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During the Covid-19 pandemic GCP Joint Assembly and Executive Board meetings will be held virtually.  These meetings will held via 
Zoom and Microsoft Teams (for confidential or exempt items).  Meetings will be live streamed and can be accessed from the GCP 

YouTube Channel - Link .  
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Report To: Greater Cambridge Partnership Joint Assembly 10th September 2020

Lead Officer: Peter Blake � Transport Director, Greater Cambridge Partnership

GREENWAYS � BARTON, BOTTISHAM, HORNINGSEA, 
SAWSTON AND SWAFFHAMS 

1. Purpose  

1.1 The purpose of the report is to provide an update on progress with developing the Greenways, 
working with local communities and stakeholders, to report the outcome of recent public 
consultations and to present outline scheme details and budget proposals for the Barton, 
Bottisham, Horningsea, Sawston and Swaffhams Greenways.

1.2 The Joint Assembly is invited to consider the proposals to be presented to the Executive Board and 
in particular: 

(a) Note and comment on progress made in developing the Greenways, working with local 
communities and stakeholders. 

(b) Provide feedback in response to the outcome of public consultations and endorse the scheme 
proposals and outline budget proposals for the following projects: 

(i) Barton Greenway. 
(ii) Bottisham Greenway. 
(iii) Horningsea Greenway. 
(iv) Sawston Greenway. 
(v) Swaffhams Greenway. 

2. Background 

2.1. The creation of a network of Greenways is part of a strategy to encourage commuting by 
sustainable transport modes into Cambridge city from South Cambridgeshire villages, in a bid to 
reduce traffic congestion and contribute towards improved air quality and better public health. The 
project also provides opportunities for countryside access and leisure. 

2.2. This programme takes on even greater importance in light of Covid-19 and the potential increase in 
commuters wanting to access active travel solutions for their daily journey to work as the lockdown 
measures ease. 

2.3. Greenways have the potential to significantly ease access to a range of sites, including planned 
housing and employment growth at Babraham Research Campus, Cambridge Biomedical Campus, 
Cambridge Northern Fringe, Cambridge Southern Fringe, Cambridge Science Park, Granta Park, 
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Wellcome Trust Genome Campus and West Cambridge (collectively around 10,500 new homes and 
19,000 new jobs between 2011 and 2031). 

2.4. £500,000 was previously approved to develop the Greenway routes through early engagement and 
public consultation to determine the route, extent, form and associated links for each of the 12 
Greenway routes. This work has now been completed. 

3. Key Issues and Considerations  

3.1  The Executive Board will be asked to note the progress made in developing the Greenways, 
working with local communities and stakeholders, to note the outcome of public consultations and 
approve the scheme proposals and an outline budgets. 

3.2 Early community engagement was undertaken on all 12 Greenway routes, with 22 events held, 
between July 2017 and April 2018, the results and ideas from which informed the options then 
taken to public consultation. 

3.3 There was a phased approach to public consultation on the routes, starting in July 2018 and 
completing in October 2019, with a total of 21 events taking place. There were 564 responses to 
the Barton consultation. 87% of respondents supported the formation of the Greenways network.  
We received 777 responses to the Sawston consultation. 94% of respondents supported the overall 
formation of the Greenways network. The Bottisham, Horningsea and Swaffhams Greenways are 
geographically relatively close and they come together as one route as they approach the city from 
Fen Ditton. The routes were therefore combined into a single consultation exercise. We received 
183 responses to the consultation. 87% of respondents supported the overall formation of the 
Greenways network. 

3.4 Recommendations for each Greenway are based on the preferences identified from the 
consultation responses as well as engagement with key stakeholders. Further stakeholder 
engagement and negotiation with landowners will be required to progress the detailed design of 
the routes. 

4. Barton 

4.1 Barton is located approximately 6km southwest of Cambridge across flat terrain and for cyclists it is 
currently served by shared use paths adjacent to the A603. Parts of the existing cycle route have 
already received investment and the percentage of residents that cycle to work is expected to have 
risen significantly from the 23% shown in the 2011 census.  

4.2 Interventions including widening, improving surfacing and incorporating solar lighting in places 
along the path have been popular with many pedestrians and cyclists. The resulting increase in 
pedestrian and cycle traffic has led to calls to prioritise increased safety at junctions, to improve the 
�pinch points� along the route and to provide more attractive off-road routing where possible. 

4.3 In network terms the Barton Greenway would link to the recently approved Comberton Greenway 
to the east via a recently constructed �Quick Win� scheme and via a new link on the north side of 
Barton Road.  

4.4 During the community engagement sessions, multiple route options were considered for the 
Greenway. Significant levels of support were identified for safety improvements where the 
Greenway crosses the northbound slip-road of the M11 and the Grantchester Road from Coton and 
the southbound slip-road at Junction 12. The bridge over the M11 was also considered to be a 
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significant deterrent to use of the path as it stands and the proposal to widen the path was well 
supported. 

4.5 The public consultation suggested a number of options for improvements and still allowed for 
alternative routes to be suggested. The consultation leaflet can be viewed at this link:  
https://www.greatercambridge.org.uk/transport/transport-projects/greenways/barton-greenway

  Whilst improvements to the existing bridleway from Barton to Grantchester and the existing 
permissive path known as �The Baulk� were well supported, significant concerns were also voiced 
about the potential environmental and visual impacts of upgrading the surface of these paths. The 
operational requirement of the Baulk path as a farm track and field access was also raised. Delivery 
of these links is likely to require significant further stakeholder engagement and consultation. 

4.6 The recommendation is to approve the final route as shown in Appendix 1. 

4.7 The proposed £10m budget will be used to complete the detailed design of the scheme, statutory 
processes including planning permission, and land procurement. At this stage it is felt that is sufficient 
to cover the construction costs to deliver all elements of the scheme. 

4.8 The table below sets out the proposed details for each section of the Greenway, though these are 
subject to landowner agreement, road safety audit, planning and other statutory processes. 

BARTON GREENWAY 
SECTION PROPOSED FORM OF GREENWAY
Barton Village Connecting the recent �Quick Win� link to Comberton to the east, 

there will be new signage and the route through Barton Village will 
include a reduced speed limit of 20mph combined with some new 
on-road traffic calming and widened and resurfaced paths to better 
accommodate high volumes of walking and cycling traffic.

New Road/Cambridge Road 
Junction

A reconfigured junction incorporating new traffic lights and safer 
crossings on all arms of the junction. 

Barton to Grantchester (including 
link to the proposed Haslingfield 
Greenway) 

3m wide new shared use path with a 3m wide grassed area on one 
side (for horse riders, joggers and ramblers). There are some trees 
which will be protected and may create localised narrow points. 
Landscaping will be used to minimise visual impact and will include 
pollinator promoting planting. As with other Bridleways in rural 
locations the surface material of this path will be decided during the 
detailed design phase of the project and key stakeholders will have 
the opportunity to guide this decision.

�The Baulk� path to Grantchester 
Road 

3m wide new shared use path with a 3m wide grassed area on one 
side (for horse riders, joggers and ramblers). Landscaping will be 
used to minimise visual impact and will include pollinator promoting 
planting. As with other bridleways in rural locations the surface 
material of this path will be decided during the detailed design phase 
of the project and key stakeholders will have the opportunity to 
guide this decision. It is noted that this path should be robust to 
accommodate some agricultural traffic as well as non-motorised 
users.

A603 Cambridge Road & 
Roundabout (M11N Slip Road) 

A widened path and realigned approach path to a new underpass to 
safely bypass the existing motorway slip road crossing. 

Bridge over M11 Reallocation of carriageway space over the M11 bridge to widen the 
shared use path and create a suitable separation strip from the 
carriageway. A reduced speed limit to 40 mph. Work with Highways 
England to design and install a new taller bridge parapet.
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Barton Road/ Coton Road/ 
Grantchester Road Roundabout 

A new smaller roundabout and a new underpass under Grantchester 
Road with realigned approach paths. The roundabout will retain two 
lanes and traffic flow capacity will be maintained.

Barton Road Reallocation of carriageway space to widen the existing shared use 
path to 3m where possible and create a suitable separation strip 
from the carriageway.

Barton Road - Cambridge Current cycle path to be resurfaced and widened where necessary, 
no trees will be removed and there will be opportunity for key 
stakeholders to influence the design, including landscaping and 
planting in some locations along this section. Priority crossings for 
Greenway users across side road junctions to improve safety and 
continuity for users. Junctions to be reconfigured to slow turning 
motor vehicles. 

5. Bottisham, Horningsea and The Swaffhams

5.1 Bottisham is located approximately 10km from Cambridge. Horningsea is approximately 7km and 
the villages of Swaffham Bulbeck and Swaffham Prior are approximately 13km and 15km 
respectively. All of these villages are to the east or northeast of Cambridge across flat terrain and 
for cyclists they are all currently served by shared use paths of varying quality and widths adjacent 
to the carriageway. Parts of the existing cycle routes have already received investment including 
the highly regarded Quy to Lode path which also provides good access towards the National Trust�s 
Anglesey Abbey. Some Greenways �Quick Win� interventions to install solar stud lighting and to 
resurface and widen some sections of path have also been popular locally, however many other 
sections of the paths would still be considered sub-standard for use by significant numbers of 
pedestrians, cyclists or equestrians. The percentage of residents that cycle to work is expected to 
have risen since the 2011 census which showed levels of between 3% and 9%. 

5.2  Substantial current and future growth to the east of Cambridge including the �Wing� development 
site are expected to bring increased journey numbers for both commuting and leisure purposes and 
the Greenways would be well positioned to cater for increases in sustainable transport modes. 

5.3  In network terms the Bottisham, Horningsea and The Swaffhams Greenways meet in Fen Ditton 
before continuing towards Cambridge where they would link to the Chisholm Trail (currently under 
construction), with Cambridge Station to the south and Cambridge North station just across the 
new Abbey-Chesterton bridge. The Greenway route continues onwards past the Green Dragon 
bridge and as far as the Riverside bridge with its link to Chesterton. This route provides an excellent 
off-road alternative to the A1303 (Newmarket Road). 

5.4 During the community engagement sessions, a �blank canvas� approach was applied to the three 
routes and the public was asked to tell us their preferences for route alignments. People were 
invited to identify where they experienced problems or barriers when walking and cycling. Whilst a 
large number of route options were identified, strong support emerged for off-road routes which 
were considered safer than mixing with motor traffic. Additionally improved surfacing, signage and 
lighting were identified as measures that would dramatically improve conditions for pedestrians 
and cyclists. Significant levels of local support were identified for some elements and sections of 
path. The Wadloes path in Fen Ditton and a section of NCN51 adjacent to the A1303, near 
Cambridge Airport, were subsequently widened and resurfaced and solar stud lighting was installed 
in appropriate locations as part of a programme of �quick win� schemes undertaken in 2018/19. 
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APPENDIX 1 � BARTON GREENWAY 
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APPENDIX 4 � INDICATIVE HIGH LEVEL DELIVERY TIMELINE 
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	1.0 Background
	1.1 Overview
	1.1.1 In November 2019, WYG were commissioned by the Greater Cambridge Partnership (GCP) to explore the options through which to develop a high-quality sustainable transport corridor into Cambridge from the east, addressing current inadequacies in pro...
	1.1.2 This Engagement Summary Report forms one of a suite of documents which together comprise the Cambridge Eastern Access Study (see Figure 1.1). It summarises the first and informal stage of the engagement process and the feedback received from sta...

	1.2 Location
	1.2.1 The study broadly covers the Newmarket Road corridor and the surrounding area, from Mill Road and Coldham’s Lane in the south to the A14 and Ditton Lane in the north, and from the Quy Interchange on the A14 in the east to the Elizabeth Way round...
	1.2.2 The area is subject to high volumes of traffic and is the location for significant growth proposals which could see the expansion of the city to the east with the redevelopment of the airport site. In the longer term it is anticipated that the C...
	1.2.3 The corridor forms the main gateway into the city from the east, and whilst it accommodates many east-west movements into and out of the city centre, it also forms an important leg for strategic trips between the north and south of the city, par...
	1.2.4 The mix of land uses along Newmarket Road ensures that it remains busy throughout the day and Abbey Stadium, home of Cambridge United Football Club, represents a significant trip generator and destination on match days throughout the football se...
	1.2.5 A map of the study area is provided in Figure 1.2.

	1.3 Challenges and Opportunities
	1.3.1 Cambridge is facing a series of challenges in terms of maintaining strong economic growth whilst ensuring that housing supply keeps pace with job creation. At the same time environmental concerns are at the forefront as a result of needing to pl...
	1.3.2 These pressures are felt on access into the city from the east as strongly as anywhere else. Whilst there has been investment in encouraging travel by bus and by bike along Newmarket Road, the provision does not match that of a city aspiring to ...
	1.3.3 As such a series of options will be explored and a Strategic Outline Business Case generated to provide a step-change in provision which makes the bus and active travel options such as walking and cycling, the mode of choice for the vast majorit...

	1.4 Structure of the Report
	1.4.1 The report provides a review of the need for engagement, the activities undertaken to maximise feedback and the qualitative and quantitative responses from stakeholders and the general public. The report is structured around the following chapte...

	1.5 More Information
	1.5.1 If more information is required, please contact the Greater Cambridge Partnership, via:
	Telephone: 01223 699906
	Email: contactus@greatercambridge.org.uk

	2.0 Structure of the Engagement Process
	2.1 Overview
	2.1.1 The Greater Cambridge Partnership has sought to engage with stakeholders and the general public early and throughout the study process. To achieve this, several co-ordinated activities were programmed through which to capture the views, opinions...

	2.2 Need for Engagement
	2.2.1 The engagement process has been undertaken to meet a number of objectives, as follows:

	2.3 Activities
	2.3.1 Engagement and consultation to inform the study will be undertaken in two main parts:
	2.3.2 The specific activities undertaken as part of the informal engagement are listed in Table 2.1 below.
	2.3.3 The ConsultCambs consultation and engagement platform 0F  formed the focal point of the engagement activity with regular updates provided, including a promotional video. Images of the engagement process are highlighted in Figure 2.1.
	2.3.4

	3.0 Feedback from Stakeholders
	3.1 Overview
	3.1.1 A series of events were held with key stakeholders through which to ascertain the priorities of elected members, parish councils, transport providers and interest groups in relation to investment in transport improvements in the corridor.
	3.1.2 This included one to one meetings via Microsoft Teams, and Zoom workshops, to ensure that we adhered to restrictions associated with the Covid-19 social distancing regulations during spring and summer 2020. The respective thoughts of the individ...
	3.1.3 Feedback from the Zoom workshops with members and stakeholders is included within Appendix A.

	3.2 Local Authorities
	3.2.1 The Greater Cambridge Partnership works closely with the Cambridgeshire and Peterborough Combined Authority (CPCA), Cambridge City Council, South Cambridgeshire District Council and Cambridgeshire County Council in the development of planning an...
	3.2.2 As the local transport authority, the Cambridgeshire and Peterborough Combined Authority provided their views from a network management perspective. Key areas of concern were highlighted as:
	3.2.3 Local councillors expressed concerns regarding the need to protect the Meadows, whilst feedback was also received from local authority officers and parish councils.
	3.2.4 Discussions with these partner organisations have emphasised the need for the continued alignment of investment, and any measures to be taken forward through the Cambridge Eastern Access Study should complement the emerging Cambridgeshire Autono...
	3.2.5 The local authorities are partners in the East-West Rail Consortium which has commissioned a review of the potential to upgrade the Cambridge to Newmarket railway line.

	3.3 Highway Authorities
	3.3.1 Highways England and Cambridgeshire County Council are the strategic and local highway authorities respectively and have a duty to maintain the safe and efficient operation of their networks. This remit formed the basis to both organisations’ in...
	3.3.2 With regard to Highways England, the nationally important A14 runs parallel to Newmarket Road and skirts the northern edge of the study area. It was stated that any interventions within the study area need to ensure that the functioning of neith...

	3.4 Bus Operators
	3.4.1 The main bus operator along Newmarket Road, including the provider of the Park & Ride services, is Stagecoach and they provided an insight into operational issues along Newmarket Road supplemented by data of journey times from their scheduled se...
	3.4.2 Specific areas of discussion focused upon:

	3.5 The Rail Industry
	3.5.1 The potential role of rail in a multi-modal approach to accommodating travel demand into Cambridge from the east was explored with representatives from key players at Network Rail, train operating company Greater Anglia, the East-West Rail Conso...
	3.5.2 Key issues highlighted in the discussions focused upon:
	3.5.3 These wide-ranging discussions demonstrate the potential benefits of a fit-for-purpose rail connection between Cambridge, Newmarket, Bury St Edmunds and Ipswich, but that the complexities and hurdles which must be overcome at both a local and st...
	3.5.4 Notwithstanding such concerns, it was clear that there was broad support for further exploring the opportunities within the study and as part of the wider East-West Rail Consortium’s remit.

	3.6 Developers
	3.6.1 In advance of the adoption of the emerging Greater Cambridge Local Plan, there are several large-scale development opportunities within the east of the city and further afield which are under consideration.
	3.6.2 To provide due diligence, but without compromising the planning process, discussions were held with the Marshall Group which owns and operates Cambridge Airport and L&G Estates, which has an interest in a strategic site at Six Mile Bottom, to un...
	3.6.3 Whilst both sites are very different in nature, both promoters see the opportunities presented by investment in sustainable mass transit improvements to the east of Cambridge, in the form of either the Cambridgeshire Autonomous Metro and/or rail...

	3.7 Transport Interest Groups
	3.7.1 Cambridge benefits from several very active transport orientated interest groups and both the Cambridge Cycling Campaign and Smarter Cambridge Transport were engaged as part of the early and informal engagement process.
	3.7.2 A number of themes emerged from these discussions, with the most substantive points being:
	3.7.3 Encouragingly, both groups committed to working with the GCP in the development of the optimum solution for the corridor.

	3.8 Other Interest Groups
	3.8.1 During the informal engagement period representations were submitted by other interest groups with an interest in the future of the Newmarket Road corridor and wider study area. Both Cambridge Past, Present and Future (CPPF) and the National Tru...
	3.8.2 Both parties indicated an understanding of the current pressures the highway network is subject to and a desire to see improvements in terms of the provision of realistic alternatives to the car, albeit in a way which does not compromise key lan...
	3.8.3 Responses were also submitted by Fen Ditton Parish Council, the British Horse Society and Historic England.

	3.9 Internal Discussions
	3.9.1 The Cambridge Eastern Access Study will influence and will be influenced by several other ongoing studies within the Cambridge area and as such regular internal discussions have been held to align thinking and in helping to understand the wider ...
	3.9.2 This has included engagement with:

	3.10 Summary
	3.10.1 Despite the diverse perspectives and interests of the stakeholders engaged as part of this stage of the process, there is consensus in terms of:
	3.10.2 It is clear that there are many complex issues to be addressed within the area and that whilst the opportunities are there for a step-change in the sustainable transport offer, compromises may well have to be sought, particularly in terms of th...

	4.0 Feedback from the General Public
	4.1 Overview
	4.1.1 A four-week informal engagement period commenced on 6 July and concluded on 3 August 2020 during which time the general public could provide their first thoughts on the issues and opportunities within the study area. The location of the responde...
	4.1.2 The engagement period was promoted on the Greater Cambridge Partnership’s website, with links to the ConsultCambs engagement portal. It was accompanied by a social media campaign that ran throughout the four-week period via the GCP’s Twitter, Fa...
	4.1.3 A press release was issued to local media on the first day of the engagement period and paid for adverts appeared in the Cambridge News and the Cambridge Independent. In addition to this, an e-bulletin was sent out to stakeholders via the GovDel...
	4.1.4 This section provides a quantitative and qualitative analysis of this feedback with a view to understanding the main concerns and opportunities to benefit all modes of travel within the study area.

	4.2 Locations of Interest
	4.2.1 Several locations within the study area provided the focus for feedback through the ConsultCambs map and survey. Newmarket Road itself, unsurprisingly, generated the most comments, followed by Coldham’s Lane, Barnwell Road and Mill Road, as illu...
	4.2.2 Almost one in four comments received online made reference to Newmarket Road, with the section between Elizabeth Way roundabout and the Leper Chapel, and issues connected to the Barnwell roundabout receiving the most comments, along with several...
	4.2.3 With regards to comments received about Coldham’s Lane, many of the comments related to the Sainsbury’s roundabout. Comments were mixed in terms of their positivity, acknowledging that the existing provision is undesirable for many modes of trav...
	4.2.4 Many comments were also received about the Sainsbury’s roundabout along Barnwell Road and access to Coldham’s Common as well as better crossing facilities for pedestrians, equestrians and cyclists at the side road junctions between the two round...
	4.2.5 Comments regarding the status of the railway bridge dominated the focus of the feedback received along Mill Road, reflecting recent changes in access and extensive local media attention. Comments were expressed in favour of both sides, either su...
	4.2.6 Other comments of a strategic nature included providing new bridges over the Cambridge railway line in close proximity to the main station, as well as improvements to Carter Bridge and the Station Square. A new eastern station entrance was also ...

	4.3 Mode of Travel
	4.3.1 In terms of the modes of travel, far and away the majority of comments were received in relation to cycling, as illustrated in Figure 4.3. This demonstrates the importance of ensuring enhancements to the cycle network are integral to any investm...
	4.3.2 Comments made in relation to bus and rail were comparatively low when compared with cycling. More comments were made on general traffic (20%) and walking (16%), with both receiving many comments that referenced the latter as a secondary mode of ...

	4.4 Objectives
	4.4.1 Whilst the feedback received was wide ranging, the comments received could be categorised within the three broad objectives of the study, namely:
	4.4.2 The comments provided by the general public on ConsultCambs targeted all three objectives, with ‘pins’ in relation to creating safe and attractive communities the most prevalent (192 comments), followed by those in relation to connectivity (125 ...
	4.4.3 There were other comments however that critiqued the existing provision within the study area and as such these things hindered capacity, connectivity and community. There were 37 comments that noted that the existing provision had a negative im...

	4.5 Qualitative Feedback
	4.5.1 With regards to the more specific detail of the comments received, there were many areas of focus that were discussed. For simplification, these areas of focus have been divided into three sub-sections:
	4.5.2 The full list of 299 comments is provided in Appendix B for reference.
	4.5.3 Some 61 comments made online provided a critique of existing provision within the study area. These comments mostly focused on the inadequacy of infrastructure, such as cycle paths, bridges, junction arrangements or pedestrian crossing facilitie...
	4.5.4 In terms of the scope to improve existing provision, 107 comments were received associated with infrastructure and services within the study area. In a similar fashion to the critiques made, many of the comments focused on improving infrastructu...
	4.5.5 The redesign of two junctions in particular featured heavily within the online comments. These comments related to the Elizabeth Way roundabout and the Barnwell roundabout. It became apparent through the comments that neither of these junctions ...
	4.5.6 As such, comments received focused on providing better crossing and cycling facilities at and through these junctions, with some comments expressing a desire to reconfigure the roundabout altogether, into a ‘Dutch-style’ roundabout or ‘Cyclops’ ...
	4.5.7 The number of comments received in relation to improving existing provision is highlighted in Figure 4.5, whilst the geographic spread of these perceived issues is shown in Figure 4.8.
	4.5.8 There were more comments in this section that focused on more detailed solutions, such as fixing a barbed wire fence and trimming back overhanging vegetation within particular areas of the study boundary. A desire to see improved access for eque...
	4.5.9 Comments made with regards to new solutions were dominated by pedestrian-cycle infrastructure, with 70 out of the 129 comments received making reference to new cycle lanes/paths, new pedestrian-cycle crossings, or new pedestrian-cycle routes.
	4.5.10 Bus and rail received a combined total of 20 comments, with references to new bus services to the Abbey Stadium, the Land North of Cherry Hinton site and Addenbrooke’s Hospital and the Cambridge Biomedical Campus as well as new rail stations lo...
	4.5.11 Desire was expressed to see new stations at Capital Park, Cherry Hinton and south of Coldham’s Lane in the vicinity of the two existing lakes, and whilst five comments were made with regards to a new P&R site, it should be noted these were not ...
	4.5.12 The number of comments received in relation to potential new infrastructure and facilities is highlighted in Figure 4.6, whilst the geographic spread of these opportunities is shown in Figure 4.9.
	Figure 4.4: Most Commonly Cited Existing Issues (by number of respondents)

	4.6 Responses to the Survey
	4.6.1 To supplement the mapping function on the ConsultCambs website, the opportunity was provided to respond to a series of set questions and was duly completed by 112 respondents. The following sections summarise the feedback.
	4.6.2 The breakdown of those responding to the survey based upon their typical mode of travel into Cambridge is highlighted in Figure 4.10. Most respondents usually travel into Cambridge either by car (31%) or they cycle (29%) and walk (18%). Around 2...
	4.6.3 Figure 4.11 details the frequency with which respondents travel into the city. Some 66% classed themselves as regular commuters who travel into Cambridge at least several times a week. Another 20% identified themselves as occasional travellers a...
	4.6.4 The most commonly expressed concern of respondents in terms of using public transport is the lack of convenient connections (see Figure 4.12). Poor accessibility to a bus and no direct route to their destination was mentioned 30 times (34% of pe...
	4.6.5 Complaints about bus frequency were the second most common complaint (24 comments, 28%). Some 26% of respondents suggested that traffic conditions were impacting on bus journey times and contributing to the poor reliability of the services (21%)...
	4.6.6 Many people are unhappy that there is no late bus back home, no Sunday service, and those who start work early in the morning are left with no option but too drive. People living in villages to the east of Cambridge particularly feel disconnected.
	4.6.7 Figure 4.13 highlights how most of the comments expressed about active travel focused on safety concerns. People don’t feel comfortable cycling in heavy traffic, with fast vehicles passing them, and they have concerns about conflicts between ped...
	4.6.8 There was an almost equal split between people who think existing routes should be improved (37 respondents) and people who think that developing new routes is the way forward (35 respondents).
	4.6.9 About half of the respondents want to see safe cycle infrastructure as a priority, as shown in Figure 4.14. Bus improvements, such as bus gates, better bus lanes and more convenient bus routes, were mentioned by 14 people (14%). Only six respond...
	4.6.10 When asked about what should be avoided or treated with caution in terms of areas of investment, concerns associated with the negative impact on the environment were raised on several occasions. Most people mentioned this vaguely and said that ...
	4.6.11 Those who articulated more specific concerns said that the following locations must be protected: Coldham's Common (mentioned 3x), Gog Magogs (2x), Barnwell East nature reserve, Riverside route, Horningsea, Wandlebury, and Snakey Path.
	4.6.12 Amongst other issues to ensure, respondents referred to concerns associated with poor bus provision (7x), not to be anti-car as it should be respected that some people still need to drive (5x), or in creating more congestion and worsening the a...
	4.6.13 Specifically, with regards to active travel, it was felt that combined bus and cycle lanes should be avoided as well as shared use paths. Cycle lanes which are only ‘painted’ on the road were also viewed in a negative light. Whilst some warn ag...
	4.6.14 It should be noted that despite these concerns, other respondents expressed an opinion that the approach should be exactly the opposite – that the new routes shouldn’t be avoiding the precious or protected locations, but actually take in any la...
	4.6.15 Most respondents felt that there is a big opportunity to improve bus services in the area (see Figure 4.15). Included within the feedback was a suggestion that more direct/orbital services could be provided so that passengers wouldn’t always ha...
	4.6.16 Comments were made in terms of support for and against the reopening of Mill Road bridge to traffic despite no direct prompt within the questioning, highlighting the level of interest in this particular corridor.
	4.6.17 Eight comments were received about train services. Some focused on the inadequate connection between Cambridge and Newmarket, whilst others would like to see a stop in Cherry Hinton/Teversham to allow local residents to travel into the city eas...
	4.6.18 Other comments of note focused upon improvements to the Cambridge Station access from the east either in a form of extension of the existing footbridge to the cycle park or by a provision of a new eastern access near Royal Mail with direct acce...
	4.6.19 It was felt that apart from the convenience of this for thousands of people in east Cambridge, this would help to mitigate the impact of all the planned housing developments taking place to the east of the city which would otherwise put more pr...
	4.6.20 The public’s suggestions regarding active travel improvements were dominated by calls for safe cycle infrastructure which were mentioned by half of the respondents (see Figure 4.16). This was felt to be in the form of wide lanes, fully segregat...
	4.6.21 Only a few comments were received regarding cycle parking provision throughout the whole survey which could suggest that people are generally happy with current provision. However, the parking at Cambridge North station is not perceived as safe...
	4.6.22 Those who live on or around Coldham’s Lane want to see a change in its character, emphasising its nature as a residential street and not a busy road used for rat-running.
	4.6.23 In this section many people reiterated their concerns and suggestions discussed in previous questions. Some people would like to see the Council taking action to discourage car use by introducing a congestion charge, zero emission zone or limit...
	4.6.24 A third of respondents suggested that a better quality, safer cycle network and infrastructure would make cycling more attractive for them (see Figure 4.18). About 27% of respondents would like to see bus timetables suited to their needs – whet...
	4.6.25 A number of respondents (12%) lack convenient bus services – whether it be no access to a good bus service in their village or no direct route to their destination – meaning that they have to travel through the city centre and their journey bec...
	4.6.26 About 10% of respondents find the buses too expensive (with suggestions that it can be cheaper for a family of four to take a taxi, for example) and claim they would be using them more often if cheaper.
	4.6.27 The final two questions of the survey focused on the impacts of the Covid-19 virus and the resultant restrictions and lockdown on their travel patterns and behaviours. Figure 4.19 highlights how around a third of the respondents stated that the...
	4.6.28 When this feedback is broken down by mode of transport, it highlights how this might manifest itself through a decrease in car use and public transport in the future (see Figure 4.20). Conversely, many people are planning to be more active and ...

	4.7 Summary
	4.7.1 The level of feedback received in response to the informal four-week engagement period demonstrates that there is considerable public interest in seeing improvements made in the Cambridge Eastern Access study area. The qualitative nature of the ...
	4.7.2 In seeking to draw some conclusions from the feedback, a number of points emerge:

	5.0 Park & Ride User Survey
	5.1 Overview
	5.1.1 In January 2020, WYG undertook a survey of Newmarket Road Park & Ride users to ascertain their rationale behind using the service and to understand their perceptions in terms of the quality of provision and how the offer could be improved. Feedb...

	5.2 Satisfaction
	5.2.1 In terms of overall satisfaction with the Park & Ride, the vast majority of users were satisfied with the service and facilities on offer, as highlighted in Figure 5.1. Almost 70% of respondents expressed that they were either quite or very sati...

	5.3 Service Frequency
	5.3.1 In terms of service frequency, respondents were also broadly supportive of the levels of provision as indicated in Figure 5.2. However, with only 14 of the 64 respondents suggesting it was ‘high quality’ there appears to be room for improvement ...

	5.4 Reliability
	5.4.1 With regard to the reliability of service provision, it was clear that there was concern amongst users. Whilst Figure 5.3 highlights broad satisfaction with reliability, conversations with respondents drew out large differences in terms of inbou...

	5.5 Journey Times
	5.5.1 The journey times from the Park & Ride site to the city centre are generally seen as reasonable by users as shown in Figure 5.4 with 46 of the 66 responses to the question considering it to be of reasonable or high quality.
	5.5.2 The qualitative feedback received in response to this question however, again highlighted differences in the inbound and outbound journey experience, with return trips to the Park & Ride site in the evening peak considered to be longer and subje...

	5.6 Effectiveness of Bus Lanes
	5.6.1 Users were broadly of the view that the bus lanes in place were effective as shown in Figure 5.4. However, the qualitative feedback received suggested that the lack of continuous bus lanes impacted upon their effectiveness, particularly in terms...
	5.6.2 Conversely it was also stated that outside of the peak periods the bus lanes were largely redundant, with buses preferring to remain in the general traffic lanes, creating doubt in the minds of users in terms of their overall suitability.

	5.7 Areas of Improvement
	5.7.1 At the conclusion of the survey, respondents were asked an open question in terms of how they thought the Park & Ride provision along Newmarket Road could be improved. The lack of options to pick was intended to enable individuals to think for t...
	5.7.2 However, it became apparent that many felt that authorities had done everything possible to provide an efficient service. Whilst noting the discontinuous bus lane provision, many realised that this was as a result of the nature of the corridor. ...

	5.8 Summary
	5.8.1 The survey of existing Park & Ride users provides a snapshot of the views of those who use the service despite the small sample size. Unsurprisingly, given the fact that those questioned are current users, the general feedback was positive.
	5.8.2 Notwithstanding this, there are clear areas for improvement with qualitative responses consistently highlighting different users’ experiences between the morning peak period trips into the city centre, which were broadly seen as very efficient, ...
	5.8.3 When pressed in terms of how the service could be improved however, many respondents struggled to suggest a solution with a feeling that the authorities had done ‘all they could’ given the nature of the corridor. Where ideas were offered, improv...

	6.0 Conclusions
	6.1.1 The four-week informal engagement process between 6 July and 3 August 2020 forms the first part of an ongoing conversation with stakeholders and the general public through which to understand the issues and opportunities for sustainable transpor...
	6.1.2 Despite the diversity of perspectives and interests, one of the most striking findings from the feedback has been the consensus and shared view that the Cambridge Eastern Access study area is in need of investment, that sustainable transport sho...
	6.1.3 The next stage of the process will see the generation of a long list of options based upon the feedback from the engagement process and analysis of current provision and practice. The options will then be assessed and reduced to a short list of ...
	6.1.4 Subject to GCP Executive Board approval to proceed, the packages will go out to public consultation in October 2020.
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	1.0 Background
	1.1 Overview
	1.1.1 This document forms the Options Appraisal Report (OAR) for the Cambridge Eastern Access Study. It details the need for investment in public transport improvements and supporting active travel measures in the east of the city, the areas of interv...
	1.1.2 The OAR forms one of a suite of documents which together comprise the Cambridge Eastern Access Study (see Figure 1.1). It builds upon the findings and recommendations of the Baseline Report which should be read in conjunction with this report an...

	1.2 Objectives
	1.2.1 The study has been undertaken to identify measures to address existing shortcomings in sustainable transport provision in the east of the city and capitalise upon extensive opportunities for housing and jobs growth. In this context, three clear ...
	1.2.2 Together it is felt that these objectives reflect the current and future requirements of transport provision along Newmarket Road and more broadly across the east of the city, with supporting criteria through which to measure the respective cont...

	1.3 Study Area
	1.3.1 The study broadly covers the Newmarket Road corridor and the surrounding area, from Mill Road and Coldham’s Lane in the south to the A14 and Ditton Lane in the north, and from the Quy Interchange on the A14 in the east to the Elizabeth Way round...
	1.3.2 The area is subject to high volumes of traffic and is the location for significant growth proposals which could see the expansion of the city to the east with the redevelopment of the airport site. In the longer term it is anticipated that the C...
	1.3.3 The corridor forms the main gateway into the city from the east, and whilst it accommodates many east-west movements into and out of the city centre, it also forms an important leg for strategic trips between the north and south of the city, par...
	1.3.4 The mix of land uses along Newmarket Road ensures that it remains busy throughout the day and Abbey Stadium, home of Cambridge United Football Club, represents a significant trip generator and destination on match days throughout the football se...

	1.4 Policy Context
	1.4.1 The Cambridgeshire and Peterborough Local Transport Plan (LTP) provides the long-term vision and strategic framework for investment in shaping the travel choices and the role of transport in the years to come. This study aligns with the high-lev...
	1.4.2 The study has also sought to identify solutions to address current issues within the Newmarket Road corridor and through which to provide a step-change in the look and feel of the transport offer, and provide the capacity and connectivity to fac...
	1.4.3 In terms of growth, the emerging Greater Cambridge Local Plan will detail the scale, nature and location for housing and employment provision to come forward. Whilst the study could not be informed by the decisions on these allocations, it was p...
	1.4.4 At a local level, the study has also been developed to support the aspirations of the East Barnwell Regeneration Study, and at a more strategic level, address the salient points of the Cambridgeshire and Peterborough Independent Economic Review.

	1.5 Alignment with Other Transport Studies
	1.5.1 The study is one of a series of projects through which the Greater Cambridge Partnership is seeking to better understand the need, shape and future direction of transport investment across the city. It has sought to reflect and complement interv...
	1.5.2 Furthermore, the Cambridgeshire and Peterborough Independent Economic Review (CPIER) commissioned and funded by Cambridgeshire and Peterborough Combined Authority in 2017, suggested that the level of investment in transport infrastructure has be...
	1.5.3 The study investigates how this can be addressed in the east of the city.

	1.6 Guidance on the Appraisal Process
	1.6.1 This OAR follows the guidance provided by the Department for Transport (DfT) entitled ‘The Transport Appraisal Process’, which details the process to be undertaken in the appraisal of transport interventions0F .
	1.6.2 The Report is structured to adhere to this and highlight the necessary steps which have been undertaken from the initial understanding of issues and option development, through to the detailed appraisal that supports the preparation of a busines...
	1.6.3 The three stages in the DfT’s transport appraisal process are illustrated in Figure 1.4 and comprise:
	1.6.4 This OAR covers Stage 1 and Stage 2 of the DfT’s process and will inform the development of a Strategic Outline Business Case (SOBC). In turn it is consistent with Green Book guidance, the basis upon which Central Government develop transparent,...

	1.7 Structure of the Report
	1.7.1 The OAR provides a step by step overview of the process through which ideas and options have been identified and considered to address current sustainable transport requirements on Newmarket Road and in the broader eastern access corridor, toget...

	1.8 More Information
	1.8.1 If more information is required, please contact the Greater Cambridge Partnership, via:
	Telephone: 01223 699906
	Email: contactus@greatercambridge.org.uk

	2.0 The Need for Intervention
	2.1 Overview
	2.1.1 This section summarises the need for intervention and investment in sustainable transport on Newmarket Road and across the wider network, to improve both access into Cambridge City Centre from the east, and other orbital movements which avoid th...

	2.2 Current Provision
	2.2.1 Newmarket Road is around 5.5km in length and connects the city centre from the Elizabeth Way roundabout to the A14 at the Quy Interchange (J35). The nature of the corridor changes as it heads from east to west, evolving from a fast, rural road d...
	2.2.2 The quality of travel choices differs both by mode and location along the corridor and on the wider network:
	2.2.3 The overall picture is of a corridor that is busy for most of the day and throughout the week as a result of commuting, retail and visitor trips. However, it fails to balance the movement and place functions successful corridors of this nature a...

	2.3 Current Practice – General Traffic
	2.3.1 Newmarket Road is a heavily trafficked corridor. In a typical morning peak hour (between 8am and 9am) over 1,500 vehicles head towards the city from the Quy Interchange (A14 J35), whilst in excess of 1,100 vehicles travel along the section betwe...
	2.3.2 In the evening peak hour (between 5pm and 6pm) the volume of traffic is even greater, with almost 1,300 vehicles per hour heading away from the city between Coldham’s Lane and the Elizabeth Way roundabout and 1,500 vehicles approaching the Quy I...
	2.3.3 Whilst the rest of Newmarket Road does not experience these volumes, the section between the Barnwell Road roundabout and Ditton Lane sees almost 1,200 vehicles in the evening peak hour. By comparison the section to the north of the airport acco...
	2.3.4 In the wider study area, the A14 is subject to the highest flows, with some 2,800 vehicles travelling east to west between J35 and J34 in the morning peak (equating to 47 vehicles per minute), and a similar number  travelling in the opposite dir...
	2.3.5 Elsewhere Coldham’s Lane close to the retail park sees inbound (northbound) flows of around 600 vehicles in the morning peak and 750 vehicles travelling outbound (southbound) in the evening peak. Ditton Lane immediately north of Newmarket Road i...
	2.3.6 In the evening peak however, almost 800 vehicles head northbound towards the A14, with around 500 heading southbound towards Newmarket Road.
	2.3.7 Journey times for general traffic are significantly impacted by queues and delays in the morning and evening peak periods, as illustrated in Table 2.1.
	2.3.8 Delays materialise as a result of demand (vehicle flow) outstripping supply (capacity) on sections of the network. This is represented in Figure 2.3 and Figure 2.4 in terms of the respective levels of stress across the study area in the morning ...
	2.3.9 Outside of the traditional peak periods during the working week, it is also recognised that congestion and delays occur when Cambridge United Football Club is playing home games at the Abbey Stadium on Newmarket Road, typically on a Saturday aft...
	2.3.10 A more nuanced understanding of the operation of Newmarket Road is possible through a select link analysis of the corridor within the Cambridge Sub-Regional Transport Model, providing an understanding as to where corridor users start and finish...
	2.3.11 Figure 2.5 highlights how only a relatively small proportion of the vehicles which enter the corridor at the Quy Interchange on the A14, travel the complete length of Newmarket Road to the Elizabeth Way roundabout.
	2.3.12 A large proportion of the vehicles head south down Airport Way, towards Addenbrooke’s Hospital and the other employment opportunities to the south of the city, whilst it appears that the Park and Ride site has some success in intercepting vehic...
	2.3.13 In terms of trips heading away from the city centre in the evening peak, Coldham’s Lane carries around the same number of vehicles as Newmarket Road from those joining the corridor from the inner ring road (see Figure 2.6). Both links provide a...
	2.3.14 In this respect it may reflect that the evening peak congestion delays are not merely as a result of commuter trips, but generated by a trips associated with a variety of journey purposes.

	2.4 Current Practice – Buses
	2.4.1 In terms of bus journey times, the inbound bus lanes in the morning peak appear to alleviate the problems of congestion with faster journey times than at other times of the day. However, outbound journeys in the evening peak are significantly im...
	2.4.2 It should be noted that the general traffic and bus journey times detailed previously are not directly comparable. The model draws out journey speeds for general traffic between the Quy Interchange and Elizabeth Way Roundabout whilst the bus jou...
	2.4.3 Patronage data provided by Stagecoach in relation to their services operating along Newmarket Road demonstrates a significant decline in the popularity of bus service provision along the corridor in the last five years which, in part, may be a r...
	2.4.4 Conversely the popularity of the Park and Ride service is increasing. The popularity of the Newmarket Road Park and Ride is captured in data collected by Cambridgeshire County Council. The data focuses on the number of cars using the site and so...
	2.4.5 Notwithstanding this, Figure 2.7 highlights how the popularity of the site grew on a month by month basis between 2018 and 2019, peaking at over 63,000 vehicles using the site in October 2019, up from almost 53,000 in the same month in 2018.
	2.4.6 To provide some context for these figures, nationally (outside London) the number of bus trips declined from 2.215 billion trips in 2015/16 to 2.121 billion trips in 2018/19, a 4% decrease in patronage over four years.

	2.5 Summary
	2.5.1 Newmarket Road is not fit for purpose in terms of providing a fast and efficient sustainable transport connection into the centre of Cambridge. The lack of high quality and comprehensive bus and cycle infrastructure fosters a reliance on the car...
	2.5.2 It is also apparent that despite these shortcomings, development pressure in the corridor and further afield remains high. Significant growth is anticipated to come forward through the Greater Cambridge Local Plan. This will exacerbate the incre...
	2.5.3 To ensure that congestion doesn’t stifle the housing and economic opportunities along Newmarket Road, and to make sure that it comes forward and can be delivered sustainably, a longer term emphasis needs to be placed on providing the sustainable...

	3.0 The Long List
	3.1 Overview
	3.1.1 There is a clear need for significant investment in Newmarket Road and the surrounding transport network to address both the current issues facing the corridor, and to help to facilitate the significant level of proposed growth in the east of Ca...
	3.1.2 The Eastern Access Baseline Report identified the problems and constraints associated with travelling into the city from the east and has formed the evidence upon which potential solutions have been identified to transform the corridor into a hi...
	3.1.3 This assessment, together with input from a programme of extensive engagement activities4F  including with elected members, transport providers and the public, has generated a series of potential areas of intervention and, within these, individu...
	3.1.4 Some 59 schemes have been identified in total, as listed in Table 3.1 below and depicted in Figure 3.1 to Figure 3.10.
	3.1.5 Between them these measures could potentially help to both improve the current sustainable transport offer along Newmarket Road and provide the capacity and connectivity to facilitate housing and employment provision within the adopted Local Pla...
	3.1.6 However, not all of the options present viable solutions and the process through which these have been identified is detailed within later sections of this Report.
	3.1.7 These areas of intervention are detailed within this chapter, providing reference to the individual scheme options identified. It should be noted that for each scheme, there are potentially numerous variations and sub-options. For example, the p...
	3.1.8 We have therefore sought to strike a balance between the detail of each option and not overwhelming the assessment process with every possible permutation. The level of detail associated with each scheme is commensurate with the development of a...
	3.1.9 Several areas of intervention were omitted from the assessment, including light rail, personal rapid transit and monorails for example. This was on the basis that any measures brought forward would be required to fit the local context and be com...
	3.1.10 The Long List focuses on measures to improve the provision of surface level transport which could either complement the Cambridgeshire Autonomous Metro (CAM) or form part of Phase 1 of the network. None of the options within the Long List are c...

	3.2 Busways
	3.2.1 Busways provide fully segregated lanes upon which buses, and buses alone, can operate. They enable the buses to operate at high speed, often on a semi-automated basis providing fast and unhindered travel for compatible vehicles. They offer more ...
	3.2.2 There is local precedent in the use of busways in Cambridge, with 16 miles of provision in two sections between the city and St Ives to the north, and to Addenbrooke’s Hospital to the south. Busways have also been provided further afield such as...

	3.3 Bus Lanes
	3.3.1 Bus lanes provide a flexible, relatively low-cost bus priority intervention which are popular throughout the country. Their versatility is one of their biggest attributes, in that they can operate all day or just for parts of the day when the ne...
	3.3.2 They can also be operated with various restrictions, in some places permitting any of taxis, high occupancy vehicles, two-wheelers, and ultra-low emission vehicles to also used them.
	3.3.3 Compliance amongst general traffic users can sometimes be an issue but the use of Automatic Number Plate Recognition (ANPR) technology can alleviate these concerns.

	3.4 Bus Services
	3.4.1 For all the supporting infrastructure in place, it is the actual bus services which connect people to places. The frequency of provision and the destinations served are at the heart of making bus based travel an option for many, and whilst Newma...
	3.4.2 Given the commercial nature of service provision however, changes in operation are often hard to secure without bus franchising or local authorities tendering for specific routes. Such issues with the delivery of services are excluded from this ...

	3.5 Park and Ride
	3.5.1 Park and Ride sites enable car-based commuters to travel the final stages of their journey by bus or tram, avoiding congestion and parking charges in city centres. They enable the interception of vehicles before they contribute towards delays on...
	3.5.2 Park and Ride is a popular measure already in use in the Cambridge area, including on Newmarket Road itself, and potentially an important ingredient in any package of measures which are taken forward.

	3.6 Bus Gates
	3.6.1 Bus gates restrict use of a road to buses and active travel users only. As such they are a cost-effective measure when seeking to reduce the volume of traffic in an area or along a corridor, although to ensure their effectiveness, they need to b...
	3.6.2 Bus gates have the potential to displace a lot of traffic which will reassign elsewhere on the network but provide a strategic advantage to buses as a result of the more competitive journey times they can subsequently offer.

	3.7 Rail
	3.7.1 The scope exists within the east of Cambridge to utilise two heavy rail lines through which to provide a mass transit alternative to the car. The Cambridge to Newmarket Line runs parallel to Coldham’s Lane to the south of the airport, before pas...
	3.7.2 Both lines provide direct access into Cambridge Station and the onward interchange opportunities it presents. Heavy rail can accommodate significantly higher passenger volumes than other modes, and is not impeded by traffic, but is less flexible...

	3.8 Junctions
	3.8.1 Junctions are often the locations along a corridor where delays occur and accidents tend to happen. Changing their design can therefore have a significant impact upon the capacity of a corridor, the priority given to public transport and active ...
	3.8.2 Whilst changes to individual junctions can make a difference to the operation of a whole corridor, a strategic approach which targets all junctions has the potential for more comprehensive management of traffic flow.

	3.9 Highways
	3.9.1 Where there is a disconnect between the characteristics of the highway network and the local area it serves, all road users can suffer. Insufficient capacity, poor route choice and conflicting movements can result in delays, raise safety concern...
	3.9.2 The section of Newmarket Road between Barnwell Road and the Elizabeth Way roundabout forms part of the designated ring road for the city and as such has a strategic role to play in enabling traffic to circulate effectively within the urban area....

	3.10 Intelligent Transport Systems
	3.10.1 The use of technology provides the scope to maximise the efficiency of highway capacity through better management of traffic flows. Signalised junctions can be fitted with cameras, sensors and other monitoring equipment to help regulate the flo...
	3.10.2 The technology can be applied to a single corridor or a much wider network and can be applied to give priority to buses and other vehicle types if required.

	3.11 Active Travel
	3.11.1 Measures to cater for those travelling by bike, on foot or equestrians not only help to provide attractive alternatives to the car for short trips, but also have the ability to improve the public realm and social cohesiveness of an area, and as...
	3.11.2 In addition, the city’s cycling culture provides some assurances that if high quality infrastructure is provided, then it will be utilised and provide the additional capacity and connectivity to meet the needs of many in the local area.

	3.12 Summary
	3.12.1 The option generation process and long listing exercise has sought to provide an exhaustive list of all realistic ideas and initiatives which could contribute towards the overarching objectives of the study and provide the step-change in public...
	3.12.2 The Long List itself reflects many different areas of intervention in this regard, ranging from high cost heavy infrastructural improvements, to smaller scale, lighter touch measures, although it does not incorporate travel demand management me...
	3.12.3 What it does show however, is that despite the complexity and constraints of the study area, there remains scope for significant levels of investment, some of which would provide localised improvements, and others which would see a more strateg...

	4.0 Sifting of the Long List
	4.1 Overview
	4.1.1 Following the identification of the Long List of potential measures to improve the capacity and connectivity of sustainable transport provision in the east of the city, a sifting process was undertaken through which to filter out those schemes w...
	4.1.2 A staged approach was adopted though which to refine, phase and package the schemes prior to their assessment within the Cambridge Paramics Model. This chapter details the process and outputs of the sifting and assessment, together with the rati...

	4.2 Assessment Criteria
	4.2.1 The sifting process focused on the ability of each measure to address locally specific objectives and deliverability issues which could form showstoppers preventing the options from having any realistic chance of implementation.
	4.2.2 Schemes were expected to meet at least one of the objectives and present no major deliverability issues to be taken forward to the second stage of the sifting process based upon a qualitative evaluation undertaken by an experienced panel of tran...
	4.2.3 The assessment criteria which formed the basis to the assessment are contained within Table 4.1, together with the rationale behind their use and suitability. Cumulatively they reflect aspects of the overarching objectives for the study identifi...
	4.2.4 The criteria also cover the key factors which will determine if the schemes are realistic and deliverable, and correlate with the broad framework of the Department for Transport’s Early Assessment and Sifting Tool (EAST).

	4.3 Phasing
	4.3.1 The overarching objectives of the commission are to develop improvements in the capacity and connectivity of sustainable transport to the east of Cambridge, together with benefits to local communities through a reduction in the impacts of travel...
	4.3.2 In the short term there is a requirement to improve the current transport offer along Newmarket Road. Relatively quick wins are required in the next five years to address the current inadequacies in provision and the lack of real travel choice f...
	4.3.3 In the medium term (5-10 years) there is the need to facilitate housing and jobs growth within the corridor, not least the opportunities presented in the emerging Greater Cambridge Local Plan. Potential measures should be free-standing but have ...
	4.3.4 On this basis, it was determined which schemes should be taken forward, and if they should be considered as a short term or medium term measure, or both at the conclusion of the sifting process.

	4.4 Results of the Assessment
	4.4.1 The assessment of the Long List was based upon the qualitative judgement of a panel of transport experts from the public and private sectors. Each scheme was considered in terms of the extent to which it would make a major or minor positive or n...
	4.4.2 The results of the assessment determined that 38 schemes should be taken forward and 21 rejected, of the 59 schemes initially identified. In terms of phasing, it was concluded that 12 schemes should be considered in terms of Phase 1 intervention...
	4.4.3 The results of the assessment are summarised in Table 4.2, whilst details of the scoring of each scheme against the criteria are provided in Appendix A.

	4.5 Rejected Schemes
	4.5.1 The majority of those schemes rejected at this stage were as a result of deliverability concerns, particularly environmental constraints such as loss of sensitive public open space, the physical ability to accommodate the schemes within a tight ...
	4.5.2 Table 4.3 summarises the rationale behind the rejection of the 21 discounted options.
	4.5.3 Whilst the above schemes have been discounted, it is not to suggest that they do not have merit in their own right. A number of the options could prove to be effective strategic interventions when considered within a city wide or sub-regional co...
	4.5.4 Likewise, the removal of highway capacity between Elizabeth Way and Coldham’s Lane could facilitate the transformation of the public realm and create an attractive gateway into the city. However, given the balance which has had to be struck betw...

	4.6 Summary
	4.6.1 A robust and transparent critique of the Long List has been undertaken which aligns with the requirements of the Transport Appraisal Process guidance issued by the DfT. An assessment framework was devised to be bespoke to the study area and as s...

	5.0 Packaging of the Options
	5.1 Overview
	5.1.1 Improving the capacity and connectivity of public transport along the Newmarket Road corridor and the surrounding area would not be achieved through the piecemeal implementation of individual measures. An integrated multi-modal package based app...
	5.1.2 Such an approach also reflects the complexities of the network, and the need for comprehensive route treatment. The current sustainable transport offer along Newmarket Road highlights the shortcomings of incremental investment. The packaging of ...
	5.1.3 Within this context, there are two distinct requirements to make the sustainable transport offer fit for purpose. Firstly, immediate improvements are required to the operation of Newmarket Road and as such alternative short-term ‘Phase 1’ packag...
	5.1.4 These will be complemented by more medium-term improvements through which to open up growth opportunities to the east of Cambridge, with alternative ‘Phase 2’ packages detailed herein which would build upon the short-term interventions.

	5.2 Phase 1 (Short Term) Packages
	5.2.1 Two distinct packages were identified through which improvements to sustainable transport could be achieved along Newmarket Road in the short term, considered to be the next five years. These consisted of:
	5.2.2 This forms a light touch approach to maximise the efficiency with which buses can operate along Newmarket Road based upon the management of traffic flow via sensors in the road to detect queuing and signal timings to respond accordingly.
	5.2.3 The technology will hold traffic back at strategic junctions on all major roads feeding into Newmarket Road so that at no point are there excess vehicles to cause delays to buses downstream. The buses themselves will be given priority at the jun...
	5.2.4 This will require the reconfiguration of all junctions and their signalisation, with traffic ‘held’ on approaches away from residential areas. As traffic can’t be held back within the city centre for outbound movements, bus priority measures wil...
	5.2.5 It is felt that the package would make more effective use of the existing road space, see journey time benefits for buses, remove the need for dedicated bus lanes allowing space to be reallocated to pedestrians and cyclists, and improve safety a...
	5.2.6 This approach builds upon Package 1.1 by providing a greater degree of physical intervention to support the technology and management of traffic flow along Newmarket Road.
	5.2.7 The new infrastructure will see more significant changes made to key junctions in the corridor and the surrounding network, the relocation of the existing Park and Ride site to an extended location more suitable to intercepting vehicles before t...
	5.2.8 The package has the potential to further reduce the dominance of traffic on Newmarket Road with the closure of A14 J34 and reconfiguration of other major junctions creating a safer and more sustainable transport corridor, and more convivial and ...

	5.3 Phase 2 (Medium Term) Packages
	5.3.1 In terms of measures to be delivered within the medium term as a pre-cursor to the opening of the CAM and in seeking to maximise housing and economic development opportunities within the east of the city, a further three packages were identified...
	5.3.2 The provision of a continuous busway from a new Park and Ride facility, to the east of Airport Way, through the current airport site to Coldham’s Lane would provide a fast and unhindered link to the edge of the urban area. From here buses would ...
	5.3.3 This new corridor would open up the airport site for possible redevelopment and, located to the east of the current runway, could be delivered whilst the airport is still operational. The package is future proofed in that in the longer term it c...
	5.3.4 A bus gate on Mill Road would reduce the volume of general traffic on Mill Road freeing up capacity for bus service provision whilst complementary cycle infrastructure improvements would also help in increasing the connectivity of the airport si...
	5.3.5 Differs from Package 2.1 through the provision of a bridge from the south of the airport site, spanning Coldham’s Lane and the Cambridge to Newmarket rail line, before running along the Tins between the two lagoons and joining Mill Road via Broo...
	5.3.6 Whilst a more expensive option than Package 2.1, it would provide a more direct connection into Mill Road and then on to the station and the city centre. The bridge could be converted into a pedestrian and cycle link as and when the Cambridgeshi...
	5.3.7 Provides a step change in rail capacity to the east of the city through the double tracking of the line between Cambridge and Newmarket, coupled with the provision of new stations at a site to serve the southern edge of the airport site, ‘Cambri...
	5.3.8 This package provides potential benefits above and beyond this study. The enhancements would seek to reflect the wider aspirations of the East-West Rail Consortium to improve the capacity and connectivity of rail service between the Haven ports,...
	5.3.9 The schemes contained within this package are detailed in Table 5.5 and illustrated in Figure 5.5.

	5.4 Omitted Schemes
	5.4.1 Despite being considered suitable for delivery in either the short term or medium term, several of the short-listed options were not included in any of the packages to be modelled. The explanation for each of these omissions is contained within ...

	5.5 Summary
	5.5.1 The packaging process has enabled the identification of alternative approaches to meet the short-term needs of the Newmarket Road corridor and the longer term requirement to provide the capacity and connectivity to facilitate housing and economi...
	5.5.2  Whilst there are a multitude of permutations and combinations of schemes which could be assessed in more detail, those identified provide distinctly different approaches within the confines of a heavily urbanised study area.

	6.0 Next Steps
	6.1.1 Following the identification of the packages, they will now be taken forward for assessment within the Cambridge Paramics Model, in line with the approach detailed within the Appraisal Specification Report.
	6.1.2 The subsequent findings of the assessment will accompany an eight-week period of formal consultation between October and December 2020, following which a Strategic Outline Business Case will be produced.
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