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Traffic and transport
Introduction

12.1

Alan Baxter Ltd undertook the traffic and transport assessment. The findings of
the assessment are summarised in this chapter and the transport assessment
(TA) is included as technical appendix J. The references and data sources used
in the assessment are set out in table 12.1.
Cambridgeshire County Council, 2015, Third Cambridgeshire Local Transport Plan
Cambridgeshire County Council, 2014, Transport Strategy for Cambridge and South
Cambridgeshire
Crashmap website: www.crashmap.co.uk
Department for Communities and Local Government, 2014, National Planning Practice
Guidance: Travel plans, transport assessments and statements
Goldschmidt, J., 1976, Pedestrian delay and traffic management. SR356 TRC
Highways Agency, Scottish Government, Welsh Assembly Government and The Department for
Regional Development, 2007, Volume 11 of the Design Manual for Roads and Bridges –
Environmental Assessment
Institute of Environmental Assessment, 1993, Guidelines for the Environmental Assessment of
Road Traffic
Network Rail, 2007, Greater Anglia Route Utilisation Strategy
Office for National Statistics, 2011 Census
South Cambridgeshire District Council, 2013, Proposed Submission Local Plan
South Cambridgeshire District Council, 2007, Development Control Policies Development Plan
Document
Table 12.1: References and data sources

Legislation and policy
National policy
12.2

Paragraph 29 of the National Planning Policy Framework (NPPF; 2012) states
that “the transport system needs to be balanced in favour of sustainable
transport modes, giving people a real choice about how they travel.” Paragraph
32 states that plans and decisions should take account of whether:
• The opportunities for sustainable transport modes have been taken up,
depending on the nature and location of the site, to reduce the need for
major transport infrastructure
• Safe and suitable access to the site can be achieved for all people
• Improvements can be undertaken within the transport network that costeffectively limit the significant impacts of the development. Development
should only be prevented or refused on transport grounds where the
residual cumulative impacts of development are severe

12.3

The Department for Communities and Local Government (DCLG) published
National Planning Practice Guidance: Travel plans, transport assessments and
statements in March 2014, which provides guidance on the preparation of these
documents.
Local policy

12.4

The Third Cambridgeshire Local Transport Plan (July 2015) sets out
Cambridgeshire County Council’s transport policies and strategies for 2011 to
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2031 to ensure that planned large scale development can take place in the
county in a sustainable way. It seeks to address the following challenges:
• Improving the reliability of journey times by managing demand for road
space, where appropriate, and maximising the capacity and efficiency of
the existing network
• Reducing the length of commute and the need to travel by private car
• Making sustainable modes of transport a viable and attractive alternative
to the private car
• Future-proofing the maintenance strategy and new transport
infrastructure to cope with the effects of climate change
• Ensuring people (especially those at particular risk of social exclusion)
can access the services they need within reasonable time, cost and
effort wherever they live in the county
• Addressing the main causes of road accidents in Cambridgeshire
• Protecting and enhancing the natural environment by minimising the
environmental impact of transport
• Influencing national and local decisions on land use and transport
planning that impact on routes through Cambridgeshire
12.5

The Transport Strategy for Cambridge and South Cambridgeshire was adopted
by the county council in March 2014. It contains details of major schemes
proposed in the short, medium and long term. Improvements identified
between Cambridge and Saffron Walden, in the area around the application
site, include increasing the frequency of train services calling at stations,
improving interchange facilities at Shelford, Whittlesford Parkway and Great
Chesterford stations, continuing the cycle route onwards from Shelford along
the corridor towards Saffron Walden, creating a network connecting the
employment sites at Babraham, Granta Park and the Genome Campus,
creating a network connecting to transport interchanges along the corridor, and
creating a network focused on the catchment of Sawston Village College.

12.6

Policy TR/1 of South Cambridgeshire District Council’s adopted Development
Control Policies Development Plan Document (2007) relates to planning for
more sustainable travel. It states that planning permission will not be granted
for developments likely to give rise to a material increase in travel demands
unless the site has, or will have, a sufficient standard of accessibility by public
transport or other non-car modes. In considering applications, the council will
seek to ensure that every opportunity is taken to increase integration of travel
modes and accessibility to non-motorised modes, including by improvements to
public transport, minimising car parking provision, requiring safe and secure
cycle parking and ensuring that new developments are located and designed to
facilitate short trips by cycle and walking.

12.7

Policy TR/3 requires new developments to mitigate their travel impact, including
by ensuring adequate provision is made for integrated and improved transport
infrastructure and by financial contributions to support public transport, cycling
and walking. Policy TR/4 supports increased use of non-motorised modes of
travel by ensuring adequate, safe and secure cycle parking is provided,
individual developments contribute to achieving the aims of the local transport
plan to the maximum extent possible and that developments contribute an
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improved and integrated walking and cycling network and provide safe crossing
places over main roads.
12.8

Emerging policy is provided by the council’s Proposed Submission Local Plan
(2013). Policy TI/2 Planning for Sustainable Travel requires development to be
located and designed to reduce the need to travel by car and to promote
sustainable travel. It states that planning permission will only be granted for
development likely to give rise to increased travel demands where the site has
sufficient integration and accessibility by walking, cycling or public and
community transport. Policy TI/3 Parking Provision sets out requirements for
car and cycle parking provision for new developments.

12.9

A more detailed review of local and national planning policy is provided in the TA
in technical appendix J.
Methodology
Consultation

12.10 The scopes of this assessment and the TA have been informed by in-depth
consultation with Cambridgeshire County Council as the local highway authority
and Highways England, which is responsible for the strategic road network.
Traffic modelling
12.11 A comprehensive programme of traffic surveys has been carried out to establish
the traffic conditions around the site. These included manual classified traffic
counts and queuing surveys at key junctions and automatic traffic counts on key
links (the A505, M11, A11, A1301 and A1307). In addition, automatic number
plate recognition surveys were undertaken to identify the extent of ‘rat-running’
traffic using local roads through Duxford, Hinxton and Ickleton to bypass
congestion on the A505 and A1301. The road network considered in the study
is shown on figure 12.1. Further details on the traffic surveys are provided in the
TA in technical appendix J.
12.12 The Transport Research Laboratory’s (TRL) junction capacity assessment
program Junctions 8 was used to model the junctions for the baseline year
(2017) and completion year (2030), which is the earliest year that the proposed
development is likely to be fully occupied.
12.13 Trip generation from the proposed development was estimated using the TRICS
database, taking into account the site’s location and predicted number of
employees. Trip distribution was calculated based on 2011 Census travel to
work data. Background traffic growth was calculated using TEMPRO data, and
traffic flows associated with the committed developments set out in chapter 3
were included in the future baseline scenario.
12.14 Two scenarios for the development trips’ modal split were modelled: a
‘standard’ scenario (referred to in technical appendix J as ‘business as usual’),
where trips were assigned to modes based on other science parks in the area,
2011 Census travel to work data for the area and TRICS data, and a ‘realistic
case’ scenario (referred to in technical appendix J as ‘target’), where account
was taken of the restricted car parking proposed on site (0.5 spaces per
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employee) and the proposed improvements to public transport, cycling and
walking provision in the area. Data from other science parks in the area indicate
that there is a correlation between the number of parking spaces provided per
employee and the modal split, suggesting that restricting parking provision limits
vehicle use. Given this, and the proposed measures to facilitate sustainable
travel, the proposed ‘realistic case’ scenario is considered to represent a
realistic level of trip generation for the proposed development. The assessment
in this chapter is therefore based on this scenario, although the full results of
both assessments are provided in technical appendix J for completeness.
12.15 Further details of the assessment methodology, which was agreed with
Cambridgeshire County Council and Highways England, are set out in the TA in
technical appendix J.
Assumptions and limitations
12.16 Traffic generation estimates for the proposed development are based on trip
rates from TRICS. A number of assumptions are inherent in this process,
including occupancy and modes of travel. In response to scoping comments
from Cambridgeshire County Council, a sensitivity test was undertaken to
provide a comparative evaluation of trip rates for a mix of different employment
land uses that might occupy the proposed development. Full details of the
findings are provided in technical appendix J, but the trip rate estimates were
generally comparable with those produced by the standard TRICS exercise.
Effects assessed
12.17 The Institute of Environmental Assessment’s Guidelines for the Environmental
Assessment of Road Traffic (IEA, 1993) advise that assessments of trafficrelated effects should include impacts on severance, driver delay, fear and
intimidation, pedestrian amenity, pedestrian delay, accidents and safety, noise,
vibration, visual impact, air pollution, dust and dirt, ecological impact, heritage
and conservation areas, and hazardous loads. This chapter addresses the first
six issues, with all but the last issue examined in other chapters of the ES. The
nature of the proposed development means that hazardous loads are unlikely.
Definitions of each of the potential effects identified in the guidelines are set out
below, together with explanatory text relating to the assessment criteria.
12.18 The IEA guidance sets out two broad rules that have been used to determine
the scale and extent of the assessment, as follows:
• Rule 1 – include highway links where traffic flows will increase by more
than 30% (or the number of HGVs will increase by more than 30%)
• Rule 2 – include any other specifically sensitive areas where traffic flows
will increase by 10% or more
12.19 Where the predicted increase in traffic flows is lower than these thresholds, the
guidelines suggest that the effects will be negligible and no further assessment
is required. Increases in traffic flows of less than 10% are generally considered
to be insignificant in environmental terms, as daily background traffic flows can
vary by this amount.
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Severance
12.20 Severance is the perceived division that can occur within a community when it
becomes severed by a major traffic artery. This may result from difficulty in
crossing a heavily trafficked road or a physical barrier. Severance is difficult to
measure and, by its subjective nature, is likely to vary between different groups
within a single community. In addition to the volume, composition and speed of
traffic, severance is also likely to be influenced by road width, the demand for
movement across a road, the presence of crossing facilities and the variety of
land uses and extent of community located either side of the road. All these
factors are considered when determining the likely severance effect.
12.21 The percentage change indicators suggested by the IEA for severance effects
are set out in table 12.2. The IEA advises that these broad indicators should be
used with care and regard should be paid to specific local conditions.
Indicator
Change in total traffic, HGV or hazardous load
Large
>90%
Medium
60-90%
Small
30-60%
Negligible
<30%
Table 12.2: Severance percentage change indicators

Pedestrian and cyclist delay
12.22 The IEA guidelines note that changes in the volume, composition and / or speed
of traffic may affect the ability of people to cross roads. Typically, increases in
traffic levels result in increased pedestrian delay, although increased pedestrian
activity itself also contributes. A study by the TRL (Goldschmidt, 1976) found
that mean pedestrian delay was eight seconds at flows of 1,000 vehicles per
hour and below 20 seconds at 2,000 vehicles per hour for various types of
crossing conditions.
12.23 Volume 11, Section 3, Part 8 of the Design Manual for Roads and Bridges
(DMRB; 2007) predicts mean pedestrian delay based on empirical data, taking
into account traffic flow and a range of parameters such as crossing width and
vehicle speeds. A two-way flow of 1,400 vehicles per hour has been adopted
as a lower threshold for the assessment (equating to a mean 10 second delay
for a link with no pedestrian facilities in the TRL report). Below this flow,
pedestrian delay is unlikely to be a significant factor. This is deemed to be a
robust starting point for narrowing down the modelled routes within the study
area and ensuring the routes selected exceed the threshold of analysis in the
DMRB. It should be noted that pedestrian delays are smaller for controlled
forms of pedestrian crossing.
Pedestrian and cyclist amenity
12.24 Amenity is broadly defined as the relative pleasantness of a journey and can
include fear and intimidation if they are relevant. It is affected by traffic flow,
traffic composition, pavement width / separation from traffic and pedestrian
activity. The IEA guidelines suggest tentative thresholds for judging the
significance of effect would be where the traffic flow (or its HGV component) is
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halved or doubled, or where traffic flows are increased above any of the fear
and intimidation thresholds set out in table 12.3.
Degree of hazard

Average traffic flows over
18hr day (vehicles/hour)
Large
1,800
Medium
1,200-1,800
Small
600-1,200
Table 12.3: Fear and intimidation criteria

Total 18hr
HGV flow
>3,000
2,000-3,000
1,200-2,000

Average vehicle speed
over 18hr day (mph)
>20
15-20
10-15

Driver delay
12.25 Delay to drivers generally occurs at junctions where opposing vehicle
manoeuvres are undertaken, with vehicles having to give or receive priority
depending on the type of junction arrangement. The IEA guidance states that
computer modelling programs can be used to assess the changes in driver
delay on the network as a result of a proposed development. The guidelines do
not state specific thresholds to calculate the magnitude of the change; however,
they advise that delays are only likely to be significant when the traffic on the
network surrounding the development is already at, or close to, the capacity of
the system. The junction assessments set out in the TA in technical appendix J
have been used as the basis for this assessment.
Accidents and safety
12.26 The IEA guidance states that overall changes in vehicle kilometres as a result of
a proposed development may be used to assess the magnitude of impact on
accidents and safety. However, the guidance does not prescribe specific
criteria that can be applied to the changes in vehicle kilometres to identify
impact magnitude. Instead, professional judgement should be used based on
consideration of a combination of local circumstances, including traffic speed,
flow and composition, vehicle conflict and pedestrian activity.
Baseline
Local and strategic highway network
12.27 The local and strategic highway network in the vicinity of the site is shown on
figure 12.1. The A505 runs east-west to the north of the main site and joins the
M11 at junction 10, approximately 2.7 km west of the main site. It is part of the
strategic road network and runs from the A11 in the east to Leighton Buzzard,
Bedfordshire, in the west, while also linking to the A1(M) at Letchworth. To the
north of the main site it is a national speed limit, single carriageway road. To the
west of the ‘McDonalds’ roundabout with the A1301, the speed limit reduces to
50 mph.
12.28 The A11 runs north east-south to the east of the main site and joins the M11 at
junction 9, approximately 3 km to the south of the main site. It is a major trunk
road that runs from London to Norwich. To the east of the main site it is a
national speed limit, dual carriageway road. The A1301 runs north-south to the
west of the main site and joins the M11 at junction 9A, approximately 1.5 km to
the south of the main site. It runs from Trumpington in the north to the M11. To
the west of the main site it is a single carriageway road with a speed limit of 50
mph.
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12.29 In addition to these strategic roads, the following links have been included in the
assessment:
• Hunts Road, which runs north-south between the A505 and Duxford
and is a single carriageway, national speed limit road that reduces to 30
mph at the entrance to Duxford. The stretch of road through Duxford
also includes traffic calming
• Duxford Road, which runs north-south between the A505 and
Whittlesford and is a single carriageway road that is subject to a 40 mph
speed limit
• Moorfield Road, which runs north-south between the A505 and Duxford
and is a single carriageway road that is subject to a 40 mph speed limit,
reducing to 30 mph at the entrance to Duxford
• Royston Road, which is a single carriageway, national speed limit access
road between the A505 and Duxford Road
• Station Road, which is a single carriageway, national speed limit road
that provides access to Whittlesford Parkway station
• A1307, which runs north west-south east between Cambridge and
Haverhill. It is a single carriageway, generally national speed limit road,
although the stretch in the vicinity of the site is subject to a 40 mph limit
• North End Road, which runs east-west between the A1301 and the High
Street in Hinxton and is a single carriageway road that is subject to a 30
mph speed limit
• New Road, which runs east-west between the A1301 and the High
Street in Hinxton and is a narrow, single carriageway national speed limit
road
• Newmarket Road, which runs north-south between junction 9A of the
M11 and Great Chesterford and is a single carriageway road that is
subject to a 50 mph speed limit, reducing to 30 mph at the entrance to
Great Chesterford
• B184, which runs north-south between junction 9a of the M11 and
Saffron Walden. It is a single carriageway road and the stretch in the
vicinity of the site is subject to a 50 mph speed limit
12.30 Only the A11 south of the main site has experienced reduced traffic flows in
recent years. This may be as a result of commuting patterns around
Cambridge, rather than through it, following A11-M11 routes. The roads in the
vicinity of the site predominantly carry traffic between the M11 and the A11.
From observations during site visits, it is apparent that parts of the local highway
network are busy in the AM peak and traffic is not completely free-flowing. In
particular, eastbound traffic on the A505 is relatively high, with rolling queues
occurring from the A505 / M11 junction to the ‘McDonalds’ roundabout. This is
caused by the reduction in the width of the A505 east of the Hunts Road
junction from two lanes to one and general congestion at the ‘McDonalds’
roundabout.
Existing baseline traffic flows
12.31 The existing baseline two-way AM peak (08:00-09:00) and PM peak (17:0018:00) hour flows for the road network in the vicinity of the site are set out in
table 12.4. These periods have been used in the assessment because they
represent the times of greatest potential effect from the proposed development.
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Link

1
2
3
4
5
6

A505 west of M11
M11 north of A505
A505 east of M11
M11 south of A505
Hunts Road
A505 between Hunts Road and
Moorfield Road
7
Duxford Road
8
A505 between Moorfield Road
and Royston Road
9
Moorfield Road
10
Royston Road
11
A505 between Royston Road
and Station Road
12
Station Road
13
A505 east of Station Road
14
A505 west of A1301
15
A1301 north of A505
16
A505 east of A1301
17
A1301 south of A505
18
A505 / Pampisford link
19
A11 north of A1307
20
A1307 south east of A11
21
A11 south of A1307
22
A1307 north west of A11
23
A11 south of A505
24
A1301 south of site
25
North End Road
26
A1301 between North End Road
and New Road
27
New Road
28
A1301 north of Wellcome Trust
29
A1301 south of Wellcome Trust
30
A1301 south of A11
31
Newmarket Road
32
B184
33
A11 south of A1301
34
M11 south of junction 9a
Table 12.4: 2017 baseline traffic flows
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AM peak
Total vehicles
1,358
4,059
3,016
2,509
886
2,254

HGV
95
771
211
477
18
158

PM peak
Total vehicles
1,250
4,074
2,971
2,678
797
2,502

HGV
88
774
208
509
16
175

494
2,604

10
182

346
2,630

7
184

162
17
2,746

3
0
192

228
38
2,728

5
1
191

140
2,851
2,863
1,262
2,014
835
824
3,889
1,626
4,448
1,901
2,633
721
48
501

3
200
200
56
141
37
16
350
103
400
121
237
32
1
22

179
2,828
2,857
1,203
2,262
758
582
3,834
1,887
4,827
1,528
2,778
650
39
650

4
198
200
53
158
34
12
345
120
434
97
250
29
1
29

19
764
764
1,426
560
868
1,523
4,032

0
34
34
63
11
39
137
766

2
695
695
1,447
215
920
1,822
4,500

0
31
31
64
4
41
164
855

Public transport
Rail
12.32 The nearest railway station to the site is Whittlesford Parkway, approximately 1.6
km north west of the main site and 400 m west of the bus / cycle interchange
site. It is on the London Liverpool Street to Cambridge line. In the AM peak,
between 07:00 and 09:00, eight trains stop at the station from Cambridge and
four in the opposite direction. In the PM peak, between 16:00 and 18:00, six
trains stop at the station from London Liverpool Street and four in the opposite
direction. The fastest train journey to Cambridge from Whittlesford Parkway
takes nine minutes, while the fastest journey to London Liverpool Street takes
one hour.
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12.33 Annual passenger usage, based on sales of tickets in the 2013/14 passenger
year that ended or originated at Whittlesford Parkway, was 493,004, averaging
approximately 1,354 passengers per day. There is a car park of just under 400
spaces at the station, but it is frequently full and cars park informally along
Station Road West and Royston Road. There are also 28 Sheffield stands for
cycle parking. The public realm at the station is of low quality and there is no
step-free access.
12.34 Network Rail’s (2007) Greater Anglia Route Utilisation Strategy provides
information on capacities, demand and improvements to the rail network. The
section of the line between Cambridge and Bishop’s Stortford was found to be
in the 30-70% bracket of peak capacity usage. This increased to over 70%
between Bishop’s Stortford and London Liverpool Street. The report identifies a
number of potential improvements, including train lengthening to 12 cars
between Cambridge / Stansted Airport and London Liverpool Street for peak
services, an increase in trains operating at peak hours and an increase in line
capacity by moving from double-track to four-track to provide additional
services.
Bus
12.35 The site is not currently well served by buses. The only regular bus service that
stops near the site is the 7a, operated by A2B Bus & Coach Ltd, which serves
Hinxton, Whittlesford, Heathfield, Sawston and Stapleford and terminates at the
Babraham Park & Ride site. It is an infrequent service that runs past the site
every one hour and 15 minutes and does not operate on Sundays or Bank
Holidays. The Citi 7 service, operated by Stagecoach, also serves the area and
runs from Cambridge city centre to Sawston via Cambridge Railway Station,
Addenbrooke’s Hospital, Trumpington, Great Shelford and Stapleford. Services
run every 20 minutes Monday to Saturday and every 30 minutes on Sundays.
However, there is only one service per hour extended to Saffron Walden via
Duxford, Ickleton, Great Chesterford, Little Chesterford and Littlebury, which
bypasses Hinxton.
12.36 Access for these services to Whittlesford Parkway station is difficult, because
highway constraints prevent large buses from turning without reversing into / out
of private land. As a result, only the smaller 7a service calls at the station (east
side). The more frequent Citi 7 service stops 500 m away on Duxford Road
(west side).
12.37 There are five Park & Ride termini around Cambridge, the nearest of which to
the site are approximately 11 km to the north at Trumpington and Babraham.
Services from these termini take passengers into Cambridge, rather than out to
surrounding towns and villages. A guided busway terminates at Trumpington
Park & Ride after an extensive route through Cambridge and north west up to
St Ives and Huntingdon.
Pedestrians and cyclists
12.38 There are several well-established walking routes and public rights of way in the
area, which link the site to the surrounding villages. However, formal crossings
are limited in the vicinity of the site and footways do not follow pedestrian desire
lines in some areas. Footways run along the A1301 and A505 in the vicinity of
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the site, but these are not pleasant routes for pedestrians to use because of the
close proximity of fast moving, heavy traffic and the limited formal crossing
opportunities.
12.39 Cycling infrastructure in the vicinity of the site is generally good, with National
Cycle Route 11 running very close to the site in Hinxton and the regional route
NB branching off a few miles north. There is also provision for local cycle routes
between the towns and villages, such as along the A1301 and A505. However,
these routes are neither continuous nor direct.
12.40 An existing cycle route runs west-east from the M11 / A505 roundabout along
the A505 to Granta Park. The cycle lane is separated from the carriageway for
long sections, but the route stops at the junction of Royston Road and the A505
and cyclists have to use the road up to Whittlesford Parkway station. The
segregated cycle lane restarts at the end of Station Road East and carries on
along the A505 towards Granta Park. Key issues along this route include the
need for cyclists to dismount to use the footbridge to cross the railway line
instead of using the road bridge on the A505, the need to dismount and lack of
priority for cyclists when crossing the A1301 at the ‘McDonalds’ roundabout,
and the fact that the segregated cycle lane ends near the entrance to Granta
Park.
12.41 A north-south cycle route runs from North End Road in Hinxton up to Sawston
as part of National Cycle Route 11. There is a cycle lane separate from the road
from the North End Road / A1301 junction. This continues up to the
‘McDonalds’ roundabout, where cyclists must dismount to cross the A505 and
then the A1301 to continue heading north. The cycle path ends abruptly at the
A1301 / London Road junction, where cyclists must attempt to join the road at
a location where vehicles can travel at 60 mph.
Accidents
12.42 In order to establish the existing highway safety record in the vicinity of the site,
personal injury accident data for the key junctions and links in the study area
were obtained from Crashmap for the five-year period from 1 January 2012 to
31 December 2016.
12.43 Fifty-eight accidents occurred in the study area over the five-year period, which
resulted in 93 injuries, eight of which were classified as serious and 85 of which
were classed as slight. An analysis of the locations of each accident showed
clusters at several junctions. Three collisions occurred at the A1301 / London
Road junction, which were caused by turning vehicles colliding with oncoming
traffic. The pattern of accidents at this junction suggests that visibility at the
junction could be improved.
12.44 Eight accidents occurred at the M11 / A505 roundabout, the majority of which
were caused by individual driver errors such as colliding with the back of a
vehicle during braking at the roundabout. Three accidents occurred at the
A505 / Hunts Road roundabout, all of which were caused by driver error. Two
accidents occurred at the A505 / Moorfield Road junction, one of which was
caused by a motorcyclist crashing into the side of a slowing car and one by
driver error. The pattern of collisions at these junctions does not suggest that
improvements are required to the junction layouts.
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12.45 Four accidents occurred at the ‘McDonalds’ roundabout, three of which were
caused by driver error and one by a car entering the roundabout and colliding
with a cyclist who was travelling around the roundabout. A number of other
collisions were recorded at junctions in the study area, all of which were caused
by driver error. The pattern of collisions at these junctions does not suggest
that improvements are required to the junction layouts.
Sensitive receptors
12.46 With reference to figure 12.2, the sensitivity of the road links has been classified
as follows:
• A505 (links 1, 3, 6, 8, 11, 13, 14, 16 and 18) – negligible, as there are no
sensitive receptors along these sections of the road
• M11 (links 2, 4 and 34) – negligible, as there are no sensitive receptors
along these sections of the road
• A11 (links 19, 21, 23 and 33) – negligible, as there are no sensitive
receptors along these sections of the road
• A1301 (links 15, 17, 24, 26, 28, 29 and 30) – low, as the only potentially
sensitive receptor along these sections of the road is the Wellcome
Campus, which is set back from the road
• A1307 (links 20 and 22) – negligible, as there are no sensitive receptors
along these sections of the road
• Hunts Road (link 5) – low to medium, as the section approaching
Duxford is a traffic-calmed residential area with a recreation ground
• Duxford Road (link 7) – low to medium, as the section in Whittlesford is a
residential area with a park and village hall
• Moorfield Road (link 9) – medium, as the section in Duxford is a
residential area with narrow footways
• Royston Road (link 10) – medium, as the section in Whittlesford Bridge is
a residential area with narrow footways
• Station Road (link 12) – medium, as the section in Whittlesford Bridge
includes residential properties and limited footway provision
• North End Road (link 25) – low to medium, as it is a residential area with
narrow footways in places
• New Road (link 27) – medium, as it includes residential properties and
limited footway provision
• Newmarket Road (link 31) – medium, as the section in Great Chesterford
is a residential area with a recreation ground
• B184 (link 32) – negligible, as there are no sensitive receptors along this
section of the road
Future baseline
12.47 The 2030 future baseline AM and PM peak hour flows in the absence of the
proposed development have been modelled for all vehicles and HGVs (table
12.5).
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Link

1
2
3
4
5
6

SmithsonHill

AM peak
Total vehicles
1,644
4,871
3,993
2,976
1,064
2,848

A505 west of M11
M11 north of A505
A505 east of M11
M11 south of A505
Hunts Road
A505 between Hunts Road and
Moorfield Road
7
Duxford Road
573
8
A505 between Moorfield Road
3,147
and Royston Road
9
Moorfield Road
193
10
Royston Road
20
11
A505 between Royston Road
3,457
and Station Road
12
Station Road
184
13
A505 east of Station Road
3,595
14
A505 west of A1301
3,607
15
A1301 north of A505
1,508
16
A505 east of A1301
2,535
17
A1301 south of A505
991
18
A505 / Pampisford link
1,553
19
A11 north of A1307
4,558
20
A1307 south east of A11
2,422
21
A11 south of A1307
5,366
22
A1307 north west of A11
2,346
23
A11 south of A505
3,059
24
A1301 south of site
859
25
North End Road
56
26
A1301 between North End Road
847
and New Road
27
New Road
23
28
A1301 north of Wellcome Trust
863
29
A1301 south of Wellcome Trust
1,259
30
A1301 south of A11
1,672
31
Newmarket Road
651
32
B184
1,069
33
A11 south of A1301
2,814
34
M11 south of junction 9a
4,869
Table 12.5: 2030 future baseline traffic flows

HGV
103
786
233
491
18
180

PM peak
Total vehicles
1,453
4,883
3,725
3,176
955
3,138

HGV
95
788
230
523
17
197

10
205

407
3,450

7
206

4
0
215

273
44
3,438

5
1
213

3
222
223
63
148
40
24
362
107
412
125
241
35
1
26

232
3,568
3,619
1,437
2,665
902
1,333
5,009
2,354
6,238
1,936
3,251
859
45
776

4
220
222
60
166
37
19
357
123
446
101
254
32
1
32

0
37
38
67
12
42
141
770

10
782
1,102
1,666
597
1,106
2,814
5,657

0
34
35
68
5
44
168
859

Effects during construction
Changes in traffic flows
12.48 As discussed in chapter 2, it is estimated that construction of the proposed
development will commence in 2019/20, with the first occupations in 2022 and
full occupation by around 2030. It is anticipated that the proposed
development will be constructed in four phases, with an average of 28,000 m2
of floorspace to be built in each phase and the supporting infrastructure and
highways works to be implemented in phase 1.
12.49 It should be noted that the earthworks strategy for the proposed development
has been designed to ensure that no clean spoil will need to be removed from
the site, so this element of the works will not generate any off site HGV
movements. Delivery of construction materials and removal of other
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construction waste will require HGV movements to and from the site. The peak
period of construction will be during the first phase, when the development and
supporting infrastructure are being built out concurrently. Table 12.6
summarises the estimated peak construction HGV flows for 28,000 m2 of
development and the full development accesses and highways.
Construction activity
HGV movements per day
Assumptions
AgriTech units
80
40 deliveries per day
Accesses and highways 260
130 material deliveries per day
Total
340
-Table 12.6: Estimated peak construction HGV generation

12.50 As set out in the ‘mitigation’ section below, HGV trips to and from the site will
be restricted to accessing the site via the strategic road network and outside the
peak hour periods. Assuming a 12-hour delivery window, minus the peak
hours, gives an average of 34 two-way HGV trips per hour. This change in
flows across the network outside peak hours is considered to be negligible and
not significant.
12.51 The greatest impact from construction vehicles will therefore be from the trips
related to construction workers during peak hours. An average of 200
construction workers are estimated to be employed on site at any one time. A
conservative estimate is that there will be 1.5 daily car trips per construction
worker, representing 52 and 41 two-way trips in the AM and PM peak hours
respectively. These figures are based on employment trip rates included in the
TA in technical appendix J. The same distribution has also been assumed for
construction workers as was used for employees of the occupied site in the TA.
Table 12.7 shows the predicted change in traffic flows during construction.
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1
2
3
4
5
6

Link

SmithsonHill

AM peak
Total vehicles
1,366
4,071
3,035
2,509
886
2,273

Change
+1%
0%
+1%
0%
0%
+1%

A505 west of M11
M11 north of A505
A505 east of M11
M11 south of A505
Hunts Road
A505 between Hunts Road and
Moorfield Road
7
Duxford Road
494
0%
8
A505 between Moorfield Road
2,624
+1%
and Royston Road
9
Moorfield Road
162
0%
10
Royston Road
17
0%
11
A505 between Royston Road
2,766
+1%
and Station Road
12
Station Road
140
0%
13
A505 east of Station Road
2,871
+1%
14
A505 west of A1301
2,895
+1%
15
A1301 north of A505
1,267
0%
16
A505 east of A1301
2,032
+1%
17
A1301 south of A505
889
+6%
18
A505 / Pampisford link
824
0%
19
A11 north of A1307
3,904
0%
20
A1307 south east of A11
1,629
0%
21
A11 south of A1307
4,466
0%
22
A1307 north west of A11
1,902
0%
23
A11 south of A505
2,633
0%
24
A1301 south of site
731
+1%
25
North End Road
48
0%
26
A1301 between North End
511
+2%
Road and New Road
27
New Road
19
0%
28
A1301 north of Wellcome Trust
773
+1%
29
A1301 south of Wellcome Trust 773
+1%
30
A1301 south of A11
1,430
0%
31
Newmarket Road
562
0%
32
B184
871
0%
33
A11 south of A1301
1,528
0%
34
M11 south of junction 9a
4,037
0%
Table 12.7: Change to flows as a result of construction traffic

PM peak
Total vehicles
1,256
4,083
2,986
2,678
797
2,517

Change
0%
0%
+1%
0%
0%
+1%

346
2,645

0%
+1%

228
38
2,744

0%
0%
+1%

179
2,844
2,885
1,207
2,275
803
582
3,846
1,890
4,841
1,529
2,778
658
39
658

0%
+1%
+1%
0%
+1%
+6%
0%
0%
0%
0%
0%
0%
+1%
0%
+1%

2
702
702
1,451
215
922
1,826
4,504

0%
+1%
+1%
0%
0%
0%
0%
0%

12.52 None of the links will experience increases in flows of greater than 10%, with the
largest changes predicted on link 17 (the A1301 south of the A505) at 6%.
Therefore, in accordance with the guidance set out in paragraph 12.18, there is
no requirement to consider any of the links further and no significant effects are
predicted on severance, pedestrian and cyclist delay and amenity, driver delay
or the accident rate as a result of increased traffic flows during construction.
Direct effects arising from construction works
12.53 The potential for direct effects as a result of construction works also needs to be
considered. The majority of construction activity, with the exception of the
highway improvement works and construction of the access junctions, will take
place away from the highway network. There is therefore limited potential for
direct effects on pedestrian and cyclist delay or amenity. While the proposed
highway improvements and site access junction works will involve works to the
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highway, these will be managed in accordance with standard construction
practices to ensure the accident risk is not increased while works are carried
out.
Public transport
12.54 The assessment of effects on public transport needs to consider both the
additional trips generated by the proposed development and the potential for
disruption of services during construction works. While construction workers
will be encouraged to use sustainable travel methods, it is unlikely that there will
be a significant increase in demand for bus or train services during construction.
Some of the highway improvements and site access junction works have the
potential to disrupt bus services by causing delays. However, works will be
managed in accordance with standard construction practices to minimise this.
Overall it is considered that there will be a negligible magnitude of change and
no significant effects are predicted.
Effects post-construction
Proposed highway improvements
12.55 As set out in chapter 2, a number of highway improvements will be undertaken
to mitigate the impact of the proposed development, both within the application
boundary and off site. The improvements are an integral part of the proposals
and have been developed following detailed junction modelling, which is set out
in full in the TA in technical appendix J. The TA includes an assessment of the
theoretical effects of the proposed development on the capacity of junctions in
the vicinity of the site both with and without the highway improvements.
However, as it is not proposed that the development would come forward
without the proposed improvements, this chapter only examines the effects of
the development with these measures in place.
Change in traffic flows
12.56 The ‘with development’ traffic flows in 2030, together with the change in flows
as a result of the proposed development, are set out in table 12.8. As
discussed in paragraph 12.14, the modelled flows in table 12.8 are based on
the ‘realistic case’ scenario and have therefore taken account of the sustainable
transport measures set out in chapter 2 that form an integral part of the
proposed development. Full details of the trip generation associated with the
proposed development, and the modal shift applied as a result of the proposed
sustainable transport measures, are set out in the TA in technical appendix J.

Terence O’Rourke Ltd 235701b November 2017

12-15

A park for AgriTech, Hinxton ES
Chapter 12: Traffic and transport
Ref

Link

SmithsonHill

AM peak
Total
HGV

1
2
3
4
5
6

Change
(total)
+7%
+4%
+8%
0%
0%
+11%

Change
(HGV)
+1%
0%
0%
0%
0%
+2%

PM peak
Total
HGV

A505 west of M11
1,766
104
1,550
96
M11 north of A505
5,057
788
5,031
790
A505 east of M11
4,301
237
3,970
233
M11 south of A505
2,976
493
3,176
525
Hunts Road
1,064
18
955
17
A505 between Hunts Road and 3,156
183
3,383
201
Moorfield Road
7
Duxford Road
578
11
+1%
+10%
410
8
8
A505 between Moorfield Road
3,460
208
+10%
+2%
3,698
210
and Royston Road
9
Moorfield Road
193
4
0%
0%
273
5
10
Royston Road
20
0
0%
0%
44
0
11
A505 between Royston Road
3,770
218
+9%
+1%
3,686
216
and Station Road
12
Station Road
184
3
0%
0%
232
4
13
A505 east of Station Road
3,907
225
+9%
+1%
3,817
223
14
A505 west of A1301
3,931
226
+9%
+1%
3,879
226
15
A1301 north of A505
1,580
64
+5%
+2%
1,495
61
16
A505 east of A1301
2,814
149
+11%
+1%
2,886
167
17
A1301 south of A505
1,667
40
+68%
0%
1,442
37
18
A505 / Pampisford link
1,554
25
0%
+4%
1,334
20
19
A11 north of A1307
4,790
364
+5%
0%
5,193
359
20
A1307 south east of A11
2,448
107
+1%
0%
2,375
124
21
A11 south of A1307
5,644
414
+5%
0%
6,459
448
22
A1307 north west of A11
2,366
125
+1%
0%
1,952
102
23
A11 south of A505
3,059
242
0%
0%
3,251
255
24
A1301 south of site
1,013
36
+18%
+3%
981
33
25
North End Road
56
1
0%
0%
45
1
26
A1301 between North End
1,001
26
+18%
0%
899
33
Road and New Road
27
New Road
23
0
0%
0%
10
0
28
A1301 north of Wellcome Trust
1,017
38
+18%
+3%
904
35
29
A1301 south of Wellcome Trust 1,413
38
+12%
0%
1,224
35
30
A1301 south of A11
1,749
67
+5%
0%
1,728
68
31
Newmarket Road
682
12
+5%
0%
622
5
32
B184
1,116
42
+4%
0%
1,143
45
33
A11 south of A1301
2,895
142
+3%
+1%
2,824
169
34
M11 south of junction 9a
4,946
771
+2%
0%
5,717
860
Table 12.8: 2030 ‘with development’ flows and change as a result of the proposed development

Change
(total)
+7%
+3%
+7%
0%
0%
+8%

Change
(HGV)
+1%
0%
+1%
0%
0%
+2%

+1%
+7%

+14%
+2%

0%
0%
+7%

0%
0%
+1%

0%
+7%
+7%
+4%
+8%
+60%
0%
+4%
+1%
+4%
+1%
0%
+14%
0%
+16%

0%
+1%
+1%
+2%
+1%
0%
+6%
0%
+1%
0%
+1%
0%
+3%
0%
+3%

0%
+16%
+11%
+4%
+4%
+3%
0%
+1%

0%
+3%
0%
0%
0%
+2%
+1%
+0%

12.57 In accordance with the guidance set out in paragraph 12.18, the following links
require further consideration in this part of the assessment because they are
predicted to experience changes in traffic flows of 10% or more and have
specific sensitive receptors:
•
•
•
•
•

Link 17: A1301 south of A505
Link 24: A1301 south of site
Link 26: A1301 between North End Road and New Road
Link 28: A1301 north of Wellcome Trust
Link 29: A1301 south of Wellcome Trust

12.58 While the A505 (links 6, 8 and 16) is also predicted to experience changes in
traffic flows of more than 10%, there are no sensitive receptors on this road link.
As all the increases in traffic on the A505 are predicted to be less than 30%, no
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further consideration is required. Duxford Road (link 7) is predicted to
experience changes in HGV flows of more than 10%. However, this elevated
percentage increase is as a result of the low baseline flows and only equates to
one additional HGV movement per hour. Given this, and the negligible
increases predicted in total vehicle flows (1%), it is not considered appropriate
to examine this link further. The remaining links will all experience changes in
traffic flows of less than 10% and are therefore not considered further.
Severance
12.59 Links 24, 26, 28 and 29 are all predicted to experience increases in traffic flows
of 18% or less. With reference to table 12.2 and figure 12.3, this will lead to a
negligible change in severance that will not be significant. Link 17 is predicted
to experience an increase in traffic flows of 68% in the AM peak, which is a
medium magnitude of change. Combined with the low sensitivity of this link,
this would lead to a slight adverse severance effect that would not be
significant.
12.60 However, the proposed pedestrian / cycle / equestrian bridge crossing over the
‘McDonalds’ roundabout will actually reduce severance in this area. In addition,
the proposals include toucan / Pegasus crossings over the A1301 to the south
of the site and adjacent to London Road, both of which will assist pedestrians,
cyclists and horse riders in crossing the road. The proposed crossings and
bridge are considered to represent a large magnitude of change, leading to a
moderate, significant beneficial effect on severance on these stretches of the
A1301 and A505.
Pedestrian and cyclist delay
12.61 It is anticipated that 44 pedestrians will arrive at the proposed development in
the AM peak using walking as their primary mode of travel, with a further 55
pedestrians walking from Whittlesford Parkway station. Thirty-five pedestrians
are predicted to depart from the site in the PM peak using walking as their
primary mode of travel, with a further 43 pedestrians walking to the station. In
total, 642 pedestrians are estimated to travel to and from the site between
07:00 and 19:00. The pedestrians that are not walking to and from the station
are most likely to come from one of the nearby villages.
12.62 It is estimated that 102 cyclists will arrive at the site in the AM peak using cycling
as their main mode of travel, with another 55 people cycling from the railway
station. Based on an even distribution throughout the hour, this is equivalent to
approximately five cyclists using the proposed cycle infrastructure every two
minutes. An estimated 81 cyclists are predicted to leave the site in the PM peak
using cycling as their main mode of travel, with a further 43 people cycling to the
station. This is an average of approximately two cyclists leaving the site per
minute. In total, 1,023 cyclists are estimated to travel to and from the site
between 07:00 and 19:00.
12.63 As discussed in chapter 2, the proposed development includes a range of
pedestrian and cyclist infrastructure to cater for these increased numbers, so
the increase itself is not predicted to lead to a significant adverse effect on
pedestrian and cyclist delay. Links 24, 26 and 28 are all predicted to
experience traffic flows of less than 1,400 vehicles per hour, so the increased
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traffic flows will not affect pedestrian delay on these links. Link 29 is predicted
to experience flows of 1,413 vehicles in the AM peak; however, traffic flows are
only predicted to increase by 11-12% on this link, which is a change of
negligible magnitude. No significant effects are therefore predicted on
pedestrian and cyclist delay on this link.
12.64 Link 17 is predicted to experience traffic flows of 1,667 vehicles per hour in the
AM peak with the proposed development in place, together with a 68%
increase in vehicle numbers. Combined with the low sensitivity of this link, this
medium change would lead to a slight adverse effect on pedestrian and cyclist
delay that would not be significant. However, the proposed pedestrian / cycle /
equestrian bridge crossing over the ‘McDonalds’ roundabout will actually reduce
delay in this area. The proposed signalised crossings over the A1301 will also
reduce pedestrian and cyclist delay. The proposed crossings and bridge are
considered to represent a medium magnitude of change, leading to a slight
beneficial effect on pedestrian and cyclist delay on these stretches of the A1301
and the A505 that will not be significant.
Pedestrian and cyclist amenity
12.65 While the categories for pedestrian intimidation and fear in table 12.3 are based
on the average hourly traffic flows over 18 hours, and are therefore not directly
comparable with peak hour flows, the AM and PM peak flows in table 12.8
provide an indication of fear and intimidation levels that could affect amenity.
Links 24, 26 and 28 are all predicted to experience small levels of intimidation
and fear in both the future baseline and ‘with development’ scenarios. In
addition, these links are predicted to experience negligible increases in traffic
flow and no significant adverse effects are predicted on amenity.
12.66 Link 29 is predicted to experience medium levels of pedestrian fear and
intimidation in both the future baseline and ‘with development’ scenarios for the
AM peak. The increase in traffic flows will increase levels from small in the future
baseline to medium with the proposed development in place in the PM peak.
However, this link between the Wellcome Campus roundabout and the M11
does not have any footways and is unlikely to be used by pedestrians. Given
this, and the fact that the 12% increase in traffic flows on this link is a negligible
change, overall it is considered that there is only likely to be a small change in
pedestrian and cyclist amenity on this link. Combined with the link’s low
sensitivity, this will lead to a slight adverse effect that will not be significant.
12.67 Link 17 is predicted to experience small levels of pedestrian fear and
intimidation in the future baseline, which will increase to medium as a result of
the increase in traffic associated with the proposed development. However,
along this section of the A1301 the proposed development will provide a new
multi-user (pedestrian, cycle, equestrian) route within the site that will be set
back 20-30 m from the carriageway and so will move pedestrians and cyclists
considerably further from the road. As this route will run through an area of
public open space, it will be much more pleasant to use than a footway /
cycleway alongside a road. It is considered that the provision of this route,
together with the bridge over the ‘McDonalds’ roundabout, will lead to a large
improvement to pedestrian / cyclist amenity on this link, which will be a
moderate, significant beneficial effect.
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Driver delay
12.68 The findings of the junction capacity modelling are summarised in table 12.9 for
the worst performing arms of the junctions in the AM peak, which is the critical
worst performing peak for capacity on the network. These are set out in full in
the TA in technical appendix J. For the majority of junctions, the greatest
adverse impacts are predicted during the AM peak. Where larger adverse
impacts are predicted in the PM peak, these are also assessed for
completeness.
Junction

2017 existing baseline
RFC*
Delay Queue
(s)
(vehs)
0.69
7
3
1.26
525
180

2030 future baseline
RFC
Delay Queue
(s)
(vehs)
0.91
44
9
1.70
2,217 764

2030 with development
RFC
Delay Queue
(s)
(vehs)
0.88
17
7
1.33
815
199

A505 / M11 roundabout
A505 / Hunts Road
roundabout
A505 / Moorfield Road
0.63
19
2
0.95
89
9
1.23
315
A505 / Station Road
0.52
18
0
0.79
83
3
1.38
521
A1307 / A11 roundabout
0.90
31
8
1.44
669
198
1.41
655
A1301 / North End Road
0.11
10
0
0.14
11
0
0.16
12
A1301 / Hunts Lane
0.06
12
0
0.07
13
1
0.08
15
A1301 / Wellcome Trust
0.47
5
1
0.58
6
1
0.69
8
roundabout
A1301 / A11 roundabout
0.77
11
3
0.93
32
10
0.98
57
north
A1301 / A11 roundabout
0.58
6
1
0.63
6
2
0.68
7
south
B184 / Newmarket Road
0.59
8
1
0.73
11
3
0.74
11
roundabout
A505 / A1301 roundabout 0.75
10
3
1.03
80
48
0.82
15
Table 12.9: Junction capacity analysis
*RFC = ratio of flow to capacity. A RFC of 0.9 or above indicates that the junction is operating above capacity

36
23
192
0
0
2
21
2
3
4

12.69 Table 12.9 shows that the A505 / M11 roundabout will operate just below
capacity with the proposed development in place. However, it should be noted
that the ‘with development’ scenario will be an improvement on the 2030 future
baseline, in which the roundabout was predicted to be over capacity. The
highway improvements associated with the proposed development are
predicted to lead to a reduction in driver delay of 61% on the worst performing
arm at this roundabout compared to the future baseline scenario. With
reference to figure 12.3, this is a small to medium magnitude of change. Given
that the junction was predicted to be over capacity in the 2030 future baseline, it
is considered to be of high sensitivity, so the reduced delay is predicted to lead
to a moderate, significant beneficial effect.
12.70 The A505 / Hunts Road roundabout already has existing capacity issues and
these are predicted to become worse in the 2030 future baseline scenario.
While the roundabout is predicted to remain over capacity with the proposed
development in place, the highway improvements proposed as part of the
development will lead to a 63% reduction in driver delay in the AM peak. As the
junction will remain over capacity, this is considered to be a small change to the
junction overall, leading to a moderate, significant beneficial effect.
12.71 However, the traffic modelling predicts that capacity issues will remain in the PM
peak on the Hunts Road arm of the roundabout (see technical appendix J for full
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details). This arm will be over capacity in the future baseline and the proposed
development will lead to a further increase in driver delay (395%), although it
should be noted that the A505 arms will continue to experience reduced
queuing and driver delay as a result of the proposed highway improvements.
Given this, and the fact that the Hunts Road arm is not part of the strategic
highway network, overall a small to medium change is predicted on driver delay
at the junction, which will lead to a moderate, significant adverse effect. Any
alternative improvements to the roundabout would need to be considered in the
context of blocking back to upstream junctions, downstream capacity and an
overall strategic approach to addressing capacity issues on the A505 corridor.
12.72 Table 12.9 shows that the A505 / Moorfield Road junction is predicted to be
over capacity in the 2030 future baseline and that the proposed development
will lead to a further increase in driver delay (254%). This increase is on the
minor arms of the junction, reflecting the increase in traffic on the A505, and no
significant increases in delay are predicted on the A505. A similar increase in
driver delay (251%) on the Moorfield Road south arm is also predicted in the PM
peak.
12.73 Without any improvements to the capacity of the A505 itself, it is likely that traffic
will be moving slowly in peak periods and, in reality, traffic from the side roads
will be more easily able to join the A505 than the modelling indicates. Queuing
and delays on the Moorfield Road arms will therefore be lower than suggested,
indicating that the junction is highly sensitive to additional flows at this low
capacity. It should be noted that the proposed development will only lead to a
9% increase in overall vehicle flow through this junction, which is within potential
daily variation levels (paragraph 12.19). Given this, the fact that the A505 will
not experience any significant increases in delay and that the Moorfield Road
arms of the junction are not part of the strategic highway network, overall a
small to medium change is predicted in driver delay at the junction, which will
lead to a moderate significant adverse effect. It is considered that any
improvement to this junction would need to be addressed as part of a strategic
upgrade to the A505.
12.74 The A505 / Station Road junction is predicted to operate within capacity on all
arms in the 2030 future baseline, but to be over capacity on the Station Road
arm in the AM peak with the proposed development in place. A large increase
in driver delay (528%) is predicted as a result of the high volume of west-east
traffic along the A505 restricting vehicles leaving Station Road. The A505 arm is
predicted to continue to operate well within capacity and queue lengths on this
arm will not increase, although it will experience a large (120%) increase in driver
delay (see technical appendix J for full details).
12.75 However, as for the A505 / Moorfield Road junction, it is likely that in reality the
slow movement of traffic on the A505 will enable traffic from Station Road to join
the A505 more easily than the modelling suggests. Queuing and delays are
therefore likely to be lower than indicated and it is considered that any
improvement to this junction would need to be addressed as part of a strategic
upgrade to the A505. No significant increases in driver delay or changes to
capacity are predicted in the PM peak at this junction. In addition, the proposed
development will only lead to a 9% increase in overall vehicle flow through this
junction. Given all these factors, overall it is considered that there will be a small
to medium change in driver delay at the junction in the AM peak. As the
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junction is predicted to operate within capacity in the future baseline, it is
considered to be of low sensitivity to change. Combined with the junction’s low
sensitivity, the small to medium increase in driver delay will lead to a slight
adverse effect that will not be significant.
12.76 The A505 / A1301 ‘McDonalds’ roundabout is predicted to operate over
capacity in the future baseline, but the highway improvements included as part
of the proposed development are predicted to mean the roundabout will
operate within capacity with the development in place in the AM peak. The
proposed development is therefore predicted to lead to an 81% reduction in
driver delay as a result of the junction improvements, which is a change of
medium magnitude. Given the high sensitivity of the junction, this will be a
substantial, significant beneficial effect.
12.77 However, in the PM peak the A1301 south arm will be slightly further over
capacity with the proposed development in place and will experience a 21%
increase in driver delay. All the other arms will operate within capacity and will
experience reduced delays. Overall, it is considered that there will be a
negligible change to driver delay at this roundabout in the PM peak, which will
not be significant.
12.78 The A1301 / A11 roundabout north is predicted to operate over capacity in the
future baseline and the proposed development is predicted to lead to a further
increase in driver delay (78%). However, the delays are on the A1301 link to the
south roundabout, which has a storage capacity of approximately 24 vehicles.
Table 12.9 shows that this capacity will not be exceeded. The delays on this
link could be addressed by closing the circulatory carriageway to the north west
of the link, removing the give-way lines and allowing this arm to operate with
continuous priority. Given that the other arms will remain well within capacity,
and that the link can accommodate the increased flows, no significant adverse
effects are predicted on this junction.
12.79 The A1307 / A11 roundabout is predicted to operate over capacity in both the
2030 future baseline and ‘with development’ scenarios. However, the proposed
development is predicted to lead to a 2% reduction in driver delay on the worst
performing arm. This is a change of negligible magnitude and there will be no
significant effects on driver delay at this junction.
12.80 Table 12.9 shows that the A1301 / North End Road junction, A1301 / Hunts
Lane junction, A1301 / Wellcome Trust roundabout, A1301 / A11 roundabout
south and B184 / Newmarket Road roundabout will all operate within capacity
in all scenarios. The proposed development will not significantly affect the
capacity of these junctions and there will be no significant effects on driver
delay.
Accidents and safety
12.81 While there will be an increase in traffic flows in the study area as a result of the
proposed development, generally this will be of negligible magnitude with
reference to figure 12.3. Improvements are proposed to a number of the
junctions where clusters of accidents were identified, which will improve the
capacity of these junctions and may help to reduce accidents. These will be
undertaken in accordance with relevant standards and will need to be approved
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by the highway authority. Overall, a negligible effect is predicted on accidents
and safety that will not be significant.
Public transport
12.82 As set out in chapter 2, it is proposed to create a new bus / cycle interchange
400 m east of Whittlesford Parkway station. This will allow full sized buses to
stop and wait within five minutes’ walk of the station. The A505 will be widened
to the north to accommodate a new bus lane to give priority to buses entering
and leaving the interchange. A high quality shelter and waiting area will be
provided, together with secure parking for private and hire bicycles. The bus /
cycle interchange will be connected to the station, the main site, Sawston and
Hinxton by a 4 m wide shared use pedestrian / cycle route. Two new sets of
bus stops will be provided within the main site to allow buses to serve the
proposed development directly.
12.83 A new private shuttle bus service will be funded, which will initially connect
Whittlesford Parkway station (via the bus / cycle interchange) to the main site
and will be timed to coincide with arriving and departing rail services. It is
assumed that three services will be required during the peak hours. As trains
are less frequent off-peak, and demand is likely to be lower, it is anticipated that
a demand-responsive shuttle service will be provided instead of a scheduled
service off-peak. It is intended that the shuttle bus could be extended to serve
other settlements, stations and employment centres in the area as development
occupancy and demand grows. Discussions are ongoing with other business
parks to consolidate private shuttle / coach services into a coordinated
operation.
12.84 In addition, it is proposed to fund improvements to the existing Citi 7 and 7a
services to allow them to extend their current routes to stop at the bus / cycle
interchange and the main site. If deemed necessary, contributions will also be
provided through a section 106 legal agreement to support improvements in
and around Whittlesford Parkway station, which could include public realm and
accessibility improvements.
12.85 It is predicted that the proposed development will lead to 219 extra passengers
travelling by rail in the AM peak hour, with an extra 173 passengers travelling in
the PM peak. There will be a total of 1,427 extra passengers arriving and
departing by rail between 07:00 and 19:00. If all rail journeys take place via
Whittlesford Parkway station, this increase is equivalent to an additional 36
passengers (around half a carriage) per train in the AM peak hour and an
additional 17 passengers (around a quarter of a carriage) in the PM peak hour.
12.86 Planned train lengthening will help to accommodate this additional demand.
Station improvements could also be considered, such as providing improved
accessibility between platforms 1 and 2, enhanced interchange and waiting
areas, introducing station toilets and providing additional cycle parking. Given
this, it is considered that the impact of the additional rail trips generated by the
proposed development will be negligible and not significant.
12.87 In the AM peak hour, it is predicted that 219 passengers will arrive at the main
site by bus as their main mode of travel, either using local bus services or the
shuttle bus. An additional 110 passengers are predicted to arrive using the
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shuttle bus to transfer from the railway station. In the PM peak hour, 173
passengers are predicted to depart the site by bus / shuttle as their main travel
mode, with a further 87 passengers using the shuttle bus to connect to onward
rail services. A total of 1,784 bus / shuttle passengers will arrive at and depart
from the main site between 07:00 and 19:00. Given the proposed
improvements to the existing services discussed above, together with the
provision of a dedicated shuttle bus service, it is considered that there will be a
negligible effect on the capacity of the existing services that will not be
significant.
Mitigation
Construction
12.88 As part of the construction environmental management plan that will be
prepared to minimise the environmental effects of construction, a construction
logistics plan will be prepared to provide detailed measures to reduce the
effects of construction traffic on the existing highway and pedestrian networks.
It is anticipated that the construction logistics plan will include the following:
• Designated access routes to the site to ensure that construction traffic
uses the most appropriate routes and avoids sensitive receptors, such
as residential roads, wherever possible
• Arrangements for contractor compounds, storage areas and
construction personnel parking
• Details of the construction working hours and times when the site can
be accessed for the delivery of materials and movement of construction
personnel, including restricting HGV movements to outside peak hours
• Details of cleaning procedures to ensure vehicles do not transport mud
and other waste onto the local highway network
• Measures to reduce private car use by construction personnel, such that
traffic generated by the construction works is minimised
• Measures to ensure the safe movement of vehicles within the site during
construction, including clearly demarked pedestrian and vehicle routes
on site (kept separate where possible), clear signage and posting of
warning signs where pedestrian routes cross vehicle routes and
signposting of main entry and exit points, vehicles entering construction
parcels in a forward direction only, provision of safety instructions to
drivers on arrival, specific construction of vehicle routes on site (to be
permanent where possible) and application of a site speed limit
Post-construction
12.89 As discussed in paragraph 12.55, the post-construction traffic modelling took
account of the sustainable transport measures set out in chapter 2 that form an
integral part of the proposed development. In addition, a framework travel plan
for the proposed development is provided in the TA in technical appendix J that
sets out a number of measures to promote the use of sustainable travel,
including the distribution of travel information packs to employees, cycle training
and bike maintenance events, encouraging employers to provide interest free
loans for public transport season tickets for staff, and setting up a car pooling
scheme to reduce single occupancy journeys.
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Residual effects
12.90 The significant residual effects are summarised in table 12.10.
Topic

Significant residual effect

Receptor
sensitivity
Low

Traffic and transport

Reduced severance on the
A505 as a result of the
provision of a pedestrian /
cycle / equestrian bridge
and on the A1301 as a
result of the proposed
signalised crossings
Improved pedestrian /
Low
cyclist amenity along the
stretch of the A1301
adjacent to the site
Reduced driver delay at
High
the A505 / M11
roundabout as a result of
highway improvements
Reduced driver delay at
High
the A505 / Hunts Road
roundabout in the AM peak
as a result of highway
improvements
Increased driver delay on
High
the Hunts Road arm of the
A505 / Hunts Road
roundabout in the PM peak
as a result of the proposed
development
Increased driver delay on
High
the Moorfield Road arms of
the A505 / Moorfield Road
junction as a result of the
proposed development
Reduced driver delay at
High
the A1301 / A505
‘McDonalds’ roundabout in
the AM peak as a result of
highway improvements
Table 12.10: Significant residual effects

Impact
magnitude
Large

Nature

Duration

Degree of
effect
Moderate

Level of
certainty
Absolute

Beneficial

Long
term

Large

Beneficial

Long
term

Moderate

Absolute

Small to
medium

Beneficial

Long
term

Moderate

Reasonable

Small

Beneficial

Long
term

Moderate

Reasonable

Small to
medium

Adverse

Long
term

Moderate

Reasonable

Small to
medium

Adverse

Long
term

Moderate

Reasonable

Medium

Beneficial

Long
term

Substantial

Reasonable

Cumulative effects
12.91 As set out in chapter 3, the potential for cumulative effects with a number of
consented and proposed developments in the area needs to be assessed. The
post-construction traffic modelling included traffic arising from committed
developments(1) in the vicinity of the site. Therefore, the potential cumulative
post-construction traffic effects are included in the modelling results and no
additional cumulative effects are envisaged.
12.92 It is possible that the construction periods of the proposed development and
other developments in the area may overlap. However, it is likely that the other
schemes will also be required to implement good practice measures to manage
1

Full details of the developments included in the traffic modelling and the rationale behind the scope of the
assessment are set out in the TA in technical appendix J.

Terence O’Rourke Ltd 235701b November 2017

12-24

A park for AgriTech, Hinxton ES
Chapter 12: Traffic and transport

SmithsonHill

construction traffic through a construction logistics plan, such as routeing and
delivery timing restrictions for HGVs. Given this, and the distance of the majority
of the projects from the proposed park for AgriTech site, it is considered unlikely
that there will be any significant cumulative effects as a result of construction
traffic.
12.93 The underground electricity connection to the Fulbourn sub-station and the
possible off site wastewater rising main will largely be constructed in the road
verges. While it is possible that this may lead to some localised delays, these
will be managed in accordance with standard practice and no significant
cumulative effects are predicted.
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19

22

20

21

Reference

Link
1 A505 west of M11

15

10

2

12

11

16

8
13

6
3

9

14
17

5

23

1

4
24

25

26
27
28

29

30

31
33

32

Link
18 A505 /
Pampisford link

2 M11 north of A505

19 A11 north of
A1307

3 A505 east of M11

20 A1307 south
east of A11

4 M11 south of A505

21 A11 south of
A1307

5 Hunts Road

22 A1307 north
west of A11

6 A505 between
Hunts Road and
Moorfield Road

23 A11 south of
A505

7 Duxford Road

24 A1301 south of
site

8 A505 between
Moorfield Road
and Royston Road

25 North End Road

9 Moorfield Road

26 A1301 between
North End Road
and New Road

18

7

Reference

10 Royston Road

27 New Road

11 A505 between
Royston Road and
Station Road

28 A1301 north of
Wellcome Trust

12 Station Road

29 A1301 south of
Wellcome Trust

13 A505 east of
Station Road

30 A1301 south of
A11

14 A505 west of
A1301

31 Newmarket
Road

15 A1301 north of
A505

32 B184

16 A505 east of
A1301

33 A11 south of
A1301

17 A1301 south of
A505

34 M11 south of
junction 9a

34
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Figure 12.1 Highway links
considered in the study

Sensitivity of receptor – Traffic
High

Medium

Low

Negligible

Excludes visual, noise, vibration and air quality /
pollution effects (these are dealt with elsewhere).
Includes intimidation / fear, severance, delays and
accidents / safety.

Receptors of greatest
sensitivity to traffic flows
such as schools, colleges,
playgrounds, accident
blackspots, retirement homes,
urban / residential / other
roads used by pedestrians
without pavements

Typical description of the receptor

Traffic flow sensitive receptors such
as congested junctions, surgeries
/ hospitals, shopping areas with
roadside frontage, roads with narrow
pavements used by pedestrians,
unsegregated cycleways, community
centres, parks and recreation
facilities, conservation areas

Receptors with some
sensitivity to traffic flows such
as churches, public open space,
nature conservation areas,
listed buildings, tourist
attractions, residential areas
with adequate pavements

Receptors of very low
sensitivity to traffic flows

Sensitive receptors
sufficiently distant from
affected roads
and junctions

Chapter 12 - Traffic and transport

A park for AgriTech, Hinxton

Environmental statement

Figure 12.2 Receptor sensitivity
(traffic and transport)

Magnitude of change – Traffic
Large

Medium

Exceeding a road’s
traffic capacity or
a junction with a
predicted flow to
capacity ratio
greater than 0.9

Small

Magnitude
of effect

Average
traffic flow
over 18hr day
vehicles / hr

Negligible

Total HGV flow
over 18hr

Average speed
over 18hr day
mph

Large

1800 +

3000 +

20 +

Medium

1200-1800

2000-3000

15-20

Small

600-1200

1000-2000

10-15

Note: An effect is only considered to occur if the baseline traffic
flow is increased above any of the trigger levels above.

Typical description of the change predicted

Change in total
traffic, HGV or
hazardous load
flows of more
than 90%

Change in total
traffic, HGV or
hazardous load
flows of 60%
to 90%

Change in total
traffic, HGV or
hazardous load
flows of 30%
to 60%

% changes refer to severance effects. Excludes
visual, noise, vibration and air quality implications
(covered elsewhere) and pedestrian delays / accidents
/ safety for which professional opinion is used.

Change in total
traffic, HGV or
hazardous load
flows of less
than 30%
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Figure 12.3 Impact magnitude
(traffic and transport)

Determination of significance matrix – Traffic

Sensitivity of receptor
Medium

Low

Negligible

Very
substantial

Small

Medium

Substantial

Negligible

Magnitude / scale of change

Large

High

Degrees of effect

Moderate

Slight

Negligible

Professional judgement can be used
to vary the category where specific
circumstances dictate, for example
due to the vulnerability or condition
of the receptor.
The reason for and nature of any
variation will be made clear in the
assessment.

Very substantial:
A change in total traffic, HGV or hazardous load flow of greater than 90% of the baseline on receptors of
medium to high sensitivity; or a change in total traffic, HGV or hazardous load flow of 60 to 90% of the
baseline on receptors of high sensitivity to traffic; or a change in total traffic, HGV or hazardous load flow of
30 to 60% of the baseline on receptors of the highest sensitivity to traffic.
Substantial:
A change in total traffic, HGV or hazardous load flows of greater than 90% of the baseline on receptors that
are sensitive to traffic flow (e.g. hospitals, shopping centres and areas with narrow pavements); or a change
in total traffic, HGV or hazardous load flows of 60 to 90% of the baseline on receptors of medium to high
sensitivity to traffic; or a change in total traffic, HGV or hazardous load flows of 60% of the baseline on a
receptor of high sensitivity to traffic such as schools, playgrounds and accident blackspots.
Moderate:
A change in total traffic, HGV or hazardous load flows in excess of 60% of the baseline on receptors of
some sensitivity to traffic, such as churches, public open space, tourist attractions and residential areas with
adequate pavements; or a change in total traffic, HGV or hazardous load flows of 30 to 60% of the baseline
on receptors of medium sensitivity (e.g. hospitals, shopping centres and areas with narrow pavements) and
high sensitivity (schools, playgrounds and accident blackspots).
Slight:
A change in total traffic, HGV or hazardous load flows of between 30 and 60% of the baseline on receptors
of some sensitivity to traffic, such as churches, public open space, tourist attractions and residential areas
with adequate pavements.
Negligible:
A change in total traffic, HGV or hazardous load flows of less than 30% of the baseline on receptors of very
low sensitivity or sensitive receptors significantly distant from affected roads and junctions.

Significance
If the degree of effect is moderate or above, then the effect is considered to be significant.
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Figure 12.4 Degree of effect matrix
(traffic and transport)

