
in each direction but it becomes more complicated when making journeys that involve a change of
bus or mode.

3.9

If a bus user buys two single tickets, the cost is usually more than it would be if it was possible to
buy a single through ticket using the bus operator’s distance-based fare scale. Most operators
offer daily, weekly or monthly tickets that overcome the impact of the penalty of having to buy two
relatively costly single tickets. However, there is no multi-operator ticket available in the East
Riding of Yorkshire and Kingston upon Hull area that allows passengers to interchange between
local bus services provided by different operators without a fares penalty.
Affordability

3.10

The question of affordability is not as easily addressed. Some financial assistance is available to
certain categories of jobseeker and to individuals in the first few weeks of employment before
receipt of their first monthly payment. Little or no assistance is available to help low paid people in
employment to continue to afford to meet the full cost of travel to and from work after the first few
weeks or months.

3.11

Jobcentre Plus does not use any criterion based on affordability when offering vacancies to job
seekers. The individual must decide whether the travel cost is acceptable when deciding whether
to apply for the vacancy. Affordability is also a function of the type of job and the level of pay on
offer for that job. For the purposes of this study a threshold of £6.00 per day is used on the basis
that the national minimum hourly wage is £5.93 for workers aged 21 years and over.

3.12

Table 3.1 identifies journey-to-work travel costs all of the communities in the M62-A63 corridor that
are within 90 minutes travel time by public transport of each of the seven employment sites under
consideration. The analysis presented is based on total public transport fares for a return trip by
bus and/or rail during weekday peak periods. The cost of operator daily or weekly tickets is used if
they offer a lower total fare than payment of conventional single or return fares. For the purposes
of this analysis, it has been assumed that people will make no more than two changes of bus, train
or mode in making a single journey. The table shows that there are few locations in the M62-A63
corridor that are not accessible within 90 minutes at an affordable daily return fare.

3.13

There have been a number of initiatives designed to help low paid people to use public transport to
travel to job interviews or to provide help in the period before receipt of the first pay packet.
Examples include:
•

Workwise schemes: Several Passenger Transport Executives and Local Authorities operate or
have operated Workwise schemes of various types to help people access employment
opportunities. These schemes are intended to help jobseekers and people in the early weeks
of employment. There are also some schemes to provide the longer term unemployed no
longer entitled to Jobseekers’ Allowance with discounted travel.
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•

Stagecoach Jobseeker Vouchers: The Access Alliance, a programme established to help
develop sustainable transport solutions in North Derbyshire and North Nottinghamshire,
worked in partnership with Stagecoach East Midlands and Stagecoach Yorkshire to offer free
travel to jobseekers, people in the first weeks of employment and individuals needing to travel
to training centres. Stagecoach provided a discount of 40% on daily and weekly ticket prices
and the Access Alliance funded the balance. Unfortunately, the Access Alliance project ended
in March 2011 and prospects for funding of vouchers from April 2011 are unclear.

•

Help available from Jobcentre Plus: Jobseekers on the ‘New Deal’ can be given help to fund
travel to job interviews and to be able to afford public transport fares in the period prior to
receipt of their first payment.

Mobility
3.14

When an individual is searching for a new job, there are two possibilities where the job that is
accepted is some way from home:
•

He or she may elect to travel to and from the new place of work every day, accepting the travel
time and accepting the cost of that journey. Maybe the new job will be sufficiently lucrative to
enable the acquisition of a car to reduce journey time.

•

He or she may decide to move to a new home close to the new workplace, paying the costs of
moving and of financing any difference in housing costs in order to reduce travelling time and
increase time available for personal use.
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Table 3.1 Bus fares to employment sites
Daily return travel
cost

Less than £2.00

Communities within the corridor accessible to employment sites at each fare
Capitol Park

Ozone

Green Park

Melton

Bridgehead

Green Port

Paull

Goole
Hospital

---

Gilberdyke
North Cave

Brough
Elloughton

Hessle
Paragon Int.
Marfleet
Boothferry
Estate
Gypsyville
Kirk Ella
Cottingham
Bransholme
Preston
Road Estate
North
Hull
Estate
Garden
Village
Sutton Park
Sutton
Village
Newington
Anlaby
Bilton
Grange
Kingswood
Ellerker
Hedon
Paull

Paragon Int.
Marfleet
Boothferry
Estate
Gypsyville
Kirk Ella
Cottingham
Bransholme
Preston Road
Estate
North
Hull
Estate
Garden Village
Sutton Park
Sutton Village
Newington
Anlaby
Bilton Grange
Kingswood
Ellerker
Hedon
Paull

Paragon Int.
Marfleet
Boothferry
Estate
Gypsyville
Kirk Ella
Cottingham
Bransholme
Preston Road
Est
North
Hull
Estate
Garden Village
Sutton Park
Sutton Village
Newington
Anlaby
Bilton Grange
Kingswood
Ellerker
Hedon
Paull
Thorngumbald
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£2.00-£2.99

Howden

Goole
Hospital
Goole

South Cave

Ferriby

Ferriby
Welton
Melton

Thorngumbald
Keyingham

Keyingham

£3.00-£3.99

---

Newport
Gilberdyke

Howden
Elloughton

North Cave
South Cave
Anlaby
Paragon Int.

Brough
Elloughton
South Cave
Cottingham

Thorngumbald
Keyingham

Keyingham

£4.00-£4.99

Gilberdyke
Newport
Rawcliffe
Snaith

North Cave

Goole
Hospital
Goole
Brough
Welton
Melton
Ferriby

Gilberdyke
Newport
Gypsyville
Kirk Ella
Cottingham
Bransholme
Preston
Road Estate
North
Hull
Estate
Garden
Village
Sutton Park
Sutton
Village
Newington
Anlaby
Bilton
Grange
Kingswood

North Cave

Withernsea
Ferriby
Brough
Welton
Elloughton

Withernsea
Ferriby
Brough
Welton
Elloughton
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£5.00-£5.99

North Cave,
South Cave
Elloughton

Welton
Melton
Brough
Elloughton
Ferriby
South Cave
Paragon Int.
Hessle
Anlaby

Paragon Int.
Hessle
Anlaby

Goole
Goole
Hospital
Howden

Newport
Gilberdyke
Howden

---

---

£6.00 or more

Welton,
Melton
Brough
Ferriby
Paragon Int.

---

---

---

---

---

---

The daily return fare is the cheapest that can be obtained after taking account of single, return, daily and weekly tickets. No journeys
that would take in excess of 90 minutes are included in this table.
JMP using published fares information
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3.15

In the current economic downturn, the opportunities for moving house are more restricted through
uncertainty, the need for a larger deposit to obtain a mortgage and the declining availability of
affordable and/or social housing in ‘more desirable’ areas. It is likely to remain the aspiration of
many people living in the more deprived parts of the corridor to get a job, acquire a car and move
to ‘better’ place. It should not be assumed that the provision of new jobs within acceptable
travelling distance will, by itself, address the issue of high unemployment in the more deprived
areas. There is always the possibility that people will move out of the area when they find a new
and secure job that pays well, only to be replaced by others who can only afford to live in those
deprived areas.

Skill needs and local skill availability
3.16

There is little point in connecting people living in deprived areas with employment sites if there is no
match between the level and type of skills and qualifications needed by employers and the skills
and qualifications of people living in those deprived areas. It is likely that around 80% of the jobs
on offer now or in the future at the employment locations under consideration will be at or below
NVQ2 level which involves the application of knowledge in a significant range of varied work
activities and is equivalent to five GCSEs or to BTEC awards, certificates or diplomas at level 2
(Source: Ofqual – Office of Qualifications and Examinations Regulations). The level of pay for
these employees will be at a level where affordability of travel will be a factor in job choice. The
remaining 20% of jobs will be at a higher level offering higher salaries and attracting potential
employees from a wide area.

3.17

Information from the January 2011 Jobcentre Plus Labour Market Bulletins for the East Riding of
Yorkshire and Kingston upon Hull provide some useful background information. Table 3.2 provides
a summary of key employment and unemployment indicators and Table 3.3 provides a comparison
of the ‘top ten’ types of jobs being sought by job seekers and the ‘top ten’ categories of jobs on
offer from employers.

3.18

Although the samples of JSA claimants accounting for the ‘top ten’ different categories of work
sought is less than 10% of total JSA claimants in January 2011, the data does suggest that, in both
the East Riding and Hull, the types of jobs sought do not require a high degree of skill or
qualifications. The ‘top ten’ categories of jobs on offer represent more than half of all jobs on offer
in January 2011 and therefore provide a better indication of the level of skills and qualifications
needed. In both East Riding and Hull the ‘top ten’ categories of job on offer are dominated by
posts that do not need a high level of skill or qualifications.

3.19

Although much more could be gleaned from a more detailed analysis of labour market data, there
is sufficient evidence to suggest that there may not be a good correlation between the skills and
qualifications needed by employers at the seven sites in the M62-A63 corridor and the skills and
qualifications on offer from people seeking jobs in the corridor. The implication is that caution
needs to be exercised in bringing forward proposals for new or improved local bus services at
substantial cost to connect the most deprived parts of the area with jobs at the seven locations
under consideration.
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Table 3.2 Key employment and unemployment indicators

Job Seekers Allowance (JSA) claimants as percentage of population of working age
No. (percentage) of JSA claimants on the register for:
13 weeks or less.
More than 13 weeks
No. of notified vacancies in January 2011
Jobcentre Plus Labour Market Bulletins, January 2011
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East Riding

Kingston upon Hull

3.1%

7.6%

6,620 (65%)
3,550 (35%)

5,320 (39%)
8,300 (61%)

790

914

Table 3.3 Top Ten jobs sought and on offer
Rank
(high to
low)

East Riding

Kingston upon Hull

Jobs sought by JSA
claimants

Jobs on offer by
employers

Jobs sought by JSA
claimants

Jobs on offer by
employers

1

Sales and retail
assistants

Care assistants and home
carers

Sales and retail assistants

Sales representatives

2

Labourers in process and
plant operations

Heavy goods vehicle
drivers

Labourers in process and
plant operations

Bar staff

3

General office
assistants/clerks

Fork-lift truck drivers

General office
assistants/clerks

Labourers in process and
plant operations

4

Carpenters and joiners

Sales representatives

Labourers in other
construction trades

Filing and other records
assistants/clerks

5

Bar staff

Sales and retail assistants

Food, drink and tobacco
process operatives

Cleaners, domestics

6

Van drivers

Cleaners, domestics

Other goods handling and
storage occupations

Care assistants and home
carers

7

Other goods handling
and storage occupations

Chefs, cooks

Van drivers

Authors, writers

8

Care assistants and
home carers

Stock control clerks

Packers, bottlers, canners,
fillers

Marketing associate
professionals

9

Gardeners and
groundsmen,
groundswomen

General office
assistants/clerks

Fork-lift truck drivers

Stock control clerks

10

Welding trades

Metal working production
and maintenance fitters

Labourers in building and
woodworking trades

Labourers in other
construction trades

Entries identified in italics are matches between jobs sought and jobs on offer.
The ‘Top Ten’ jobs sought represent 11.1% of JSA claimants in Hull and 7.3% in the East Riding.
The ‘Top Ten jobs on offer represent 51.9% of total jobs on offer in Hull and 53.8% in the East Riding.
Jobcentre Plus Labour Market Bulletins, January 2011
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Travel Horizons
3.20

Potential employees will have different perceptions of acceptable distances to travel and
acceptable fares to pay for their journeys to work depending on the location where they live, the
type of work they are seeking and the level of skill and therefore of pay that they possess. In
general terms, someone living in a village in the rural areas along the M62-A63 corridor in the East
Riding is likely to have a wider area of search for a job than someone living in the urban areas of
Hull and Goole. Historical factors will also play a role. For example, Goole has always had a
relatively high level of self-containment in terms of residents working locally as a result of its
relative isolation from major urban centres and the availability of local employment in the town.

3.21

Data assembled as part of the evidence base for the East Riding Local Development Framework
provides some useful evidence (Transport and Accessibility in the East Riding of Yorkshire, Part II:
Data and Maps, East Riding Local Development Framework, September 2009). Table 6 in that
document (Distance Travelled to Work) shows that, in 2001, 42.7% of the employed population of
Goole North and Goole South travelled less than two kilometres to work compared with 21.8% in
Howden and less than 15% in Cottingham.

3.22

The same document provides a series of plans showing commuter patterns in terms of the
distribution of employment destinations and a visual depiction of the scale of movement to each
main destination. Table 3.4 contains a very simple analysis of the movements shown by the
figures in the commuting section of the Transport and Accessibility document. It confirms the
dominance of Hull on journey-to-work patterns in the area east of Elloughton, the lack of cross-Hull
trips from communities to the east and the limited travel horizons of Goole and Howden.

Table 3.4 Commuting patterns
Origin communities

Extent of commuting movement

Anlaby, Kirk Ella, Willerby

Main east-west flows extend from Brough to Saltend.

Cottingham
Elloughton, Brough

Very eastward looking. Main movement is to Hull area.

Goole, Howden

Main flows are over short distances local to Goole and Howden.

Hedon

Strong westward commuting to Hull area, but very little to Hessle
and beyond.

Hessle

Main east-west flows extend from Brough to Saltend.

Withernsea

Commuting movement dominated by Hull with virtually nothing to
Hessle and beyond.

East Riding LDF Framework, 2009 (based on Census 2001 data)
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4

Existing passenger transport infrastructure and services
Introduction

4.1

Prior to examining the potential for options to improve access to employment opportunities coming
forward at the strategic sites, we first examine current transport services to and from the strategic
sites.

4.2

In this chapter, for each strategic site in turn, we examine existing bus and rail services serving the
developments, together with an examination of any appropriate community transport services. In
the chapter that follows, the accessibility provided by these passenger transport services is
identified.

Capitol Park, Goole
The site
4.3

The new spine road through the site will connect the A161 at the roundabout junction of Normandy
Way and Andersen Road with the southern roundabout on the A614 Rawcliffe Road at M62
Junction 36. The northern part of the new spine road has already been built to serve the first
phase of the development. The remainder of the spine road providing a through route to the A161
Andersen Road will not be built until the development reaches a set threshold. At present, the only
formal pedestrian access is from Rawcliffe Road via the spine road.

4.4

As identified in chapter 2, the site has the capacity to accommodate around 6,000 jobs with full
occupancy of the site being achieved within 10 years. To date around 1230-1250 people work for
the three employers on the site – Guardian Industries, a Tesco Regional Distribution Centre and
the Drax Bio-fuel plant. The two main employers operate different shift patterns – Tesco operate
on the ‘continental’ pattern (6-2, 2-10, 10-6) whilst Guardian operate 8-4, 4-12 and 12-8 shifts.
Local Bus Services

4.5

4.6

Bus stops on Rawcliffe Road on the northern fringe of the site are served by Services 88/88A
Goole – Doncaster and 401 Goole – Selby – the Service 8 and 400 variants of 401 are routed via
Airmyn and do not pass Capitol Park. Goole Town services G4 and G5 provide access to a bus
stop at the current end-point of Capitol Park spine road in the early morning with return journeys in
the evening peak.
•

Service 88/88A (First) starts at Goole Interchange and is routed via local roads in Goole, Booth
Ferry Road and Rawcliffe Road to M62 Junction 36 and Rawcliffe before continuing through
Thorne and Hatfield to Doncaster.

•

Service 401 (Arriva) starts at North Street in Goole town centre and is routed via local roads in
Goole, Booth Ferry Road and Rawcliffe Road to M62 Junction 36. West of Junction 36 it
serves Rawcliffe, East and West Cowick and Snaith before continuing to Selby in North
Yorkshire.

•

G4/G5 (East Yorkshire Motor Services) are circular services linking residential areas of Goole
with employment destinations including Capitol Park. This service is supported by East Riding
of Yorkshire Council.

Table 4.1 provides a summary of the local bus services passing the northern perimeter of the
Capitol Park site.
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Table 4.1 Bus services to Capitol Park, Goole
Weekdays

Saturday
daytime

Sunday
daytime

Before 09:00

09:00-18:00

After 18:00

2 jnys

2 bph

4

2 bph

5 jnys

From Selby, Rawcliffe (401)

2

Hourly

3

Hourly

5 jnys

From Doncaster, Rawcliffe (88)

1

Hourly

1

Hourly

No service

2 jnys

No service

No service

As weekdays

No service

No service

No service

3 jnys

As weekdays

No service

From Goole town centre (88/401)

From Goole residential areas
(G4/G5)
To Goole residential areas (G4/G5)
bph: buses per hour
JMP using published timetables
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4.7

The provision of another 5,000 jobs on the site will challenge the capacity of the town service and
the services from Doncaster and Selby, assuming that the operators decide to divert both services.
Although there may be some spare capacity on services into and out of Goole in peak periods,
there will not be enough to enable public transport to take a meaningful share of all Capitol Park’s
journeys to and from work. A step change in provision will be needed to ensure that public
transport provides a sufficiently attractive alternative to the car. The potential additional demand,
although building up over a decade, will eventually support a better level of service even though
financial support may be needed to provide that better service at times given that capacity
increases in steps whilst demand does not.

4.8

A pedestrian and cycle path parallels the existing section of the Capitol Park spine road but there is
no pedestrian crossing facility or formal pedestrian route connecting bus stops on both sides of
Rawcliffe Road with the spine road.
Rail Connections

4.9

Goole Station is served by a Northern Rail train service between Hull, Doncaster and Sheffield. In
daytime on weekdays and Saturdays there is an hourly limited stop service between Hull and
Sheffield with trains calling at Brough, Goole, Doncaster and Meadowhall plus an hourly all stations
service between Hull and Doncaster. The timetable becomes less regular in evenings, but there
are still 8-9 departures in each direction after 18:00. The Sunday timetable is less frequent and
less regular, but does offer a departure in each direction during most daytime hours.

4.10

The station is some 2.5 kilometres from Capitol Park but is served by buses on Services 88/401 to
and from Rawcliffe Road at Capitol Park.
Community Transport

4.11

The local community transport operator is Goole GoFar which provides MiBus dial-a-ride services
on several weekdays, group hire services and a car scheme for pre-booked local healthcare,
shopping and social trips. There is a Friday only MiBus service that passes Capitol Park and
connects Snaith, Cowick and Rawcliffe with Goole. Goole GoFar also operates schools journeys
and the Friday mornings only Howden Town Service under contract to East Riding Council.

The Ozone, Howden
The Site
4.12

The Ozone site occupies a plot of land between the A614 Boothferry Road and the B1228 Booth
Ferry Road about one kilometre from M62 Junction 37 and 1.4 kilometres from the centre of
Howden. The current occupants of the site employ 100-110 people. If employment increases pro
rata to floor-space, there will be around 200 people working on the site on completion. The
timeframe for full occupancy of the site is 10 years.
Local Bus Services

4.13

Ozone is served by one bus route – Service 156 (East Yorkshire) linking Goole town centre (North
Street), Goole Hospital, Howden and Gilberdyke where some journeys continue to Elloughton but
where most journeys continue as Service 155 Gilberdyke to Hull (East Yorkshire). Service 156
operates hourly in daytime on weekdays and Saturdays, but becomes less regular in late afternoon
and evening.

4.14

Table 4.2 provides a summary of frequency of the local bus service passing the Ozone site.
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Table 4.2 Bus services to Ozone, Howden
Weekdays

Saturday daytime

Sunday daytime

Before 09:00

09:00-18:00

After 18:00

From Howden

2

Approx. hourly until
14:10, then 17:10

2 jnys

Approx. hourly until
14:10, 16:10, 17:10

4 jnys

From Goole

2

Approx. hourly until
14:35, 16:50, 17:40

2 jnys

Approx. hourly until
15:20, 16:50, 17:40

4 jnys

JMP using published timetables
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4.15

Service 156 is routed from Howden to Goole via the B1228 Knedlington Road - Booth Ferry Road
and the A614 Booth Ferry Road. It is not possible to consider diverting the service via the A614
Boothferry Road frontage of the Ozone site as the only other access to Howden that is suitable for
full-sized buses is the junction with Hull Road at the eastern end of the town – and the route out of
Howden for Service 156. Discussion with East Yorkshire Motor Services indicates that the buses
that are used on Service 156 are fully utilised providing school journeys in afternoons.

4.16

The development will not be of sufficient scale when complete to generate the level of demand that
will justify any significant improvements to the local bus service. The solution will have to be one
that makes low cost adjustments or additions to provide services that are at the right times for
workplace start and finish times.
Rail Connections

4.17

There is a station at Howden on the Hull to Selby line approximately two kilometres north of the
town on the B1228 road but there has been no connecting bus service for a number of years. Two
rail passenger services call at the station:
•

The Hull Trains service from Hull to London calling at Brough, Howden, Selby and Doncaster.

•

A Northern Rail service serving all stations between Hull, Selby and York (note that some
intermediate stations are not served on Sundays) that runs approximately every two hours.

Community Transport
4.18

Goole GoFar, the local community transport operator, provides MiBus dial-a-ride services from
communities in Howdenshire to Goole or Selby on certain weekdays. Goole GoFar also has the
East Riding contract for operating the Fridays-only Howden Town Service, but has no service that
provides a direct link between Howden, Capitol Park and Goole town centre.

Green Park, Newport
The Site
4.19

This site has planning consent for offices, light industry and warehousing/logistics.
No
development has yet taken place but it is expected that the site, when completely occupied, could
employ around 400 people. However, the development timeframe is understood to be 10-15 years.
The site is situated between the M62 and the B1230 Main Street immediately to the west of M62
Junction 38 (where the M62 motorway becomes the A63 trunk road).
Local Bus Services

4.20

The main bus service along the B1230 through Newport is provided by Services 155 Goole –
Gilberdyke – Elloughton and 156 Gilberdyke – Elloughton – Hessle – Hull (both East Yorkshire).
Services 155 and 156 follow a relatively indirect route between Newport and Elloughton to serve a
number of small communities (North Cave, South Cave, Ellerker, Brantingham). An approximately
hourly service is provided with a lower frequency in evenings and on Sundays. The first through
bus from Hull to Gilberdyke does not arrive in Newport until 10:51. Before that the service consists
of short journeys between Ferriby or Elloughton and Gilberdyke.

4.21

In November 2010 a new express Service X55 was introduced by East Yorkshire between
Gilberdyke, Newport, Elloughton, Brough and Hull. The service calls at all stops between
Gilberdyke and Brough before running ‘express’ to Brough and Hull via the A63.

4.22

Table 4.3 provides a summary of frequency of the local bus service passing the Green Park site.
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Table 4.3 Bus services to Green Park, Newport
Weekdays

Saturday
daytime

Sunday
daytime

Before 09:00

09:00-18:00

After 18:00

From Gilberdyke (155, 156, X55)

4

2 bph until 16:00
then hourly

4

Hourly plus

4 jnys

From Elloughton (155, 156, X55)

3

2 bph

5 jnys

Hourly plus

4 jnys

From Hull, Hessle (155)

3

Hourly

4 jnys

From Hull, Brough (X55)

0

Hourly

1 jny

3 jnys

No service

To Gilberdyke (155, 156, X55)

0

Hourly

1 jny

Hourly plus

4 jnys

To Elloughton (155, 156, X55)

4

2 bph until 16:00
then hourly

4 jnys

Hourly plus

4 jnys

To Hull, Hessle (155)

2

Hourly

2 jnys

Hourly plus

3 jnys

To Hull, Brough (X55)

2

Hourly until 16:00

No service

4 jnys

No service

bph: buses per hour
JMP using published timetables
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2 jnys

Rail Connections
4.23

The nearest rail stations are at Gilberdyke (5 kilometres) and Brough (8.5 kilometres). Both are
approximately 400 metres from the nearest bus stops on Service 155 (Clementhorpe Lane and
Scalby Lane in Gilberdyke; Elloughton Road and Welton Road in Brough), but neither is particularly
convenient for Newport.
Community Transport

4.24

Goole GoFar operates MiBus dial-a-ride services from Newport to Selby on Mondays and to Goole
on Fridays.

Melton Park and Melton West
The Sites
4.25

These sites occupy land between the M62 motorway and the Hull-Selby railway line to the south
east of the village of Melton and to the west of the larger community of North Ferriby. The primary
road access to the sites is by means of a grade-separated junction on the A63.

4.26

There are already 500 people employed by about 10 companies and there is potential for this to
grow to 3,000 by the time that full occupancy is achieved. There are some 89 hectares of
undeveloped land mainly with planning consent for B2 and B8 land uses. The timeframe for
achieving full occupancy is likely to be around 10 years.

4.27

Large parts of the sites are more than a kilometre from the centre of Melton village and there does
not appear to be an easy walking or cycle route linking the sites with North Ferriby.
Local Bus Services

4.28

Service 153 Hull to North Ferriby (East Yorkshire) already serves the new spine road (Monks Way)
that provides access from the A63 trunk road. The service connects Hull city centre, Anlaby, Kirk
Ella, Swanland and North Ferriby with the Melton development opportunities. On journeys towards
the Melton employment area, Service 153 follows a southern route through North Ferriby and
passes close to the rail station. In the opposite direction, buses take a more direct route that does
not offer a high level of access to North Ferriby and does not pass close to the rail station.

4.29

Service 155 Gilberdyke-Hull passes through the villages of Melton and North Ferriby and several
AM peak journeys and one early evening journey in each direction divert to serve Monks Way
West. Discussion with the operator indicates that other journeys on Service 155 used to be
operated via Monks Way West but were taken out of the site because of low usage and because
the extra journey time needed made it difficult to adhere to the published timetable. Service 155
also serves the High Street in North Ferriby in both directions but does not serve the rail station.

4.30

Table 4.4 provides a summary of the bus services to Melton Park - Monks Way West.

4.31

Development will be beneficial to the financial performance of Services 153 and 155 because it
offers potential new demand in the opposite direction to peak flow (i.e. away from Hull). Given that
Service 153 terminates at the Melton development, there should be substantial spare capacity to
cater for journeys to and from work from Hull and Hessle. Even so, delivering a good public
transport share of travel to work for the further 2,500 employees expected to work on the site when
fully built out is very likely to require a boost to the level of service if all workplace start and finish
times are broadly similar.
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Table 4.4 Bus services to Melton Park and Melton West
Weekdays

Saturday
daytime

Sunday
daytime

Before 09:00

09:00-18:00

After 18:00

From Gilberdyke, Elloughton (153,
155)

3 jnys *

No service

1 jny (18:55)

I jny (18:55)

No service

From Hull, Kirk Ella, Ferriby (153)

No service

Approx hourly

No service

No service

No service

2 jnys

No service

No service

1 jny (07:27)

No service

2 jnys **

1 jny (17:52)

No service

No service

No service

To Ferriby, Kirk Ella, Hull (153)

3 jnys

Approx hourly
until 16:33

1 jny (18:55)

1 jny (18:55)

No service

To Ferriby, Hessle, Hull (155)

2 jnys

No service

No service

No service

No service

From Hull, Hessle, Ferriby (155)
To Elloughton, Gilberdyke (153, 155)

* One journey each from Gilberdyke, South Cave and Elloughton
** One journey to Elloughton only
JMP using published timetables

Page

Job No

Report No

Issue no

Report Name

28

NEA6083

1

3

M62-A63 Corridor Transport Feasibility Study

Rail Connections
4.32

The nearest station is North Ferriby. Journeys from Hull on Service 153 provide a connection from
the station to the development sites, but return journeys use the High Street and do not pass near
to the rail station.

4.33

The station is served by Northern Trains on the York – Selby – Hull and Hull – Doncaster services.
There is an approximately hourly service in both directions between Hull, Hessle, Gilberdyke,
Goole and Doncaster on weekdays and Saturdays with several trains before 09:00 and several
after 18:00. The Selby service is limited to three trains each way on weekdays and Saturdays.
Services on Sunday are very limited.
Community Transport

4.34

There do not appear to be any regular community transport services in the area around Melton and
North Ferriby.

Bridgehead, Hessle
The Site
4.35

The site straddles the A15 Boothferry Road between the A15-A164 roundabout and the junction
2
with the A63 Clive Sullivan Way. There is outline planning consent for 600,000 ft of B1 office
development with the potential to employ 3,000 people. As with all of the other sites, it is likely that
it will take up to ten years to achieve full occupancy. Given that only outline consent has been
sought, the form of road access to both parts of the site is not clear.
Local Bus Services

4.36

Service 155 Gilberdyke – Hessle – Hull is routed along Ferriby Road to the south of the site and
provides hourly links from Anlaby Road - Boothferry Road in Hull and from Elloughton, Brough and
North Ferriby to the west.

4.37

Service 184 is a shopper service consisting of one journey each way between Swanland, Ferriby
and Hessle on weekdays and Saturdays. It plays no role in meeting journey-to-work demand.

4.38

Service 350 Humber Fastcat connects Scunthorpe and Barton with Hull via the Humber Bridge and
is jointly operated by East Yorkshire and Stagecoach East Midlands. The service is routed to and
from Hull city centre via the A1105 Anlaby Road – the A15-A164 roundabout is the closest that the
services comes to the site. The service calls at a stopping place called Humber Bridge North
Approach just north of the bridge over the Ferriby Road.

4.39

Stagecoach East Midlands also operate the ‘Humber Flyer’ express bus service from Humberside
Airport to Hull via Barton, the Humber Bridge, Boothferry Road and Anlaby Road with a stop at on
the Humber Bridge North Approach. There are guaranteed connections at the Airport from
Cleethorpes and Grimsby.

4.40

Table 4.5 provides a summary of the bus services that currently pass close to the development
site.

4.41

Clearly, the scale and nature of development will require a step change in the level of provision.
The creation of 3,000 jobs in B1 office developments implies that most staff will be travelling to and
from work in the normal peak periods and the existing local bus services lack the capacity to cater
for a significant share of that demand.
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Table 4.5 Bus services to Bridgehead, Hessle
Weekdays

Saturday
daytime

Sunday
daytime

Before 09:00

09:00-18:00

After 18:00

From Elloughton, Brough, North
Ferriby (155)

3

Hourly

1

Hourly

4 jnys

From Hull, Hessle (155)

2

Hourly

2

Hourly

4 jnys

From Hull (express services)

6

3 bph

7

3 bph

6

To Elloughton, Brough, North
Ferriby (155)

2

Hourly

2

Hourly

4 jnys

To Hull, Hessle (155)

4

Hourly

3

Hourly

4 jnys

To Hull (express services)

3

3 bph

6

3 bph

6

Links for travel to work to/from South Humberside not included
bph – buses per hour
JMP using published timetables
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Rail Connections
4.42

Hessle Station is about two kilometres to the east via the local road network but there is no direct
bus link connecting the station with the development site.

4.43

The station has very good rail connections to and from Hull plus less frequent services to stations
between North Ferriby, Gilberdyke and Goole. There is an approximately hourly service in both
directions between Hull, Hessle, Gilberdyke, Goole and Doncaster on weekdays and Saturdays
with several trains before 09:00 and several after 18:00. The Selby service is restricted to a small
number of journeys in each direction and, in both cases there is a very limited service on Sundays.
Community Transport

4.44

There are two community transport operators in Hull: East and West Hull Community Transport.
Both operate ‘Dial-a-Ride’ and ‘Hospital-2-Home’ services to the Castle Hill and Hull Royal
Infirmary hospitals in partnership with the City Council. They both also provide transport to local
doctors’ surgeries, local shops, and social and leisure destinations.

Green Port, Hull
The Site
4.45

The development site is at Alexandra Dock, Hull and is situated to the south of Hedon Road where
there are frequent bus services. During 2011 ABP is expected to submit a planning application for
an offshore wind turbine manufacturing and export facility with the objective of completing
construction and having the plant operational by 2014. The wind turbine manufacturing facility is
expected to employ between 700 and 800 people working on a two or three shift system over 24
hours. The maximum number of employees needing to travel to work at any given shift change
time is likely to be much lower.

4.46

Assuming this development proceeds as expected, there is likely to be follow up supply chain
development at sites along the A1033 Hedon Road and at Burma Drive and the old Maternity
Hospital site (off Marfleet Lane about 600 metres north of Hedon Road).

4.47

It is assumed that there will not be a network of public roads penetrating the development and
public transport access would have to be via bus stops on Hedon Road or a dedicated private bus
into the site. As a result walk distances from site entrance to actual place of work are likely to be
lengthy implying a need for the site operator to consider carefully the means of moving employees
around the site.
Local Bus Services

4.48

Services 76 and 77 Withernsea – Hull (East Yorkshire) provide a half-hourly service along Hedon
Road in the vicinity of Alexandra Dock in daytime on weekdays and Saturdays. There are also
reasonable levels of service in the early morning and in evenings on weekdays and Saturdays,
together with an hourly service on Sundays.

4.49

Services 76 and 77 combine with other services (71, 78, 79, 80) to provide a combined headway of
15 minutes in each direction between Hull city centre and Saltend in daytime Mondays to
Saturdays.

4.50

Service 46 Hull – Marfleet (Stagecoach Hull) connects the city centre, Victoria Dock and residential
areas south of Southcotes Lane - Preston Road with Marfleet. The timetable is irregular and lacks
journeys suitably timed for travel to and from work in peak periods.
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4.51

Circular Services 677 and 678 link Hull city centre and a number of residential areas with the P&O
Terminal and Cranswick Foods in early morning (total of eight journeys) and in the PM peak (two
journeys) on weekdays.

4.52

The main weaknesses in terms of journey to and from work are the lack of orbital bus services
connecting with the more deprived residential areas in north and north-east Hull, and the weakness
of bus links to the other possible development sites to the north of Hedon Road (e.g. Burma Drive).

4.53

Table 4.6 provides a summary of bus services on Hedon Road and Marfleet Lane.
Hull East Park and Ride Scheme

4.54

There is a proposal for a new Hull East park and ride scheme based on a site at the former Hedon
Airfield to the east of the junction of the A1033 Hedon Road and Paull Road at Saltend. During
2010 East Riding of Yorkshire Council consulted on a ‘Preferred Approach’ as part of the process
of developing a Core Strategy Development Plan Document (DPD). The proposals include an
expressed intention to safeguard the land needed for the park and ride site in the Site Allocations
DPD that will follow on from eventual adoption of the Core Strategy.

4.55

Hull City Council has included a statement in its latest Local Transport Plan (LTP3) that park and
ride remains an essential element in the transport strategy for the city in the LTP3 period, but that
“it is currently unlikely that any scheme will be progressed in the short term”. The extent of
consideration given to the operation of park and ride bus services to date is not clear, but there
appear to be three options for serving the East Hull site:
•

Making use of the existing frequent bus service between Hedon and Hull city centre to serve
the park and ride site. Capacity enhancement through an increase in frequency may be
needed in peak periods to cater for existing demand for bus travel, park and ride demand, and
development generated demand at Green Port. Some of the additional journeys provided
could be extended to serve the proposed development site at Saltend.

•

Providing a dedicated and frequent limited stop park and ride bus service connecting the site at
Saltend with the city centre. The new service would provide capacity to cater for development
generated demand at Green Port.

•

Providing a dedicated and frequent limited stop park and ride bus service linking the East and
West Hull park and ride sites via the city centre. The new service would again provide capacity
to cater for development generated demand at Green Port.

Rail Connections
4.56

The nearest rail station is Hull Paragon Interchange – the frequent bus service between the
Interchange and Hedon gives a travel time between the station and Green Port of 15 to 20 minutes.
Community Transport

4.57

There are two community transport operators in Hull: East and West Hull Community Transport.
Both operate ‘Dial-a-Ride’ and ‘Hospital-2-Home’ services to the Castle Hill and Hull Royal
Infirmary hospitals in partnership with the City Council. They both also provide transport to local
doctors’ surgeries, local shops, and social and leisure destinations.
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Table 4.6 Bus services to Green Port, Hull
Weekdays

Saturday
daytime

Sunday
daytime

Before 09:00

09:00-18:00

After 18:00

5 jnys*

4 bph

7 jnys*

4 bph

Hourly plus

No service

7 jnys

No service

7jnys

No service

8 jnys

2 bph

4 jnys

2 bph

Hourly

From Hedon (76, 77 and others)

11 jnys*

4 bph

7 jnys*

4 bph

Hourly plus

To Hull via Hedon Road (76, 77 and
others)

11 jnys*

4 bph

7 jnys*

4 bph

Hourly plus

No service

7 jnys

No service

7jnys

No service

To Withernsea and Hedon (76, 77)

2 jnys

2 bph

5 jnys

2 bph

Hourly

To Hedon (76, 77 and others)

5 jnys*

4 bph

7 jnys*

4 bph

Hourly plus

From Hull via Hedon Road (76, 77 and
others)
From Hull via Marfleet Lane (46)
From Withernsea and Hedon (76, 77)

To Hull via Marfleet Lane (46)

* Includes journeys supported by East Riding Council
bph – buses per hour
JMP using published timetables
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4.58

The site is on the fringe of the area served by North Holderness Community Transport (HART)
which provides MediBus and MiBus dial-a-ride services, group hire and a car scheme. The primary
area covered is Hornsea, Withernsea and Holderness. There is a Fridays only MiBus service
linking Withernsea and South Holderness villages with Hull which passes close to the Green Port
site (assuming that it is routed along Hedon Road).

Saltend
The Site
4.59

The site is adjacent to the existing BP and Nippon Goshei developments and has 200 acres of land
that may be increased to 600 acres. The initial site of 200 acres (81 hectares) is understood to be
to the south of Hedon Haven, to the west of Paull Road and to the south east of BP and Nippon
Goshei. If the site is expanded to 600 acres (243 hectares) it could eventually extend as far north
as Hedon Bypass.

4.60

The site is restricted to port-related uses with the result that development could include
warehousing and/or large areas of hard standing – implying a low density of employment. The
timeframe for development is ten years.
Local Bus Services

4.61

Local bus services operate on the A1033 Hedon Road - Hull Road and along Paull Road.
•

Service 78 Hull – Hedon provides Paull Road and Paull village with a bus every 1-2 hours in
each direction, but the timetable is not targeted on providing for travel to/from work in Saltend.

•

Services 76 and 77 and other services combine to offer a headway of a bus every 15 minutes
in daytime on Mondays to Saturdays between Hull city centre and Salt End Lane end – and
nearly the same level of service along the A1033-B1362 to Hedon. A half-hourly service
continues eastwards to Withernsea. The level of service in evenings is reasonable, but
Sunday services are less suitable for travel to and from work.

4.62

If shift working is introduced on the site, the timetable for bus services to Paull will need to be
reviewed. At present there are outbound journeys from Hull to Paull passing Salt End Lane at
07:20 and 09:50 whilst late afternoon journeys leave Paull at 15:53 and 18:18.

4.63

Table 4.7 shows the level of bus services provided in the area around Saltend and on the main
road to the west of Hedon.

4.64

The 200 acres can be accessed by the low frequency local bus service on Paull Road but the
northern fringe of the site is well beyond reasonable walking distance of bus services on the
A1033. The northern fringe of the larger site of 600 acres will be accessible from the frequent bus
services on the A1033. The main issue is the southern and western extent of the site with
distances from the nearest bus route being substantial.
Rail Connections

4.65

The nearest rail station is Hull Paragon Interchange – between 20 and 25 minutes travel time by
bus. The Saltend rail freight branch recently upgraded by Network Rail terminates beside Salt End
Lane in the Nippon Goshei-BP complex, but would require substantial further upgrading to carry a
rail passenger service at a cost that would not be affordable in the current economic climate.
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Table 4.7 Bus services to Saltend
Weekdays

Saturday
daytime

Sunday
daytime

Before 09:00

09:00-18:00

After 18:00

From Withernsea via A1033 (76, 77)

8

2 bph

4

2 bph

Hourly

From Hedon via A1033 (76, 77 and
others)

11 jnys

4 bph

7 jnys*

4 bph

Hourly plus

From Hedon via Paull (78, 80)

2 jnys*

7 jnys*

2 jnys*

7 jnys in day*

3 jnys*

From Hull via Hedon Road (76, 77 and
others)

5 jnys*

4 bph

6 jnys*

4 bph

Hourly plus

To Withernsea via A1033 (76, 77)

2 jnys

2 bph

5 jnys

2 bph

Hourly

To Hedon via A1033 (76, 77 and
others)

5 jnys*

4 bph

6 jnys*

4 bph

Hourly plus

To Hedon via Paull (78, 80)

1 jny*

7 jny*

2 jnys*

6 jnys in day*

3 jnys*

11 jnys

4 bph

7 jnys*

4 bph

Hourly plus

To Hull via Hedon Road (76, 77 and
others)

* Includes journeys supported by East Riding Council
bph – buses per hour
JMP using published timetables
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Community Transport
4.66

The site is in the area served by North Holderness Community Transport (HART) which provides
MediBus and MiBus dial-a-ride services, group hire and a car scheme. The primary area covered
is Hornsea, Withernsea and Holderness. There are two Mibus services operated through the area
on Friday mornings – a service from Paull to nearby supermarkets and a service from Withernsea
and South Holderness villages to Hull.
Car share

4.67

There is an existing car share scheme in place for BP. It is understood that between 30 – 40% of
staff are signed up but the actual car share rate is not known.
Cycling

4.68

It is understood that in summer between 80 – 100 people cycle to the site each day. Infrastructure
for those cycling from Hull is relatively good, but those cycling from Hedon are not so well provided
for.
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5

Accessibility of the seven strategic sites
Introduction

5.1

To complement the research outlined in chapter 4, assessments of the accessibility of the strategic
development sites have been undertaken, both in terms of public transport access, and for car
access.

Accessibility by Public Transport
5.2

The program Accession has been used in conjunction with files from the National Public Transport
Database Repository and Census 2001 data on numbers of residential households to map
accessibility by public transport (bus and rail) for each of the employment sites under consideration
in the M62-A63 Corridor. The analysis covers a time period from 07:00 to 09:00 on a weekday.

5.3

Each map shows the area that is accessible by public transport in each of five travel time bands
and the number of residential households within each travel time band. In choosing the travel time
bands for the analysis, account has been taken of the Jobcentre Plus guideline of a maximum
home to work travel time of 60 minutes rising to 90 minutes for unemployed people who have been
on their register for more than 13 weeks. Jobcentre Plus will seek to place job seekers in
vacancies that are further afield if the individual is willing to travel further. The Accession analysis
includes the time taken for the ‘walk’ element of trips at both ends of the journey and allows a
maximum of two bus-bus or bus-rail interchanges in each one-way journey. It includes any wait
time at interchange points, but does not include wait time at the first bus stop or rail station on the
journey.

5.4

The output of the accessibility analysis is shown on Figures B1 to B7 in appendix B and the key
features are summarised in the following paragraphs. It should be noted that the number of
households accessible by public transport includes households outside the East Riding of
Yorkshire and the City of Kingston upon Hull.
Capitol Park, Goole (Figure B1, Appendix B)

5.5

Capitol Park is accessible by public transport within 20 minutes from some parts of Goole and
within 40 minutes from the whole of the town. Increasing the maximum travel time to 60 minutes
has very little impact on the size of the accessible area whereas corridors from Selby, Thorne
(South Yorkshire) and an area around Howden become accessible within 90 minutes. At 2001
there were more than 18,000 households within 60 minutes travel time and around 99,000
households within 90 minutes by public transport.
The Ozone, Howden (Figure B2, Appendix B)

5.6

The site is accessible only to Goole, Howden and a few neighbouring villages at a maximum public
transport travel time of 40 minutes. If the maximum travel time is increased to 60 minutes, the
catchment area expands by only a modest amount. At 90 minutes maximum travel time the
accessible area extends east to Ferriby, west to communities between Snaith and Selby and southwest to parts of Thorne and Stainforth. In 2001 there were nearly 6,000 households within 60
minutes travel time and more than 45,000 households within 90 minutes by public transport.
Green Park, Newport (Figure B3, Appendix B)

5.7

Green Park is accessible within 40 minutes by public transport from a small section of the M62-A63
corridor extending from Eastrington to Ellerker. At a maximum journey time of 60 minutes the
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accessible area is extended to cover a broader corridor between Howden in the west and
Elloughton in the east. At a maximum journey time of 90 minutes the accessible area increases to
all of Goole and the M62-A63 corridor as far east as Ferriby. There were around 9,000 households
within 60 minutes travel time and more than 23,000 households within 90 minutes by public
transport.
Melton Park and Melton West (Figure B4, Appendix B)
5.8

The Melton employment area is accessible within 40 minutes travel time by public transport from
communities as far east as Gilberdyke and on the western fringes of Hull including Hessle, Kirk
Ella, Willoughby, Anlaby and Hull city centre. At a maximum public transport travel time of 60
minutes there is only a small expansion of the accessible area. Application of a maximum public
transport travel time of 90 minutes extends the accessible area further east to Goole, Selby,
Thorne and Stainforth and west to include the whole of Hull and parts of Hedon. There were about
72,000 households within 60 minutes travel time and more than 231,000 households within 90
minutes by public transport.
Bridgehead, Hessle (Figure B5, Appendix B)

5.9

The site is accessible to communities as far west as North Cave and as far east as Hull city centre
within 40 minutes travel time by public transport. Increasing the maximum travel time to 60
minutes extends the accessible area to include a corridor eastwards towards Hull city centre.
Application of the 90 minutes travel time isochrones extends the accessible area to include
Cottingham and most of Hull with the exception of Marfleet, Kingswood and parts of Bransholme. It
also covers Barton-on-Humber and a number of the surrounding villages. At 2001 there were more
than 107,000 households within 60 minutes travel time and nearly 264,000 households within 90
minutes by public transport.
Green Port, Hull (Figure B6, Appendix B)

5.10

Green Port is accessible within 40 minutes public transport travel time to a relatively small area of
Hull extending west to the Hull Royal Infirmary and east to Hedon. If maximum travel time is
increased to 60 minutes the accessible area covers all of Hull, most of Cottingham and areas as far
west as the Humber Bridge and as far east as Patrington. At a maximum travel time of 90 minutes
the accessible area extends to include Withernsea, Hornsea and communities along the A63
corridor as far west as Ellerker. There are also a number of isolated areas around rail stations
further to the west that are within 90 minutes of Green Port. There were more than 91,000
households within 60 minutes travel time in 2001 and more than 152,000 households within 90
minutes by public transport.
Saltend (Figure B7, Appendix B)

5.11

The level of public transport accessibility to the site at Saltend depends on the precise location. If
the northern boundary of the site is close to the A1033 accessibility will be much better than if it is
further south closer to Paull village. For the purposes of the analysis, the centroid for the site has
been placed to the south close to Paull village.

5.12

The area that is accessible by public transport within a travel time of 40 minutes is limited to a
narrow corridor from Paull and Hedon via Hedon Road onto the city centre. Increasing the
maximum travel time to 60 minutes has only the marginal effect of expanding the accessible area
to include a small area of Hull around Southcoates Lane and Holderness Road plus a number of
villages around Hedon. If a maximum travel time of 90 minutes is adopted the catchment area
expands to cover much of Hull, but not Hessle, Cottingham or the eastern fringes of Hull itself. In

Page

Job No

Report No

Issue no

Report Name

38

NEA6083

1

3

M62-A63 Corridor Transport Feasibility Study

2001 there were about 14,000 households within 60 minutes travel time and more than 97,000
households within 90 minutes by public transport.

Accessibility by Car
5.13

A similar assessment using Accession has also been made of accessibility by car to each of the
seven sites under consideration. The outputs are provided on Figures C1 to C7 in Appendix C and
show the areas that are within 15, 30, 45 and 60 minutes car travel time of each site and the
number of residential households that were within each travel time band at the time of the Census
2001.

5.14

The output shows clearly how much further it is possible to travel in one hour from each site – all of
the communities in the broad corridor between Goole and Withernsea are within 60 minutes travel
time of all seven of the employment sites.
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6

Practical options for developing new public transport
services
Main issues in public transport access to development sites

6.1

The key issues to be addressed in developing potential solutions to address issues of access to
employment opportunities at development sites along the M62-A63 corridor are summarised below:
•

The slow pace of development – in most cases over a period of ten years – implies that it will
not be affordable to sustain supported services throughout the development timeframe. This
implies incremental solutions, perhaps with a change of solution when demand reaches some
threshold or critical mass. The key is to continue to provide links to the same residential
catchments throughout the period of development in order to influence travel behaviour.

•

The overall economic context with shrinking budgets for providing support for journeys on local
bus services and for other forms of public transport that are deemed to be socially necessary.

•

The different travel horizons of people living in different parts of the catchment areas of
development sites in the corridor – data available from East Riding of Yorkshire Council
indicates that people living in Goole have limited travel horizons resulting from the location of
past and present employment opportunities, whereas residents in many rural areas have much
wider travel horizons when seeking work (subject to the availability of transport).

•

The need to try to develop solutions that focus in part (but not entirely) on opening up new
employment opportunities to people living in the more deprived wards of Hull and the East
Riding.

•

The need to link people with relevant skills to employment opportunities utilising those skills.

•

The difficult issue of trying to provide a sustainable transport solution for employees working on
shift systems.

•

In more rural areas, local bus services are usually less frequent and it can be difficult to retime
journeys to suit workplace start and finish times at different places en route. Employers in
more rural locations should be encouraged to allow flexible working as part of their travel plans
to make it easier for their employees to use public transport. This is feasible for office
employment and some industrial uses, but not for all types of employment.

•

The need to consider journey times and establish what is reasonable – Jobcentre Plus use an
initial criterion of a maximum journey time of 60 minutes when trying to place job seekers in
vacancies rising to 90 minutes after 13 weeks on the register.

•

The need to develop travel opportunities that are affordable. If a job is at minimum wage, the
cost of the journey is more significant than if skilled employment is on offer. In more rural
areas, bus speeds are higher and distance travelled in an hour can be considerable but fares
are distance based and become a more significant barrier.

•

Existing bus services are often very full in the peak hour and may not have sufficient spare
seats to provide a viable solution for new developments. Some of the developments are of a
scale that will necessitate a significant uplift in transport provision.
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The Potential Role of Community Transport Providers
6.2

The Community Transport (CT) sector may be a potential contributor to meeting travel needs
generated by the new employment opportunities in the M62-A63 corridor in some circumstances.
The circumstances are limited by commercial considerations, which are useful to reflect in advance
of examining the detailed opportunities later in this chapter. The CT sector can provide services to
the public under Section 19 Standard Permits and Section 22 Community Bus Permits within
limitations last revised by the Community Bus Regulations 2009. Section 19 and 22 Permits are
issued only to bodies operating passenger transport on a not for profit basis. They are not
available where the provision of passenger transport is incidental to another activity that is carried
out with the objective of making a profit.

6.3

Section 19 Standard Permits enable vehicles with a maximum capacity of 16 seats to be used to
carry passengers at separate fares, but they are restricted to use by members of organisations that
hold the Permits. The 2009 Regulations extended their availability to people living within a
geographically defined local community or who are members of a community whose public
transport needs are not met. This would allow employees of a firm to organise a service to meet
their transport needs at times when there is not an existing public transport service (e.g. shift
changes during the night). Employers are not allowed to organise the service, but may be able to
facilitate its establishment. Alternatively, an existing Community Transport operator may be able to
help the employees organise the service.

6.4

Section 22 Community Bus Permits allow bodies concerned with the social or welfare needs of one
or more communities (that are not necessarily geographically defined) to provide a community bus
service on which separate fares are collected and which must be registered as a local bus service
with the Traffic Commissioner in a similar way to the registration of conventional local bus services.
These services should be targeted on travel markets where an existing bus service is not provided
on a commercial basis.

6.5

Community Transport operators can tender for local bus services to be operated under contract to
local authorities and have done so mainly in relation to the provision of transport to and from
school. Any profit made is ploughed back to provide resources for their non-profit-making transport
activities.

Capitol Park, Goole
Needs and Potential Solutions
6.6

The subsidised Goole Town Service (G4 and G5) already provides a link between residential areas
of Goole and Capitol Park with morning arrivals at 07:16 and 08:16 and evening departures at
16:35 and 17:35. It serves North Street, but does not cross the Dutch River to serve Old Goole.
Residents of Old Goole would have to change buses in Goole town centre, but the accessibility
mapping suggests that they are within 40 minutes travel time of Capitol Park, even allowing for
interchange. The circuitous route means that journey times to and from Capitol Park can be
relatively lengthy for what is a short journey (e.g. 31 minutes from Fountayne Street in the far east
of Goole to Junction 36). The buses that operate the Goole Town Services are fully utilised and
there is no scope to use them to provide any additional journeys to and from Capitol Park at other
times of day on weekdays or Saturdays.

6.7

First Doncaster Service 88 provides an hourly service linking Capitol Park with Goole town centre
and the Thorne area of South Yorkshire. Arriva Service 401 also provides an hourly service linking
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the site with Goole town centre and Selby. There is no scope for diverting either service into
Capitol Park until the spine road is completed and links Rawcliffe Road and Boothferry Road. Both
operators have given an indication that they would consider the diversion of their services via the
spine road once it is fully open. In both cases, the decision would be based on a business case
that compares the ‘wheel-turn’ costs of using the existing route or the spine road with the potential
net increase in revenue of the diversion (i.e. the numbers of passengers using bus stops on the
existing route compared with potential demand on the spine road route).
6.8

Although the existing bus services do have some spare capacity at peak periods, there will be a
point in the build up of demand when the provision of additional bus capacity will have to be
considered. There will be around 5,000 more employees travelling to and from work when the site
is fully developed. Even if public transport took only a 10% market share, that would represent 500
more return journeys or the equivalent of seven double deck buses with full seated and standing
loads in each direction.

6.9

The distribution of the additional trips through the day will influence the type of solution that can be
applied. If the great majority of jobs are with employers who operate conventional start and finish
times, a bus based solution will be applicable whereas, if a large proportion of additional
employees are working two or three shift systems, a different solution will be needed to recognise
the difficulty of catering for travel in late evenings, overnight or very early in mornings.

6.10

There is also a risk that additional employment could reach the critical mass where a step change
in public transport is warranted before the development threshold is reached that will require
completion of the spine road. Without the ability to route buses directly between Junction 36, the
site, A161 Andersen Road and the town centre, it will be difficult to provide an attractive bus
service to the site that will have the desired influence on employee mode choice and travel
behaviour.

6.11

The following needs can be identified from an assessment of accessibility by local public transport
services:
•

In the short term there is a need to complete the safe walking route for pedestrians from bus
stops on both sides of Rawcliffe Road to the Spine Road.

•

In the short to medium term there may be a need to provide a shuttle service between the town
centre and the site on weekdays and Saturdays that would provide connections to other bus
services. This is not an ideal solution – there may need to be an incentive to make the service
more attractive (e.g. free travel to overcome the fare penalty of changing bus or mode).

•

As soon as the spine road is fully open through the development, both Arriva and First should
be encouraged to divert their services via the spine road. If either or both companies are
willing to divert their commercial services, there should be no cost to East Riding of Yorkshire
Council as it is unlikely that there would be any material change in the cost to the East Riding
of providing support for any tendered journeys on these services that could be attributed to the
route change. It is likely that the scale of increase in demand associated with the development
will at some stage encourage First and/or Arriva to introduce additional journeys on a
commercial basis. If developer funding can be secured, it would be desirable to provide ‘pump
priming’ support to secure the early implementation of service enhancement in order to be able
to influence mode choice at an earlier stage of the development.

•

There is no direct bus link from Howden to Capitol Park, and East Yorkshire service 156
connecting Howden with Goole does not operate in the PM peak period. Provision of some
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additional peak period journeys between Howden and Goole via Capitol Park would be of
benefit to both Capitol Park and the Ozone in Howden. A proposal is outlined later in this
report.

6.12

The shift change times at the Tesco distribution centre and the Guardian Industries plant do not fit
well with the public transport services that are on offer. Travel patterns for the employees of both
firms are established and could only be influenced very gradually over time as existing workers
move on and new employees take their place. The implication is that any public transport solution,
even if successful, would take a long time to build demand and would need financial support for
many years.

6.13

There are several constraints that apply in developing public transport or other sustainable
transport solutions for 24 hour three shift systems:

6.14

•

Employees starting work need to arrive on-site before shift change time whilst workers ending
their shifts need to start their homeward journeys after shift change time.

•

Even if there are suitable public transport services at some shift change times, there are no
services at shift changes overnight or in the early morning and, at weekends, public transport
services operate at a lower level.

•

Three shift systems imply that less than a third of the workforce will be present during each
shift (i.e. less than 80 at Guardian, less than 350 at Tesco). Given that the homes of
employees will be dispersed over a wide area, the demand for a fixed-route public transport
service will be limited.

An assessment of the options for providing sustainable transport solutions for shift workers is
provided below:
•

Adjusting existing public transport services for daytime and evening shift changes: Existing
bus timetables are designed to meet a host of different travel demands along bus routes so
that retiming of journeys to coincide with shift changes is likely to have adverse effects on other
bus users.

•

Providing new bus services at shift change time with flexible routes to maximise the range of
places served: If shift change times are in peak periods or at school start or finish times, it is
unlikely that new journeys could be provided at an affordable marginal cost. Provision of
services at overnight shift change times will be expensive reflecting the need for drivers to work
unsocial hours and could also make it more difficult for operators to ensure compliance with
drivers’ hours and rest day rules, with consequent cost implications.

•

Provision of dedicated buses by employers to collect workers from their homes and return them
at the end of their shifts: This represents an additional cost for employers and could not meet
the travel needs of all employees.

•

Car-sharing: The scope is restricted as employees may have different rest days or different
combinations of days working on day or night shifts.
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6.15

The Deeside and Wrexham Shuttle is an example of the type of flexible service that could be
introduced to serve Capitol Park (and other sites with shift working around Hull). The Shuttle
provides a personal service from locations near employee homes such as bus stops, train stations
and road junctions to a set of designated employment destinations (primarily the Deeside industrial
zone) from 05:00 to 24:00 every day including Sunday. The service is only open to people working
at the designated workplace destinations and travel must be pre-booked. The routes followed by
buses are flexible and are pre-planned the day before (using an appropriate software package) to
determine route, and pick-up and set down points. Although on-line booking is feasible the service
does offer support to cater for telephone booking of travel and administration of operations.

6.16

The Deeside and Wrexham Shuttle concept is sufficiently flexible to cater for a combination of
conventional working hours and shift working. It does require financial support even after demand
has built up to final levels. Any necessary funding could come from the public sector, from
developer contributions or a combination of both. Application of the concept to Capitol Park would
require cross-boundary co-operation with South Yorkshire PTE as the operational area should
include not only Goole and Howden, but also Thorne, Hatfield and Stainforth in order to ensure the
critical mass needed to spread costs and minimise financial support. It could also form part of a
travel planning initiative that would be acceptable to the Highways Agency, which is likely to have
concerns about the traffic impact on the M62-M18.

The Ozone, Howden
Needs and Potential Solutions
6.17

The scale of development proposed at the Ozone is expected to result in around 200 jobs on the
site when fully developed and occupied. This represents an increase of only 100 compared to the
present workforce. The scale of the additional development is not going to generate sufficient
demand to warrant the provision of any substantial enhancement of public transport services.

6.18

The first issue that needs to be addressed is the provision of bus stops and a safe pedestrian
access to the site from the B1228 on the west side of the site. As indicated in Chapter 4, Service
156 has to use the B1228 Booth Ferry Road to access Howden town centre and so cannot be rerouted past the main frontage of the site. The masterplan for the site does not appear to make
provision for any such pedestrian link.

6.19

The only other issue is whether Service 156 provides journeys at the right times to cater for start
and finish times for existing and future occupants of the site. Buses travelling from Gilberdyke to
Goole pass the site at about 06:59 and 08:12 in the AM peak and at 17:10 and 19:10 in the PM
peak and early evening on weekdays. Buses travelling from Goole to Gilberdyke pass the site at
about 07:40 and 09:00 in the AM peak and at 17:10 and 18:00 in the PM peak.

6.20

The only option for improvement would be to provide some additional peak period journeys linking
Howden, the Ozone, Capitol Park and Goole in both peaks. A community transport solution would
be the most cost effective way of providing this link in the form of one or two journeys timed to suit
the finishing times of employers on both sites. A route through Goole would need to be devised
that does not abstract patronage and revenue from any of the existing bus services in the area.
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Green Park, Newport
Needs and Potential Solutions
6.21

Given the rural location of this site, there is a good level of bus service on the B1230 frontage of
the site providing a choice of times for travel to and from work at Green Park from Gilberdyke and
communities between Newport and Hull city centre. The site is undeveloped but will, in time,
employ around 400 people. The scale of development and the additional revenue to bus operators
in the form of bus fares will not justify substantial improvements to local bus services.

6.22

Until it is determined what workplace start and finish times will be on the site and whether
occupiers of the site will operate shift systems or six or seven day working it is difficult to develop
specific solutions. However, there are some issues that have been identified for weekdays and
potential solutions are suggested below:

6.23

•

There is no journey from Brough and the villages to the east that passes Green Park between
07:53 and 09:51 - the available vehicles are probably committed to home-to-school travel:
Provide a Brough to Gilberdyke journey that leaves Brough at 08:20 and passes Green Park at
08:48.

•

There is no journey from Newport to Brough and the surrounding villages that passes Green
Park between 15:14 and 17:29 - the available vehicles are probably committed to home-toschool travel: Provide a Gilberdyke to Brough journey that leaves Gilberdyke at about 17:00.

•

There is no journey from Goole and Gilberdyke that passes Green Park between 07:59 and
09:19: provide a journey from Goole at 08:00 that reaches Green Park at 08:40.

•

There is no journey to Gilberdyke and Goole that passes Green Park between 16:51 and
18:29: Provide a journey to Goole that leaves Green Park at 17:05.

Introducing these additional journeys is unlikely to be a low cost solution unless a community
transport or independent bus operator has vehicles that can be available at the appropriate times.
Once the start and finish times of employers moving to Green Park are known, it may be possible
to make adjustments to the timetable of Service 155 to fill some of these gaps without incurring the
cost of providing one or two extra vehicles to run the additional journeys.

Melton Park and Melton West
Needs and Potential Solutions
6.24

The public transport accessibility mapping shows an area extending from Hull city centre to
Gilberdyke to be within 60 minutes travel time of the Melton employment area. However, many of
the more deprived areas in the north and north east of Hull lie within the 60-90 minutes travel time
band.

6.25

The sites will generate substantial demand for public transport services. When fully developed,
there will be another 2,500 jobs available. The travel planning task will be to secure as high a
mode share for public transport as possible.

6.26

There are existing bus journeys connecting Hull city centre, Anlaby Road, Kirk Ella, Swanland and
parts of North Ferriby with the developments at suitable times for travel to and from work. There
are also some journeys suitable for travel to work in the Melton employment area from Gilberdyke,
Elloughton and neighbouring villages, but the return journey from Monks Way at 17:52 is too late
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for workers finishing at 16:30 or 17:00. There is a westbound journey on Service 155 that passes
through Melton village at 17:18. In the short term it should be possible to divert this journey via
Monks Way at low cost without adversely affecting service timekeeping.
6.27

Load factors on AM peak period journeys towards Melton on Services 153 and 155 will not be high
as they are travelling in the opposite direction to peak flow (i.e. away from Hessle and Hull). There
will therefore be capacity to take account of the demand generated by some, but not all of the
future development on the site. If there is an effective travel plan on the site to manage demand for
travel by car, it will become necessary at some point in time to enhance the level of service at peak
times on Services 153 and 155. As this will involve the deployment of additional ‘peak buses’, the
gross cost will be substantial and it will take considerable time for the service to become capable of
operation on a commercial basis.

6.28

There are two ways of improving connectivity to the Melton employment area from the deprived
areas of north and north east Hull:
•

By investigating some form of through ticketing to reduce the fares penalty of changing
between Stagecoach and East Yorkshire buses at Paragon Interchange. This would require
the co-operation of both operators and their acceptance of a discount for through travel that
would reduce their income from existing through travellers. At some time during the next few
years there will be an opportunity for the two Local Authorities to explore the scope for through
ticketing once both main operators have smartcard-enabled electronic ticket machines installed
and operational, as the financial and management data that will become available will provide a
more informed basis for negotiation.

•

By providing a new orbital bus link connecting Bransholme, the North Hull Estate and Setting
Dyke with Melton Park and Melton West at peak times.

6.29

There would be merit in diverting this proposed orbital service to run via the Humber Bridgehead
where it would offer an orbital link to the development site at the Bridgehead. Given that this new
bus service would be operating at the height of both peak periods, the cost would be substantial as
it would need to be run by additional peak buses. Single trip journey time from Bransholme (North
Point) to Bridgehead should be of the order of 40 minutes (based on an assessment of the time
taken by existing services to cover different parts of the route). The longer journey to the Melton
employment area would increase single trip journey time to 50 minutes. Two buses would not
provide a regular interval service, but they would enable journeys to be targeted on appropriate
arrival and departure times at Bridgehead and/or Melton Park and Melton West.

6.30

In terms of improving public transport penetration of the Melton employment area, whilst existing
services run through the Melton Park development on Monks Way, all services currently turn at the
roundabout at the western end of this road. If a turning facility were provided for buses within the
Melton West development, some, but not all of the services, could possibly be extended into
Melton West.

Bridgehead, Hessle
Needs and Potential Solutions
6.31

At the moment the nearest bus stops are on Ferriby Road (Service 155) and the Humber Bridge
North Approach (Services 350 and Humber Flyer). There are no bus services on the A15
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Boothferry Road west of the Humber Bridge Approach north roundabout or on the A164 north of
that roundabout.
6.32

Service 155 provides connections to the site from communities between Gilberdyke, Brough and
Ferriby and from Hessle and the Anlaby Road corridor in Hull. Given that the service is quite tightly
timed, it is unlikely that the operator would agree to any diversion of this service via Boothferry
Road and Heads Lane to better penetrate the development site at the existing frequency.
Consequently, there will be a need for pedestrian links through the site northwards from bus stops
on Ferriby Road with safe crossing facilities on the A15 Boothferry Road to access the northern
part of the site. There would also need to be an accessible pedestrian route to connect the
Humber Bridge North Approach bus stops with the pedestrian link from Ferriby Road.

6.33

When the site is fully developed, there will be substantial demand for public transport assuming
that the site remains fully committed to B1 office uses. Capacity on bus services from Hull in the
AM peak and returning in the PM peak will become an issue even though the movement is against
the direction of peak flow. An hourly service past the site on Ferriby Road will be far short of
meeting potential demand. There will be a need for additional peak period journeys between Hull
city centre and Bridgehead. There are two ways in which this could be provided:

6.34

•

The additional journeys could terminate in a one-way loop via Ferriby Road, the A15 Boothferry
Road and Heads Lane. This would necessitate the provision of a bus lay-by on one side of the
road between the roundabouts on the A15 Boothferry Road. It may also be possible for these
journeys to provide a link to and from Hessle Station.

•

Some of the additional journeys could continue on to Melton Park and Melton West, thereby
contributing to meeting the public transport needs of both sites.

In the section of this report that addressed the Melton employment area, it was suggested that a
new weekday peak periods only bus service could be provided to connect the more deprived areas
of north and north east Hull with the area. This service would also provide a link between the more
deprived areas of the city and the Bridgehead development.

Green Port, Hull
Needs and Potential Solutions
6.35

There are frequent bus services along Hedon Road between Hedon and the city centre. These will
meet some of the daytime and evening journey-to-work travel needs of employees on the Green
Port site, provided that the development has good pedestrian links into the site with safe pedestrian
crossing facilities on Hedon Road. The lengthy walk distance from workplaces in the site to bus
stops on Hedon Road will be one inhibiting factor to consider.

6.36

Connections with other bus services at Paragon Interchange bring most of the deprived areas of
north, north-west and north-east Hull within an hour’s travel time of Green Port. However, this
does require changing from bus services provided by one operator to services provided by another
with the consequent fares penalty because of the inability to use a single daily or weekly ticket for
both legs of the journey. A City Council led ticketing initiative would be needed to address this
issue.

6.37

There is no orbital bus service that provides a direct connection between the Green Port site, the
other ancillary development sites in the Hedon Road corridor (e.g. Burma Avenue) and the
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deprived residential areas in north and north east Hull. The difficulty is that the majority of the 700800 jobs created on the Green Port site would be split between two or three shifts over every 24
hours – not a situation that conventional public transport services are well able to cater for.
6.38

The best potential solution is considered to be a dedicated service that runs directly from inside the
site (assuming that there is an internal road layout that can be accessed) to Paragon Interchange
at times when local bus services operate (i.e. from early morning to late evening). This would also
provide the vehicle resource to offer a dedicated pre-booked service, with a flexible route at shift
change times during the night that would follow a demand responsive route through north-east and
north Hull to pick up and set down employees.

6.39

There is another possible solution linked to the proposal for an East Hull bus park and ride scheme
which features in the latest Local Transport Plan for Kingston-upon-Hull, but is unlikely to be
progressed in the short term. The new park and ride bus service linking the East Hull site with the
city centre is likely to operate as a limited stop service (although enhancement of the East
Yorkshire operated Hedon Road group of services and their diversion via the car park is a feasible
alternative) and could serve Green Port. If the masterplan for the Green Port development does
include an internal road network that could provide an acceptable route for a bus service and if the
site operator was comfortable with the idea, it could be possible to divert a dedicated park and ride
service through the site – but there is the risk that a diversion could detract from the attractiveness
of park and ride. It is also true that this type of solution will cater for some but not all shift change
times and that a different solution (e.g. the flexibly-routed, demand-responsive bus) will be needed
to cater for shift changes at unsocial times. It is considered unlikely that regular public bus services
would be allowed into the dock estate for security reasons.

6.40

Further and more detailed investigation of these issues will be needed when site layout and shift
times for the proposed Green Port development become available – possibly as part of the
Transport Assessment and Travel Plan for the site.

Saltend
Needs and Potential Solutions
6.41

The nature of the proposed development implies a low density of employment with employees
working a two or three shift system over 24 hours every day resulting in relatively small numbers of
staff needing to travel at each shift change on any given day. There are several options that could
be considered:
•

There may be some scope for the existing bus service to Paull to cater for some of the demand
during daytime, but it would not be productive to try to develop proposals to modify this service
when the scale of employment and the form of shift system is not known.

•

If and when the East Hull park and ride scheme is implemented, there may be scope for some
park and ride bus journeys to serve Saltend, but this would only help to meet demand in
daytime.

•

The most appropriate solution would be to provide a shuttle bus to the proposed East Hull park
and ride site during its operating hours and to bus stops on Hedon Road in early mornings and
evenings with a demand-responsive, flexible route service into north-east and north Hull at shift
change times during the night.
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6.42

The smaller site of 200 acres is some way from Hedon Road and will be at a low density of
employment, posing the challenge that it will lack the critical mass to support any really productive
public transport initiative. The larger site will generate more demand for travel, but will need
penetration by public transport to provide an acceptable alternative to the car.

Indicative costs of potential transport service improvements
6.43

Table 6.1 provides broad order of magnitude costs for the various potential service enhancements
discussed in this chapter. The cost estimates can only be considered as illustrative given the
uncertainty over the timing of development, the form that development will take on each site, the
working hours of employers and the start and finish times of shifts if shift systems are employed.
Because a high proportion of total costs are variable – they vary with mileage operated and number
of driver hours – the actual costs of providing any of the services described in Table 6.8 could vary
greatly from the indicative gross costs shown. Net cost after taking account of fares income may
be much lower.
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Table 6.1 Indicative costs of potential service enhancements
Development Site

Potential Service

Description

Capital Cost
(£’000)

Capitol Park

Gross Annual Cost
(see note 1) (£’000)

Goole centre to site shuttle

One bus shuttling every 20 minutes in both peak periods and at lunchtime.

120

75

Enhance Services 88 and 401

88 – use one extra bus to extend journeys that currently terminate at Moorends to
Goole to double frequency.

180

90

401 – use one bus to provide extra short journeys to and from Goole in both peak
periods including a trip to and from Snaith.

120

60

‘Capitol Park Shuttle’

Flexible route, demand responsive service using 4 vehicles (for purpose of
illustration). Capital costs cover buses, control centre, hardware and software –
assumed shared with Green Port ‘shuttle’.

550

390

Capitol Park, The
Ozone

Howden-Goole link

Peak journeys filling gaps in Service 156 timetable and providing Howden –
Capitol Park link

(see note 2)

30

Green Park

Extra peak period journeys on
Service 155

Extra peak period journeys to and from Goole and Brough.

(see note 3)

45

Melton Park,
Melton West

Extra PM peak journey on Service Diversion of one extra journey.
155

Nil

Marginal

Melton Park,
Enhanced peak frequency on
Melton West,
Services 153, 155.
Bridgehead Hessle
(155 only)

Additional journeys between Hull and Melton Park/Melton West.

360

340

Melton Park,
New peak service – Bransholme
Melton West,
to Melton Park/Melton West via
Bridgehead Hessle Bridgehead.

Journeys in each peak and at lunchtime.

360

200

Green Port

Shuttle from site to Paragon
Flexible route, demand responsive service using 2 vehicles (for purpose of
Interchange. Flexible route shuttle illustration).
for night time shift change

240

200

Saltend

Shuttle to Hedon Road and / or
Hull East park & ride site

120

85

Peak period and/or shift change shuttle bus service.

(1) These are indicative gross costs – no estimate is provided of revenue or of net cost, provision is made for depreciation and costs are rounded to the nearest £5,000..
(2) May be achievable using existing Community Transport resources.
(3) Individual journeys – no cost included to reflect extra peak vehicle requirement.
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7

Movement of large components associated with the
manufacture of offshore wind turbines
Introduction

7.1

This high level assessment of access for abnormal load vehicles to and from potential development
sites located within the M62-A63 corridor considers how potential abnormal load vehicles will
impact on such factors as 3rd party land, route and zonal weight restrictions, existing kerb lines and
street furniture. The results of the high level assessment are shown graphically in Appendix D.

7.2

This assessment does not negate the requirement for detailed abnormal load access assessments
utilising AutoTrack that will need to be undertaken as part of planning applications for individual
developments.

7.3

The assessments undertaken include not only the seven strategic sites examined throughout the
remainder of the report, but also consider access to and from a number of sites on or near the
Hedon Road in eastern Hull. These additional Hedon Road sites all have the potential for
development as part of the supply chain for the manufacture of offshore wind turbines in the Hull
and Humber Ports city region.

Capitol Park, Goole
Access to the development site
7.4

The proposed development site is located just south of Junction 36 of the M62 at a relatively
recently constructed junction.

7.5

Access to and from the M62 is via standard merge-diverge arrangements to a grade separated
dumbbell junction. The circulatory sections of both roundabouts are two lanes wide and the
roundabouts have overrun areas that should be negotiable by larger vehicles.

7.6

Access to and from the specific development sites is via a recently constructed dual carriageway
spine road. Accesses to and from this will need to be designed to accommodate turning
manoeuvres by larger vehicles. However access should be feasible as the current layout.

7.7

A zonal area weight restriction exists to the east covering the settlement of Goole, but this does not
impact on access to and from the site.
M62 Link

7.8

The primary route linking the site to other development locations is the M62, and therefore is to the
standard to accommodate movements by larger vehicles.

The Ozone, Howden
7.9

The proposed development site is located north of Junction 37 of the M62, accessed via the A63
and A614.

7.10

Access to and from the westbound M62 is via standard merge-diverge arrangements to a grade
separated roundabout. This roundabout has a single lane circulatory, but both the near and offside
of the circulatory are hatched. This should allow larger vehicles to undertake this manoeuvre;
however the roundabout central island could be surfaced if necessary.
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7.11

Eastbound access to and from the M62 is via a standard merge diverge arrangement and will
therefore be negotiable by larger vehicles.

7.12

The A614-A63 roundabout junction has a two lane circulatory and a roundabout overrun area and
therefore should be negotiable by larger vehicles.

7.13

The junction from the development site to the A614 is relatively narrow, but larger vehicles should
be able to undertake their manoeuvres without overrunning the existing kerb lines. However a
pedestrian refuge also exists in the mouth of the junction that may need to be either straddled or
removed with the removal of associated street furniture.

7.14

A zonal area weight restriction exists to the northeast covering the settlement of Howden, but this
does not impact on access to and from the site.
M62-A63 Link

7.15

The primary route linking the site to other development locations is the M62, and therefore is to the
standard to accommodate movements by larger vehicles. At Junction 38, the motorway is
downgraded to an all purpose dual carriageway, the A63.

7.16

The M62 crosses a railway line to the west of the Junction 38. It is assumed that the bridge is able
to accommodate abnormal load weights however detailed clarification should be sought from
Network Rail when the exact specification of likely abnormal loads associated with the
developments is confirmed.

Green Park, Newport
7.17

The proposed development site is located south of Junction 38 and is accessed via the B1230.

7.18

Access to and from Junction 38 is via standard merge-diverge slip lanes to a relatively convoluted
arrangement requiring manoeuvres through priority junctions. Some manoeuvres within the
arrangement are tight and any mitigation measures required have been explored, and are
summarised as follows:

7.19

•

Eastbound off slip to the southbound B1230 – additional paving and removal of street furniture,
including a lamp column, is required;

•

Junction of B1230 Newport Road and B1230 Main Road – traffic island may require removal;

•

Westbound off slip to B1230 – wide bell mouth to junction therefore should be able to
accommodate an abnormal load.

No development currently exists at the site, but the mouth of the access junction has been provided
from the B1230 which could be specifically designed to accommodate larger loads. Larger
vehicles should be able to undertake their manoeuvres without overrunning the existing kerb lines.
A63 Link

7.20

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.
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Melton Park and Melton West
7.21

The proposed development sites are located just south of the recently constructed dumbbell
junction from the A63. Both roundabout circulatory sections are two lanes wide and therefore
access by larger vehicles should be achievable within the existing layout. The only identified pinch
point is the left filter lane to the westbound A63. However it would appear that this has been
designed to allow larger vehicles to overrun or over-sail the physical segregation.

7.22

The central link (Monks Way) has been designed as a dual carriageway with a physical separation
and left turn in-out accesses to the individual developments. To access some plots will therefore
require vehicles to u-turn around the roundabout at the western edge of Melton Park, and this is
likely to be a difficult manoeuvre for larger vehicles.

7.23

For development that will attract larger vehicles, consideration should therefore be given to the
choice of plot selected for the manufacture of any components that might lead to abnormally large
loads. This consideration may therefore help to avoid the need for difficult manoeuvres.
Alternatively, a gap(s) could be provided in the central reserve of the dual carriageway to allow
larger vehicles to turn in and out of accesses at a 90 degree angle. These gaps could have
barriers that could be removed as and when necessary.
A63 Link

7.24

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

Bridgehead, Hessle
7.25

The proposed development opportunities exist to the north and south of the A15 Boothferry Road,
in close proximity to the northern Humber Bridge head.

7.26

Access to and from the A63 is via merge-diverge arrangements and all turning movements to
access the A15 should be achievable within the existing kerb lines. The only potential pinch point
that will require further investigation is the westbound off slip to the A15. This is a priority junction
with some signposts located close by which may require removal.

7.27

Assuming access to the developments is located on the A15 Boothferry Road these accesses
should be designed to accommodate turning movements by larger vehicles.

7.28

The A15 is a dual carriageway with a physical separation and under its current arrangement left
turn in-out accesses to the individual developments would be provided. To access these sites will
therefore require vehicles to u-turn around the roundabouts at the either end of the link, and this is
likely to be a difficult manoeuvre for larger vehicles. As identified previously, this could be resolved
by providing a gap in the central reserve of the dual carriageway to allow larger vehicles to turn in
and out of accesses at a 90 degree angle. These gaps could have barriers that could be removed
as and when necessary.

7.29

A zonal area weight restriction exists to the north covering the largely rural area but including the
settlement of Swanland, but this does not impact on access to and from the site.
A63 Link

7.30

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.
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7.31

The A63 crosses a railway line just east of the Humber Bridge; it is assumed that the bridge is able
to accommodate abnormal load weights however detailed clarification should be sought from
Network Rail when the exact specification of likely abnormal loads associated with the
developments is confirmed.

7.32

To the east of the site, adjacent to Strickland Street, is a pedestrian bridge over the carriageway.
The bridge is designed to standard with the necessary clearance, and is able to therefore
accommodate and allow the passage of most abnormal loads. However, in the case of the
movement of extreme abnormal loads, such as higher than standard loads that may be associated
with the offshore wind power industry, it will be necessary to ensure sufficient clearance before
proceeding.

7.33

The A63 becomes a flyover for a short stretch within this section passing over the at-grade Hessle
Road Roundabout. There is a 40 tonnes weight limit on the flyover and therefore heavier loads
need to divert from the flyover via the roundabout and connecting roads of Madeley Street and
Daltry Street. Due to a recent cycle fatality a cycle lane has been introduced on one of these
diversion roads. This has resulted in abnormally wide loads being unable to use this diversion.
Therefore any wide loads which are over 40 tonnes have to wait until traffic levels are low during
the night and arrange for Police to close the A63. The vehicle is then permitted to go over the
flyover without any other traffic. Work is currently underway to resolve this issue so the diversion
can be used by all vehicles again. Clearance will be 5.95m on the slip road. Wider loads will have
to remove the pedestrian barriers (de-mountable barriers are being installed).

7.34

The A63-A1079 junction is an at-grade ’throughabout’ roundabout. Large vehicles will be able to
pass through this junction within the existing arrangement.

7.35

The A63-A1165 roundabout junction has a two lane wide circulatory plus additional hatched space
at the entry legs. Large vehicles should be able to negotiate manoeuvres without impacting on the
junction.

Green Port, Hull
7.36

The proposed development site is located on the existing Alexandra Dock to the south of the A63.
The Port is accessed via the A1033 that runs parallel to the A63.

7.37

Traffic to access the development will use the grade separated dumbbell junction located to the
west, except for the arrivals from the east that use a slip lane from the A63 directly to the
roundabout at the Port access or the eastern dock entrance off Northern Gateway. The route into
Alexandra Dock from the west via the dumbell junction requires passage under the A63 Trunk
Road although this should provide standard headroom.

7.38

The road network in this area has been designed to allow vehicular access to the existing Port and
as such should accommodate movements by large vehicles.
A63 Link

7.39

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

7.40

To the west of the site, adjacent to Strickland Street is a pedestrian bridge over the carriageway.
The bridge is designed to standard with the necessary clearance, and is able to therefore
accommodate and allow the passage of most abnormal loads. However, in the case of the
movement of extreme abnormal loads, such as higher than standard loads that may be associated
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with the offshore wind power industry, it will be necessary to ensure sufficient clearance before
proceeding.
7.41

The A63 becomes a flyover for a short stretch within this section passing over the at-grade Hessle
Road Roundabout. There is a 40 tonnes weight limit on the flyover and therefore heavier loads
need to divert from the flyover via the roundabout and connecting roads of Madeley Street and
Daltry Street. Due to a recent cycle fatality a cycle lane has been introduced on one of these
diversion roads. This has resulted in abnormally wide loads being unable to use this diversion.
Therefore any wide loads which are over 40 tonnes have to wait until traffic levels are low during
the night and arrange for Police to close the A63. The vehicle is then permitted to go over the
flyover without any other traffic. Work is currently underway to resolve this issue so the diversion
can be used by all vehicles again. Clearance will be 5.95m on the slip road. Wider loads will have
to remove the pedestrian barriers (de-mountable barriers are being installed).

7.42

Approximately 250m to the east of the Northern Gateway roundabout on the A1033 (just to the
west of Delhi Street) is a railway bridge over the carriageway which carries the freight rail line into
King George and Queen Elizabeth Docks. The bridge is designed to standard with the necessary
clearance, and is able to therefore accommodate and allow the passage of most abnormal loads.
However, in the case of the movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it will be necessary to ensure
sufficient clearance before proceeding.

7.43

The A63-A1033-Southcoates Lane roundabout junction has a three lane wide circulatory. The
alignment of the eastbound A63 approach to the roundabout will make that manoeuvre more
difficult, however large vehicles should be able to negotiate manoeuvres within the existing kerb
lines. This is not likely to be a commonly undertaken manoeuvre (if at all), as most vehicles
arriving from the west to access the Port use the grade separated dumbbell junction located to the
west, or will proceed to the eastern dock entrance off Northern Gateway.

Former Maternity Hospital, Hedon Road
7.44

The proposed development site is located to the north of the A1033, to the west of the A1033Northern Gateway roundabout.

7.45

The site was formerly used as a maternity hospital and as such has an existing vehicular access
onto the A1033. The access however appears to be inadequate for turning manoeuvres by longer
than standard loads. The over-sail of an abnormally long vehicle is likely to impact on the
guardrails and signal heads of the pedestrian crossing close by. To provide a wider access is also
likely to impact upon this existing staggered pelican crossing on the A1033.

7.46

To investigate an alternative access further west is likely to still impact upon the crossing;
additionally it will impact on the existing bus lay-by and the segregated pedestrian-cycleway.
Access to the development from an alternative approach is not considered feasible due to the
constraints of the railway to the north, existing development to the west and the water course to the
east.

7.47

The A1033 at this point is a dual carriageway with a physical segregation and a left in - left out
arrangement. Arrivals to the site from the east and departures heading west will therefore need to
undertake u-turns at the roundabouts at either end of the link. This is likely to present significant
issues.
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7.48

To provide a gap in the central reserve to allow 90 degree turns will require the removal or
relocation of the existing signalised pedestrian crossing. This gap would be in close proximity to
the roundabout junction and therefore would be likely to raise road safety concerns.

7.49

These issues will therefore need detailed consideration prior to using this location for uses
requiring access by large, and especially abnormally long, vehicles.
A63 Link

7.50

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

7.51

Approximately 250m to the east of the Northern Gateway roundabout on the A1033 (just to the
west of Delhi Street) is a railway bridge over the carriageway which carries the freight rail line into
King George and Queen Elizabeth Docks. The bridge is designed to standard with the necessary
clearance, and is able to therefore accommodate and allow the passage of most abnormal loads.
However, in the case of the movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it will be necessary to ensure
sufficient clearance before proceeding.

7.52

The A1033-Northern Gateway roundabout has a two lane wide circulatory and this should allow
larger vehicles to undertake manoeuvres within the existing kerb lines. However the roundabout
periphery is surfaced with stone aggregate and therefore vehicles can overrun this if necessary.

Burma Drive, Hedon Road
7.53

The proposed development site is located approximately 400 metres north of the A1033 on Burma
Drive. Access to the A1033 is via Burma Drive and Marfleet Avenue.

7.54

An existing road network has been provided to facilitate development within the site to the west of
Burma Drive. The existing junction radii adjacent to any possible development site, however, look
unlikely to be able to accommodate movements by larger vehicles and therefore improvement
measures would be required.

7.55

The junction of Burma Drive and Marfleet Avenue is a standard priority junction arrangement which
is fairly narrow. It will need further investigation into whether large vehicles can undertake the
manoeuvre within the existing kerb lines. However over-sail of long turbine components is likely to
be a significant issue.

7.56

Marfleet Avenue is a single carriageway road with a number of adjacent residential properties.
Waiting restrictions are in place to ensure parking only occurs outside standard working hours, the
footways are predominantly located to the rear of highway verges and non formalised crossing
places exist. Nonetheless the introduction of large vehicles to this area is likely to raise road safety
concerns within the residential community.

7.57

Connection to the A1033 is via an at-grade roundabout with two lanes on the circulatory with
pedestrian guardrails in place around much of its outside edge. Trips to the development site are
likely to experience difficulty accessing Marfleet Avenue particularly from the west. This could be
resolved by widening the mouth of the junction, however this would need to come at the expense of
the pedestrian and cycle measures provided in this area. Also over-sail from abnormally long
vehicles may impact upon the guardrails.
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7.58

The site, at its southern boundary, does lie adjacent to the A1033 trunk road. Direct access in and
out of the site at this location may be possible, but this will need to be subject to further detailed
investigation, even for limited left in-left out access, as the location is severely constrained by the
adjacent railway bridge to the west, and by the Jewish cemetery to the east.
A63 Link

7.59

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

7.60

Approximately 250m to the east of the Northern Gateway roundabout on the A1033 (just to the
west of Delhi Street) is a railway bridge over the carriageway which carries the freight rail line into
King George and Queen Elizabeth Docks. The bridge is designed to standard with the necessary
clearance, and is able to therefore accommodate and allow the passage of most abnormal loads.
However, in the case of the movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it will be necessary to ensure
sufficient clearance before proceeding.

Humbrol, Hedon Road
7.61

The proposed development site is located immediately north of the A1033 and is the site of an
existing industrial unit. The site has recently been granted planning permission.

7.62

Access to the A1033 would be directly from the site. The current access is substandard for large
vehicles and therefore a new access would need to be provided. Planning permission for a wider
access exists.

7.63

The A1033 at this point is a dual carriageway with a physical segregation and a left in - left out
arrangement. Arrivals to the site from the east and departures heading west will therefore need to
undertake u-turns at the roundabouts at either end of the link and these are likely to be difficult
manoeuvres for larger vehicles.
A63 Link

7.64

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

7.65

Approximately 250m to the east of the Northern Gateway roundabout on the A1033 (just to the
west of Delhi Street) is a railway bridge over the carriageway which carries the freight rail line into
King George and Queen Elizabeth Docks. The bridge is designed to standard with the necessary
clearance, and is able to therefore accommodate and allow the passage of most abnormal loads.
However, in the case of the movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it will be necessary to ensure
sufficient clearance before proceeding.

Elba Street, Hedon Road
7.66

Elba Street is a private, un-adopted road.

7.67

The proposed development site is located approximately 150 metres to the north of the A1033 and
is currently disused scrub land and some industry.
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7.68

The development would be accessed by extending Elba Street into the development. Elba Street
is a single carriageway road that provides access to the adjacent industrial developments. Some
parking occurs on this road and therefore waiting restrictions may need to be investigated to keep
the route clear.

7.69

The access to the A1033 is via a standard priority junction. The junction is fairly narrow and large
vehicles are likely to struggle to undertake the manoeuvre within the existing kerb lines.

7.70

The A1033 at this point is a dual carriageway with a physical segregation and a left in - left out
arrangement. Arrivals to the site from the east and departures heading west will therefore need to
undertake u-turns at the roundabouts at either end of the link and these are likely to be difficult
manoeuvres for larger vehicles.

7.71

To provide a gap in the central reserve at this location to allow 90 degree turns will require the
removal or relocation of the existing signalised crossing and would raise serious safety issues with
the Highways Agency.
A63 Link

7.72

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

7.73

Approximately 250m to the east of the Northern Gateway roundabout on the A1033 (just to the
west of Delhi Street) is a railway bridge over the carriageway which carries the freight rail line into
King George and Queen Elizabeth Docks. The bridge is designed to standard with the necessary
clearance, and is able to therefore accommodate and allow the passage of most abnormal loads.
However, in the case of the movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it will be necessary to ensure
sufficient clearance before proceeding.

Valletta Street, Hedon Road
7.74

The proposed development site is located approximately 200 metres to the north of the A1033 and
is currently scrub land.

7.75

The development site is ‘land locked’ with existing industrial developments on all sides and as such
no access is currently available to this pocket of land.

7.76

The red line boundary for the development site identifies a thin strip of land running from the east of
the site between two industrial developments connecting to Valletta Street. This strip is however
very narrow and it is highly unlikely that a suitable route could be provided to accommodate large
vehicles without impacting upon the adjacent land uses. This is particularly relevant at the
connection point to Valletta Street.

7.77

To achieve access to the site will therefore require either agreeing an access arrangement with one
of the adjacent sites or alternatively purchasing one of them. To the north this would allow a
connection to Somerden Road, to the east to Valletta Street, to the west to Elba Street, and to the
south to the A1033. Investigations are understood to be underway into the opportunity to purchase
the large industrial unit to the north of the site with a view to facilitating both access and a greater
site.
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A63 Link
7.78

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

7.79

The A1033-Somerden Road roundabout junction has a two lane wide circulatory and this should
allow larger vehicles to undertake manoeuvres within the existing kerb lines. However the
roundabout periphery has a narrow overrun strip and therefore vehicles can overrun this if
necessary.

7.80

Approximately 250m to the east of the Northern Gateway roundabout on the A1033 (just to the
west of Delhi Street) is a railway bridge over the carriageway which carries the freight rail line into
King George and Queen Elizabeth Docks. The bridge is designed to standard with the necessary
clearance, and is able to therefore accommodate and allow the passage of most abnormal loads.
However, in the case of the movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it will be necessary to ensure
sufficient clearance before proceeding.

Wyke Works, Hedon Road
7.81

The proposed development site is located approximately 150 metres to the north of the A1033 and
is currently scrub land.

7.82

Again the development is largely ‘land locked’ with existing industrial developments to the south,
east and west and an electric substation to the north. To the east of the substation is an area of
open scrub land through which a vehicular access could be provided to connect to Greatfield Lane
and then to the A1033 via Somerden Road.

7.83

Greatfield Lane is a narrow crushed stone track and is therefore clearly substandard for large
vehicles in its current condition. Substantial works would be required to bring this route up to
standard.

7.84

Alternatively access to the site could be via agreement or purchase of an adjacent site. The
purchase of the site to the north will open up access to both this site and the aforementioned
Valletta Street site.
A63 Link

7.85

The primary route linking the site to other development locations is the A63 all purpose dual
carriageway, and therefore is to the standard to accommodate movements by larger vehicles.

7.86

The A1033-Somerden Road roundabout junction has a two lane wide circulatory and this should
allow larger vehicles to undertake manoeuvres within the existing kerb lines. However the
roundabout periphery has a narrow overrun strip and therefore vehicles can overrun this if
necessary.

7.87

Approximately 250m to the east of the Northern Gateway roundabout on the A1033 (just to the
west of Delhi Street) is a railway bridge over the carriageway which carries the freight rail line into
King George and Queen Elizabeth Docks. The bridge is designed to standard with the necessary
clearance, and is able to therefore accommodate and allow the passage of most abnormal loads.
However, in the case of the movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it will be necessary to ensure
sufficient clearance before proceeding.
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Alternative routes for the Hedon Road sites
7.88

It is understood that an alternative route may be available for some high loads through the private
roads within the port (running parallel to the A1033) should the need arise to avoid the overhead
bridge near Delhi Street.

Saltend
7.89

The proposed development site is located adjacent to the BP site approximately 1 mile south of the
A1033.

7.90

Access to and from the A1033 is via a grade separated roundabout with Salt End Lane and Paull
Road. The roundabout has a two lane circulatory and the roundabout periphery has a narrow
overrun strip. Arrivals to Paull Road from the east and westbound A1033 may be difficult due to
the narrowness of the junction mouth. Local measures to widen this will be required to assist
access from the west, but substantial works will be required to accommodate movement from the
east. An alternative worth investigating would be to allow large vehicles to u-turn around the
roundabout so they are approaching from the west.

7.91

The development would be accessed via the single carriageway Paull Road. No development
exists at the site and therefore any accesses will need to be designed to accommodate turning
manoeuvres by larger vehicles.

7.92

Paull Road has an existing road bridge over Hedon Haven. A bridge assessment will be required
to ensure this structure is able to accommodate heavy loads.

7.93

The table below summarises the issues that have been highlighted within this chapter, starting with
those to the west of the corridor, and working eastwards.

Table 7.1 Abnormal load summary
Location

Principal Issues Highlighted

Capitol Park – Goole

No action required.

Ozone – Howdon

Junction of development site and A614 has a pedestrian refuge that
may need to be straddled or removed.

Green Park, Newport

Some surfacing works and removal of street furniture may be required
on B1230 at Junction 38 of M62.

Melton Park and Melton West,
Melton

The central link through the site has been designed as a dual
carriageway with a physical separation and left turn in-out accesses to
the individual developments. To access adjacent sites will therefore
require vehicles to u-turn around the roundabout at the end of the link,
and this is likely to be a difficult manoeuvre for larger vehicles. Works
may therefore be required to facilitate access.
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Bridgehead, Hessle

The A15 is a dual carriageway with a physical separation and under its
current arrangement left turn in-out accesses to the individual
developments would be provided. To access these sites will therefore
require vehicles to u-turn around the roundabouts at the either end of
the link, and this is likely to be a difficult manoeuvre for larger vehicles.
Works will therefore be required to facilitate access.
No access exists to the development sites, therefore suitably designed
junctions will need to be provided.
Street furniture may require removal at the junction from the westbound
off slip.

A63 pedestrian bridge adjacent to
Strickland Street

The bridge is designed to standard with the necessary clearance, and is
able to therefore accommodate and allow the passage of most
abnormal loads. However, in the case of the movement of extreme
abnormal loads, such as higher than standard loads that may be
associated with the offshore wind power industry, it will be necessary to
ensure sufficient clearance before proceeding.

A63 Daltry Street Flyover

There is a 40 tonnes weight limit on the flyover and therefore heavier
loads need to divert under the flyover via the roundabout and
connecting roads of Madeley Street and Daltry Street. Due to a recent
cycle fatality a cycle lane has been introduced on one of the diversion
roads which has resulted in vehicles that abnormally wide loads are
unable to use this diversion. Therefore any wide loads which are over
40 tonnes have to wait until traffic levels are low during the night and
arrange for police to close the A63. The vehicle is then permitted to go
over the flyover without any other traffic. Work is currently underway to
resolve this issue so the diversion can be used by all vehicles again.
Clearance will be 5.95m on the slip road. Wider loads will have to
remove the pedestrian barriers (de-mountable barriers are being
installed).

Green Port, Hull

No direct access issues identified.

Former Maternity Hospital (Hedon
Road)

Existing vehicular access appears to be substandard to accommodate
turning manoeuvres by very large vehicles. To provide a wider access
is likely to impact upon the existing staggered pelican crossing.
To investigate an alternative access further west is likely to impact upon
the crossing; additionally it will impact on the existing bus lay-by and the
segregated pedestrian-cycleway.
To provide a gap in the central reserve to allow 90 degree turns will be
in close proximity to the roundabout junction and therefore could raise
road safety concerns.

A1033 Delhi Street railway bridge

Approximately 250m to the east of the Northern Gateway roundabout
on the A1033 (just to the west of Delhi Street) is a railway bridge over
the carriageway which carries the freight rail line into King George and
Queen Elizabeth Docks. The bridge is designed to standard with the
necessary clearance, and is able to therefore accommodate and allow
the passage of most abnormal loads. However, in the case of the
movement of extreme abnormal loads, such as higher than standard
loads that may be associated with the offshore wind power industry, it
will be necessary to ensure sufficient clearance before proceeding.
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Burma Drive (Hedon Road)

An existing road network has been provided to facilitate development to
the west of Burma Drive. However the existing junction radii look
unlikely to be able to accommodate movements by larger vehicles.
The junction of Burma Drive and Marfleet is a standard priority junction
arrangement. The junction is fairly narrow and large vehicles are likely
to struggle to undertake the manoeuvre within the existing kerb lines.
Marfleet Avenue is a single carriageway road with a number of adjacent
residential properties. The attraction of large vehicles to this area is
likely to be undesirable in terms of road safety.
Connection to the A1033 is via an at-grade roundabout with two lanes
on the circulatory. Trips to the development are likely to experience
difficulty accessing Marfleet Avenue particularly from the west.
To provide direct access from the site, there are significant issues to
resolve with respect to visibility and design of accesses on to the trunk
road given the constraints at this location.

Humbrol (Hedon Road)

Existing vehicular access appears to be substandard to accommodate
turning manoeuvres by large vehicles. Planning permission has been
granted for a new wider access.
The A1033 at this point is a dual carriageway with a physical
segregation and a left in - left out arrangement. Arrivals to the site from
the east and departures heading west will therefore need to undertake
u-turns at the roundabouts at either end of the link and these are likely
to be difficult manoeuvres for larger vehicles. Works will therefore be
required to facilitate access.

Elba Street (Hedon Road)

The access to the A1033 is narrow and large vehicles are likely to
struggle to undertake the manoeuvre within the existing kerb lines.
The A1033 at this point is a dual carriageway with a physical
segregation and a left in - left out arrangement. Arrivals to the site from
the east and departures heading west will therefore need to undertake
u-turns at the roundabouts at either end of the link and these are likely
to be difficult manoeuvres for larger vehicles. To provide a gap in the
central reserve to allow access will require the removal or relocation of
the existing signalised crossing.

Valletta Street (Hedon Road)

The development site is ‘land locked’ with existing industrial
developments on all sides.
To achieve access to the site will require either agreeing an access
arrangement with one of the adjacent sites or alternatively purchasing
one of them.

Wyke Works (Hedon Road)

The development is largely ‘land locked’ with existing industrial
developments to the south, east and west and an electric substation to
the north. To the east of the substation is an area of open scrub land
through which a vehicular access could be provided to connect to
Greatfield Lane and then to the A1033 via Somerden Road.
Greatfield Lane is a narrow crushed stone track and is therefore clearly
substandard for large vehicles in its current condition. Substantial
works would be required to bring this route up to standard.
Alternatively access to the site could be via agreement or purchase of
an adjacent site.
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Saltend

Arrivals to Paull Road may be difficult due to the narrowness of the
junction mouth. Local measures to widen this will be required to assist
access from the west, but substantial works will be required to
accommodate movement from the east.
No access exists to the development site; therefore a suitably designed
junction will need to be provided.
Paull Road has an existing road bridge over Hedon Haven. A bridge
assessment will be required to ensure this structure is able to
accommodate heavy loads.

Interpretation of the abnormal load assessments
7.94

The following factors need to be considered in understanding these high level abnormal load
assessments, and in understanding the implications of the assessments and how to proceed in
examining any further steps in taking the sites forward:
•

These recommendations are made from a purely transport orientated view, and do not
consider any other policy issues that may otherwise be restrictive;

•

Police escort or pilot cars will be required for larger component trailers to negotiate the route, in
order to assist with traffic control and control oncoming traffic flow;

•

It is recommended to have adequate warning signs implemented to warn other road users at
critical points along the route;

•

Hedges, shrubs, bushes, trees and overhanging branches along the nominated routes must be
trimmed to allow a minimum envelope on the road of 5.0 metres wide by 5.0 metres high;

•

All street furniture along the nominated routes must be removed to allow a minimum envelope
on the road of 5.0 metres by 5.0 metres;

•

A ‘test run’ with the anticipated largest vehicle is recommended. This is in order to proof test
the requirements for road alterations horizontally and vertically. The test run should be
completed with an empty trailer, so that in an emergency or at the points where land take has
been recommended, but not progressed, or in the case of vertical issues there is insufficient
ground clearance, the trailer can be ‘closed’ until it is past the hazard. The test run should be
attended by turbine manufacturers, project managers, Police, highways representatives and
other interested parties with responsibility for road alterations. It should be noted that any test
run cannot be undertaken until exact load sizes are known.
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8

Next steps
Potential transport options

8.1

As identified in the introduction, in the likely absence of significant investment in new highway
infrastructure, to bring new employment opportunities into the M62-A63 corridor, alternative, more
sustainable access to strategic employment opportunities needs to be provided if the Hull and
Humber Ports city region’s economic goals are to be achieved. New or enhanced public transport
services need to be provided to complement the available highway access. The provision of
additional public transport capacity and other investment to help increase the use of public
transport and active travel modes will ensure that best possible use is made of the existing highway
capacity. Increased use of these sustainable modes to access both existing and future
developments will help to ensure that sufficient highway capacity is available for the much needed
economic opportunities provided by these future developments to proceed.

8.2

The development of public transport solutions to provide access for workers to these new
employment opportunities is therefore a critical element of the investment in bringing development
forward at these locations. Chapter 6 highlights a number of public transport - principally
conventional bus and community transport - options that could be delivered to support the strategic
development of these opportunities. It also identifies important supporting investment for public
transport, such as improved pedestrian access to convenient bus stops, investment in stop and
interchange infrastructure, and integrated ticketing arrangements.

8.3

Associated programmes of activity to support the use of alternatives to the car for access to these
developments should also be supported, such as measures to support active travel modes such as
cycling and walking, and behavioural change programmes including advice and awareness raising
activities in promoting the alternatives that are available.

8.4

The options presented in chapter 6 represent a starting point in developing appropriate transport
services to support access to jobs in these strategic development opportunities. The detail of
services developed to support access to any given location will be subject to more clarity on the
numbers of jobs, the timing of investment and speed of development, and operational aspects such
as shift systems. The ideas presented will need to be developed accordingly to meet detailed
requirements of both employers and employees through, for example, appropriate Transport
Assessments and Travel Plans for all proposals at these locations. The development of transport
options should reflect the totality of the employment opportunities in the corridor, and the transport
demands that these stimulate. The potential for transport options to serve a number of these
strategic development sites to maximise the effectiveness of investment in new transport services
needs to be exploited, and the public sector partners should ensure that all opportunities to link
solutions are taken.
Funding and delivery

8.5

It is critical that these measures should be funded and delivered in a strategic way through
partnership between the public sector, private sector investors, employers and developers, and
transport operators and network managers. The opportunity to bring these economic opportunities
to the Hull and Humber Ports city region must be seized if the wider economic and social objectives
of partners in the East Riding and Hull are to be achieved.

8.6

Appropriate use of programmes such as the Local Sustainable Transport Fund, the Regional
Growth Fund, and future as yet unspecified sources of funding should be maximised in partnership
with private sector contributions, recognising the part that these strategic economic opportunities
represent in delivering important economic and social outcomes across the city region.
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Abnormal loads
8.7

The assessment of potential implications for abnormal load movements in the M62-A63 corridor
presented in chapter 7 presents a high level overview. Detailed assessments will be required
depending upon the size and specification of any components that may need to moved. The
assessments presented act as a strategic guide to the potential suitability of the variety of sites
under consideration for manufacturing and distribution processes, and as a guide to the likely
locations on the highway network where issues may arise.
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Appendix A

Most Deprived Super Output Areas
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Appendix B

Site Accessibility by Public Transport
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Appendix C

Site Accessibility by Car
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Appendix D

Abnormal Load High Level Route Assessment
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