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This revised Transport Assessment (TAv7) has been prepared by Alan Baxter Ltd (ABA) on behalf of 
SmithsonHill to support an outline planning application for the development of a park for AgriTech on land 
at Hinxton in South Cambridgeshire.  
 
It supersedes an earlier version (TAv6 of 19.10.2017), which was submitted on 20.11.2017 as part of the 
application (ref. S/4099/17/OL). This revised TA responds to a number of comments raised by the local 
highway authority and other key stakeholders during the determination period. It also now includes a draft 
schedule of proposed transport-related conditions and S106 obligations (Appendix 11). It is proposed that 
these are refined and agreed with the local planning authority during the determination period. 
 
A separate Stage 1 Road Safety Audit Designer’s Response has been submitted alongside this report, which 
details changes to the design of highway proposals in response to the Stage 1 Road Safety Audit received 
from Cambridgeshire County Council on 20.11.2017. 
 
The main site is located on land to the east of the A1301 and south of the A505, within Hinxton parish. The 
site of an associated proposed new bus / cycle interchange at Whittlesford lies to the north of the A505 and 
west of the A1301, within Pampisford parish (see Plans 1, 2 and 3). 
 
The local planning authority is South Cambridgeshire District Council and the local highway authority is 
Cambridgeshire County Council. The strategic highway authority is Highways England. 
 
This report forms a technical appendix to the Environmental Statement and should be read in conjunction 
with other accompanying documents such as the Planning Supporting Statement, Design & Access 
Statement and Parameter Plans. 
 
1.1 Background 

SmithsonHill is a joint venture between local farmers Russell Smith Farms based at Duxford and Hill 
Commercial Investments based at Pampisford. With a keen interest in environmental stewardship and 
sustainability, and the growing role of technology in agriculture, the Smith family wishes to leave a positive 
legacy for future generations. Also based locally, Hill Commercial shares this vision. 
 
Together they propose to create a park for AgriTech comprising 1.2m sqft gross or 1m sqft lettable flexible 
commercial space that will bring together excellence in multiple science sectors to address agricultural 
productivity and sustainability. 
 
Initial engagement on the proposals started in 2015 after a discussion with NIAB (National Institute of 
Agricultural Botany) regarding their field trials in the area. Following this SmithsonHill began engagement 
with local parish councils whilst undertaking further exploratory work.  
 
  

1.0  
Introduction 
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Recognising that traffic generation is a key issue with most development proposals, particularly in the 
Cambridge area, SmithsonHill has been proactive in seeking to identify ways to help address existing 
congestion in the area including:  

 Holding a workshop in November 2015 with representatives of Hinxton, Whittlesford, Ickleton and 
Duxford parish councils as well as the district and county councils 

 Establishing a Transport Group, made up of representatives of surrounding science and business parks, 
to promote a co-ordinated approach to these issues in the area  

 Actively facilitating local discussion to inform the City Deal/Greater Cambridge Partnership including:  

o Holding a transport workshop and public exhibition in April 2016 on the County Council’s draft 
proposals for A1307 corridor 

o Co-ordinating and submitting a response to the County Council with resultant acknowledgement of 
the need to also review the A505 

o Assisting the County Council and partners to bid for funding for a major study of the A505 corridor 
 
A preliminary public exhibition was held in June / July 2016 to share details of some of the activities 
undertaken and initial proposals developed for the site. 
 
A second public consultation event was held in May 2017 to share details of the draft proposals to be 
submitted as an outline planning application. 
 
Transport scoping discussions regarding the proposals and detailed assessment work have been on going 
with Cambridgeshire County Council and Highways England since November 2015. Notes of key meetings, 
a scoping study and formal scoping responses are included in Appendix 1. 
 
1.2 Development Proposals 

The development description is as follows: 
 

Outline planning application (all matters reserved) for development of an AgriTech technology park 
comprising up to 112,000 sqm (gross internal) employment floorspace, supporting infrastructure, 
amenities and landscape works including publicly accessible informal open space, enhancements to 
parkland; vehicle and cycle parking; service areas; bus / cycle interchange on land west of the A1301 
/ north of A505; and infrastructure works including new vehicular accesses, highway improvement 
works, pedestrian and cycle links with bridge crossi ngs over A1301 / A505 and River Cam, site re-
profiling, drainage works, foul and water pumping stations and primary electricity substation; 
telecommunications infrastructure and other associated works. 
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1.3 Other Emerging Proposals 

A number of other emerging proposals in the area have been identified, but have not been included in this 
assessment as they are still at an early stage of development. Key proposals are described below. 
 
This TA proposes a range of public highway improvements, new rights of way and interchange facilities. 
These do not prejudice any complementary or alternative proposals being brought forward by others in the 
future. 
 
A505 Corridor Study 

The A505 between Royston and the A11 is one of the most heavily trafficked routes in Cambridgeshire. The 
need for a comprehensive A505 corridor study has been identified by authorities, residents, businesses and 
other stakeholders for a number of years. It has been suggested that such a study might develop proposals 
for strategic improvements to the corridor, such as dualling the A505, grade-separating the A505/A1301 
junction or making M11 Junction 9 all movements, as well as a step-change in the provision of public 
transport services and walking and cycling links along the corridor. Such a study now has funding identified 
by the Cambridgeshire and Peterborough Combined Authority, although the study has not been 
commissioned and timescales are not certain at this stage. 
 
The improvement proposals and mitigation measures set out in this assessment could form part of the 
package of measures put forward by such a study in due course, but equally do not prejudice other 
proposals coming forward in the future. 
 
Rural Travel Hubs 

In 2017, the Greater Cambridgeshire Partnership undertook a feasibility study to understand the 
requirements and best locations for establishing a series of Rural Travel Hubs around Cambridge. These 
would be transport facilities that serve as interchanges, close to existing transport corridors (that are served 
by a reliable and relatively frequent public transport service), where residents in rural areas can walk, cycle 
or drive to and continue their onward journey using a sustainable mode of travel. Key features are likely to 
be: proximity to a railway station and bus route, car parking, secure and covered cycle parking, bus shelters 
with real-time bus information, and space for bus passengers to change buses. 
 
The study identified Whittlesford Parkway as one of the pilot sites. The GCP Joint Assembly is expected to 
discuss initial proposals in Jan/Feb 2018, after which more detailed business cases will be prepared.  
Although proposals have not been formally consulted on at this stage, initial plans have been seen, which 
create a new surface car park on land 650m west of Whittlesford Parkway Station. 
 
The proposals included in this assessment for creating a new bus/cycle interchange on SmithsonHill’s land 
400m east of Whittlesford Parkway and connected to an improved station and surrounding communities by 
new shared-use paths, would achieve many of the GCP’s objectives for a Rural Travel Hub at Whittlesford 
Parkway, and should be considered as part of any detailed business case work to come. 
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Whittlesford Parkway Station Masterplan 

A brief for preparing a high level strategic masterplan for Whittlesford Parkway Station and its immediate 
surroundings has been published for review by the GCP Board in February 2018. The masterplan would 
outline the long-term vision for the station and its surrounding area with the intention to deliver a new high 
quality multi-modal interchange station that meets SE Cambridgeshire’s long-term rail needs. It would 
provide an initial concept and approach for improving the station gateway area. The brief includes 
reference to the need for the study to show links to the existing wider transport and development plans for 
the area, including the transport implications of a proposed AgriTech technology park at Hinxton. 
 
Consultants have not yet been appointed to undertake this work, but it is anticipated that initial findings 
might be published in Jun/Jul 2018. 
 
The proposals included in this assessment for creating a new bus/cycle interchange on SmithsonHill’s land 
400m east of Whittlesford Parkway and connected to an improved station and surrounding communities by 
new shared-use paths, should be considered by the study. The proposal to contribute towards station 
interchange improvements could help deliver some of the gateway improvements that will be developed. 
 
Wellcome Trust Genome Campus Expansion 

The Wellcome Trust published a Campus Vision document in June 2015, which proposed a significantly 
expanded campus for academic, R&D, science and residential uses, to be developed up to 2040. This 
included a realigned A1301 between the southern boundary of SmithsonHill’s land and the A11. 
 
It is understood that the Wellcome Trust is progressing the technical design and assessment of these 
proposals, including studying the feasibility of establishing an autonomous bus service to connect its 
campus to Whittlesford Parkway Station. Early public consultation, in the form of two drop-in sessions, was 
undertaken in January 2018, although no detailed proposals were presented. 
 
The last main paragraph of Wellcome’s representations on the planning application, made by email dated 8 
January 2018, says that it is ‘imperative that the AgriTech proposals do not fetter the ability of the campus 
to optimise the opportunities emanating from genomics and biodata, particularly with regards to local 
infrastructure capacity’. Wellcome does not itself identify any such fetter, nor is there any reason to think 
that there may be one. 
 
North Uttlesford Garden Community 

Development of a new mixed use community with 5,000 homes (1,900 homes by 2033) is proposed on land 
near Great Chesterford (to the south east of SmithsonHill’s land, across the A11). This site is included as a 
draft allocation in Uttlesford District Council’s emerging new local plan, which underwent Regulation 18 
consultation in 2017. The council currently intends that a Pre-submission Draft will be published for 
Regulation 19 consultation in Autumn 2018 and that, subject to the Examination process, the plan may be 
adopted in 2019. 
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Although no detailed proposals have been published at this stage, the draft allocation has been included as 
a sensitivity test in this assessment. 
 
Moto Services Duxford 

Moto Hospitality Ltd plans to consult on proposals for a new Motorway Service Area at M11 Junction 10 (on 
land between the M11 and Hunts Road). No plans or detailed proposals have been published at this stage. 
 
1.4 This Report 

This Transport Assessment report begins with a summary of the existing transport policy context. It then 
sets out a detailed review of existing site access and movement conditions.  
 
Following this, the development proposals are summarised, along with strategies for access and movement 
by all modes of travel. An ambitious sustainable transport strategy is then set out in the form of a 
Framework Travel Plan. 
 
A trip generation chapter sets out the number of trips that are likely to be generated by the development 
and sets out distribution assumptions for how this would be applied to the local transport network.  
 
A multi-modal impact assessment section then reviews the likely  impact for each mode. This is followed by 
a comprehensive highway impact assessment chapter, which includes detailed junction modelling and 
proposals for a series of highway improvements to mitigate impact.   
 
A concluding section then summarises the key findings of the report. 
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There is a range of national and local transport policies and guidance documents of relevance to the 
proposed development, which are summarised below. 
 
2.1 Policy Background 

The sub-region of South Cambridgeshire District surrounds the City of Cambridge; its 105 villages have a 
combined population of 150,000, larger than the city’s population of 126,000 people.  Taking into account 
market towns within the County the total sub-regional population is in excess of 400,000 people. 
 
This spatial arrangement has led the two councils of Cambridge and South Cambridgeshire to form a close 
political relationship and cooperation of governance. They are currently establishing a combined planning 
service for Greater Cambridge. Cambridgeshire County Council is the overarching authority responsible for 
transport and other strategic services. 
 

 

Figure 2.1 Cambridge and South Cambridgeshire Boundaries 

  

2.0  
Policy Context 
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The geographical context of Cambridge and South Cambridgeshire led to a restriction dictated in the 1950 
Holford Plan that Cambridge should not grow beyond a population of 100,000. The Green Belt was tightly 
drawn around the city to enforce this. Housing leap-frogged this area, rooting itself in the ‘necklace villages’ 
and new settlements beyond in places such as Cambourne, and the location of jobs followed suit, 
relocating to out-of-town business parks. 
 

 

Figure 2.2 Cambridge Green Belt 

In the late 1990s an initiative called Cambridge Futures began a new proactive approach to development, 
focused back within Cambridge in an attempt to reinvigorate the economic, environmental and social 
aspects of the city, which had been diluted by decentralisation. A strategy was agreed “predicated on a 
vision of compact new neighbourhoods built around convenient public transport and cycling links to 
centres of employment, with excellent local facilities and easy access to the surrounding countryside” (Peter 
Studdert in Issue 135 of Urban Design Summer 2015, Topic 23). 
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The 2003 Cambridgeshire Structure Plan became the main driver for this type of development. Four areas of 
major growth within Cambridge were established; the area in the south included new neighbourhoods 
around Trumpington and a new biomedical campus at Addenbrooke’s Hospital. All new development was 
kept within a 25 minute cycle ride from the city centre, with the plan also promoting sustainable public 
transport such as the Guided Busway. 
 

 

Figure 2.3 Vision for Cambridge Sub-Region (CSP 2003) 

Due to this sustainable framework, the 2004 Sustainable Communities Plan awarded generous funding to 
the Cambridge authorities. In 2010 a Quality Charter for Growth was drawn up by URBED, which focused on 
the four ‘C’s of Community, Connectivity, Climate and Character, becoming the template against which 
subsequent developments were assessed. This commitment to quality was reinforced by the appointment 
of an expert Quality Review Panel to advise the Joint Development Control Committee established to 
oversee the planning of new communities. 
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More recently, joint initiatives like the Greater Cambridge Partnership have been established. This is an 
investment deal to devolve funding from central government with the aim to bring over £1 billion of 
investment in vital transport infrastructure improvements and thousands of new homes, jobs and 
employment training opportunities to the city region of Cambridge and South Cambridgeshire.  
 
A devolution deal has also recently been agreed, with the Cambridgeshire and Peterborough Combined 
Authority, a grouping of seven councils and the Greater Cambridge Greater Peterborough LEP that have 
devolved powers over the area, formed in March 2017. 
 
2.2 National Policy 

National Planning Policy Framework (NPPF) 2012 

The National Planning Policy Framework (NPPF), adopted in 2012, has an over-arching remit of ensuring all 
development is sustainable socially, economically and environmentally. 
 
The key chapter in terms of transport and movement is Chapter 4, ‘Promoting Sustainable Transport’. This 
acknowledges that transport has an important role to play in facilitating sustainable development, 
contributing to wider sustainability and health objectives. It champions smarter use of technologies, 
reducing the need to travel and giving people a choice of travel mode. The pattern of development should 
facilitate the use of sustainable modes of transport, prioritising pedestrian and cycle movements, 
considering disabilities, and creating safe and secure layouts. 
 
A travel plan is a key tool to facilitate sustainable travel - it is stated that all developments which generate 
significant amounts of movement should be required to provide a travel plan. 
 
2.3 Local Policy 

Cambridgeshire Local Transport Plan (LTP3) (July 2015) 

The third Cambridgeshire Local Transport Plan (LTP3) covers the period 2011–2031 and demonstrates 
Cambridgeshire’s policies and plans for transport for achieving the County Council’s vision – ‘Creating 
communities where people want to live and work: now and in the future’. It provides a framework for this 
strategy, setting out the policies and strategies necessary to ensure that planned large-scale development 
can take place in the county in a sustainable way. The LTP3 seeks to address eight challenges: 

1. Improving the reliability of journey times by managing demand for road space, where appropriate and 
maximising the capacity and efficiency of the existing network. 

2. Reducing the length of commute and the need to travel by private car. 

3. Making sustainable modes of transport a viable and attractive alternative to the private car. 
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4. Future-proofing the maintenance strategy and new transport infrastructure to cope with the effects of 
climate change. 

5. 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. 

6. Addressing the main causes of road accidents in Cambridgeshire. 

7. Protecting and enhancing the natural environment by minimising the environmental impact of 
transport. 

8. Influencing national and local decisions on land-use and transport planning that impact on routes 
through Cambridgeshire. 

 
The identification of corridor #15 between Cambridge and Saffron Walden/ London Stansted Airport (Figure 
2.4) shows this route is considered to be important for the strategic connectivity of Cambridge and South 
Cambridgeshire. This is useful to keep in mind in relation to the movements between development site and 
city centre, and between the development site and Stansted Airport. 
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Figure 2.4 Major Transport Corridors (LTP3, Fig 1.7) 
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Cambridge and South Cambridgeshire Sustainable Development Strategy  
(November 2012) 

This document was prepared by the Cambridgeshire and Peterborough Joint Strategic Planning Unit to 
support City and District Local Plan reviews, which will update the development strategy for each area to 
2031. The revised plans will carry forward existing committed development sites and locations, unless 
changed circumstances require otherwise. However, there is also a need to plan for additional homes and 
jobs. Cambridgeshire County Council is leading work on an area-wide transport strategy that will 
complement and be integrated with local plan reviews. 
 
The main aim of the existing development strategy in adopted plans is to enable genuinely sustainable 
development that balances economic, social and environmental needs. The purpose of this Sustainable 
Development Strategy document is to review what sustainable development means in the context of 
Cambridge and South Cambridgeshire and to ensure that the sustainability of different broad spatial 
options for locating new developments are assessed. This will enable informed and consistent choices to be 
made about more specific development locations and sites within a wider strategic framework. 
 
The document explores sustainability considerations in terms of the key factors of the economy, housing, 
transport, infrastructure, quality of place and life, and deliverability and viability. It then details a sustainable 
development sequence, for which the ‘Market towns’ and ‘More Sustainable Villages’ sections are of most 
relevance to this development. 
 
Finally, there is a Sustainable Development Sequence Matrix, which balances the development sequence 
against sustainability considerations. There is also a diagram illustrating where the major employment areas 
in South Cambridgeshire are, including the business parks in the vicinity of this development site such as 
Wellcome Trust, Hinxton. 
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Figure 2.5 Major Employment Areas in South Cambridgeshire (CSCSDS) 
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Transport Strategy for Cambridge and South Cambridgeshire (March 2014) 

The Transport Strategy for Cambridge and South Cambridgeshire (TSCSC) was adopted by Cambridgeshire 
County Council on 4th March 2014. 
 
It is predicted that approximately 44,000 new jobs and 33,000 new homes will be created in Cambridge and 
South Cambridgeshire by 2031. The strategy will provide a plan to cope with the rising population and 
increase in demand on the travel network by shifting people from cars to other means of travel including 
cycling, walking and public transport. 
 
The strategy has two main roles: 

 It provides a detailed policy framework and programme of schemes for the area, addressing current 
problems, and is consistent with the Cambridgeshire Local Transport Plan 3. It is part of how the Council 
manages and develops the local transport network of the County as a whole. 

 It supports the Cambridge and South Cambridgeshire Local Plans, and takes account of future levels of 
growth in the area. It details the transport infrastructure and services necessary to deliver this growth. 

 
The strategy contains details of the major schemes proposed in the short, medium and longer term. The 
programme will be regularly reviewed given the extent of growth and development in the area.  
 
The transport strategy identifies a number of potential funding avenues, including Local Transport Plan 
funding from government, local major scheme funding from government (schemes with a total cost of £2 
million or greater), and the City Deal amongst others. 
 
Many of the measures in this strategy are intended to help facilitate and support new development. As 
such, developers will be expected to contribute to the delivery of the strategy measures by way of 
contributions through the Community Infrastructure Levy (CIL) and Section 106 (S106) Agreements for 
measures specific to a site. 
 
The transport strategy covers passenger transport, transport interchanges, walking and cycling, the rail 
network, road and rail freight movements and servicing, smarter choices, and streetscape and environment. 
 
Figure 2.6 establishes the strategy area, locating major roads, rail lines, and transport interchanges. High 
quality public transport provision and enhancements are detailed in Figure 2.7. This identifies improving 
Whittlesford Parkway as a transport hub and increasing the frequency of trains through Whittlesford 
Parkway. It also suggests three options for transport towards Haverhill - reinstating the railway line, adding 
bus lanes or bus priority on the A1307 or creating a new busway to be from Cambridge to Haverhill. These 
would include a potential new transport hub to the east of the site. 
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Figure 2.6 The Strategy Area (TSCSC Fig 1.1) 

 

 

Figure 2.7 Focus for High Quality Public Transport Provision (TSCSC Fig 4.2) 
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Particular interventions between Cambridge and Saffron Walden, in the area around the development site, 
include: 
 
Intervention Timescale 
High Quality 
Public 
Transport 
(HQPT) 

Increase frequency of services calling at 
stations 

Short-Medium 

Improve interchange facilities at Shelford, 
Whittlesford Parkway and Great Chesterford 
stations 

Short-Medium 

Walking and 
Cycling 

Continue cycle route onwards from Shelford 
along corridor towards Saffron Walden 

Short-Medium 

Create network connecting employment sites 
at Babraham, Granta Park and Genome 
Campus 

Short-Medium 

Create network connecting to transport 
interchanges along corridor 

Short-Medium 

Create network focussed on catchment of 
Sawston Village College 

Short-Medium 

 
The approach for the corridor will be to focus on making the existing railway the first mode of choice and to 
intercept as many trips as far out from Cambridge as possible. Improvements to services, especially to 
Stansted Airport and village stations, will be key as these stations become more important as interchange 
points with other modes of transport. Shelford and Whittlesford Parkway in particular have been identified 
to provide interchange facilities, linking villages into the HQPT corridor through a network of cycle and 
pedestrian links, which will also connect the large employment sites in Sawston and the Genome Campus 
to those further afield at Granta Park and Babraham. 
 
South Cambridgeshire Local Plan (July 2013) 

The Proposed Submission Local Plan for South Cambridgeshire (hereafter referred to as the draft Local Plan) 
updates and replaces the South Cambridgeshire Local Development Framework which was adopted 
between January 2007 and January 2010 and covered the period up to 2016. The draft Local Plan’s policies 
and proposals cover the period 2011 to 2031. 
 
On 28 March 2014, the Local Plan and its supporting documents were submitted for independent 
examination to the Secretary of State for Communities and Local Government via the Planning 
Inspectorate. Hearings to examine the local plan by the Inspector started in November 2014. Proposed 
modifications were published for consultation in January 2018. The council intends to adopt the plan later 
in 2018, subject to the outcome of that consultation and the conclusions of the Inspector. 
 
The plan aims to strike the right balance between growth and conservation, valuing what makes the area 
unique. It is about making sure jobs are created, and new homes provided, in the right areas, and that all 
transport needs are considered and people have a choice about where to live so they do not have to rely on 
cars for all of their journeys. 
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The proposed Local Plan responds to the National Planning Policy Framework (NPPF), the Localism Act 2011 
and to proposed changes to the ways in which developers will contribute to funding supporting services 
and infrastructure through Section 106 contributions and the Community Infrastructure Levy (CIL). 
 
The key chapters in the Local Plan relevant to this development are Chapter 2: Spatial Strategy, and, for 
transport and movement, Chapter 10: Promoting and Delivering Sustainable Transport and Infrastructure. 
 
The draft plan seeks to meet the need for new homes in the district in the period between 2011 and 2031. 
There are a number of major site allocations such as a new town north of Waterbeach for 9,000 new homes, 
thus, rural development will be limited, with allocations focused on Rural Centres and Minor Rural Centres. 
 
These settlement types are identified in policies S/8 and S/10, with particular areas around the site identified 
including: 

 Rural Centres (Policy S/8): Sawston 

 Minor Rural Centres (Policy S/9): Great Abington, Little Abington, Thriplow 

 Group Villages (Policy S/10): Whittlesford 
 
In terms of transport, the Local Plan notes that South Cambridgeshire is predominantly rural with isolated 
villages, meaning the car will remain an essential mode of travel for some. However, travel by other means 
than the car can result in improved health through increased walking and cycling, and reductions in carbon 
emissions, resulting from encouraging the use of low emission vehicles, demand responsive public and/or 
community transport and car share schemes. 
 
Nearly all of South Cambridgeshire is within 10km of Cambridge or a market town, encouraging cycling 
particularly where good quality routes exist. New and improved cycle infrastructure (cycle paths and 
parking) is continually being provided through new developments and through national funding of 
schemes. Many businesses install showers as part of their Travel Plans, to encourage cycling to work. It is 
important that the needs generated by development are appropriately planned and that infrastructure is 
available when it is needed. Particularly relevant policies are TI/2 (Planning for Sustainable Travel) and TI/3 
(Parking Provision). 
 
Figure 2.8 maps the key areas for growth in South Cambridgeshire, as set out within the draft local plan, 
identifying the spatial layout of the Green Belt, railways, key strategic highways and the Guided Busway. The 
new towns of Northstowe, Waterbeach and Bourne Airfields are identified as the key sites for additional 
housing, all in the northern half of the district. Other key sites of housing growth are on the outskirts of 
Cambridge, infilling the areas between the town and the inner ring of the Green Belt. Very little expansion is 
planned for the areas around the development site, despite the concentration of main employment areas. 
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Figure 2.8 Key Diagram for South Cambridgeshire (SCLP 2014) 
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Greater Cambridge Partnership 

The Greater Cambridge Partnership, signed by central government, council leaders, businesses and the 
University of Cambridge, aims to secure hundreds of millions of pounds to ensure that the success of the 
area continues by investing in the transport infrastructure, housing and skills needed to see future 
economic growth. 
 
There are a number of transport schemes being considered, taken from the adopted Transport Strategy for 
Cambridge and South Cambridgeshire. These schemes are considered to be needed in order to bring 
forward significant jobs and housing growth (See Figure 9). The map in Figure 2.10 identifies these schemes. 
Of note to this development are those along the A1307 corridor south of Cambridge, in particular the 
potential new Babraham Park and Ride site and bus priority between Cambridge and Haverhill. 
 
An investment fund will be created to bring together national and local funding to invest in infrastructure. 

 Between 2015/16 and 2019/20, Government will provide Greater Cambridge with £100m (Tranche 1), 
made up of five annual payments of £20m. 

 Dependent on the economic impact of the local investments (£100m) Greater Cambridge will be able to 
access up to an additional £400m over 10-15 years. 

 This investment will sit alongside the over £500m that Greater Cambridge has pledged to invest in the 
area (locally funded through developer contributions). 

 
Together, this will lead to a total investment of up to £1bn over the City Deal period of fifteen years, 
although it should be noted that that only Tranche 1 funding has been secured and guaranteed at this time. 
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Figure 2.9 Greater Cambridge Partnership: Planned Growth and Anticipated Pressure on the Transport 

Network 
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Figure 2.10 Greater Cambridge Partnership: Indicative Transport Schemes 
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This chapter explores the current transport setting of the development site, from the large scale strategic 
area to the local area in the immediate vicinity, through all modes of travel. It also identifies the current 
travel patterns of existing residents and employees and outlines planned transport improvements. 
 
3.1 Site Location and Context 

The proposed development is situated in South Cambridgeshire (see Plan 1, Plan 2 and Plan 3); 
approximately ten miles south of Cambridge and is bounded by three strategic roads: 

 A505 – east-west movement (north of main site) joining the M11 at junction 10 

 A11 – north-east to south movement (east of main site) joining the M11 at junction 9 

 A1301 – north-south movement (west of the main site) between the Sawston area and Cambridge, also 
joining the M11 at junction 9A 

 
Whittlesford Parkway train station is approximately a mile away from the main site (1600m / 20 min walk / 5 
min cycle), with up to 6 services an hour during peak periods to Cambridge and London Liverpool Street. 
Recent improvements include the opening of Cambridge North Station. There are also planned 
improvements to increase train carriage lengths and increase service frequency in the peak hours.  
 
3.2 Walking 

Existing walking links (footways on-street and public rights of way off-street) within 2km (25minute walk) of 
the site are indicated in Plan 4. Walking isochrones from the centre of the site are shown in Plan 5 (note 
that this includes walking along rural roads through settlements which do not have footways). 
 
There are a number of well-established walking routes and public rights of way in the area, either on or off 
road, which link the site to surrounding villages. However there are a limited number of formal crossings 
(signals or zebras) in the vicinity of the site and in some areas footways do not follow pedestrian desire lines. 
 
The site is situated in a rural area, although is fairly easily accessible by foot from the surrounding 
settlements of Hinxton, Duxford, Ickleton, Whittlesford Bridge, Sawston and Pampisford. The edge of the 
main development area is within a 20 minute walk of Whittlesford Parkway and, thus, walking can become 
the final mode of transport for rail journeys to the site. There are currently good quality footways along the 
A505 and A1301 connecting the site to these surrounding settlements, however, these are not pleasant 
routes to take as a pedestrian due primarily to the proximity to fast moving, heavy traffic and the limited 
formal opportunities to cross these roads. 
 
  

3.0  
Existing Conditions 
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Particular walking issues identified through this assessment and during consultation with local residents 
and stakeholders include:  

 Unpleasant and at times unsafe walking routes between Whittlesford Parkway station and surrounding 
communities (Sawston, Pampisford, Duxford and Hinxton) 

 Few if any crossings of busy A-roads that give any priority to pedestrians 

 Accessibility issues at Whittlesford Parkway station (no step-free access between platforms) 
 
Key Routes 

More specific issues have been identified below along the key walking routes between the development 
site and the station, and between the development site and the surrounding villages that would likely be 
the home locations of staff who would walk to site. 
 
Whittlesford Parkway to the Development Site 

 There is no footway for around 150m along Station Road East meaning pedestrians have to walk in the 
carriageway or along the grass verge until they reach the A505 

 The footway along the A505 is a shared foot/cycle way. The route is not lit, it is adjacent to the main 
carriageway and is narrow at some locations. It is not a pleasant route and does not encourage walking. 

 There are similar issues with the foot/cycle way along the A1301 which is also on the opposite side of 
the A1301 from the development meaning pedestrians and cyclists will need to cross the A1301 to 
reach site. 

 Crossing the A505/A1301 roundabout is currently only accommodated by dropped kerbs, meaning that 
pedestrians and cyclists have to wait for a gap in traffic to cross safely. 

 
Sawston and Pampisford to the Development Site 

 The quality of the footway along London Road between the edge of Sawston and the A1301 is very 
poor, being narrow and overgrown. 

 Crossing at the junction of London Road and the A1301 is currently only accommodated by a dropped 
kerb on one side. 

 Crossing the A505/A1301 roundabout is currently only accommodated by dropped kerbs, meaning that 
pedestrians and cyclists have to wait for a gap in traffic to cross safely. 
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Hinxton to the Development Site 

 There is currently no safe crossing from North End Road to the east side of the A1301 where the 
Development Site is to be located. 

 
Duxford and Ickleton to the Development Site 

 Walking from both Duxford and Ickleton to the site involve walking through Hinxton. The village streets 
have footways but the roads between the villages are country lanes with no footways, which are not lit 
and have a speed limit of 60mph, and are therefore generally unsafe for pedestrians, particularly at 
night. 

 The other route to the Development Site from these villages involves walking up Moorfield Road to the 
A505. Moorfield Road has a footway but this stops when it reaches the A505. There is no footway along 
the A505 between Moorfield Road and Station Road East, therefore pedestrians using this route must 
take a detour along Station Road West and East, crossing the railway via the station footbridge (stepped 
access only). 

 
Great Chesterford to the Development Site 

 There are no footways between Great Chesterford and the southern end of the shared foot/cycle way 
on the A1301. This route is currently unsafe for pedestrians. 

 The alternative route to site involves walking via Ickleton and Hinxton. The village streets have footways 
but the roads between the villages are country lanes with no footways, which are not lit and have a 
speed limit of 60mph, and are therefore generally unsafe for pedestrians, particularly at night. 

 
3.3 Cycling 

Existing cycling routes and facilities within 8 km (25 minutes cycle) of the site are indicated in Plan 6. 
Cycling isochrones from the centre of the site are shown in Plan 7 (note that this includes cycling along 
non-strategic roads which are not designated as cycle routes). 
 
Cambridge has a higher than average cycling modal split for the UK, with 33% of commutes made by 
bicycle, compared to 20% in Oxford and 4% in London. This has led the councils of Cambridgeshire and 
South Cambridgeshire to cater heavily for cyclists, as is evident in the South Cambridgeshire Local Plan.  
 
Cycle infrastructure in the vicinity of the site is reasonably good, with NCN 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 
quite a few local cycle routes between the towns and villages, such as along the A1301 and A505. However, 
these are neither continuous nor direct to local destinations, instead, meandering through settlements. 
 
Further cycling issues identified through this assessment and during consultation with local residents and 
stakeholders such as the Cambridge Cycle Campaign include:  
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 Existing cycle paths along the A505 and A1301 run close to carriageways with fast moving traffic and 
have no priority over side roads or at key crossing points, particularly the A505/A1301 roundabout 

  Rail corridor forms a barrier to cycle movement – A505 cycle path stops short of the rail bridge and 
alternative route requires crossing at Whittlesford Parkway station, which has no step-free access 
between platforms 

 Lack of good direct cycle route between Whittlesford Parkway Station and Duxford/Hinxton 

 Too few secure cycle parking spaces at Whittlesford Parkway station, particularly on the east side (Figure 
3.1) 

 

 

Figure 3.1 Lack of available cycle parking at Whittlesford Parkway 
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Key Routes 

More specific issues have been identified below along the key cycling routes in the area, between the 
development site and the station, and between the development site and the surrounding towns and 
villages that would likely be the home locations of staff who would cycle to site. 
 
East-West 

There is an existing cycle route which runs west to east from the M11/A505 Roundabout along the A505 to 
Granta Park. For long sections of this route the cycle lane is separated from the carriageway however the 
route stops at the junction of Royston Road and the A505 where cyclists have to use the highway up to 
Whittlesford Parkway Station. The segregated cycle lane restarts at the end of Station Road East and carries 
on along the A505 up towards Granta Park.  
 
Key issues along this route are: 

 At Whittlesford Parkway Station cyclists must dismount to use the footbridge to cross the railway line 
instead of using the highway bridge on the A505 

 Cyclists must dismount and have no priority when crossing the A1301 at the A505/A1301 Roundabout 

 The segregated cycle lane ends near the entrance to Granta Park and cyclists must join the highway to 
enter the research park 

 Although the route is separated from the highway it does not encourage people to cycle due its 
proximity to the busy carriageway 

 
North-South 

A north/south cycle route runs from North End Road up into Sawston as part of National Cycle Route 11. 
From the junction of North End Road and the A1301 there is a cycle lane which is separated from the 
highway. This cycle lane continues up the A1301 to the A505/A1301 Roundabout where cyclists must 
dismount to cross the A505 and then the A1301 to continue heading north.  The cycle path ends abruptly at 
the junction of London Road and the A1301 where, to continue their journey cyclists must join the highway 
at a location where vehicles can travel at up to 60mph. 
 
More specific issues have been identified along other key cycling routes as follows: 
 
Whittlesford Parkway to the Development Site 

 The shared foot/cycle route along the A505 is not lit, close to the main carriageway and is narrow at 
some locations. It is not a pleasant route and does not encourage cycling. 
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 There are similar issues with the foot/cycle way along the A1301. This route is on the opposite side of 
the A1301 from the development meaning pedestrians and cyclists will need to cross the A1301 to 
reach site. 

 There are issues with the crossing facilities provided at the A505/A1301 roundabout. Currently only 
dropped kerbs are provided meaning pedestrians and cyclists have to wait for a gap in traffic to cross 
the road. 

 
Sawston and Pampisford to the Development Site 

 There are no designated cycle facilities through Sawston and along London Road until the junction of 
London Road and the A1301. 

 Crossing the A505/A1301 roundabout is currently only accommodated by dropped kerbs, meaning that 
pedestrians and cyclists have to wait for a gap in traffic to cross safely. 

 
Hinxton to the Development Site 

 There is currently no safe crossing from the cycle route on the west of the A1301 at North End Road to 
the east side of the A1301 where the Development Site is to be located. 

 
Duxford and Ickleton to the Development Site 

 Cycling from both Duxford and Ickleton to the site involves cycling through Hinxton along country 
lanes, some of which are part of NCN 11. 

 The other route to the Development Site from these villages involves cycling up Moorfield Road to the 
A505. Moorfield Road does not have any designated cycle facilities. There is no right-turn from 
Moorfield Road onto the A505 or over towards Duxford. There is no separate cycle route on the A505 
until past Station Road East therefore cyclists using this route must dismount to cross the A505 and then 
take a detour along Station Road West and East, crossing the railway via the station footbridge (stepped 
access only). 

 
Great Chesterford to the Development Site 

 There are no designated cycle facilities between Great Chesterford and the southern end of the shared 
foot/cycle way on the A1301. 
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3.4 Public Transport 

Existing public transport services in the wider area are shown in Plan 8. 
 
Rail 

The closest rail station is Whittlesford Parkway, on the Abellio Greater Anglia West Anglia Mainline. The 
station had 493,000 entries and exits in 2015/16 and is ranked 897 busiest out of the 2553 stations in the UK 
and the 6th busiest station in Cambridgeshire.  
 
Whittlesford Parkway is on the Liverpool Street to Cambridge line. All services from Liverpool Street stop at 
Whittlesford Parkway, with about 3 services per hour, generally two semi-fast and one stopping.  
 
In the morning peak, between 07:00 and 09:00, eight trains stop at Whittlesford Parkway from Cambridge to 
Liverpool Street, and four in the opposite direction. In the evening, between 16:00 and 18:00, six trains stop 
at Whittlesford Parkway from Liverpool Street to Cambridge, similarly with four in the opposite direction. 
Annual passenger usage based on sales of tickets in 2015-16 financial year, which ended or originated at 
Whittlesford Parkway, were 493,004, averaging at about 1,354 passengers per day (although the weekday 
average is likely to be higher).  
 
The fastest train to Cambridge Station from Whittlesford Parkway takes nine minutes, and 1 hour to London 
Liverpool Street. Whittlesford Parkway is only ten minutes by foot from the north-western boundary of the 
main site, thus, travelling by train would be a viable and attractive option for those employed at or visiting 
the site. There is a car park with 385 spaces1 but cars increasingly park informally along Station Road West 
and Royston Road. There are also 48 spaces for cycle parking. 
 
All peak hour services between Whittlesford Parkway and Cambridge and between Whittlesford Parkway 
and London Liverpool Street allow cycles to be carried on to the train, although dedicated cycle space for 
unfolded cycles may be limited to 6 per train. 
 

                                                               
1  Source: http://www.nationalrail.co.uk/stations_destinations/WLF.aspx 
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Figure 3.2 Rail Services from Whittlesford Parkway 
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Bus  

There are three types of bus service in the vicinity - regular bus services, a guided busway and Park & Ride 
buses. 
 
One regular bus service stops near to the site, the 7a (operated by A2B Bus & Coach Ltd), which serves 
Hinxton, Whittlesford, Heathfield, connecting through Sawston and Stapleford and terminating at the 
Babraham Road Park & Ride. This is an infrequent service, running past the site every 1 hr 15 mins, and 
offering no Sunday or Bank Holiday services. Funding for the service was withdrawn in 2017, but alternative 
arrangements have recently been secured. 
 
The Citi 7 (operated by Stagecoach) also serves the area. It runs from Cambridge City Centre to Sawston, via 
Cambridge Railway Station, Addenbrooke’s, Trumpington, Great Shelford and Stapleford. However there is 
only one service per hour extended to Saffron Walden via Duxford, Ickleton, Great Chesterford, Little 
Chesterford and Littlebury, which bypasses Hinxton.  
 
Access for these services to Whittlesford Parkway station is difficult, due to highway constraints which 
prevent large buses from turning without reversing in/out of private land. As a result, only the smaller 7a 
service calls at the station (east side). The Citi 7 service stops 500m to the west on Duxford Road. 
 
Figure 3.3 The 7A bus attempting to manoeuvre at the station (east side) 

 
 
There are five Park & Ride termini around Cambridge, the nearest of which to Hinxton are Trumpington Park 
& Ride and Babraham Road Park & Ride. These are both approximately seven miles north of the site, with 
services taking passengers into Cambridge, rather than out to surrounding towns and villages.  
 
The guided busway terminates at Trumpington Park & Ride, after an extensive route through Cambridge 
and north west up to St Ives and Huntingdon. 
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Air 

There are three airports which are best placed to serve the site. 
 
The closest is Cambridge Airport, 12 miles from the site, taking 20 minutes by car, or approximately 25 
minutes by rail and taxi. This no longer offers scheduled flights, but private aircraft, specialist charters for 
seasonal airline routes, special events and special cargo flights are routinely handled.  
 
The closest fully international airport is London Stansted, 18 miles from the site and a 25 minute car journey. 
Stansted is accessible by bus, the National Express, which takes 50 minutes from Cambridge City Centre. 
More conveniently, it takes between 20 and 30 minutes by rail directly from Whittlesford Parkway. 
 
The third is Luton Airport, 37 miles from Hinxton which is approximately one hour by car. The National 
Express to Luton departs from Trumpington Park & Ride, with a duration of 80 minutes. By rail it takes two 
hours from Cambridge Station, via King’s Cross St. Pancras.  
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3.5 Highways and Parking 

The site is situated in the south of South Cambridgeshire, approximately 10 miles south of Cambridge, 
between the Parishes of Hinxton and Pampisford (see Plan 1, Plan 2 and Plan 3). 
 
The site is bound by three strategic roads:  

 A505 - east to west movement, joining the M11 at junction 10  

 A11 - north east to south movement joining the M11 at junction 9, and  

 A1301 - north south movement between the Sawston area and Cambridge, also joining the M11 at 
junction 9A.  

 
This qualifies the site as being highly accessible by road from all directions, both strategically between 
London, Norwich and other major cities, and more locally between local towns and villages such as Bedford 
and Newmarket. 
 
Current traffic flow conditions along these routes are described in greater detail in a following section. 
 
There is currently no parking on the site or on highways in the immediate vicinity of the site. Areas within a 
25min walk of the main site where on-street parking is permitted during typical working hours are shown in 
Plan 9. These areas include: 

 A small number of lay-bys on the A1301 and A505 corridors 

 Unrestricted parking on streets within Hinxton village 
 
Parking in the area immediately surrounding Whittlesford Parkway is primarily in the form of off-street 
station car parks with capacity of 385 spaces. The station car parks are very well used and there is a 
significant amount of overspill demand, with commuters often parking more than ten minutes walk away 
on Royston Road and Duxford Road (see Figure 3.4). 
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Figure 3.4 Parking at Whittlesford Parkway 
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3.6 Accident Analysis 

Personal Injury Accident (PIA) data for the local road network in the assessment area of study, as outlined in 
Figure 3.5, has been obtained from Crashmap. The data covers the five-year period between 1 January 2012 
and 31 December 2016. Further accident data for the period between January and April 2017 was provided 
by Cambridgeshire County Council. 
 
This section provides a summary and brief analysis of this PIA data. Summary tables of the data and detailed 
data for each PIA can be found in Appendix 2.  
 

 

Figure 3.5 Accident Analysis Area 



 

 1736-001  /  Transport Assessment  /  February 2018 Alan Baxter 35 

 
As summarised in Table 3.1, in the last five years there were a total of 58 reported road traffic accidents in 
the study area resulting in 93 casualties. No fatalities were recorded during this period.  Eight collisions 
resulted in serious injury and 85 resulted in slight injury. 
 
Table 3.1 Five-Year Accident Analysis 

  2012 2013 2014 2015 2016 2017 Total 
Fatal 0 0 0 0 0 0 0 
Serious 1 0 7 0 0 1 8 
Slight 24 12 18 17 14 3 85 
Total 25 12 25 17 14 4 93 

 
Table 3.2 below summarises the five-year period of accident data by severity and mode. Of the 93 reported 
casualties, 77 were car users, two were van or light goods vehicle users, nine were motorcycle or moped 
users and five were cycle users. 
 
Table 3.2 Accident Severity by Mode 

Car Van M/C Cycle Total
Fatal 0 0 0 0 0
Serious 6 0 2 1 8
Slight 74 2 7 5 85
Total 80 2 9 6 93

 
An analysis of the locations of each incident reported shows the following clusters of collisions: 

 A1301/London Road Junction  

 M11/A505 Roundabout 

 A505/Hunts Road Roundabout 

 A505/Moorfield Road Junction 

 A505/A1301 Roundabout 
 
These are identified in Figure 3.5 analysed in further detail below. 
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A1301/London Road Junction 

At the A1301/London Road junction there were three reported collisions of which two resulted in serious 
injuries. One of the serious injuries occurred when a vehicle turning right from the A1301 into London Road 
collided with an oncoming vehicle travelling along the A1301. The other incident of serious injury occurred 
when a vehicle turning right out of London Road into the A1301 collided with a vehicle travelling along the 
southbound A1301. 
 
The pattern of incidents recorded at this location suggests that the junction could be improved to improve 
visibility. However, it is anticipated that the vehicle trips associated to the proposed development will not 
exacerbate this issue, other than increasing the number of trips travelling along the A1301. 
 

 

Figure 3.6 Accident Locations for A1301/London Road 
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M11/A505 Roundabout 

There were eight reported accidents at the M11/A505 roundabout of which one was recorded as serious. 
The incident which resulted in serious injury occurred when a vehicle turning left from the M11 
Southbound to the A505 Eastbound collided with a cyclist who was proceeding around the roundabout. 
The incidents which resulted in slight injuries were caused by individual driver errors such as colliding with 
the back of a vehicle caused by under braking at an entrance to the roundabout. 
 
The pattern of collisions at this location does not suggest that improvements to the junction layout are 
required.  
 

 

Figure 3.7 Accident Locations for M11/A505 Roundabout 
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A505/Hunts Road Roundabout 

The A505/Hunts Road roundabout had three reported collisions all of which resulted in slight injuries. All of 
the incidents were due to driver error, two of which involved collisions with the rear of a slowing vehicle. 
The remaining incident involved a motorcyclist falling from their motorcycle. 
 
The pattern of collisions at this location does not suggest that improvements to the junction layout are 
required. 
 

 

Figure 3.8 Accident Locations for Hunts Road Roundabout 
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A505/Moorfield Road Junction 

At the A505/Moorfield Road junction there were two reported collisions of which one was recorded as 
resulting in severe  injuries to a motorcyclist who crashed in to the side of a slowing car. The incident 
resulting in slight injuries was caused by driver error. The pattern of collision data does not suggest that 
improvements to the layout of the junction are required. 
 

 

Figure 3.9 Accident Locations for A505/Moorfield Road Junction 
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A505/A1301 Roundabout 

There were four reported collisions at the A505/A1301 roundabout, all of which were recorded as resulting 
in slight injuries. Three of the collisions were the result of driver error involving collisions with the rear of a 
slowing vehicle. The other collision involved a car entering the roundabout and colliding with a cyclist who 
was travelling around the roundabout. 
 

 

Figure 3.10 Accident Locations for A505/A1301Roundabout 

 
Further Collision Cluster Locations 

There were a number of collisions reported at other junctions within the assessment area. All of the 
casualties were reported as slight and attributed to various examples of typical driver errors including: 
colliding with the rear of a slowing vehicle at the entrance to a junction and colliding whilst changing lanes 
or overtaking.  
 
The pattern of collisions at these locations does not suggest that improvements to any of the junction 
layouts are required.  
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3.7 Movement Profile 

Travel to Work in the Area  

The development site lies in the Middle Super Output Area (MSOA) South Cambridgeshire 017 (hereafter 
referred to as ‘the area’). The area contains four of the other existing business parks in the vicinity of the 
proposed development (see Figure 3.11).  This is useful in that place of residence and commuting patterns 
will potentially be reflective of that for this new park for AgriTech.  NOMIS Census data (WU03EW - Location 
of usual residence and place of work by method of travel to work) has been used to identify the travel to 
work modal split of those who currently work within the area (Figure 3.12). Raw data for this is included in 
Appendix 3 for information. 
 

 

Figure 3.11 MSOA South Cambridgeshire 017 
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Figure 3.12 Method of travel to work in the area 

 

 

Figure 3.13 Method of travel to work from the area 
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Of the 7,599 people who current travel to work in the area (Figure 3.12), 79% drive to work, and 5% are car 
passengers; in a rural area such as this, this level of private car usage is to be expected. Public transport 
makes up 9% of trips, with 7% using a bus and 2% coming by rail. 4% of commuters cycle to work, reflecting 
the strong presence of cycling in Cambridgeshire, and 3% walk.  
 
The modal split for 3,231 residents of the area (Figure 3.13) is similar, although slightly more sustainable 
with fewer car drivers (74%), and more cyclists and pedestrians each making up 5% of the population. 
Public transport users are of a similar proportion, although more use train than bus (7% and 3% 
respectively) which is opposite to those who work in the area. 
 
The figures below illustrate the spatial distribution of people commuting to and from the area. The highest 
percentage of those commuting to the area (Figure 3.14) live in Cambridge (18%) and, vice versa, the 
highest percentage of those who live in the area (Figure 3.15) commute to Cambridge (30%). This illustrates 
that this is an important commuter corridor. The next highest is the MOSA area itself - 8% of those who 
work in the area live there, and 20% of those who live in the area, work there.  
 

 

Figure 3.14 Location of usual residence for those who work in the area 
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Figure 3.15 Location of workplace for those who live in the area 

A more detailed analysis of commuter behaviour has been undertaken for those travelling to or from the 
area.  This has highlighted the following key trends:  

 Car drivers are a significant mode, where only the commute from Cambridge dips below 55% of total 
commuters to MSOA SC17. Conversely, car passengers are all below 10% of the modal split.  

 Bus usage is low although varies considerably depending on place of residence.  Usage from Cambridge 
is 31% whereas from anywhere else it is less than 5%. This most likely reflects the fact that routes are 
extremely limited from other areas, as previously mentioned. 

  Train journeys at 2% (117) of the total are low across the board, although this most likely reflects the 
fact that the majority of current employment opportunities lie well beyond a reasonable walking 
distance from Whittlesford Parkway, the only station in the area. The largest proportion of train journeys 
to work (26) come from Cambridge City to the north, with a similar number (22) originating from 
London. Other journeys originate from a large variety of places with Ely, Littleport, Hitchen, Harlow and 
Bishop’s Stortford being significant within the remainder of the trips. 

 Of those working in MSOA SC 17, a total of 340 cycle.  The largest number (98) originates from various 
areas of Cambridge City to the north which is a 40-45 minute cycle.  92 cycle trips originate from within 
the MSOA SC 17 itself with a further 59 cyclists commuting from MSOA SC 15 which covers the Sawston 
area to the north (approx. 10-15 minute cycle).  Much smaller volumes of cycle trips (less than 15) 
originate from other South Cambridgeshire MSOAs. 

 Of those who live and work in MSOA SC 17, 22% (142) commute on foot.  This is an encouraging 
proportion as it forms a strong base from which to build a substantial proportion of non-vehicular 
modes to the development site.  The villages of Hinxton, Duxford, Ickleton, Whittlesford Bridge and 
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Pampisford (incl. the southern end of Sawston), all of which are within a 30 minute walk from the 
development site. 

 
With the knowledge of the spatial patterns of commuting and the insight into the mode splits from 
different areas, it is possible to identify where relatively high numbers of trips are made by sustainable 
modes. Equally, it is clear where use of sustainable modes is weak and therefore what infrastructure may 
need to be implemented to assist more sustainable modes such as walking, cycling and public transport.  
This helps to predict commuter travel to the proposed development, and how changes to infrastructure, 
both planned in policy (such as increased rail frequency) and suggested in conjunction with this 
development, may have an influence over this. 
 
3.8 Existing Travel Plan Measures 

The other business parks in proximity of the development site have measures in place to encourage their 
staff to travel to and from their site sustainably. These measures are detailed in their respective travel plans 
and include:  

 Shuttle buses, operating over the AM and PM peak hours at the Babraham Institute, Granta Park and 
Chesterford Research Park, shuttling employees between the campus, local rail stations, and other 
popular destinations, for a small fee of £1 to £2 per trip 

 Free shuttle buses at the Wellcome Trust operating over the AM and PM peak hours (a combined total 
of 900 seats) providing services to main staff home locations across the county 

 Cycle clinics at Babraham Institute and Wellcome Trust, which operate three times a year when staff 
bring their bicycles to a cycle technician who visits the campus, carrying out remedial works and a 
safety check for a small fee  

 Car sharing and cycle buddy schemes such as the promotion of CamShare at the Babraham Institute, a 
bespoke lift share programme at Granta Park, and a Liftshare scheme with 25% of staff registered at the 
Wellcome Trust 

 Travel to work loan schemes for the purchase of bicycles and travel passes on public transport  

 Electric Car charging points  

 Starter packs containing information on public transport services, local facilities and pedestrian/cycle 
routes, amongst other useful sustainable transport information  

 The promotion of events such as ‘Cycle to Work’ week, cycle challenges, monthly prize draws for car 
sharing and coffee mornings  

 The upgrade of cycle infrastructure in conjunction with S106 or CIL contributions from the 
developments  
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Many of these measures can be shared between sites to make a more efficient and successful service.  The 
location of the proposed development, in close proximity to these other business parks, provides a good 
opportunity to increase the level of sharing and partnership that takes place. 
 
3.9 Planned Transport Improvements  

Road Investment Strategy (RIS), DfT 2014  

In December 2014 the Chancellor announced a number of road improvement schemes. Those that will 
affect the development site are:  

 A14 Cambridge to Huntingdon – a major upgrade to the A14 between the A1 and north Cambridge, 
widening the road to three lanes, providing a new bypass around Huntingdon, creating distributor 
roads for local traffic and remodelling key junctions along the route. This scheme supports a number of 
local developments, and a series of developer contributions have been agreed – provided these 
contributions stand, the scheme is fully committed. (D1 in Figure 3.16).  

 M11 Junctions 8 to 14 – technology upgrade – addition of several elements of the Smart Motorway 
package on the M11 between Stansted Airport and the Girton interchange north of Cambridge to help 
deal with congestion (D11 in Figure 3.16).  

 

 

Figure 3.16 Road Investment Strategy (DfT 2014) 

A RIS phase two  is currently being developed by the Department for Transport for commencement after 
the year 2020. This next phase of the RIS will focus on six of the biggest challenges facing the road network. 
The closest of these which could affect the development site is the Oxford to Cambridge expressway. The 
proposed options for this route all approach Cambridge from the North West and are therefore likely to 
affect the wider road network around Cambridge but will not impact the Development Site directly. 
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Route Utilisation Strategy (RUS)  
Greater Anglia, Network Rail, December 2007  

The Great Anglia RUS provides information on capacities, demand and improvements to the rail network. 
Whittlesford Parkway sits on the line between Cambridge and Stansted Airport/ Bishops Stortford, which is 
currently double-track. In 2007 it was assessed that this section of the line was in the 30-70% bracket of 
peak capacity utilisation. Between Bishops Stortford and London Liverpool Street, this increases to over 70% 
capacity.  
 
Passenger numbers between Cambridge and Bishops Stortford are in the 0-50% capacity bracket. 
Passenger demand has increased approximately 30% on West Anglia routes over the past ten years, and is 
forecast to increase another 19% over the next ten years. The Draft East of England Plan forecasted the 
addition of 71,000 jobs and 86,100 homes in Cambridgeshire, South Cambridgeshire, Huntingdon and 
Fenland between 2001 and 2021. This calls for a number of transport improvements for the Cambridge 
area:  

 Train lengthening to 12-car length for peak services between Cambridge/Stansted Airport and London 
Liverpool Street  

 Increase in trains operating at peak hours  

 Increase in line capacity, four-tracking the route to provide additional services  
 
Anglia Route Study, Network Rail, March 2016 

The Anglia Route Study provides further detail, identifying a capacity gap on suburban services from 
Stansted Airport and Cambridge arriving into London Liverpool Street between 08:00 and 08:59 by the end 
of NR’s Control Period 6 (2023). To address this gap it proposes lengthening two AM peak services on the 
West Anglia Main Line between Cambridge/Stansted Airport and London Liverpool Street from 8 to 12-car 
units by 2023. 
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Other Development Proposals  

Other committed developments in the area include proposals for transport improvements. 
 
Granta Park 

In the 2004 planning application, a S106 agreement committed Granta Park to a number of off-site 
mitigation measures. These are now completed, comprising:  

 Improved pedestrian and cycle links between the main Great Abington village and the Granta Park site  

 Provide a contribution (£350,000) towards the construction of a strategic cycle path linking Cambridge 
with Granta Park via Sawston and Babraham  

 Implement a scheme of traffic calming along Pampisford Road  
 
Grant Park Phase 2 (2015) includes the following transport initiatives: 

 Off-site cycle route improvements to link the site to the existing cycle route along the A505 to 
Whittlesford Station (£50,000) 

 Extending the A1307 cycle route from Linton towards Granta Park to include a convenient crossing 
point on the A1307 (£100,000) 

 Extend the Babraham cycle route towards Granta Park at the Babraham  CAMPUS (£150,000) 

 Providing cycle lanes along Newmarket Road (£20,000) 

 Real time Passenger Transport information to be provided at the nearest bus stop in Great Abington. 

 The upgrade of the permissive bridleway at Babraham cycle route (£100,000)  
 
Granta Park has a comprehensive Travel Plan, developed and agreed subsequent to the Phase 2 permission. 
This included a set of travel targets and regular monitoring of two-way trips to and from the site during AM 
and PM peaks. 
 
Wellcome Trust, Genome Campus  

Wellcome Trust has a comprehensive Travel Plan which has been on-going since their initial development 
there. The main improvements they propose in conjunction with recent planning applications:  

 Review bus usage figures and staff home locations and consider adjusting bus sizes and routes, 
including the addition of new bus routes to Haverhill and Royston 
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 Explore options to share bus services with local business park 

 Provision of bus layby and shelter and cycle parking as part of the new development 

 Consider provision of pool bikes and involvement with bike hire at local stations 

 Work with CCC to facilitate active travel through improvements in cycle ways which will address the 
main barrier to cycling identified in the staff survey  

 Work with Cambridgeshire County Council to facilitate active travel through improvements in footpaths 
 
Sawston Business Park 

Proposals for comprehensive redevelopment of the Sawston Trade Park and adjacent vacant land for a new 
business park, to be integrated with the existing Iconix Park, have recently received a resolution to grant 
permission (ref: S/2284/17/FL). These proposals would increase gross internal floor area of the existing 
business park by 11,397sqm to 19,883 sqm, accommodating 1,400 employees.  
 
Access would be provided from a new roundabout on the A1301 Sawston Bypass, around 700m north of 
the existing A505 / A1301 junction. 
 
The associated transport mitigation package (to be secured via s106 / conditions) includes: 

 Widen footway between site and A505 

 Widen footway between WP and A1301 along A505 

 Install bus stop shelters at bus stops on London Road near to Park Road (+ £7k per bus stop shelter for 
future maintenance by parish council) 

 Improve capacity of A1301 northern arm of A505 roundabout 

 Travel Plan (with commitment to ensuring that up to 50% of future employees and visitors access the 
site by sustainable modes) and a performance and evaluation fee for 5 years 

 Car Park Management Plan 
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4.1 The Proposals 

This outline planning application proposes development of a park for AgriTech comprising: 

 112,000 sq m gross / 100,000 sqm lettable employment floorspace (accommodating up to 4,000 
employees) 

 State of the art, flexible 2-3 storey buildings to accommodate incubator units, grow on space, 
workshops, lab and office accommodation 

 Mixed use hub including central services and support facilities such as day nursery, café and gym to 
cater for daily needs of occupiers and open to the local community  

 Low density development within a high quality parkland environment with over 40 ha of publicly 
accessible open space, leisure routes for walking, cycling, horse riding and dog walking, and a natural 
swimming pond 

 Direct access to land for crop trials and demonstration plots 

 Primary vehicular site access from A1301 (new roundabout) with associated improvement to local 
footways and footpaths. 

 Secondary vehicular site accesses from A1301 (priority junctions) via the existing access to Hinxton 
Grange and to Tichbaulk Road, for use by emergency vehicles only 

 Approximately 2,000 car parking spaces, based on an assumed provision of 0.5 spaces per employee 

 Bus / cycle interchange on land west of the A1301 / north of A505, with vehicular access from the A505 
(priority junction) 

 Infrastructure works including new vehicular accesses, highway improvement works, pedestrian and 
cycle links with bridge crossings over A1301 / A505 and River Cam, site re-profiling, drainage works, foul 
and water pumping stations and electricity substation; and other associated works. 

 
The scheme seeks to enable engagement between companies that will be focused on the development and 
commercialisation of new technologies to improve efficiency in agriculture and the food chain, for example: 

 Testing of apps to monitor crop development 

 Precision agriculture (e.g. controlling the use of water in agriculture) 

 Development of sensor technology / tagging through the food chain / Internet of Things (i.e the 
network connectivity between devices, vehicles etc) 

4.0  
Development Proposals 
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 Data analysis to improve productivity and sustainability 

 Controlled environment farming technologies 
 
An illustrative masterplan is shown in Figure 4.1.  
 
A more detailed illustrative arrangement of the bus/cycle interchange and connections to Whittlesford 
Parkway station is shown in Plan 10. 
 
4.2 Anticipated Construction Programme 

Assuming planning approval of this outline application and any subsequent reserved matters or detailed 
applications, it is anticipated that construction would commence on site in 2019/2020, with first occupation 
in 2022 and full occupation in 2030. 
 
An indicative phasing plan is included with the Parameter Plans, showing the four main phases and 
including main infrastructure.  These are included as part of the planning application submission. 
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Figure 4.1 Illustrative Masterplan2 

 

  

                                                               
2  Source: Terence O’Rourke, 28.07.2017 
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4.3 Access & Movement Strategies 

Walking 

There are a number of well-established walking routes and public rights of way in the area, either on or off 
road, formal and informal, which link the surrounding villages and business parks. However there are a 
limited number of signal crossings in the vicinity of the site and in some areas footways do not follow 
pedestrian desire lines. The A505/A1301 roundabout acts as a particular barrier to movement on foot in the 
area. See section 3.2 above. 
 
A new direct, high quality, 4m wide shared multi-user (e.g. pedestrian, cycle and equestrian) route is 
proposed from the east end of Station Road at Whittlesford Parkway, via the bus/cycle interchange to the 
main development site, and connecting north to Sawston and south to Hinxton village. This will run parallel 
to the A505 and A1301, but be set back some 20-30m from the carriageway. It will include a new foot/cycle 
bridge (4 m wide route on bridge) connecting northwest to southeast across the A505/A1301 roundabout 
to provide direct, uninterrupted access between the station and site. An illustrative arrangement is shown 
in Plan 10 and Plan 11. Note that these proposals lie within land that is either owned by SmithsonHill or is 
adopted highway. 
 
The illustrative arrangement of the foot/cycle bridge accommodates the capacity improvements to the 
A505/A1301 roundabout proposed as part of the development. It does not prejudice any potential 
alternative or additional improvement proposals to the junction coming forward. Depending on the 
programme for the design and implementation of the capacity improvements, and on what CCC or others 
might propose for the A505, the bridge arrangement may need to be adjusted to accommodate or make 
passive provision for such proposals. It is proposed that a commitment to review the design is enforced by 
condition or S106 obligation (see Appendix 11). 
 
Key walking distances (assuming a typical 80m per minute) are as follows:  

 400m / 5 min walk from Whittlesford Parkway to bus / cycle interchange 

 1200m / 15 min walk from bus / cycle interchange to main site 

 1600m / 20 min walk from Whittlesford Parkway to main site 
 
It is proposed to provide a new signalised toucan crossing with equestrian facilities on the A1301 (around 
500m north of the A505/A1301 roundabout) to provide a direct protected connection to the existing 
footway and bus stop on the south end of Sawston. An indicative arrangement is shown in Drawing 
1736/01/209.  
 
It is proposed to provide a new signalised toucan crossing with equestrian facilities on the A1301 (around 
30m north of the A1301/North End Road junction) to provide a direct protected connection to the existing 
footway on the west side of the A1301 and footway connecting to Hinxton. An indicative arrangement is 
shown in Drawing 1736/02/212.  
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A network of publicly accessible multi-user (e.g. pedestrian, cycle and equestrian) routes are also proposed 
within the main development area. 
 
If deemed necessary, financial contributions will be provided to support improvements in and around 
Whittlesford Parkway Station, which could include public realm and accessibility improvements to make 
access on foot better, secured through a section 106 legal agreement. 
 
In additional to pre-application consultations with planning and highways development control, these 
proposals for new non-motorised user (NMU) links and crossings have been discussed with Cambridgeshire 
County Council officers responsible for maintaining the Public Rights of Way network.  They have noted no 
additional requirements, beyond that consideration is given to new routes being made accessible to as 
wide a range of users as possible. 
 
Cycling 

Cambridge is known for being a cycling city and there is a network of established cycle routes in the wider 
area, with the national cycle route NCN11 passing close to the site. The A1301 and A505 both have shared 
foot/cycleways, which connect the surrounding settlements and science parks. However there are a limited 
number of formal crossings in the vicinity of the site and in some areas protected cycleways end abruptly, 
requiring cyclists to dismount or to join traffic along busy A-roads. The rail corridor and A505/A1301 
roundabout act as particular barriers to movement by bike in the area. See section 3.3 above. 
 
In consultation with Network Rail and local stakeholder groups we have been made aware of previous 
proposals to improve cycling links to the station, in particular to create a new path from the station 
platforms connecting southwest below the A505 towards Duxford. To date these proposals have not been 
progressed due to NR concerns over proximity to the rail line, platforms and overhead line equipment. 
 
As noted above, a new direct, high quality, 4m wide shared multi-user (e.g. pedestrian, cycle and 
equestrian) route is proposed from the east end of Station Road at Whittlesford Parkway, via the bus/cycle 
interchange to the main development site, and connecting north to Sawston and south to Hinxton. This will 
run parallel to the A505 and A1301, but be set back some 20-30m from the carriageway. It will include a new 
foot/cycle bridge connecting northwest to south east across the A505/A1301 roundabout to provide direct, 
uninterrupted access between the station and site. An illustrative arrangement is shown in Plan 10 and 
Plan 11. 
 
Key cycling distances (assuming a typical 320m per minute) are as follows:  

 400m / < 1 min cycle from Whittlesford Parkway to bus / cycle interchange 

 1200m / 4 min cycle from bus / cycle interchange to main site 

 1600m / 5 min cycle from Whittlesford Parkway tom main site 
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It is proposed to provide a new signalised toucan crossing with equestrian facilities on the A1301 (around 
500m north of the A505/A1301 roundabout) to provide a direct protected connection to the existing on-
road cycle route into Sawston. An indicative arrangement is shown in Drawing 1736/01/209  
 
It is proposed to provide a new signalised toucan crossing with equestrian facilities on the A1301 (around 
30m north of the A1301/North End Road junction) to provide a direct protected connection to the existing 
cycle way on the west side of the A1301 and to connect via North End Road into Hinxton. An indicative 
arrangement is shown in Drawing 1736/02/212.  
 
Cycling within the main development will be permitted on a network of shared use paths and along traffic 
calmed access roads. 
 
High quality cycle parking (1 space per employee) and cycle hire facilities will be provided on-site and at the 
bus/cycle interchange (no. to be confirmed). If deemed necessary, financial contributions, via a section 106 
legal agreement, will be provided to provide additional cycle parking at Whittlesford Parkway Station with 
the aim of further encouraging high proportions of cycle trips to and from the site. 
 
It is proposed that walking and cycling improvements be secured by condition or S106 obligations and 
delivered in advance of occupation (see Appendix 11). 
 
Equestrian 

Although there is limited formal provision in the area, it has been noted through consultation with 
stakeholders such as the British Horse Society that there is a need to accommodate equestrian movement 
around the area, particularly to assist safe crossing of the busy A-roads. 
 
As noted above, a new direct, high quality, 4m wide shared multi-user (e.g. pedestrian, cycle and 
equestrian) route is proposed from the east end of Station Road at Whittlesford Parkway, via the bus/cycle 
interchange to the main development site, and connecting north to Sawston and south to Hinxton. This will 
run parallel to the A505 and A1301, but be set back some 20-30m from the carriageway. It will include a new 
foot/cycle bridge connecting northwest to south east across the A505/A1301 roundabout to provide direct, 
uninterrupted access between the station and site. 
 
A clear grass margin will be maintained alongside this path to allow horse riders to follow the route as well 
as pedestrians and cyclists. Although horses will not be allowed to be ridden on the foot/cycle bridge itself, 
mounting blocks will be provided on either end to allow them to be safely led across. Whilst walking over a 
long bridge with a horse would not appeal to all riders, it is understood that Trail Riders and other long 
distance riders often encounter such obstructions and would be happy to do so. However it should be 
noted that a bridge of this length in this location would not be heavily used by equestrian users. 
 
As noted above, it is proposed to provide new signalised toucan crossings with equestrian facilities on the 
A1301 at Sawston and Hinxton. It is proposed that these are configured with appropriate waiting areas and 
high level buttons to allow horse riders to use them without dismounting. 
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Additional horse riding routes may be provided within the main development site during the detailed 
design stage. These could include: 

 A route parallel to Tichbaulk Road along the southern boundary of the site connecting from the A1301 
crossing to a potential future foot/cycle/equestrian link across the A11 towards Abington and the 
proposed North Uttlesford Garden Settlement (restoring a connection lost during previous A11 works) 

 A route connecting from Tichbaulk Road along the eastern edge of the site and looping around the 
retained parkland and informal open space 

 
Public Transport 

Bus 

There are a limited number of bus services in the area. Since the recent withdrawal of funding for the 7a 
(Whippet) service, the Citi 7 (Stagecoach) is the primary service in the area. It runs between Saffron Walden, 
Ickleton, Duxford and Cambridge via Sawston, with services every 20mins Monday-Saturday and every 
30mins on Sundays. 
 
Access for these services to Whittlesford Parkway station is difficult, due to highway constraints which 
prevent large buses from turning without reversing in/out of private land. As a result, the Citi 7 service stops 
500m to the west on Duxford Road. 
 
There are five Park & Ride termini around Cambridge, the nearest of which to Hinxton are Trumpington Park 
& Ride and Babraham Road Park & Ride. These are both approximately 7 miles north of the site, with services 
taking passengers into Cambridge, rather than out to surrounding towns and villages.  
 
It is proposed to create a new bus/cycle interchange on land 400m east of the station. This will allow full size 
buses (public and private) to stop and stand within 5min walk of the station. Vehicular access for this will be 
from the A505 (priority junction), with the existing A505 carriageway widened to the north to 
accommodate a new bus lane to give priority for buses entering and exiting the interchange area. The 
interchange will include high quality shelters and waiting areas, real time travel information displays, as well 
as secure parking for private and hire cycles. It will be connected to Station Road at Whittlesford Parkway, 
the main development site, Sawston and Hinxton by a new direct, high quality, 4m wide shared multi-user 
(e.g. pedestrian, cycle and equestrian) route. An illustrative arrangement is shown in Plan 10. Note that 
these proposals lie within land that is either owned by SmithsonHill or is adopted highway. 
 
Two new sets of bus stops will be created within the development site to allow public and private buses to 
service the development directly. These will include high quality shelters and waiting areas, and real time 
travel information displays. 
 
A new private shuttle service will be funded. This will initially connect Whittlesford Parkway Station (the 
bus/cycle interchange) to the main development site (two new stops) and will be timed to coincide with 
arriving and departing rail services. The intention is to extend this to serve other settlements, stations and 
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employment centres in the area as development occupancy and demand grows. Discussions are also 
ongoing with other business parks to consolidate private shuttle/coach services into a coordinated 
operation. 
 
In addition, it is proposed to fund improvements to the existing Citi 7 service to allow it to extend and/or 
increase frequency of the current route to stop at the bus/cycle interchange and the two new stops within 
the main development site.  
 
Initial discussions have been held with Cambridgeshire County Council Passenger Transport Services in 
regard to bus service enhancements and private shuttle provision, although firm proposals have not yet 
been agreed. It is proposed that funding for these measures be secured by condition or S106 obligation and 
detailed arrangements agreed in advance of occupation (see Appendix 11). 
 
Rail 

Whittlesford Parkway Station currently has frequent services to Cambridge and London Liverpool Street in 
the peak periods (approximately one service every ten minutes), with planned improvements to increase 
carriage length and number of services.  
 
However the station facilities are poor, with limited access for buses to turnaround, low quality public realm, 
and no step free access. The car parking (385 spaces) is known to be operating close to or at capacity. As the 
demand for rail is to increase in the area as a result of other developments, it is likely that these issues will 
be exacerbated. 
 
Acknowledging the highway capacity issues in the area of the site and in Cambridge, and given the sites 
proximity to Whittlesford station, access to the site by rail is considered to be a key component of the 
strategy to reduce the highway impact of the proposed development. 
 
In addition to providing improved access to/from the station on foot, by bike and by bus (described above), 
the developer will contribute to towards the implementation of improvements to the station and 
surrounding public realm. These improvements will be developed as part of the Whittlesford Station 
Masterplan, which is currently being commissioned, but could include: 

 Further cycle parking including sheltered parking 

 Resurfacing works 

 Extending footways 
 
Initial discussions have been held with the station operator, user groups and other stakeholders in regard to 
potential enhancements, although firm proposals have not yet been agreed. It is proposed that funding for 
these measures be secured by condition or S106 obligation and detailed schemes are agreed in advance of 
commencement (see Appendix 11). 
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Highway Access 

The site is highly accessible by road from all directions, both strategically between London, Norwich and 
other major cities, and more locally between local towns and villages such as Bedford and Newmarket. The 
A505/A1301 Roundabout gets heavily congested during peak times, with rolling queues on the A505 
stretching back to the M11 and A11. 
 
Primary Site Access 

Primary vehicular access to the main development site is proposed from a single new roundabout on 
A1301, located around 1.5km south of the A505/A1301 roundabout and 2km north of the A11/A1301 
interchange. 
 
An indicative arrangement is shown in Drawing 1736/01/211.  
 
Secondary Site Access 

Existing priority junction accesses on to the A1301 at Hinxton Grange and Tichbaulk Road will be used as 
secondary accesses to the main development site, but will be restricted for use by emergency vehicles only. 
 
Bus/Cycle Interchange Access 

Vehicular access to the bus/cycle interchange will be from a priority junction on the A505, located around 
250m west of the A505/A1301 roundabout and 250m east of the A505/Station Road (E) junction. 
 
The existing A505 carriageway will be widened to the north to accommodate a new bus lane to give priority 
for buses entering and exiting the interchange area. 
 
An indicative arrangement is shown in Drawing 1736/01/207.  
 
A505/A1301 Roundabout Improvements 

Although not providing direct access to the main development site or bus/cycle interchange, the 
A505/A1301 roundabout has been included within the application site boundary as it is immediately 
adjacent to both areas. It is intended that any work undertaken to the roundabout and on other highway 
land shall be subject to a section 278 or other highway legal agreement. 
 
The roundabout will be improved to increase through traffic capacity by widening approach lanes and 
providing an additional circulating lane. A new shared use foot/cycle bridge will also be constructed over 
the roads to provide a safe crossing route. 
 
An indicative arrangement is shown in Drawing 1736/01/208.  
 
A capacity assessment of these new junctions is contained in section 7.0 below. 
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It is proposed that the package of highway works and associated trigger points be secured by condition or 
S106 obligation (see Appendix 11). 
 
Parking 

Car Parking 

South Cambridgeshire’s Emerging Local Plan includes a range of parking standards for new development3. 
Of particular relevance to this development are the following indicative maximum requirements for car 
parking provision: 

 A3: Restaurants/cafes – 1 space per 5m² GFA 

 B1: Business – 1 space per 30 m² GFA (over 2,500m²) 

 B2: General Industrial – 1 space per 50m² GFA 

 B8: Storage and Distribution – 1 space per 100m² GFA 

 D1: Non-residential institutions (pre-schools, crèches and nurseries) – 1.5 spaces per 2 staff 

 D2: Assembly and leisure (leisure) – 1 space per 22m² GFA (over 1,000m²) 
 
The majority of the proposed development will be employment uses (primarily B1b). It is estimated that the 
development will accommodate up to 4,000 employees4, which equates to a maximum average density of 
28m² GFA per employee. 
 
In order to encourage sustainable travel to/from the site and to restrict car driver trips to 50% of the total 
trips, it is proposed that car parking be provided at a rate of 0.5 per employee (up to 2,000 spaces). This is 
equivalent to 1 space per 58m² GFA. 
 
It is proposed that provision of a Car Parking Management Plan, setting out the details of parking provision, 
allocation, management and enforcement at the development, be secured by condition or S106 obligation 
and agreed prior to occupation (see Appendix 11). 
 
Electric Vehicles 

In order to encourage the uptake of electric vehicles, charging points will be provided across the 
development site based on London Plan standards5, which are more specific and ambitious than South 
Cambridgeshire’s Emerging Local Plan recommendations.    A minimum of 40% of spaces (up to 800) will 
have charging points. 

                                                               
3  Proposed Submission Local Plan (Jul 2013), Policy TI/3: Parking Provision and Figure 12 Parking Provision 
4  SmithsonHill A Park for AgriTech Economic Impact Assessment (Collison & Associates, September 2017), included as a Technical Appendix 

to the Environmental Statement 
5  The London Plan (March 2016), Policy 6.13 Parking and Parking Addendum to Chapter 6 
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Cycle Parking 

South Cambridgeshire’s Emerging Local Plan includes a range of parking standards for new development6. 
Of particular relevance to this development are the following minimum requirements for cycle parking 
provision: 

 A3: Restaurants/cafes – 1 space per 10m² GFA 

 B1: Business – 1 space per 30m² GFA 

 B2: General Industrial – 1 space per 40m² GFA 

 B8: Storage and Distribution – on merit 

 D1: Non-residential institutions (pre-schools, crèches and nurseries) – 1 space per 2 staff working at the 
same time 

 D2: Assembly and leisure (leisure) – 1 space per 25m² (net floor area) and for every 15 seats for 
spectators 

 
It is proposed that cycle parking be provided at a rate of 1 space per employee (up to 4,000 spaces), which 
at 1 per 28m² is higher than the minimum standards for B1 use (1 per 30m²). The development is estimated 
to generate up to 666 new travel-to-work journeys (arrivals and departures) by cycle per day, in the “target” 
scenario with ambitious sustainable transport mode shares (see section 5.0 below). Allowing an additional 
50% for inefficiencies in the distribution of parking across the site, this would equate to a maximum daily 
demand for around 1,000 cycle parking spaces, which is well within the proposed provision of 4,000 spaces. 
 
Deliveries and Servicing 

All deliveries and servicing will take place via the primary site access from the A1301. It is proposed that the 
details of such activities, along with any swept path analysis will be provided in future detailed reserved 
matters planning applications. 
 
Adoption Strategy 

It is proposed that the new vehicle accesses and the foot/cycle bridge over the A505/A1301 roundabout will 
become part of the adopted highway network. All other roads and paths within the land owned by 
SmithsonHill will remain unadopted. 
 
However, it is proposed that the key stretches of shared-use path running parallel to the A505 and A1301 be 
designated as public rights of way. 
 

                                                               
6  Proposed Submission Local Plan (Jul 2013), Policy TI/3: Parking Provision and Figure 12 Parking Provision 
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4.4 Framework Travel Plan 

The Framework Travel Plan forms a fundamental part of SmithsonHill’s proposals. It establishes the strategy 
for ensuring travel to and from the development is as sustainable as possible, identifying a range of 
activities and measures, beyond the physical infrastructure described in section 4.3 above, that will be put 
in place. It also sets out a plan for monitoring and managing the achievement of the travel targets 
throughout the life of the development. 
 
The Framework Travel Plan is included as Appendix 4. It has initially been prepared in draft. However, it is 
proposed that it be updated and agreed with the highway authority in advance of occupation as part of a 
S106 agreement (as has been done for the Cambridge Biomedical Campus Phase 2 development for 
example). In future it will be a standalone document supporting the delivery and operation of the 
development. 
 
Targets 

The Framework Travel Plan includes a target modal split for the development compared to the existing 
(business-as-usual) modal split taken from 2011 Census data for travel to work in MSOA 017 (Table 4.1). The 
business-as-usual scenario shows that 79% of trips to work in the area are by car drivers. It is proposed that 
the development achieve the ‘target’ modal share of no more than 50% car drivers. 
 
Table 4.1 Existing and Target Mode Split 

Mode Existing7 Target 

Car Driver 79% 50%
Car Passenger 5% 10%
Bus/Rail 9% 30%
Cycle 4% 7%
On Foot 3% 3%
Total 100% 100%
 
These “Business as Usual” and “Target” mode splits have been taken forward into the assessment work in 
the sections that follow. Further discussion on the basis for these targets is included in section 5.2 below. 
 

                                                               
7  Source: 2011 Census, Travel to Work in MSOA South Cambridgeshire 017 (for people employed in MSOA SC17) 
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A trip generation exercise has been undertaken to estimate the number of multi-modal trips generated by 
the development. 
 
As there are no other directly representative AgriTech parks in the country to use as a comparator for travel 
surveys, the trip generation exercise has been based on the travel patterns of typical business park 
employees, using the mode split of people that currently travel to work in the local area, and applying this 
to the maximum number of employees that might ultimately occupy the site. This approach establishes a 
robust worst case estimate of the impact of the development and is described in sections 5.1 to 5.3 below. 
 
The following key assumptions have informed the exercise: 

 No supplanted trips have been considered 

 Ancillary site uses are assumed not to generate any off-site trips 
 
Cambridgeshire County Council has raised concerns that this approach might not accurately reflect the 
type of activity likely to take place on this site. In response, a first principles approach to trip generation, 
using an illustrative development mix, has been undertaken as a sensitivity test. This is described in section 
5.4 below. 
 
5.1 Person Trip Rates 

Multi-modal trip rates have been extracted from surveys of similar sites in the TRICS database in the last 10 
years, using the following criteria: 

 Type: 02 Employment – B Business Park 

 Location: Edge of Town / Suburban Area 

 Area: England 

 Survey Type: Multi-modal 

 Trip Rate Parameter: Number of Employees 
 
  

5.0  
Trip Generation 
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Based upon the above parameters, five sites were selected as summarised in Table 5.1 below. Detailed 
TRICS site data is provided in Appendix 5 for reference.8 
 
Table 5.1 TRICS Sites Selected (Employment – Business Park) 

 Ref Site Name Town / City Local 
Authority Location GFA(sqm) No. of 

Employees
Sqm per 

employee 

1 HC-02-B-
02 

Lakeside 
Business Park 

Portsmouth Hampshire Suburban 
Area 

55,000 2,800 20

2 LN-02-B-
02 

(unknown) Lincoln Lincolnshire Edge of 
Town 

5,000 105 48

3 SH-02-B-
02 

(unknown) Telford Shropshire Suburban 
Area 

1,300 60 22

4 TW-02-B-
02 

(unknown) North Shields Tyne & 
Wear 

Suburban 
Area 

27,142 198 137

5 
TW-02-B-
03 

Doxford 
International 
Business Park 

Sunderland 
Tyne & 
Wear 

Edge of 
Town 77,513 6,069 13

 
As can be seen in the table above, the gross floor area and number of employees vary considerably 
between sites.  
 
In discussion with Cambridgeshire County Council, it was agreed that trip rates would be determined per 
employee to provide the most comparative trip rate. Using the sites selected above, the average trip rate 
has been calculated for the peak hours as set out in Table 5.2. 
 
Table 5.2 Total Trip Rates per Employee (Employment - Business Park) 

Total Trip Rates 
Arr. Dep. Tot. 

AM Pk 0800-0900 0.365 0.044 0.409 
PM Pk 1700-1800 0.036 0.289 0.325 
Daily 0700-1900 1.204 1.174 2.378 
 
 
5.2 Mode Split 

A target mode split (see section 4.4 above) has been used to generate multi-modal trips. As is shown in 
Table 5.3, the target mode split is compared to other science parks in the area, Census 2011 data for travel 
to work in South Cambridgeshire MSOA 017 (“business as usual”), and the peak hour average modal split 
generated by the TRICS sites outlined above. 
 
 

                                                               
8  Note that these trip rates were originally extracted for the Transport Scoping Note (v2 14.11.2016). Since then the TRICS version has been 

updated and the default cut‐off date for survey selection has increased from Jan 2008 to Jan 2009. This results in the two Tyne & Wear 
(TW) surveys from Oct 2008 being excluded by default. However, it should be noted that these two surveys were both undertaken well 
within the last 10 years, so are still considered to be valid sites for inclusion. 
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Table 5.3 Mode Split  

Mode Target 
Modal Split 

Comparison 
Wellcome 

Trust9 
(1,750 Emp) 

Granta Park10 
(2,600 Emp) 

Business as 
Usual11 

Selected 
TRICS Sites  

Car Driver 50% 57% 78% 79% 76% 
Car Passenger 10% 9% 5% 5% 9% 
Bus/Rail 30% 30% 11% 9% 8% 
Cycle 7% 2% 4% 4% 2% 
On Foot 3% 1% 2% 3% 5% 
Total 100% 100% 100% 100% 100% 
Parking Spaces 
per Employee 

0.50 0.58 0.73 - - 

 
The target mode split proposes an ambitious reduction in vehicle use in comparison to local journey-to-
work Census data (for people that work in the area), and to the selected TRICS sites. This builds on the fact 
that the site is particularly accessible by rail, being with walking distance of Whittlesford Parkway station, 
and the proposals will provide significantly improved walking, cycling and bus/shuttle connections to the 
station and surrounding settlements like Sawston and Hinxton. 
 
Comparing with other local business and science parks, there is a correlation between the number of 
parking spaces provided per employee and the proportion of vehicle split, indicating that restraining 
parking provision limits vehicle use. This is reinforced by CCC’s position in relation to the recent approval of 
Sawston Trade Park application (Ref: S/2284/17/OL), which placed particular emphasis of on limiting 
parking numbers as a way of reducing car trips, based on the location’s accessibility (1 mile from 
Whittlesford Parkway) and combined with a Travel Plan and Car Park Management Plan.  
 
However, it should be noted that parks like the Wellcome Trust Genome Campus that have been successful 
in achieving lower driver mode share, also invest heavily in complementary sustainable travel measures, like 
private shuttle services, car sharing schemes and promoting walking and cycling.  
 
Based on the proposed restriction of on-site parking to a rate of 0.50 per employee and SmithsonHill’s 
commitment to invest in walking, cycling and public transport infrastructure and operations, the proposed 
target mode split is both desirable and realistic.  
 
As referred to in section 4.0 above, a robust Travel Plan and set of conditions and S106 planning obligations 
shall be implemented to ensure these targets are achieved (see Appendix 11). 
 
                                                               
9  Source: Wellcome Trust Genome Campus Green Travel Plan 2014-2019 (PBA, 26.08.2014).  

Note The Travel Plan indicates that in 2013 with a rate of 0.58 parking spaces per employee, a measured 48% of trips were single 
occupancy vehicle (SOV) with additional 17% of trips were car shared. Assuming sharers had a vehicle occupancy of 2, around 57% of 
trips were car drivers. The Travel Plan had a target of 40% SOV and 20% car sharers by 2020 (i.e. approximately 50% of trips by car drivers). 

10  Source: Mode split extrapolated from TA submitted with planning application S/1110/15/OL 
Note that Granta Park currently has a single occupancy vehicle target of 53%, but that this has not been demonstrated to date. 

11  Source: Census 2011 Travel to Work in MSOA South Cambridgeshire 017 (destination data) 
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5.3 Trips Generated 

The proposed development will accommodate up to 4,000 employees. By applying this figure to the trip 
rates in Table 5.2, the total person trips in Table 5.4 are anticipated to be generated. 
 
Table 5.4 Total Person Trips 

 Total Person Trips 
 Arr Dep Tot
AM 0800-0900 1,460 176 1,636
PM 1700-1800 144 1,156 1,300
12HR 0700-1900 4,816 4,696 9,512
 
The “business as usual” and “target” mode splits in Table 5.3 have been applied to the figures above to 
provide an estimate of multi-modal trip generation, summarised in Table 5.5 and Table 5.6 below. These 
trips have been used to inform the impact assessment of the development on the local transport network.  
 
Table 5.5  Multi-Modal Development Trips (Business as Usual) 

Mode Split  
AM 

0800-0900 
PM

1700-1800
12Hr

0700-1900

Car Driver 
  Arr 1,156  114 3,813

79% Dep 139  915 3,718

  Tot 1,295  1,029 7,532

Car 
Passenger 

  Arr 67  7 220

5% Dep 8  53 214

  Tot 75  59 434

Rail 
  Arr 24  2 79

2% Dep 3  19 77

  Tot 27  21 156

Bus 
  Arr 103  10 338

7% Dep 12  81 330

  Tot 115  91 668

Cycle 
  Arr 65  6 215

5% Dep 8  52 210

  Tot 73  58 426

Pedestrian 
  Arr 42  4 139

3% Dep 5  33 136

  Tot 47  38 275

Total 
  Arr 1,460  144 4,816

100% Dep 176  1,156 4,696

  Tot 1,636  1,300 9,512
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Table 5.6  Multi-Modal Development Trips (Target) 

Mode Split  
AM 

0800-0900 
PM

1700-1800
12Hr

0700-1900

Car Driver 
  Arr             730                  72          2,408 

50% Dep                88               578          2,348 
  Tot             818               650          4,756 

Car 
Passenger 

  Arr             146                  14             482 
10% Dep                18               116             470 
  Tot             164               130             951 

Rail 
  Arr             219                  22             722 

15% Dep                26               173             704 
  Tot             245               195          1,427 

Bus 
  Arr             219                  22             722 

15% Dep                26               173             704 
  Tot             245               195          1,427 

Cycle 
  Arr             102                  10             337 

7% Dep                12                  81             329 
  Tot             115                  91             666 

Pedestrian 
  Arr                44                    4             144 

3% Dep                  5                  35             141 
  Tot                49                  39             285 

Total 
  Arr          1,460               144          4,816 

100% Dep             176            1,156          4,696 
  Tot          1,636            1,300          9,512 

 
While both “Business as Usual” and “Target” scenarios are assessed in section 7.0 below, it is proposed that 
the vehicle trips generated in the “Target” scenario be established as maximum allowable flows, enforced 
by condition and/or S106 obligation and monitored through the Travel Plan (see Appendix 4 and 
Appendix 11).   
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5.4 Sensitivity Test 

CCC suggested that the approach of using trip rates derived from the Business Park category in TRICS did 
not correlate closely enough with the proposed development and requested a first principles approach be 
adopted12, To address this concern trip rates have been interrogated for the full range of uses that will be 
provided within the site.  
 
It presents a first principles approach which details how the Park is expected to operate and its anticipated 
trip generation, for comparison with the trip generation set out in the sections above. 
 
Development Mix 

The outline planning application (all matters reserved) seeks permission for up to 112,000 sqm (gross) 
employment floorspace. A particular land use mix is not defined, however, as described in the Planning 
Statement, in order to meet the requirement of the AgriTech sector, with a focus on near-to-market 
commercialisation, the development will include a flexible quantum of employment space incorporating 
primarily B1b (R&D), supported by B1a (office) and B1c (light industry), with some ancillary B2 (general 
industrial) and B8 (commercial storage) uses. 
 
In the context of B2 there is the potential for an occupier whose operations fall more within the general 
industrial agricultural function but on a small scale, as anything large scale wouldn’t fit with the campus 
environment. Therefore the majority of ‘employment’ is assumed to fall within the B1 use. 
 
In addition to employment directly associated with the AgriTech sector, the proposed development will 
include additional ancillary uses such as A3 (café), A5 (hot food take away), D1 (nursery / education / 
conference facilities) and D2 (leisure e.g. gym). For assessment purposes, all visitor trips to and from these 
additional ancillary uses are assumed to be internal/linked trips within the development. As a worst case it is 
assumed that employee commuting trips related to these ancillary functions are assumed to be similar to 
the trips generated by B1 uses. 
 
To ensure that these ancillary uses do not generate any additional vehicle trips during the peak hours, it is 
proposed that a range of conditions and/or S106 obligations will be used to restrict external usage in the 
peak hours (see Appendix 11). 
 
For illustrative purposes, Table 5.7 sets out the likely mix of land uses for the development, along with 
typical employment densities and the anticipated number of employees for each land use. These are then 
grouped by TRICS use class to inform a comparative trip generation exercise presented below. 
  

                                                               
12  Extract from Cambridge County Council Pre-application Transport Comments, 03.01.2017: 

“8.6 The employment type is not comparable to the TRICS employment use identified, therefore the County Council suggest that a first 
principles approach be provided which details how the site is expected to operate and the anticipated trip generation. This could be 
compared to the trip generation extracted from TRICS.” 
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Table 5.7 Illustrative Development Mix 

Land Use Proportion NIA 
(sqft) 

GIA13 
(sqm) 

GIA/FTE14 
(sqm/emp)

Employees TRICS 
Use 

Class 

GIA 
(sqm) 

Employees

B1a Office 12% 120,000 13,378 13 1,029

02-B 84,009 2,741

B1b R&D 46% 460,000 51,282 40 1,282
B1b Laboratory  10% 100,000 11,148 60 186
A3/A5 2% 17,940 2,000 18 111
D115 3% 3,000 3,000 36 83
D2 3% 3,200 3,200 65 49

B1c Light Industry 23% 230,000 25,641 47 546
02-D 26,756 577

B2 General Industrial 1% 10,000 1,115 36 31

B8 Storage  1% 10,000 1,115 70 16 02-F 1,115 16

Totals 100% 1,000,000 111,484 33 3,333 - 111,880 3,333
 
As shown, it is anticipated that the most significant proportion of TRICS use class will be 02/B (Business 
Park), followed by 02/D (Industrial Estate) and that the site will have a small element of 02/F (Commercial 
Storage). 
 
The Transport Scoping Note v2 (and section5.1 above) assumed the whole development was 02-B Business 
Park for up to 4,000 employees. The illustrative mix above provides a more detailed employment split for 
the proposed park than that provided in the scoping note.  Alternative employment densities have been 
used to calculate the anticipated number of employees for the whole development, in order to reflect the 
significant variation in employment density across all uses. 
 
The total GIA/Employee ratio and the total number of Employees in Table 5.7 results in a slightly lower total 
employee density and ratio to that assumed in the Transport Scoping Note: 28sqm/emp and 4,000 
employees, respectively. 
 
Comparative Trip Generation 

The TRICS database of travel surveys was used to establish trip rates for the three use classes. Survey sites 
were selected in England (outside London) and in ‘Suburban’, ‘Edge of Town’ or ‘Freestanding’ locations. 
 
Table 5.8 sets out the extracted trip rates (by employee) for each TRICS use class and the total trips 
generated relative to the assumed AgriTech development quantum summarised in Table 5.7.  
 
Figure 5.1 and Figure 5.2 below provide a summary of this data.  
 
 

                                                               
13  Source: Terence O’Rourke 22.03.2017 
14  Source: All employment densities taken from Employment Densities Guide (Homes & Communities Agency, 2015) unless otherwise stated. 
15  Source: Employment density from Employment Densities Guide (Homes & Communities Agency, 2010). 
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Table 5.8 Trip Generation Summary for Sensitivity Test 

TRICS Reference Employees 
Trip Rates  

(per employee) Total Person Trips 

ARR DEP TOT ARR DEP TOT 

02/B 
Business Park 

2,741 AM 0.37 0.04 0.41 1,000 121 1,121

82% PM 0.04 0.29 0.33 99 792 891

12HR 1.20 1.17 2.38 3,300 3,217 6,517

02/D 
Industrial Estate 

 

577 AM 0.46 0.23 0.69 265 133 398

17% PM 0.11 0.37 0.47 61 213 273

12HR 3.28 3.26 6.53 1,889 1,878 3,767

02/F 
Warehousing 
(commercial) 

16 AM 0.17 0.04 0.21 3 1 3

1% PM 0.02 0.09 0.11 0 1 2

12HR 1.02 1.11 2.14 16 18 34

Total 

3,333 AM - - - 1,268 254 1,522

100% PM - - - 160 1,006 1,166

12HR - - - 5,205 5,113 10,318

 
For comparison, Table 5.9 sets out the original trip generation included within the Transport Scoping Note 
(v2) (and as shown in Table 5.4 above) which used trip rates (by employee) from TRICS land use class 02/B 
(Business Park) only.  
 
Table 5.9 Trip Generation from Scoping Note16 

4,000 
Total Employees  

Trip Rates  
(per Employee)  

Total Person Trips 

ARR DEP TOT ARR DEP TOT 
AM (0800-0900)  0.37 0.04 0.41 1,460 176 1,636
PM (1700-1800)  0.04 0.29 0.33 144 1,156 1,300

12HR (0700-1900)  1.20 1.17 2.38 4,816 4,696 9,512
 
Comparing the total trips generated by the alternative methods in Table 5.8 and Table 5.9, one can see that 
both the AM and PM peaks are of a comparable order, with the trips generated for the sensitivity test being 
lower. However the number of trips across the 12HR period in Table 5.8 is higher, due to the inclusion of 
specific light/general industrial and commercial storage use class elements which have a higher proportion 
of trips across the 12HR period as shown in Figure 5.1 and Figure 5.2. 
 

                                                               
16  Source: Transport Scoping Note v2 (Alan Baxter, November 2016) 
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Figure 5.1 AM Peak Total Trips by TRICS Use Class 

 

Figure 5.2 12HR Total Trips by TRICS Use Class 
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Conclusion 

From the above it can be seen that a more detailed trip generation exercise (sensitivity test), breaking down 
employment into an illustrative mix of different use classes, confirms the AM peak period (0800-0900) as 
critical and produces similar trip rates to those produced assuming a standard TRICS 02/B Business Park use 
across the site, although with fewer trips in both the AM (busiest) and PM peak hours. 
 
The initial trip generation exercise, set out in sections 5.1 to 5.3 above (and Transport Scoping Note v2), 
presents a robust worst case estimate during the peak periods, and has been based on accommodating up 
to 4,000 employees on site. This robust worst case estimate has therefore been taken forward to the 
detailed assessment and mitigation work that follows. 
 
As noted in section 5.3 above, it is proposed that the vehicle trips generated in the “Target” scenario be 
established as maximum allowable flows, enforced by condition and/or S106 obligation and monitored 
through the Travel Plan (see Appendix 4 and Appendix 11).   
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5.5 Trip Distribution and Assignment 

Vehicle trip distribution has been calculated based on Census 2011 Journey-to-Work data for people that 
work in the local area (MSOA SC 17), and is summarised out in Table 5.10 below. 
 
Table 5.10 Vehicle Trip Distribution17 

Code Direction % 
 

 

A M11 North 25% 
B A1301 North 12% 
C A1307 North West 7% 
D A11 North 21% 
E A1307 South East 6% 
F Abington 2% 
G B184 3% 
H M11 South 7% 
I Chesterfords 1% 
J Hinxton 2% 
K Whittlesford 1% 
L A 505 West 13% 

 
In summary, traffic coming from/going to the North dominates journey to work movement patterns in the 
area. 
 
Applying this distribution to the vehicle trips summarised in Table 5.5, provides peak hour development 
trips for each of the link and turning movements on the network. The impact of the development will then 
be determined by the peak hour percentage change of link flows and turning movements in comparison to 
a future year baseline on this network. 
 
Detailed census extracts, calculations and routing assumptions are included in Appendix 6 for reference. 

  

                                                               
17  Source: Census 2011 Travel to Work in South Cambridgeshire MSOA 017 
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6.1 Vehicular 

Highways 

It is predicted that in the AM (busiest) peak hour, up to 1,295 vehicular trips could be generated in the 
“business as usual” scenario, and up to 818 vehicular trips in the “target” scenario that SmithsonHill has 
committed to achieving. The impact of these trips on the highway network is described in detail in section 
7.0 below. 
 
Parking 

As outlined in section 4.3 above, in order to encourage sustainable travel to/from the site and to restrict car 
driver trips to 50% of the total trips in the “Target” scenario, it is proposed that car parking be provided at a 
rate of 0.5 per employee (up to a maximum of 2,000 spaces). This is equivalent to 1 space per 56m² GFA. 
 
A parking accumulation assessment is presented in Table 6.1 below. This applies the car driver mode share 
for the “Business as Usual” (79%) and “Target” (50%) scenarios to the total person trip rates across the day, in 
order to identify vehicular arrivals and departures in hour-hourly intervals and resultant parking occupancy, 
 
For this assessment, it is assumed that: 

 Total car parking capacity is up to 2,000 spaces. 

 As parking will be distributed across a number of discreet locations around the park, the overall parking 
efficiency will be 85%, giving an effective capacity of 1,700 spaces. 

 10% of parking spaces are occupied before 07:00 and after 19:00. 
 
  

6.0  
Multi-Modal Impact Assessment 
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Table 6.1 Car Parking Accumulation Assessment 

  
Business as Usual Target 

Arr Dep Dem Occ Arr Dep Dem Occ 
Pre 07:00 - - 200 10% - - 200 10%
07:00-07:30 120 25 295 15% 76 16 260 13%
07:30-08:00 396 57 634 32% 250 36 474 24%
08:00-08:30 472 54 1,052 53% 298 34 738 37%
08:30-09:00 684 86 1,651 83% 432 54 1,116 56%
09:00-09:30 314 79 1,885 94% 198 50 1,264 63%
09:30-10:00 177 67 1,996 100% 112 42 1,334 67%
10:00-10:30 76 51 2,021 101% 48 32 1,350 68%
10:30-11:00 82 60 2,043 102% 52 38 1,364 68%
11:00-11:30 105 86 2,062 103% 66 54 1,376 69%
11:30-12:00 165 111 2,116 106% 104 70 1,410 71%
12:00-12:30 111 184 2,043 102% 70 116 1,364 68%
12:30-13:00 139 120 2,062 103% 88 76 1,376 69%
13:00-13:30 130 171 2,021 101% 82 108 1,350 68%
13:30-14:00 139 120 2,040 102% 88 76 1,362 68%
14:00-14:30 86 114 2,012 101% 54 72 1,344 67%
14:30-15:00 82 117 1,977 99% 52 74 1,322 66%
15:00-15:30 73 149 1,901 95% 46 94 1,274 64%
15:30-16:00 98 165 1,834 92% 62 104 1,232 62%
16:00-16:30 79 310 1,603 80% 50 196 1,086 54%
16:30-17:00 127 380 1,350 67% 80 240 926 46%
17:00-17:30 67 583 833 42% 42 368 600 30%
17:30-18:00 48 333 548 27% 30 210 420 21%
18:00-18:30 29 222 355 18% 18 140 298 15%
18:30-19:00 16 76 295 15% 10 48 260 13%
Post 19:00 - - 200 10% - - 200 10%
Max     2,116 106%    1,410 71%

 
In the “Business as Usual” scenario, maximum parking demand is 2,116 (106% of maximum capacity) and 
the effective parking capacity (1,700) is exceeded between 09:00 and 16:00. This indicates that, with parking 
allocation and enforcement in place, the restricted parking provision will be an effective measure to help 
encourage more sustainable travel behaviour. 
 
In the “Target” scenario, maximum parking demand is 1,410 (71% of maximum capacity), which is 
comfortably within effective parking capacity. This means that fewer than 2,000 spaces may ultimately be 
needed on site. 
 
As previously noted, it is proposed that provision of a Car Parking Management Plan, setting out the details 
of parking provision, allocation, management and enforcement at the development, be secured by 
condition or S106 obligation and agreed prior to occupation (see Appendix 11).  
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6.2 Public Transport 

Rail 

The critical impact on rail services is in the “target” scenario for AM arrivals and PM departures. 
 
It is predicted that 219 extra passengers will be arriving by rail (primarily at Whittlesford Parkway Station) in 
the AM peak hour, with an extra 173 passengers departing in the PM peak. There will be a total of 1,427 
extra passengers arriving and departing by rail between 0700 and 1900. 
 
Based on current patterns of movement for MSOA SC 17 (see section 3.7 above), Cambridge city and 
London are likely to be the most significant origins/destinations for these rail trips. Overall it is expected 
that the split will be broadly 50% to/from the north and 50% to/from the south. 
 
Assuming all rail journeys take place via Whittlesford Parkway Station, this increase is equivalent to an 
additional 36 passengers (around a third of a carriage) per train in the AM peak hour and an additional 17 
passengers (around a fifth of a carriage) in the PM peak hour. 
 
The Greater Anglia Route Utilisation Strategy (RUS) (Network Rail, Dec 2007) noted that capacity on the line 
between Bishops Stortford and Cambridge was then between 30% and 70%, with demand forecast to 
increase 19% over the following 10 years. It noted a typical min utilisation of 49% and max utilisation of 
89%.  
 
Planned train lengthening of selected peak hour services from 8 to 12-car units by 2023 will help to 
accommodate the additional demand predicted in the RUS and generated by this development. Although 
not yet confirmed, it is estimated that this additional peak hour capacity at Whittlesford Parkway could be in 
the order of 400-600 passengers18. 
 
Station improvements could also be considered such as providing improved accessibility between 
platforms 1 and 2, enhancing interchange and waiting areas, introducing station toilets and providing 
additional cycle parking. 
 
It is estimated that 50% of rail passengers (110 in the AM peak hour) will use the shuttle bus service for their 
connecting journey to or from the development site. 25% of rail passengers (55) will cycle and the 
remaining 25% (55) will walk. While space on existing trains is limited for travelling with unfolded bicycles 
(as noted in section 3.4 above), it is anticipated that the majority of rail users making connecting cycle 
journeys to/from the site would do so using folding bikes, bikes left at the station or bus/cycle interchange 
overnight, or hire bikes. 
 
  

                                                               
18  Assumes one lengthened service stops at Whittlesford Parkway in the peak hour, with four additional cars accommodating 100-150 

passengers each 



 

 1736-001  /  Transport Assessment  /  February 2018 Alan Baxter 76 

Bus/Shuttle 

The critical impact on bus services is in the “target” scenario for AM arrivals and PM departures. 
 
In the AM peak hour it is predicted that 219 passengers will arrive at the development site by bus (main 
mode) either using local bus services or the shuttle bus. An additional 110 passengers will arrive using the 
shuttle bus service (secondary mode) to transfer from rail.  
 
In the PM peak hour, 173 passengers will depart the development site by bus (main mode) with an 
additional 87 passengers using the shuttle (secondary mode) to connect to onward rail services. 
 
A total of 1,784 bus/shuttle passengers will be arriving and departing from the development site between 
0700 and 1900. 
 
To deal with these passenger numbers, provision of a dedicated shuttle service will be required, as well as 
funding of improvements to existing bus services. 
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6.3 Cycling 

There will be a total of 666 cycle trips between 0700 and 1900 in the “target” scenario, and at peak hours 
115 arrivals and departures in the AM and 91 arrivals and departures in the PM.  Additionally, 25% of the rail 
journeys are assumed to transfer to cycle trips between Whittlesford Parkway station and the development 
site.  This is a further 61 cycle trips in the AM peak and 49 in the PM peak.  It is assumed that those travelling 
by rail and then cycling would bring either a foldable bike on the train, have a conventional bike that is left 
at the station or bus/cycle interchange overnight, or make use of the proposed cycle hire scheme. 
 
It is assumed that the origin of cycle only trips will be broadly similar to the current pattern of cycling for 
people working in the MSOA SC 17 area (see section 3.7 above).  Significant places will therefore be 
Cambridge City (33 trips in the AM peak), the MSOA SC 17 area (31 trips in the AM peak) and Sawston (19 
trips in the AM peak).  Overall it is expected that 73% will be to/from the north of the main site, 4% the 
south, 9% the east and 14% the west. 
 
The most significant cycle flows will be on the new multi-user path parallel to the A1301between the main 
site and the A505/A1301 junction. This will comprise cycle-only flows from the north and east (88 trips in 
the AM peak) and those associated with Whittlesford Parkway Station (61 trips in the AM peak). 
 
This predicted maximum two-way cycle movement of 149 trips in the AM peak is low in relation to the 
capacity of the proposed path. The proposed multi-user path of 4m in width would provide a high level of 
service even with the pedestrians that are also predicted to be using the same path (see Figure 6.1 below). 
 

 

 

Figure 6.1 Cycle Flow Categories and Recommended Widths19 

 

                                                               
19  London Cycle Design Standards (Transport for London, 2014) 
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6.4 Walking 

There will be a total of 285 walking trips between 0700 and 1900 in the “target” scenario, and at peak hours 
49 arrivals and departures in the AM and 39 arrivals and departures in the PM.  Additionally, 25% of the rail 
journeys are assumed to transfer to walking trips between Whittlesford Parkway station and the 
development site.  This is a further 61 walking trips in the AM peak and 49 in the PM peak. 
 
It is assumed that employees who are walking only will be living in either of the villages of Hinxton, Ickleton, 
Duxford, Pampisford, Whittlesford Bridge and the southern end of Sawston, all of which are within a 30 
minute walk from the development site (see section 3.7 above).  Given the size and location of these villages 
it is assumed that 70% (34 in the AM peak) will be to/from the west using North End Road and then crossing 
the A1301. The remaining 30% (15 in the AM peak) will be to/from north using the new multi-user path 
parallel to the A1301.  Walking trips associated with Whittlesford Parkway Station will also be to/from the 
north adding a further 61 trips to the new multi-user path. 
 
With 76 development generated walking trips on the busiest link, and as a worst case assuming pedestrians 
are restricted to half of the 4m path width, gives a maximum of 0.6ppmm (pedestrians per minute per clear 
footway width), which is well within the highest pedestrian comfort level20 allowing plenty of space for 
people to walk at the speed and the route that they choose.  
 

                                                               
20  Pedestrian Comfort Guidance for London (Transport for London, 2010), identifies a pedestrian comfort level (PCL) range from A+ (very 

comfortable) to E (very uncomfortable), with the highest PCL (A+) being any footway with < 3ppmm and the recommended minimum 
PCL (B+) being 12-14ppmm. 
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7.1 Methodology 

Study Area 

In order to assess the impact of the proposed development on the local highway network, an assessment 
has been undertaken of the principal highways and junctions within the vicinity of the site.  In consultation 
with CCC the junctions considered relevant for a detailed assessment are as follows: 

 J1: M11/A505 Roundabout 

 J2: A505/Hunts Road Roundabout 

 J3: A505/Moorfield Road Staggered Priority Junction 

 J5: A505/Station Road Priority Junction 

 J7: A505/A1301 Roundabout 

 J9: A1307/A11 Grade Separated Roundabout 

 J12: A1301/North End Road Priority Junction 

 J13: A1301/Hunts Lane Priority Junction 

 J14: A1301/Wellcome Trust Roundabout 

 J15: A1301/A11 North and South Roundabouts 

 J16: B184/Newmarket Road Roundabout 
 
The proposed new site access junctions have also been assessed: 

 J6: A505/Bus/Cycle Interchange Access Priority Junction 

 J11: A1301/Main Site Access Roundabout 
 
The locations of these junctions are shown on Plan 14. 
 
  

7.0  
Highway Impact Assessment 
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Assessment Scenarios 

Four scenarios have been used to test the highway impact of the development and to identify where 
mitigation is required. These scenarios are: 

 2017 Baseline (Observed Traffic Flows) 
 
This scenario provides a baseline using existing traffic flows for the junctions listed above.  Existing 
traffic flows were surveyed in February 2017. 

 2030 Future Baseline without Development 
 
This scenario provides a future baseline in 2030, the year when it is anticipated that the proposed 
development will be fully occupied.  A regional traffic growth factor (TEMPRO) of 1.2  has been applied 
to the Baseline scenario flows from 2017 and vehicle trips associated with the committed development 
sites that are assumed to be on the local network in 2030 have been added. 

 2030 Future Baseline with Development - Business-as-Usual 
 
This scenario adds the proposed development’s vehicle trips in relation to the business-as-usual trip 
generation scenario (as set out in Section5.2 above) to the 2030 Future Baseline scenario.  
 
This worst case scenario provides an assessment of the network assuming that commuting trips to and 
from the proposed development are based on a 2011 Census mode split with high single occupant 
vehicle travel, rather than the ‘target’ mode split that the applicant has committed to. 

 2030 Future Baseline with Development - Target  
 
This scenario adds the proposed development’s vehicle trips in relation to the target trip generation 
scenario (as set out in Section 5.2 above) to the 2030 Future Baseline scenario.  
 
This target scenario provides an assessment of the network assuming that commuting trips to and from 
the site by car are minimised and consequently a higher proportion of trips are via sustainable modes, 
due to the limited car parking and associated sustainable travel measures committed to by the 
applicant.  

 
Two further scenarios have been considered as a sensitivity test to assess the likely impact of the North 
Uttlesford Garden Settlement, Chesterford Research Park and other draft allocations in Uttlesford District’s 
emerging local plan, which the council hopes to adopt in 2019. These scenarios are: 

 2033 Uttlesford with Development - Business-as-Usual 

 2033 Uttlesford with Development - Target 
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The baseline data and growth assumptions for these scenarios are set out in the sections below. Resultant 
traffic distribution diagrams for AM and PM peak hours in each of the scenarios above are included for 
reference in Appendix 9. 
 
Baseline Traffic Flows 

To understand the characteristics of the existing traffic flows in the area a series of traffic surveys were 
undertaken in February 2017. The specification for these surveys was agreed with CCC in advance.  
 
Link Flows 

Classified traffic flow counts were obtained for a neutral two-week period 23rd January to 5th February 2017 
for the following roads: 

 A505 

 M11 

 A11 

 A1301 

 A1307 
 
Turning Counts and Queue Lengths 

Fully classified turning movements and queue lengths were surveyed within the same period on 
Wednesday 1st February from 07:00 to 10:00 and from 16:00 to 19:00 at the following junctions: 

 A505/M11 

 A505/Hunts Road 

 A505/Moorfield Road 

 A505/Station Road 

 A505/A1301 Roundabout 

 A505/A11/Pampisford Road (all movements) 

 A11/A1307 

 A1301/New North Road/Private Access 
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 A1301/Hunts Lane 

 A1301/Wellcome Campus 

 A1301/A11 

 B184/Newmarket Road/Walden Road/Field Farm Drive 
 
Analysis of the data across the study area shows that the critical peak period is the morning (0700-1000hrs) 
with 0800-0900 the peak hour within that period. Further analysis confirms that the turning movement and 
queue length surveys were undertaken on an average day within the two-week survey period. This is shown 
on the figures in Appendix 7. 
 
From observations during site visits it is apparent that, in the morning peak period, parts of the local 
highway network are busy 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 A505/A1301 
roundabout.  This situation occurs due to the A505 east of the Hunts Road junction reducing from two lanes 
to one and west of the junction lane markings inform vehicles to queue in a single lane towards Hunts Road 
roundabout. Additionally there is general congestion at the A505/A1301 roundabout, which results in slow 
moving traffic east-, west- and northbound.  
 
ANPR Surveys 

Automatic Number Plate Recognition (ANPR) surveys were undertaken in order to identify the extent of 
“rat-running” traffic using local roads through Duxford, Hinxton and Ickleton to bypass congestion on the 
A505 and A1301. 
 
As summarised on Plan 15, of the vehicles recorded travelling between the Wellcome Trust roundabout 
and Hunts Road Roundabout, 88% travelled via A1301 and A505 along the main roads with 10% travelling 
through Duxford and the village of Hinxton and the remaining 2% travelling through Ickleton. On average 
journey times on the main roads were recorded as 3.5minutes quicker than via the villages.   
 
Detailed survey results are included in Appendix 7 for reference. 
 
Background Traffic Growth 

Background traffic growth has been estimated using TEMPRO factors for the period 2017 to 2030. This 
equates to a 20% increase in traffic across the network over the period. Detailed calculations of these factors 
are provided in Appendix 8 for reference. 
 
Note that no committed highway capacity improvement schemes have been identified for the junctions or 
links within the assessment area to mitigate this background growth. None have therefore been included in 
the 2030 Baseline without Development scenario. 
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Committed Developments 

Developments Included 

The following committed developments located near to the site have been agreed with CCC and SCDC for 
inclusion in the assessment: 

 Wellcome Trust Genome Campus (App Ref: S/1099/14/RM) 

 Chesterford Research Park (Selwyn and Sidney Sussex Buildings) 

 Former Spicer Site (App Ref: S/2091/14/FL) 

 8 Greenacres Duxford (App Ref: S/0276/15/OL) 

 Babraham Research Campus (App Ref: S/1676/14/OL) 

 Granta Park (App Ref: S/1110/15/OL) 

 Lion Works, Whittlesford (App Ref: S/0746/15/OL) 

 Site 6, Granta Park (App Ref: S/2254/15/FL) 

 Sawston Trade Park Expansion (pp Ref: S/2284/17/OL)21 
 
Traffic from unoccupied elements of these developments has been extracted from their individual 
Transport Assessments and included in the Future Baseline scenario. Detailed trip generation assumptions 
are provided in Appendix 8 for reference. 
 
Developments Excluded 

Additional sites which are recognised as potential forthcoming developments are noted below. These have 
been considered for inclusion as part of this assessment, but have been excluded for the reason stated. 

 Moorfield Road, Duxford (App Ref: S/1726/12/FL) 
 
This scheme (Welch’s) was fully built-out and occupied at the time of the surveys, so is assumed to be 
included in the baseline scenario. 

 Cambridge City Football Club, Sawston (App Ref: S/2239/13/FL) 
 
Planning permission for new 3,000 seat capacity stadium was quashed following a challenge in the High 
Court. The application has not yet been determined, but the council resolved to grant subject to referral 

                                                               
21  Note that this development was not included in Future Baseline flows in the earlier version of this assessment (TAv6 of 19.10.2017) 
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to the Secretary of State in Nov 2017. The development will not have any significant impact on traffic 
flows in the AM peak period. As a worst case it might be anticipated that this would have up to 3,000 
visitors per home game, with say 30 home games per calendar year. However with a typical weekday 
kick-off of 19:45, it is anticipated the proposed stadium development will not generate any significant 
trips on a regular basis in the PM peak period assessed (17:00 to 18:00).  

 Site 5 Granta Park (S/2738/16/FL) 
 
This involves extension of an existing building to accommodate plant and relocation of parking spaces. 
It has been assessed as not generating any additional traffic. 

 Replacement day nursery at Granta Park (S/2106/17/FL) 
 
This has been assessed to generate a net increase of 4 vehicle trips in the AM and PM peaks. This is 
deemed insignificant in relation to the proposals at Hinxton and would not materially change the 
results of the assessment work. 

 Cambridge Southern Fringe and Cambridge Biomedical Campus Phase 1 and Phase 2 
 
More than 10km away and considered to be included in background growth assumptions. 

 Whittlesford Parkway Station Masterplan 
 
Not committed and no detailed proposals published. 

 Moto Services Duxford 
 
Not committed and no detailed proposals published. 

 Wellcome Trust Genome Campus Expansion 
 
Not committed and no detailed proposals published. 

 North Uttlesford Garden Community and Chesterford Research Park 
 
These are included as draft allocations in Uttlesford District Council’s emerging new local plan, which 
may be adopted in 2019. Not included as committed development, but incorporated as a sensitivity test 
(see below). 

 
  



 

 1736-001  /  Transport Assessment  /  February 2018 Alan Baxter 85 

Uttlesford Sensitivity Test 

As a sensitivity test, the likely impact of the development and mitigation measures has also been assessed 
against the future traffic flows should the North Uttlesford Garden Settlement, Chesterford Research Park 
and other draft allocations in Uttlesford District’s emerging local plan come forward. This test has been run 
at the following key junctions: 

 M11/A505 Roundabout 

 A505/Hunts Road Roundabout 

 A505/A1301 Roundabout 
 
The sensitivity test uses projected traffic flows contained in the report South Cambridgeshire Junctions 
Assessments (WYG, May 2017)23 which was produced on behalf of Uttlesford District Council as part of their 
Local Plan Transport Study. The test excludes any junction improvement works in relation to the Local Plan. 
 
WYG’s assessment uses existing flows in 2017 (TEMPRO adjusted from traffic counts in 2015, 16 and 17), 
then adds all committed development traffic from TEMPRO (excluding Uttlesford’s) to establish a 2033 
Reference Case, and then adds traffic from Uttlesford’s Local Plan Development Scenario. 
 
Junction Capacity Assessments 

Detailed junction capacity assessments have been undertaken using the TRL Junctions 8 and Transyt 15 
modelling software where appropriate. The results for each junction are described in turn below, along with 
proposed impact mitigation measures, where deemed necessary.  
 
The following outputs have been highlighted red: 

 Priority junctions: RFC > 0.85 (or Level of Service = F) 

 Roundabouts: RFC > 0.85 

 Signalised junctions: Degree of Saturation > 100% 
 
Model inputs (including geometric measurements, slope/intercept adjustments and entry lane simulations) 
as well as detailed model outputs are included in Appendix 10 for reference. 
 
 
  

                                                               
23  Appendix D: Uttlesford Local Plan Development Flows 



 

 1736-001  /  Transport Assessment  /  February 2018 Alan Baxter 86 

7.2 M11/A505 Roundabout (J1) 

Figure 7.1 below provides a location plan and general arrangement of the M11/A505 junction. 
 

 

Figure 7.1 M11/A505 Junction – General Arrangement 

Model Calibration 

The 2017 Baseline model has been calibrated to match surveyed queues as far as possible by adjusting the 
intercept for each arm as set out in Table 7.1 below. Note that in general queue lengths have been more 
closely calibrated to the AM (busiest) peak. Queues in the PM peak have therefore been difficult to match. 
 
It should be noted that observed queue length represents the maximum queue of stationary vehicles 
recorded during any 5 minute period. This does not necessarily record rolling queues, which have been 
noted along A505 and A1301 corridor, and which may be occurring in places due to link capacity 
constraints rather than junction capacity issues. 
 
Table 7.1 M11/A505 Junction – Queue Lengths 

Arm  
Observed Queue Intercept 

Adjust. 
Modelled Queue 

AM PM AM PM
A505 East 17 15 77.5% 16 12
M11 South 6 5 81.0% 2 1
A505 West 14 16 71.0% 14 3
M11 North 20 15 85.0% 21 5
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Results without Mitigation 

Table 7.2 summarises the capacity modelling for the M11/A505 roundabout for each of the assessment 
scenarios with the existing junction layout.  
 
Table 7.2 M11/A505 Junction – Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC 

Queue 
(veh) 

Delay 
(s) RFC 

2017 Observed Traffic Flows 
A505 East 16 33 0.96 12 26 0.93 
M11 South 2 38 0.71 1 20 0.46 
A505 West 14 45 0.96 3 10 0.73 
M11 North 21 77 1.00 5 20 0.84 
2030 Baseline without Development 
A505 East 121 197 1.12 144 261 1.15 
M11 South 3 49 0.79 1 19 0.48 
A505 West 97 262 1.15 6 18 0.86 
M11 North 97 363 1.19 56 171 1.10 
2030 Baseline with Development - BaU 
A505 East 132 209 1.12 672 1253 1.49 
M11 South 13 144 1.01 1 11 0.37 
A505 West 380 1162 1.51 9 30 0.92 
M11 North 598 2283 1.70 75 222 1.15 
2030 Baseline with Development - Target 
A505 East 128 203 1.12 543 989 1.42 
M11 South 13 146 1.01 1 13 0.39 
A505 West 312 917 1.44 8 27 0.91 
M11 North 462 1788 1.59 68 204 1.13 

 
In the 2017 Existing scenario the junction is shown to be operating over capacity in the AM peak on all arms 
except the M11 South, which has a relatively low proportion of flows compared to other arms. In the PM 
peak the junction operates within capacity, except for the A505 East arm. 
 
In the 2030 Baseline without Development scenario, with the addition of background growth and 
committed development traffic, the junction is shown to have significant capacity and queueing issues in 
both the AM and PM peaks on all arms except the M11 South. In the AM peak, queues on the M11 North are 
likely to occupy close to the full capacity of the M11 southbound off-slip.  
 
It should be noted that when a junction model exceeds an RFC of 1, resultant modelled queue lengths 
increase exponentially, so these may not accurately reflect actual queue lengths. 
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Adding development trips in the “BaU” and “Target” scenarios without any capacity improvements 
exacerbates this situation. 
 
Generally the capacity issues at the junction are related to the volume of traffic travelling to and from the 
A505 East. The results show that the anticipated increase in traffic travelling east-west along the A505 from 
committed development and background traffic growth causes significant capacity issues at the junction. 
Although the additional traffic added to the junction from the development is shown to increase the 
capacity issues, the proportional increase in traffic as a result of the development is significantly less than 
that of the 2030 Baseline without Development scenario.  
 
Results with Mitigation 

To address the significant capacity and queuing issues at this junction, the following mitigation measures 
have been modelled and assessed: 

 Introduction of an extra left hand turn-only lane from the north arm of the M11 slip road southbound to 
the A505 east eastbound 

 Introduction of an extra left hand turn-only lane from the A505 East westbound to the M11 south slip 
road heading southbound 

 Introduction of an extra left hand turn-only lane from the south arm of the M11 slip road northbound to 
the A505 west westbound 

 Adjustments to the approach width on the A505 West arm 
 
The proposed arrangement for this is shown in the Drawings Appendix. This includes changes made in 
response to the Stage 1 Road Safety Audit. 
 
Table 7.3 summarises the capacity modelling including development flows after mitigation works have 
been put in place. 
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Table 7.3 M11/A505 Roundabout – Results with Mitigation (Proposed Improvements) 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC 

Queue 
(veh) 

Delay 
(s) RFC 

2030 Baseline with Development with Mitigation - BaU 
A505 East 3 5 0.76 22 29 0.97 
M11 South 1 6 0.34 0 5 0.21 
A505 West 6 13 0.86 2 6 0.65 
M11 North 197 450 1.32 2 7 0.67 
2030 Baseline with Development with Mitigation - Target 
A505 East 3 5 0.76 11 15 0.92 
M11 South 1 6 0.34 0 5 0.20 
A505 West 4 10 0.82 2 5 0.62 
M11 North 119 258 1.18 2 7 0.66 

 
The results above indicate that, in both the “BaU” and “Target” scenarios, there are still likely to be some 
capacity and queueing issues with the mitigation measures in place. These are a particular concern on the 
M11 North arm, where queues are likely to affect southbound traffic on the M11 in the AM peak. 
 
However, in the “BaU” scenario, all arms show improved performance over the 2030 Baseline without 
Development scenario except the M11 North arm in the AM peak. Total junction queuing is reduced by 35% 
in the AM and 88% in the PM peak. Total junction delay is reduced by 46% in the AM and 90% in the PM 
peak. This represents a significant overall improvement compared to the future without development. 
 
In the “Target” scenario all arms show improved performance over the 2030 Baseline without Development 
scenario. On the M11 North arm in the AM peak there is higher queuing, but delay and RFC are improved. 
Total junction queuing is reduced by 60% in the AM and 93% in the PM peak. Total junction delay is 
reduced by 68% in the AM and 93% in the PM peak. This represents a significant overall improvement 
compared to the future without development and nil detriment related to the development itself. Overall 
across both peak hours the residual impact is not considered to be severe. 
 
It should be noted that the southbound flows in the M11 north of the junction are low with the flow 
continuing past the diverge slip road being no more than 1,100 vehicle per hour. Therefore in the AM peak, 
should queues from the roundabout reach back to the mainline and be stationary or slow moving in lane 1, 
there would be more than enough capacity in lane 2 to accommodate through traffic. 
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Uttlesford Sensitivity Test 

Table 7.4 summarises the capacity modelling including development flows and mitigation works with the 
2033 baseline flows assumed for the emerging Uttlesford local plan.  
 
Table 7.4 M11/A505 Roundabout – Results with Mitigation – Uttlesford Sensitivity 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC 

Queue 
(veh) 

Delay 
(s) RFC 

2033 Uttlesford with Development with Mitigation - BaU 
A505 East 5 7 0.83 89 95 1.05 
M11 South 1 6 0.37 0 5 0.20 
A505 West 16 36 0.96 2 7 0.69 
M11 North 314 762 1.48 3 10 0.76 
2033 Uttlesford with Development with Mitigation - Target 
A505 East 5 7 0.83 84 95 1.05 
M11 South 1 6 0.37 0 5 0.22 
A505 West 9 22 0.91 2 7 0.70 
M11 North 215 501 1.34 4 12 0.79 

 
As for the main assessment exercise, the sensitivity test results above indicate that, in both the “BaU” and 
“Target” with mitigation scenarios, there are likely to be some capacity and queueing issues on the M11 
North and A505 West arms in the AM peak, and on the A505 East arm in the PM peak. 
 
This indicates that a further package of mitigation would need to be developed by others for this junction 
should development assumed in the emerging Uttlesford Local Plan come forward. 
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7.3 A505/Hunts Road Roundabout (J2) 

Figure 7.2 below provides a location plan and general arrangement of the A505/Hunts Road roundabout. 
 

 

Figure 7.2 A505/Hunts Road Roundabout – General Arrangement 

Model Calibration 

At this junction, vehicles travelling west to east in the AM peak were observed queueing through the 
junction in the offside lane. The 2017 Baseline model has therefore been calibrated to match observed 
queues and unequal lane usage by applying an entry lane simulation methodology and adjusting the 
intercept for each arm as set out in Table 7.6 below. Note that queue lengths have been closely calibrated in 
the AM (busiest) peak. Queues in the PM peak have therefore been difficult to match. 
 
It should be noted that observed queue length represents the maximum queue of stationary vehicles 
recorded during any 5 minute period. This does not necessarily record rolling queues, which have been 
noted along A505 corridor, and which may be occurring in places due to link capacity constraints rather 
than junction capacity issues. 
 
Table 7.5 A505/Hunts Road Roundabout – Queue Lengths 

Arm  
Observed Queue 

Intercept 
Adjust. 

Modelled Queue 

AM PM AM PM

A505 West 29 23 127.0% 28 40
A505 East 10 10 90.0% 8 49
Hunts Road 16 13 115.0% 16 6
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Results without Mitigation 

Table 7.6 summarises the capacity modelling for the A505/Hunts Road roundabout for each of the 
assessment scenarios with the existing junction layout. Note that Junctions 8 is unable to calculate RFCs in 
scenarios such as this where Entry Lane Simulation has been applied, so Level of Service (LOS) measures 
have been included for comparison. 
 
Table 7.6 A505/Hunts Road Junction – Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC LOS 

Queue 
(veh) 

Delay 
(s) RFC LOS 

2017 Observed Traffic Flows 
A505 West 28 59 N/A F 40 80 N/A F
A505 East 8 23 N/A C 49 106 N/A F
Hunts Road 16 90 N/A F 6 45 N/A E
2030 Baseline without Development 
A505 West 355 710 N/A F 135 318 N/A F
A505 East 80 169 N/A F 459 1034 N/A F
Hunts Road 69 447 N/A F 25 154 N/A F
2030 Baseline with Development - BaU 
A505 West 941 1300 N/A F 171 400 N/A F
A505 East 108 234 N/A F 878 1594 N/A F
Hunts Road 71 462 N/A F 26 155 N/A F
2030 Baseline with Development - Target 
A505 West 718 1138 N/A F 155 367 N/A F
A505 East 97 202 N/A F 714 1438 N/A F
Hunts Road 71 467 N/A F 25 151 N/A F

 
In the 2017 Baseline scenario the A505 West arm operates over capacity in the AM peak. In the PM peak, 
both A505 arms show significant queuing, although, as noted that may in part be due calibration issues. 
 
In the 2030 Baseline without Development scenario, with the addition of background growth and 
committed development traffic, the junction is shown to have significant capacity and queueing issues in 
both the AM and PM peaks on all arms. There is a significant increase in queueing on the A505 West arm in 
the AM peak, and on the A505 East arm in the PM peak. This reflects the tidal nature of vehicle movement in 
the area.  The general increase in east-west traffic flows has an impact in making it difficult for traffic to 
emerge from Hunts Road. 
 
Adding development trips in the “BaU” and “Target” scenarios without any capacity improvements 
exacerbates this situation. 
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Results with Mitigation 

To address the significant capacity and queuing issues at this junction, two alternative mitigation options 
has been assessed below. 
 
Mitigation Alternative 1: Bypass Lane 

The improvement proposed comprises the eastbound near side lane of the A505 west arm becoming a 
bypass lane. This would increase the capacity of the junction by allowing eastbound traffic to cross the 
roundabout without having to give way to traffic approaching from the right – generally traffic that has 
emerged from Hunts Road. In addition, arm approaches have also been widened where space allows. The 
proposed arrangement for this is shown in the Drawings Appendix. This includes changes made in 
response to the Stage 1 Road Safety Audit. 
 
Table 7.7 summarises the capacity modelling including development flows after mitigation works have 
been put in place.  
 
Table 7.7 A505/Hunts Road Junction – Results with Mitigation (Alt 1 – Bypass Lane) 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC LOS 

Queue 
(veh) 

Delay 
(s) RFC LOS 

2030 Baseline with Development with Mitigation - BaU 
A505 West 1 4 0.51 A 1 3 0.42 A
A505 East 5 11 0.82 B 279 507 1.27 F
Hunts Road 114 619 1.48 F 305 4666 2.14 F
2030 Baseline with Development with Mitigation- Target 
A505 West 1 3 0.49 A 1 3 0.41 A
A505 East 4 10 0.81 B 199 339 1.19 F
Hunts Road 108 579 1.44 F 289 4352 2.13 F

 
The results above indicate that, in both the “BaU” and “Target” scenarios, there are still likely to be 
significant capacity and queueing issues with the mitigation measures in place. These are a particular 
concern on the A505 East arm in the PM peak and Hunts Road arm in both AM and PM peaks. 
 
However, in comparison to the 2030 Baseline without Development scenario, both “with Development” 
scenarios show significant improvement on the operation of the A505 arms, which carry strategic traffic. 
 
In the “BaU” scenario, total junction queuing is reduced by 76% in the AM and 6% in the PM peak. Total 
junction delay is reduced by 52% in the AM, but increased by 244% in the PM peak due to traffic on Hunts 
Road being unable to enter the roundabout. 
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In the “Target” scenario, total junction queuing is reduced by 77% in the AM and 21% in the PM peak. Total 
junction delay is reduced by 55% in the AM, but increased by 212% in the PM peak due to traffic on Hunts 
Road being unable to enter the roundabout. 
 
The proposed improvement would result in a significant improvement in the queuing on the A505 arms 
compared to the “without development” scenario.  Capacity issues would remain on Hunts Road but as this 
is not part of the strategic highway network in the area is considered to be less significant. 
 
Mitigation Alternative 2: Signalisation 

An alternative improvement to the A505/Hunts Road Roundabout proposed is to convert it into a signalised 
T-junction. 
 
The proposals assessed include: 

 A505 West: Two straight ahead lanes and one right turn lane, with staggered ped/cycle crossing 

 A505 East: One straight ahead lane and one straight ahead and left turn lane (the two-lane section 
would extend 60m upstream of the stop line) 

 Hunts Road: One left turn lane and one right turn lane 
 
The proposed arrangement for this is shown in the Drawings Appendix. 
 
Table 7.8 summarises the capacity modelling including development flows after mitigation works have 
been put in place. 
 
The junction has been modelled with a ninety second cycle time with the ped/cycle crossing not called 
within the cycle. In terms of eastbound traffic, the modelling assumes that there would be no restriction on 
downstream capacity, as improvements to the A505/A1301 roundabout would have addressed the current 
issue of slowly moving traffic. 
 
The results indicate that, for the “BaU” scenario in the AM peak, the junction itself is within capacity, but that 
the capacity of the eastbound A505 is less than the demand on this link, resulting in queues back through 
the junction. In the PM peak, the right turn into Hunts Road is above capacity and the capacity of the 
westbound approach is less than the demand on the link. 
 
For the “Target” scenario in the AM peak, the junction itself is within capacity with some minor over-
capacity issues on the eastbound A505 downstream as two lanes merge into one. In the PM peak, the right 
turn into Hunts Road is above capacity and the capacity of the westbound approach is slightly less than the 
demand on the link, resulting in queues upstream. 
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Table 7.8 A505/Hunts Road Junction – Results with Mitigation (Alt 2 – Signalisation) 

Arm 

AM PM 
DegSat  

(%) 
Mean Max 

Queue 
(PCU) 

DegSat  
(%) 

Mean Max 
Queue 
(PCU) 

2030 Baseline with Development - BaU 
A505 West (Lane 1/2) 60 14 39 8 
A505 West (Lane 3) 78 10 101 22 
A505 West (Approach) 65 0 47 0 
Hunts Road (Lane 1) 65 10 71 9 
Hunts Road (Lane 2) 74 5 83 5 
Hunts Road (Approach) 34 0 29 0 
A505 East (Lane 1) 69 11 85 18 
A505 East (Lane 2) 61 10 77 14 
A505 East (Approach) 69 0 107 80 
2030 Baseline with Development - Target 
A505 West (Lane 1/2) 55 11 39 8 
A505 West (Lane 3) 78 10 101 21 
A505 West (Approach) 60 0 47 0 
Hunts Road (Lane 1) 65 10 71 9 
Hunts Road (Lane 2) 74 5 83 5 
Hunts Road (Approach) 34 0 29 0 
A505 East (Lane 1) 68 10 85 18 
A505 East (Lane 2) 60 10 77 14 
A505 East (Approach) 68 0 101 27 

 
The proposed improvement would result in a significant improvement in the performance of the junction 
compared to the “without Development” scenario and nil detriment related to the development itself. 
Overall, across the peak hours the residual impact is not considered to be severe. 
 
Comparing the two alternatives tested, it is therefore proposed the signalised junction is progressed. At the 
next stage of design, the layout can be adjusted to address the relatively minor over-capacity issues in the 
“Target” scenario. This could include extending the length of two-lane approach on the A505 East and 
optimising signal timing. 
 
Note that the signalised junction alternative was not included in the original Stage 1 Road Safety Audit and 
will need to be audited in due course. 
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Uttlesford Sensitivity Test 

Mitigation Alternative 1: Bypass Lane 

Table 7.9 summarises the capacity modelling including development flows and mitigation works 
(Alternative 1) with the 2033 baseline flows assumed for the emerging Uttlesford local plan.  
 
Table 7.9 A505/Hunts Road Junction – Results with Mitigation (Alt 1) – Uttlesford Sensitivity 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC LOS 

Queue 
(veh) 

Delay 
(s) RFC LOS 

2033 Uttlesford with Development with Mitigation - BaU 
A505 West 1 4 0.53 A 1 3 0.43 A
A505 East 11 25 0.93 B 449 776 1.37 F
Hunts Road 185 1386 1.93 F 322 5011 2.16 F
2033 Uttlesford with Development with Mitigation - Target 
A505 West 1 4 0.51 A 1 3 0.43 A
A505 East 10 22 0.92 B 346 620 1.31 F
Hunts Road 176 1133 1.87 F 312 4816 2.15 F

 
As for the main assessment exercise, the sensitivity test results above indicate that, in both the “BaU” and 
“Target” scenarios, there are still likely to be significant capacity and queueing issues with the Alternative 1 
mitigation measures in place. 
 
Mitigation Alternative 2: Signalisation 

Table 7.10 summarises the capacity modelling including development flows and mitigation works 
(Alternative 2) with the 2033 baseline flows assumed for the emerging Uttlesford local plan.  
 
For Alternative 2 in the PM peak there are significant issues with the capacity of the A505 to the east of the 
junction. 
 
Overall the results indicate that should the development in the emerging Uttlesford Local Plan come 
forward, further mitigation by others would be required at this junction. 
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Table 7.10 A505/Hunts Road Junction – Results with Mitigation (Alt 2) – Uttlesford Sensitivity 

Arm 

AM PM 
DegSat  

(%) 
Mean Max 

Queue 
(PCU) 

DegSat  
(%) 

Mean Max 
Queue 
(PCU) 

2033 Uttlesford with Development with Mitigation - BaU 
A505 West (Lane 1/2) 65 17 59 18 
A505 West (Lane 3) 81 10 63 8 
A505 West (Approach) 70 0 51 0 
Hunts Road (Lane 1) 69 10 32 5 
Hunts Road (Lane 2) 82 6 24 2 
Hunts Road (Approach) 34 0 29 0 
A505 East (Lane 1) 74 13 100 31 
A505 East (Lane 2) 66 11 89 16 
A505 East (Approach) 77 1 127 185 
2033 Uttlesford with Development with Mitigation - Target 
A505 West (Lane 1/2) 60 12 43 9 
A505 West (Lane 3) 81 10 101 22 
A505 West (Approach) 66 0 51 0 
Hunts Road (Lane 1) 69 10 71 9 
Hunts Road (Lane 2) 82 6 83 5 
Hunts Road (Approach) 34 0 29 0 
A505 East (Lane 1) 73 13 85 18 
A505 East (Lane 2) 66 10 77 15 
A505 East (Approach) 77 1 110 104 
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7.4 A505/Moorfield Road Junction (J3) 

Figure 7.3 below provides a location plan and general arrangement of the A505/Moorfield Road junction. 
 

 

Figure 7.3 A505/Moorfield Road Junction – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.11). No model 
adjustments have been applied. 
 
Table 7.11 A505/Moorfield Road Junction – Queue Lengths 

Arm  
Observed Queue Modelled Queue 

AM PM AM PM

Moorfield 
Road South 17 17  0 0

A505 East 0 0  1 0

Moorfield 
Road North 

14 13 
1 0
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Results without Mitigation 

Table 7.12 summarises the capacity modelling for the A505/Moorfield Road Junction for each of the 
assessment scenarios with the existing junction layout. 
 
The results show that the junction is operating well within capacity in both the AM and PM peaks during the 
2017 scenario. 
 
In the 2030 Baseline without Development scenario the junction is still within capacity in the PM peak but 
slightly over capacity in the AM peak.  Increased queuing and delays on the Moorfield Road North arm in 
the AM peak is likely due to right turning / straight ahead traffic unable to cross the A505 and hence 
blocking the left turning traffic from exiting. 
 
In both “with Development” scenarios the junction operates within capacity in the PM peak. However in the 
AM peak it is significantly over capacity with queuing and delays on the Moorfield Road North arm 
worsened, reflecting the increase in traffic on the A505. This is directly related to the volume of eastbound 
traffic which is around 1,100 currently, rises to 1,529 in the 2030 Baseline without Development scenario, 
and increases further to 1,800 in the “Target” with Development scenario. Fundamentally, at this level of 
flow on the major road it becomes difficult for traffic to emerge from the minor road. 
 
An option for resolving the issue would be to implement a merge arrangement, which would allow left 
turning vehicles to gain some speed before joining the moving traffic. 
 
It should also be noted that the use of signals at the A505/Hunts Road junction (see section 7.3 above) will 
create some breaks in the eastbound flow, allowing a number of vehicles to join the A505 together, 
reducing queues. It should also be noted that some vehicles may divert to the Royston Road junction 
upstream where the effect of traffic signals will be more pronounced. 
 
Overall, it is considered that the situation with these side road queues can be resolved and managed, and 
the overall impact across both peak hours is not significant enough to refuse the development on highways 
grounds. 
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Table 7.12 A505/Moorfield Road Modelling – Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue  
(Veh) 

Delay  
(s) RFC 

Queue 
(Veh) 

Delay  
(s) RFC 

2017 Observed Traffic Flows 

Moorfield Road South 0 10 0.09 0 10 0.25 

A505 East 1 12 0.37 0 11 0.33 

Moorfield Road North 
(left turn) 1 15 0.58 0 10 0.32 

Moorfield Road North 
(right/straight) 0 26 0.19 0 23 0.13 
2030 Baseline without Development 

Moorfield Road South 0 12 0.14 1 15 0.37 

A505 East 1 19 0.51 1 14 0.41 

Moorfield Road North 
(left turn) 6 61 0.89 1 13 0.42 

Moorfield Road North 
(right/straight) 2 161 0.67 0 49 0.32 
2030 Baseline with Development - BaU 

Moorfield Road South 0 12 0.14 1 20 0.44 

A505 East 2 28 0.64 1 14 0.43 

Moorfield Road North 
(left turn) 93 866 1.90 1 15 0.46 

Moorfield Road North 
(right/straight) 10 1497 1.81 1 102 0.50 
2030 Baseline with Development - Target 

Moorfield Road South 0 12 0.14 1 18 0.41 

A505 East 1 24 0.59 1 14 0.42 

Moorfield Road North 
(left turn) 44 374 1.30 1 14 0.44 

Moorfield Road North 
(right/straight) 6 562 1.19 1 73 0.41 
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7.5 A505/Station Road Junction (J5) 

Figure 7.4 below provides a location plan and general arrangement of the A505/Station Road junction. 
 

 

Figure 7.4 A505/Station Road Junction – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.13). However, no 
slope/intercept adjustment factors have been applied as observed queue lengths are not significant. 
 
Table 7.13 A505/Station Road Junction – Queue Lengths 

Arm  Observed Queue Modelled Queue 

  AM PM AM PM

Station Road 5 8 0 0
A505 East 6 2 0 0
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Results without Mitigation 

Table 7.14 summarises the modelling results of the A505/Station Approach priority junction for each of the 
scenarios with the existing junction layout. 
 
Table 7.14 A505/Station Road Junction – Results without Mitigation (Existing Junction Layout)24 

Arm 
AM PM 

Queue  
(Veh) 

Delay  
(s) RFC 

Queue 
(Veh) 

Delay  
(s) RFC 

2017 Observed Traffic Flows 
Station Road 0 14 0.29 0 13 0.21 
A505 East 0 9 0.06 0 11 0.21 
2030 Baseline without Development 
Station Road 133 *** *** 0 18 0.31 
A505 East 0 14 0.11 0 15 0.33 
2030 Baseline with Development - BaU 
Station Road 134 *** *** 0 19 0.32 
A505 East 0 28 0.20 1 16 0.34 
2030 Baseline with Development - Target 
Station Road 134 *** *** 0 18 0.32 
A505 East 0 21 0.15 1 16 0.34 

 
As the results show, the junction operates well within capacity for the 2017 scenario, as well as for all 
scenarios in the PM peak.  
 
In the 2030 Baseline without Development scenario the junction is significantly over capacity in the AM 
peak due to the high volume of eastbound traffic along the A505 (1,879 vehicles per hour) restricting 
vehicles from leaving Station Road. 
 
Whilst the “with Development” scenarios do increase eastbound flows further, this has a negligible effect in 
terms of increasing queueing on Station Road. 
 
Overall, the impact of the development across the peak hours is not significant enough to refuse the 
development on highways grounds. 

  

                                                               
24  *** indicates that the capacity of the particular arm has dropped to zero. In these circumstances, measures such as RFC effectively 

become infinite for a particular traffic stream 
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7.6 A505/A1301 Roundabout (J7) 

Figure 7.5 below provides a location plan and general arrangement of the A505/A1301 junction. 
 

 

Figure 7.5 A505/A1301 Roundabout – General Arrangement 

Model Calibration 

The 2017 Baseline model has been calibrated to match observed queues as far as possible by adjusting the 
intercept for each arm as set out in Table 7.20 below. Note that in general queue lengths have been more 
closely calibrated to the AM (busiest) peak. 
 
It should be noted that observed queue length represents the maximum queue of stationary vehicles 
recorded during any 5 minute period. This does not necessarily record rolling queues, which have been 
noted along A505 corridor, and which may be occurring in places due to link capacity constraints rather 
than junction capacity issues.  
 
Table 7.15 A505/A1301 Junction – Queue Lengths 

Arm 
Observed Queue 

Intercept 
Adjust. 

Modelled Queue 

AM PM AM PM

A505 East 26 28 72.5% 33 14
A1301 South 10 9 80.0% 11 7
A505 West 20 15 82.5% 22 13
A1301 North 18 17 85.0% 15 8
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Results without Mitigation 

Table 7.16 summarises the modelling results of the A505/A1301 roundabout for each of the scenarios with 
the existing junction layout. 
 
Table 7.16 A505/A1301 Roundabout - Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC 

Queue 
(veh) 

Delay 
(s) RFC 

2017 Observed Traffic Flows 
A505 East 33 109 1.04 14 50 0.96 
A1301 South 11 79 0.96 7 51 0.90 
A505 West 22 54 0.99 13 33 0.94 
A1301 North 15 68 0.97 8 41 0.92 
2030 Baseline without Development 
A505 East 116 409 1.20 1126 7541 3.31 
A1301 South 66 455 1.22 273 3055 2.00 
A505 West 367 853 1.36 95 181 1.10 
A1301 North 95 431 1.20 107 478 1.24 
2030 Baseline with Development - BaU 
A505 East 715 2750 1.83 364 1224 1.46 
A1301 South 30 138 1.05 908 5543 2.52 
A505 West 953 2215 1.74 135 296 1.16 
A1301 North 230 1097 1.42 135 618 1.29 
2030 Baseline with Development - Target 
A505 East 463 1741 1.59 346 1159 1.45 
A1301 South 35 170 1.07 546 3420 2.01 
A505 West 722 1703 1.60 123 263 1.14 
A1301 North 177 801 1.34 123 562 1.27 

 
In the 2017 Existing scenario the junction is shown to be operating over capacity on all arms in the AM and 
PM peaks, with particular issues on the A505 East arm in the AM peak. 
 
In the 2030 Baseline without Development scenario, with the addition of background growth and 
committed development traffic, the junction is shown to have significant capacity and queuing issues in 
both peak periods. 
 
Adding development trips in the “BaU” and “Target” scenarios without any capacity improvements 
exacerbates this situation. 
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Results with Mitigation 

To address the significant capacity and queuing issues at this junction, junction improvement measures 
have been modelled and assessed, including widening all four arms of the roundabout from 2-lane to 3-
lane entry and the addition of an extra circulatory lane achieved by reducing the diameter of the central 
island.   
 
The proposed arrangement for this is shown in the Drawings Appendix. This includes changes made in 
response to the Stage 1 Road Safety Audit. 
 
Table 7.23 summarises the capacity modelling including development flows after mitigation works have 
been put in place. 
 
Table 7.17 A505/A1301 Roundabout – Results with Mitigation (Proposed Improvements) 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC 

Queue 
(veh) 

Delay 
(s) RFC 

2030 Baseline with Development with Mitigation - BaU 
A505 East 11 25 0.93 2 5 0.70 
A1301 South 2 9 0.65 194 504 1.36 
A505 West 16 25 0.95 2 4 0.68 
A1301 North 46 137 1.08 2 9 0.72 
2030 Baseline with Development with Mitigation - Target 
A505 East 4 9 0.79 2 5 0.69 
A1301 South 2 8 0.62 47 138 1.07 
A505 West 7 11 0.88 2 4 0.67 
A1301 North 9 35 0.92 2 8 0.70 

 
The results above indicate that, in both the “BaU” and “Target” scenarios, there are still likely to be some 
capacity and queueing issues with the mitigation measures in place.  
 
In the “BaU” scenario, all arms show improved performance over the 2030 Baseline without Development 
scenario. Total junction queuing is reduced by 88% in the AM and 87% in the PM peak. Total junction delay 
is reduced by 91% in the AM and 95% in the PM peak. This represents a significant overall improvement 
compared to the future without development and nil detriment related to the development itself. 
 
In the “Target” scenario all arms show improved performance over the 2030 Baseline without Development 
scenario. Total junction queuing is reduced by 97% in the AM and 97% in the PM peak. Total junction delay 
is reduced by 97% in the AM and 99% in the PM peak. This represents a significant overall improvement 
compared to the future without development and nil detriment related to the development itself. Overall, 
across both peak hours, the residual impact is not considered to be severe. 
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Uttlesford Sensitivity Test 

Table 7.18 summarises the capacity modelling including development flows and mitigation works with the 
2033 baseline flows assumed for the emerging Uttlesford local plan.  
 
Table 7.18 A505/A1301 Roundabout – Results with Mitigation – Uttlesford Sensitivity 

Arm 
AM PM 

Queue 
(veh) 

Delay 
(s) RFC 

Queue 
(veh) 

Delay 
(s) RFC 

2033 Uttlesford with Development with Mitigation - BaU 
A505 East 19 43 0.97 3 7 0.74 
A1301 South 4 16 0.82 359 989 1.60 
A505 West 72 85 1.04 3 5 0.72 
A1301 North 97 302 1.20 3 12 0.77 
2033 Uttlesford with Development with Mitigation - Target 
A505 East 5 13 0.85 3 6 0.73 
A1301 South 4 16 0.81 163 414 1.31 
A505 West 20 29 0.97 3 6 0.75 
A1301 North 46 138 1.08 4 13 0.79 

 
As for the main assessment exercise, the sensitivity test results above indicate that, in both the “BaU” and 
“Target” with mitigation scenarios, there are likely to be some capacity and queueing issues on some arms 
of the junction.  
 
This indicates that a further package of mitigation would need to be developed by others for this junction 
should development assumed in the emerging Uttlesford Local Plan come forward. 
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7.7 A1307/A11 Roundabout (J9) 

Figure 7.6 below provides a location plan and general arrangement of the A1307/A11 junction. 
 

 

Figure 7.6 A1307/A11 Roundabout – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.11). However, no 
slope/intercept adjustment factors have been applied due to significant variations in modelled queue 
length between peak periods when this was attempted. 
 
Table 7.19 A1307/A11 Roundabout – Queue Lengths 

Arm 
Observed Queue Modelled Queue 

AM PM AM PM
A1307 East 18 12 1 0
A11 South 20 9 1 0
A1307 West 8 19 1 0
A11 North 16 8 1 0

 
  



 

 1736-001  /  Transport Assessment  /  February 2018 Alan Baxter 108 

Results without Mitigation 

Table 7.20 summarises the modelling results of the A1307/A11 roundabout for each of the scenarios with 
the existing junction layout. 
 
Table 7.20 A1307/A11 Roundabout – Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue  
(Veh) 

Delay  
(s) 

RFC Queue 
(Veh) 

Delay  
(s) 

RFC 

2017 Observed Traffic Flows 
A1307 East 1 3 0.50 0 2 0.25 
A11 South 2 7 0.65 1 3 0.47 
A1307 West 0 2 0.32 1 3 0.38 
A11 North 13 67 0.97 1 19 0.59 
2030 Baseline without Development 
A1307 East 1 3 0.54 1 2 0.34 
A11 South 4 11 0.78 2 5 0.64 
A1307 West 1 4 0.51 1 4 0.52 
A11 North 368 3203 3.04 68 640 1.69 
2030 Baseline with Development - BaU 
A1307 East 1 3 0.56 1 2 0.34 
A11 South 4 11 0.79 2 5 0.66 
A1307 West 1 4 0.51 1 4 0.53 
A11 North 372 3294 3.09 84 1469 2.05 
2030 Baseline with Development - Target 
A1307 East 1 3 0.56 1 2 0.34 
A11 South 3 10 0.78 2 5 0.65 
A1307 West 1 4 0.52 1 4 0.53 
A11 North 388 3656 3.30 79 740 1.91 

 
Under the 2017 scenario the junction is approaching capacity on the A11 North arm in the AM peak but is 
well within capacity in the PM peak.    
 
The increase in traffic in the 2030 Baseline without Development scenario results in the junction being over 
capacity on the A11 North arm in the AM and PM peaks. 
 
Under the “Target” scenario the development adds 46 vehicle trips in the AM peak and 36 vehicle trips in 
the PM peak. This is a negligible increase in the context of the total volume of vehicles using this junction 
and has insignificant effect on the junction performance overall when compared to the effect of 
background growth and committed development. It is acknowledged that under future scenarios there are 
significant queues and delays on the A11 North arm, but it must be noted that there is no development 
traffic using this arm of the roundabout. 
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7.8 A1301/North End Road Junction (J12) 

Figure 7.7 below provides a location plan and general arrangement of the A1301/North End Road junction. 
 

 

Figure 7.7 A1301/North End Road Junction – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.21). No model 
adjustments have been applied. 
 
Table 7.21 A1301/North End Road Junction – Queue Lengths 

Arm 
Observed Queue Modelled Queue 

AM PM AM PM
North End Road 2 2 0 0
A1301 South 1 0 0 0
A1301 North 2 4 0 0
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Results without Mitigation 

Table 7.22 summarises the modelling results of the A1301/North End Road junction for each of the 
scenarios with the existing junction layout. 
 
Table 7.22 A1301/North End Road Junction – Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue 
(Veh) 

Delay  
(s) RFC 

Queue 
(Veh) 

Delay 
(s) RFC 

2017 Observed Traffic Flows 
North End Road 0 10 0.11 0 8 0.03
A1301 South 0 7 0.01 0 7 0.00
A1301 North 0 7 0.01 0 7 0.04
2030 Baseline without Development 
North End Road 0 11 0.15 0 8 0.03
A1301 South 0 7 0.01 0 7 0.00
A1301 North 0 7 0.02 0 7 0.04
2030 Baseline with Development - BaU 
North End Road 0 13 0.17 0 9 0.03
A1301 South 0 7 0.01 0 8 0.00
A1301 North 0 8 0.02 0 7 0.04
2030 Baseline with Development - Target 
North End Road 0 12 0.16 0 9 0.03
A1301 South 0 7 0.01 0 7 0.00
A1301 North 0 7 0.02 0 7 0.04

 
The results show the junction to be operating well within capacity without queuing or delays for both the 
AM and PM peak periods and for all scenarios. This represents nil detriment related to the development 
itself. Across both peak hours the residual impact is not considered to be severe and no mitigation is 
required. 
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7.9 A1301/Hunts Lane Junction (J13) 

Figure 7.8 below provides a location plan and general arrangement of the A1301/Hunts Lane junction.  
 

 

Figure 7.8 A1301/Hunts Lane Junction – General Arrangement 

Table 7.23 summarises the modelling results of the A1301/A11 junction for each of the scenarios with the 
existing junction layout. The results show the junction to be operating well within capacity without queuing 
or delays for both peak periods and for each scenario. No mitigation is required at this junction. 
 
Table 7.23 A1301/Hunts Lane Junction – Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue  
(Veh) 

Delay  
(s) 

RFC Queue 
(Veh) 

Delay  
(s) 

RFC 

2017 Observed Traffic Flows 
Hunts Lane 0 12 0.06 0 0 0.00
A1301 North  0 6 0.00 0 7 0.00
2030 Baseline without Development 
Hunts Lane 0 14 0.07 0 0 0.00
A1301 North  0 7 0.00 0 7 0.00
2030 Baseline with Development - BaU 
Hunts Lane 0 17 0.09 0 0 0.00
A1301 North  0 8 0.00 0 7 0.00
2030 Baseline with Development - Target 
Hunts Lane 0 16 0.08 0 0 0.00
A1301 North 0 7 0.00 0 7 0.00
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7.10 A1301/Wellcome Trust Roundabout (J14) 

Figure 7.9 below provides a location plan and general arrangement of the A1301/Wellcome Trust 
roundabout.  
 

 

Figure 7.9 A1301/Wellcome Trust Roundabout – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.29). However, no 
slope/intercept adjustment factors have been applied as observed queue lengths are not significant. 
 
Table 7.24 A1301/Wellcome Trust Roundabout – Queue Lengths 

Arm 
Observed Queue Modelled Queue 

AM PM AM PM
A1301 South 4 2 1 0
Wellcome Trust 2 6 0 0
A1301 North 2 6 1 0
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Results without Mitigation 

Table 7.25 summarises the modelling results of the A1301/A11 junction for each of the scenarios with the 
existing junction layout. 
 
Table 7.25 A1301/Wellcome Trust Roundabout – Results without Mitigation (Existing Junction Layout) 

Arm 
AM PM 

Queue  
(Veh) 

Delay  
(s) RFC 

Queue 
(Veh) 

Delay 
(s) RFC 

2017 Observed Traffic Flows 
A1301 South 1 5 0.46 0 3 0.18 
Wellcome Trust 0 3 0.03 0 3 0.31 
A1301 North 1 5 0.40 0 5 0.33 
2030 Baseline without Development 
A1301 South 1 6 0.59 0 3 0.22 
Wellcome Trust 0 3 0.04 1 4 0.39 
A1301 North 1 5 0.48 1 6 0.43 
2030 Baseline with Development - BaU 
A1301 South 3 11 0.77 0 3 0.23 
Wellcome Trust 0 3 0.04 1 4 0.39 
A1301 North 1 6 0.50 1 8 0.60 
2030 Baseline with Development - Target 
A1301 South 2 9 0.70 0 3 0.22 
Wellcome Trust 0 3 0.04 1 4 0.39 
A1301 North 1 6 0.49 1 7 0.53 

 
The results show the junction to be operating well within capacity without queuing or delays for both the 
AM and PM peak periods for each scenario.  Whilst under the 2030 with Development scenarios there is an 
increase in queuing and delays these are modest when compared to the Without Development scenario. 
This represents nil detriment related to the development itself. Across both peak hours the residual impact 
is not considered to be severe and no mitigation is required.  
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7.11 A1301/A11 North Roundabout (J15-N) 

The A1301/A11 dumbbell roundabout junction has been modelled as two separate roundabouts; north and 
south. This is due to the limitations of Junctions 8 software use, which does not allow the modelling of 
dumbbell roundabouts. Figure 7.10 provides a location plan and general arrangement of the A1301/A11 
north dumbbell roundabout. 
 

 

Figure 7.10 A1301/A11 North Roundabout – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.26). However, no 
slope/intercept adjustment factors have been applied as observed queue lengths are not significant. 
 
Table 7.26 A1301/A11 North Roundabout – Queue Lengths 

Arm 
Observed Queue Modelled Queue 

AM PM AM PM
A1301 Link Road 2 0 1 1
M11 Roundabout Exit 4 3 1 1
A1301 North Arm 9 12 0 0
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Results without Mitigation 

Table 7.27 summarises the modelling results of the A1301/A11 dumbbell north junction for each of the 
scenarios with the existing junction layout. 
 
Table 7.27 A1301/A11 North Roundabout – Results without Mitigation 

Arm 
AM PM 

Queue  
(Veh) 

Delay 
(s) RFC 

Queue 
(Veh) 

Delay 
(s) RFC 

2017 Observed Traffic Flows 
A1301 Link Road 1 6 0.40 1 8 0.59 
M11 Roundabout Exit 1 5 0.49 1 4 0.45 
A1301 North Arm 0 0 0.00 0 4 0.07 
2030 Baseline without Development 
A1301 Link Road 1 8 0.54 3 14 0.74 
M11 Roundabout Exit 1 6 0.58 1 5 0.55 
A1301 North Arm 0 5 0.20 0 4 0.09 
2030 Baseline with Development - BaU 
A1301 Link Road 1 8 0.56 5 21 0.83 
M11 Roundabout Exit 2 8 0.66 1 5 0.56 
A1301 North Arm 1 7 0.36 0 4 0.10 
2030 Baseline with Development - Target 
A1301 Link Road 1 8 0.55 4 18 0.80 
M11 Roundabout Exit 2 7 0.63 1 5 0.56 
A1301 North Arm 0 6 0.30 0 4 0.10 

 
The results show the junction to be operating well within capacity without queuing or delays for both the 
AM and PM peak periods and for all the scenarios. This represents nil detriment related to the development 
itself. Across both peak hours the residual impact is not considered to be severe and no mitigation is 
required. 
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7.12 A1301/A11 South Roundabout (J15-S) 

As discussed above, the A1301/A11 dumbbell roundabout junction has been modelled as two separate 
roundabouts; north and south. This is due to the limitations of Junctions 8 software use, which does not 
allow the modelling of dumbbell roundabouts. Figure 7.11 provides a location plan and general 
arrangement of the A1301/A11 south dumbbell roundabout. 
 

 

Figure 7.11 A1301/A11 South Roundabout – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.28). However, no 
slope/intercept adjustment factors have been applied as observed queue lengths are not significant. 
 
Table 7.28 A1301/A11 South Roundabout – Queue Lengths 

Arm 
Observed Queue Modelled Queue 

AM PM AM PM
B184 7 5 0 0
A1301 Link 1 1 0 1
M11 Roundabout Exit 5 6 1 1
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Results without Mitigation 

Table 7.29 summarises the modelling results of the A1301/A11 dumbbell south junction for each of the 
scenarios without any physical mitigation measures. 
 
Table 7.29 A1301/A11 South Junction – Results without Mitigation 

Arm 
AM PM 

Queue  
(Veh) 

Delay 
(s) RFC 

Queue 
(Veh) 

Delay 
(s) RFC 

2017 Observed Traffic Flows 
B184 0 3 0.21 0 3 0.23 
A1301 Link 0 4 0.32 1 4 0.34 
M11 Roundabout Exit 1 6 0.54 1 5 0.38 
2030 Baseline without Development 
B184 0 4 0.29 0 3 0.27 
A1301 Link 1 7 0.60 1 5 0.42 
M11 Roundabout Exit 3 16 0.78 1 6 0.48 
2030 Baseline with Development - BaU 
B184 1 4 0.34 0 4 0.29 
A1301 Link 1 5 0.41 1 6 0.56 
M11 Roundabout Exit 2 10 0.69 1 7 0.53 
2030 Baseline with Development - Target 
B184 0 4 0.31 0 4 0.29 
A1301 Link 1 5 0.40 1 5 0.51 
M11 Roundabout Exit 2 9 0.68 1 7 0.51 

 
The results show the junction to be operating well within capacity without queuing or delays for both the 
AM and PM peak periods and for all the scenarios. This represents nil detriment related to the development 
itself. Across both peak hours the residual impact is not considered to be severe and no mitigation is 
required. 
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7.13 B184/Newmarket Road Roundabout (J16) 

Figure 7.12 below provides a location plan and general arrangement of the B184/Newmarket Road 
Roundabout. 
 

 

Figure 7.12 B184/Newmarket Road Roundabout – General Arrangement 

Model Calibration 

The 2017 Baseline model has been reviewed in relation to observed queues (Table 7.30). However, no 
slope/intercept adjustment factors have been applied as observed queue lengths are not significant. 
 
Table 7.30 B184/Newmarket Road Roundabout – Queue Lengths 

Arm 
Observed Queue Modelled Queue 

AM PM AM PM
B184 South Arm 4 4 1 1
Newmarket Road 7 6 1 0
B184 North Arm 3 2 1 1
Field Farm Drive 1 1 0 0
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Results without Mitigation 

Table 7.31 summarises the modelling results of the B184/Newmarket Road junction for each of the 
scenarios with the existing junction layout. 
 
Table 7.31 B184/Newmarket Road Roundabout – Results without Mitigation 

Arm 
AM PM 

Queue  
(Veh) 

Delay 
(s) RFC 

Queue  
(Veh) 

Delay 
(s) RFC 

2017 Observed Traffic Flows 
B184 South Arm 1 6 0.41 1 6 0.47 
Newmarket Road 1 5 0.34 0 4 0.22 
B184 North Arm 1 6 0.53 1 6 0.58 
Field Farm Drive 0 0 0.00 0 0 0.00 
2030 Baseline without Development 
B184 South Arm 1 7 0.50 1 8 0.59 
Newmarket Road 1 6 0.41 0 5 0.27 
B184 North Arm 2 8 0.67 2 8 0.69 
Field Farm Drive 0 0 0.00 0 0 0.00 
2030 Baseline with Development - BaU 
B184 South Arm 1 8 0.56 2 9 0.61 
Newmarket Road 1 7 0.48 0 5 0.28 
B184 North Arm 2 8 0.68 3 11 0.76 
Field Farm Drive 0 0 0.00 0 0 0.00 
2030 Baseline with Development - Target 
B184 South Arm 1 7 0.54 1 9 0.60 
Newmarket Road 1 6 0.45 0 5 0.28 
B184 North Arm 2 8 0.67 3 10 0.73 
Field Farm Drive 0 0 0.00 0 0 0.00 

 
The results show the junction to be operating within capacity without queuing or delays for both the AM 
and PM peak periods and for each scenario.  Whilst under the 2030 with Development scenarios there is an 
increase in queuing and delays this is minor when compared to the Without Development scenario. 
 
This represents nil detriment related to the development itself. Across both peak hours the residual impact 
is not considered to be severe and no mitigation is required. 
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7.14 A505/Bus-Cycle Interchange Access (J6) 

Figure 7.13 below provides a location plan and general arrangement of the proposed Bus-Cycle 
Interchange access. Detailed junction plans are provided in the Drawings Appendix. This includes changes 
made in response to the Stage 1 Road Safety Audit. 
 

 

Figure 7.13 A505/Bus-Cycle Interchange Access – General Arrangement 

Table 7.32 summarises the modelling results of the A505/ Bus-Cycle Interchange Access for each of the 2030 
Baseline with Development scenarios as this is when the junction will be constructed. 
 
Access to the interchange is restricted to the proposed development shuttle buses and an extended Citi 7 
service. The results show that there are minor delays in both scenarios as vehicles pause for a gap in east-
west traffic. These delays are considered to be insignificant and the results show the junction operating well 
within capacity.  
 
Table 7.32 A505/ Bus-Cycle Interchange Access - Results 

Arm 
AM PM 

Queue  
(Veh) 

Delay 
(s) 

RFC Queue 
(Veh) 

Delay  
(s) 

RFC 

2030 Baseline with Development - BaU 
Bus-cycle Interchange 0 60 0.10 0 23 0.04 
A505 East Arm 0 59 0.10 0 22 0.04 
2030 Baseline with Development - Target 
Bus-cycle Interchange 0 44 0.07 0 23 0.04 
A505 East Arm 0 43 0.07 0 22 0.04 
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7.15 A1301/Main Site Access (J11) 

Figure 7.14 below provides a location plan and general arrangement of the proposed Site Access 
roundabout junction. Detailed junction plans are provided in the Drawings Appendix. This includes 
changes made in response to the Stage 1 Road Safety Audit. 
 

 

Figure 7.14 A1301/Main Site Access – General Arrangement 

Table 7.33 summarises the modelling results of the A1301 /Main Site Access junction for each of the 2030 
Baseline with Development scenarios as this is when the junction will be constructed.  
 
Table 7.33 A1301/Main Site Access Roundabout – Results 

Arm 
AM PM 

Queue  
(Veh) 

Delay  
(s) RFC 

Queue 
(Veh) 

Delay  
(s) RFC 

2030 Baseline with Development - BaU 
A1301 North Arm 21 52 0.98 0 3 0.32 
Site Access 0 3 0.12 4 14 0.80 
A1301 South Arm 1 5 0.55 1 8 0.54 
2030 Baseline with Development - Target 
A1301 North Arm 2 8 0.71 0 3 0.29 
Site Access 0 3 0.08 1 6 0.50 
A1301 South Arm 1 5 0.48 1 5 0.45 

 
The results show that the junction operates within capacity in both peak periods and scenarios, except for 
some queuing and delay at the A1301 North arm in the AM Peak “BaU” scenario. Under the “Target” 
scenario the proposed junction has some residual capacity and is of an appropriate scale and form to 
provide access to the development. 
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7.16 Summary 

A summary of the capacity assessments of each junction is discussed below. 

 M11/A505 Roundabout (J1) 
Results show the roundabout to operate over-capacity on three arms in the AM peak and one in the PM 
peak during the 2017 Baseline scenario. In the 2030 Baseline without Development scenario the 
junction is shown to have significant capacity and queueing issues in both the AM and PM peaks. The 
two “with development” scenarios exacerbate this situation. Junction capacity improvements are 
proposed which show a significant overall improvement compared to the future without development 
and nil detriment related to the development itself. Overall across both peak hours the residual impact 
is not considered to be severe. 

 A505/Hunts Road Roundabout (J2) 
Results show the junction to have some over-capacity issues during the 2017 Baseline scenario, with 
very significant capacity issues during the 2030 Baseline without Development scenario. The two “with 
development” scenarios exacerbate this situation. Junction capacity improvements (signalisation) are 
proposed which result in a significant improvement in the performance of the junction compared to the 
“without Development” scenario and nil detriment related to the development itself. Although the 
design and signal timing may need to be optimised and adjusted in response to a safety audit at the 
next stage of design. Overall, across the peak hours the residual impact is not considered to be severe. 

 A505/Moorfield Road (J3) 
The staggered crossroads is modelled as starting to exhibit capacity issues during the AM peak in the 
2030 Baseline without Development scenario, and this issue increases in the two with development 
scenarios. The issues are experienced on the minor arms of the junction as the high volume of traffic on 
the major arm blocks traffic emerging from the minor arms. The use of signals at the A505/Hunts Road 
junction will create some breaks in the eastbound flow, allowing a number of vehicles to join the A505 
together, reducing queues. Overall, it is considered that the situation with these side road queues can 
be resolved and managed, and the overall impact across both peak hours is not significant enough to 
refuse the development on highways grounds. 

 A505/Station Road (J5) 
Results show that capacity issues arise during the AM peak in the 2030 with Development scenario. The 
increase in flows along the A505 causes queueing and delays to vehicles leaving Station Approach onto 
the A505. Whilst the “with Development” scenarios do increase eastbound flows further, this has a 
negligible effect in terms of increasing queueing on Station Road. Overall, the impact of development 
across the peak hours is not significant enough to refuse the development on highways grounds. 

 A505/A1301 Roundabout (J7) 
Results show the junction to be operating over capacity on all arms in the AM and PM peaks in the 2017 
Existing scenario, with particular issues on the A505 East arm in the AM peak. In the 2030 Baseline 
without Development scenario the junction is shown to have significant capacity and queuing issues in 
both peak periods. The two “with development” scenarios exacerbate this situation. Junction capacity 
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improvements are proposed which result in a significant overall improvement compared to the 
“without Development” scenario and nil detriment related to the development itself. Overall, across 
both peak hours, the residual impact is not considered to be severe. 

 A1307/A11 Roundabout (J9) 
Results show that this junction is approaching capacity on the A11 North arm in the AM peak in the 
2017 Existing scenario, but is well within capacity in the PM peak. The increase in traffic in the 2030 
Baseline without Development scenario results in the junction being over capacity on the A11 North 
arm in the AM and PM peaks. The development results in a negligible increase in traffic in the context of 
the total volume of vehicles using this junction (none on the A11 North arm) and has insignificant effect 
on the junction performance overall when compared to the effect of background growth and 
committed development. 

 A1301/ North End Road (J12) 
This junction performs within capacity without significant queueing or delays for all scenarios. 

 A1301/Hunts Lane (J13) 
This junction performs within capacity without significant queueing or delays for all scenarios. 

 A1301/Wellcome Trust Roundabout (J14) 
This junction performs within capacity without significant queueing or delays for all scenarios. 

 A1301/A11 Roundabout North (J15-N) 
This junction performs within capacity without significant queueing or delays for all scenarios. 

 A1301/A11 Roundabout South (J15-S) 
This junction performs within capacity without significant queueing or delays for all scenarios. 

 B184/Newmarket Road Roundabout (J16) 
This junction performs within capacity without significant queueing or delays for all scenarios. 

 A505/Bus-Cycle Interchange Access (J6) 
This junction is modelled only during the 2030 with Development scenarios as it is proposed as part of 
the development. The junction shows no capacity issues, with only minor delays where vehicles wait to 
turn right from A505 into bus-cycle interchange. 

 A1301/Main Site Access (J11) 
This junction is modelled only during the 2030 with Development scenarios as it is proposed as part of 
the development. The results show that the junction operates within capacity in both peak periods and 
scenarios, except for some queuing and delay at the A1301 North arm in the AM Peak “BaU” scenario. 
Under the “Target” scenario the proposed junction has some residual capacity and is of an appropriate 
scale and form to provide access to the development. 
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This Transport Assessment has been prepared by Alan Baxter Ltd (ABA) on behalf of SmithsonHill to support 
an outline planning application for the development of a park for AgriTech on land at Hinxton in South 
Cambridgeshire.  The proposed development comprises 1.2m sqft gross or 1m sqft lettable flexible 
commercial space that will bring together excellence in multiple science sectors to address agricultural 
productivity and sustainability. 
 
The existing transport policy context has been reviewed and a summary presented of adopted policies and 
planned changes in the local area that affect how development is brought forward. 
 
The existing site access and movement conditions have been reviewed or all modes of travel. Current travel 
patterns for existing residents and employees in the area have been identified and planned transport 
improvements discussed. In summary, the following key existing transport issues have been identified: 

 Peak period congestion along the A505 corridor, particularly around A505/A1301 and A505/M11 
junctions – largely a result of link capacity issues, rather than junctions themselves. 

 Perceived rat-running through villages (Hinxton, Duxford and Ickleton) to avoid main routes. 

 Existing strong reliance on travel to work by car in the local area (79% car drivers, Census 2011) 

 Distance from site to housing, retail and leisure uses may encourage driving 

 Good rail access at Whittlesford Parkway, but distance from station and current environment along the 
route make walking from station to site unlikely 

 Some cycle facilities in the area (shared use foot/cycle paths along A505 and A1301), but these run close 
to heavy traffic and have no priority at crossing points 

 Poor bus services at present with limited rail interchange – as a result, other parks invest heavily in 
private shuttle/coach services 

 
The development proposals are summarised, along with strategies for access and movement by all modes 
of travel. A Framework Travel Plan is included in Appendix 4 to set out a range of sustainable travel 
measures and a management structure to ensure that car trips to/from the development are capped at 50% 
of total trips. 
 
  

8.0   
Conclusions 
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In summary, the strategy for tackling the key transport issues is as follows: 

 Make sustainable modes the most convenient way of getting to/from the park with: 

o Generous foot/cycle paths, away from busy roads, connecting the site to Whittlesford Parkway, 
Sawston and Hinxton 

o A foot/cycle bridge crossing the A505/A1301 ‘McDonalds’ Roundabout 

o Two signalised crossings on the A1301, at Sawston and Hinxton 

o A bus/cycle interchange on land near Whittlesford Parkway with ample space for buses, passengers 
and cycle parking, and with the A505 widened to accommodate a bus lane 

o A new shuttle bus service connecting Whittlesford Parkway to the site (and possibly other 
employment/residential areas) 

o Enhancements to the Citi7 bus services to connect to the site 

o Contributing to improvements at Whittlesford Parkway Station 

 Discouraging driving to work by: 

o Restricting car parking provision (max 0.5 spaces per employee) and managing how this is allocated 

o Prioritising parking for car sharers and electric vehicles 

o Regularly monitoring car usage and taking active steps through a Travel Plan to keep driving to 
below 50% of trips 

 Reducing the need to travel off site by: 

o Providing a range of supporting facilities within the development 

o Providing communal spaces for employees from different businesses to meet and share knowledge 
amongst themselves 

o Providing crop trial sites alongside office, research and storage facilities 

 Improving key junctions to address existing issues and increase capacity at: 

o A505 / M11 Roundabout  

o A505 / Hunts Road Roundabout 
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o A505 / A1301 Roundabout 
 
An estimate of trips likely to be generated by the development has been set out for a robust worst case 
estimate (business-as-usual) scenario, as well as a more realistic (target) scenario, and qualitative impact has 
been assessed for each mode. 
 
A draft schedule of proposed transport-related conditions and S106 obligations has been enclosed in 
Appendix 11. These set out the enforcement measures for ensuring that the development will operate in 
as sustainable a manner as possible, including that peak hour car trips generated in the “target” scenario 
will not be exceeded. 
 
A comprehensive highway impact assessment exercise has been undertaken, including detailed junction 
modelling and testing of junction improvement proposals. This includes taking account of anticipated 
background traffic growth of 20% over the period 2017 to 2030, with no highway capacity improvements 
currently committed in the assessment area beyond those related to the Sawston Trade Park expansion. 
 
At the three junctions where significant impacts and capacity issues have been identified, mitigation 
measures are proposed which show a significant overall improvement compared to the future without 
development and nil detriment related to the development itself. Overall across both peak hours the 
residual impact is not considered to be severe.  
 
The scope and nature of the highway works proposed as part of the development in order to accommodate 
the trips that it will generate are such that the ability to carry out further highway works in the future, either 
as part of a general improvement scheme or in order to accommodate other development proposals, will 
not be prejudiced. 
 
While some capacity issues remain across the assessment area, considering the package of proposed 
improvements as a whole, traffic from the proposed development would not have a materially adverse 
impact on the highway network and therefore there should be no objections on highway grounds.  
 
 




