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Foreword
The A14 Cambridge to Huntingdon improvement scheme is one of the UK’s largest
road projects and represents a significant investment in the region by both central and
local government. It extends from Ellington, west of Huntingdon, to Milton junction on
the Cambridge northern bypass and includes an upgrade to the A1 trunk road as far
north as Alconbury.
A Development Consent Order (DCO) application has been submitted to the Secretary
of State for Transport (SoS) through the Planning Inspectorate in accordance with the
Infrastructure Planning (Applications: Prescribed Forms and Procedure) Regulations
2009 and Advice Note Six issued by the Planning Inspectorate.
This document is supplementary to those required by the Regulations, or referred to
within the guidance, and is incorporated within the application in order to set out the
need for the scheme, the objectives to be addressed and the options considered. It
provides further key information in support of the scheme and demonstrates the
robustness of the application made, following a careful consideration of alternatives.
It also considers the scheme against planning and government policy, including the
National Policy Statement for National Networks.
Chapter one provides an introduction, confirming the details of the Applicant and giving
a description of the scheme. It explains why the scheme is considered to be a
Nationally Significant Infrastructure Project (NSIP), so requiring submission of a DCO
application.
Chapter two considers the need for the scheme, examining existing issues and
considering how these could develop in the future if the scheme were not
implemented.
Chapter three sets out the scheme’s objectives, derived from the need.
Chapter four explains how the scheme has been developed over time. It details the
options considered and explains how these were refined in order to arrive at the
scheme detailed within the DCO.
Chapter five presents the monetised and non-monetised scheme benefits and
confirms the economic case for the scheme.
Chapter six considers planning policy at national and regional levels and confirms how
the scheme conforms with this.
Chapter seven explains how the scheme would meet its legacy objectives.
This document demonstrates that there is a clear case for the scheme. It shows that
it is essential to the long term effectiveness of the strategic road network, the growth
of the Cambridgeshire region and the efficient movement of local traffic. It shows that
the scheme would bring significant benefits to those travelling through the region as
well as the communities that surround the route.
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Executive summary
Location of the scheme and description of proposals
The A14 Cambridge to Huntingdon scheme is situated wholly within the county of
Cambridgeshire in the East of England. It extends from Ellington, on the western
outskirts of Huntingdon, to Milton in the north east of Cambridge, and it includes both
new highway construction and the widening and improvement of existing highways
over a total length of 34 km (21 miles).
The scheme includes a new bypass to the south of Huntingdon, carriageway widening
on the existing A14 between Swavesey and Girton and improvements to the
Cambridge northern bypass. It also includes junction improvements, the widening of
the A1 trunk road between Brampton and Alconbury and new local access roads. In
addition, the existing A14 between the Ellington and Swavesey junctions is to be detrunked (i.e. returned to county road status), the road viaduct over the East Coast
Mainline railway at Huntingdon removed and road connections to the existing A14 from
within the town amended.
Background to the scheme
The A14 trunk road provides a vital road transport corridor between the West Midlands
and East Anglia and is of local, regional, national and international significance. The
route has developed in stages over the last four decades as a series of bypasses that
have been linked to form a strategic corridor.
The section of the route between Huntingdon and Cambridge carries a high level of
commuter as well as long-distance traffic and, in addition, provides a strategic link
between the A1 and the M11 motorway. It carries around 85,000 vehicles per day; it
is frequently congested and traffic is often disrupted by breakdowns, accidents and
roadworks.
Over the last two decades a number of schemes have been developed to improve the
section of the A14 between Cambridge and Huntingdon. In 2001 the Cambridge to
Huntingdon Multi-Modal Study (CHUMMS) recommended improvements to the trunk
road as well as public transport. After a number of public consultation exercises
Government decided in 2010 that the scheme was unaffordable at that time, however,
following further transport studies, notably the A14 Study, a new proposed scheme
emerged. A non-statutory options consultation in late 2013 and a statutory
consultation in spring 2014 concluded that the scheme now being proposed best met
the objectives of the Department for Transport.
The Transport Assessment is included within document 7 of the application and
provides key information on the highway network and has informed the economic case
for the scheme, summarised at chapter 5 of this document. The economic case for
the scheme concludes that it provides high value for money.
Objectives of the scheme
In 2012 the Department for Transport concluded that the scheme should satisfy a
number of objectives:


to combat congestion, making the A14 more reliable and providing capacity
for future growth;
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to unlock economic growth, both regionally and nationally;



to improve local connectivity and improve the local network for all types of
road-user;



to improve safety for road-users and the community; and



to recognise the wider benefits of road investment and leave a positive
legacy in Cambridgeshire.

In 2013 the Department for Transport announced that a budget of £1.5 billion would
be allocated to the scheme and that construction would begin in 2016, enabling the
main improvement scheme to be open to traffic by the end of the decade.
Consultation and engagement
A non-statutory consultation was held between 9 September and 13 October 2013.
This sought the views of the public and stakeholders on the proposed scheme and
options previously considered under the A14 Study, as well as tolling arrangements.
Fifteen public exhibitions were held and meetings took place with local authorities,
parish councils and other stakeholders. Approximately 1,400 responses to the
questionnaire published by the Highways Agency were received.
A statutory consultation was held between 7 April and 15 June 2014. This engagement
sought the views of the public and stakeholders on the proposed scheme, having been
developed further since 2013, making use of: a consultation brochure (public
consultation: April 2014); a Preliminary environmental information report: April 2014;
a Preliminary traffic report: April 2014; and a set of 28 scheme drawings. Thirty one
public exhibitions were held as well as two web chats and a range of meetings took
place with local authorities, parish councils and other stakeholders. Over 1,150
responses to the questionnaire published by the Highways Agency were received.
Details of the consultation and engagement carried out, comments received and how
these have been addressed within the scheme can be found within the Consultation
Report, document reference 5.
Formal and informal engagement has continued throughout 2014, with views sought
from key stakeholders, landholders and affected parties on a wide range of topics.
The scheme set out within the DCO application has given careful consideration to all
comments and representations received through the extensive consultation and
engagement activities held. Scheme drawings can be found within Scheme Plans/
Drawings/Sections, document reference 2. Information on the land required for the
scheme, together with the reasoning for its requirement, can be found within
Compulsory Acquisition Information, document reference 4.
The scheme is classified as a Nationally Significant Infrastructure Project (NSIP), and
needs development consent under the Planning Act 2008. The Highways Agency has
accordingly applied to the Secretary of State for a Development Consent Order (DCO)
through the Planning Inspectorate (PINS). The Draft Development Consent Order
forms document 3 within the DCO application. It includes a schedule of requirements
that must be met by the Highways Agency should the Secretary of State decide to
make the DCO for the scheme.
An Environmental Statement forms document 6 of the DCO application. This
assesses the potential impacts of the scheme and sets out proposals for mitigation
which are secured through the schedule of requirements.
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Planning policy context
The strategic objectives of the scheme align with national policy, notably the National
Policy Statement for National Networks, where it states that;
‘Without improving the road network, including its performance, it will be
difficult to support further economic development, employment and housing
and this will impede economic growth and reduce people's quality of life. The
Government has therefore concluded that at a strategic level there is a
compelling need for development of the national road network.” (paragraph
2.22 of the National Policy Statement)’
Regionally, the scheme is seen as key to supporting planned major growth in
businesses and housing in Cambridge and Huntingdon, as well as accommodating
both current and growing strategic freight traffic, including that between the Haven
Ports and the Midlands.
The scheme also conforms with local strategic policies and objectives which seek to
boost the local economy, provide better facilities for sustainable modes of transport
and improve the quality of life for local communities by offering better connectivity
through enabling the delivery of transport infrastructure.
Planning policy is considered in greater detail at chapter 6 of this document.
A positive legacy
An important aspect of the scheme is the positive legacy that the Highways Agency is
seeking to create. Legacy has been considered through the design phase and has
been incorporated in the scheme, such as through the introduction of dedicated routes
for non-motorised users. Legacy opportunities have been developed in collaboration
with key stakeholders and this engagement will continue through to the opening of the
scheme, particularly facilitating social and economic opportunities, for example local
employment and support for business.
That positive legacy is considered in greater detail at chapter 7 of this document.
Figure 0.1 below sets out the timeline for the scheme.
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Figure 0.1 – timeline for scheme
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Introduction

1.1

The Applicant

1.1.1

The application is made by the Highways Agency, an executive agency of
the Department for Transport, on behalf of the Secretary of State for
Transport (SoS). The Highways Agency is responsible for operating,
maintaining and improving the strategic road network in England on behalf of
the SoS.

1.1.2

The Government is transforming the Highways Agency into a government
owned company named Highways England limited by shares with the
Secretary of State for Transport (SoS) as sole shareholder. The new
company will be set up as a highway authority for the strategic road network
and will have conferred upon it the necessary powers and duties to operate,
manage, maintain and enhance the network. Regulatory powers will remain
with the SoS. The legislation establishing Highways England will make
provision for all legal rights and obligations of the Highways Agency,
including in respect of the application, to be deemed rights and obligations of
Highways England.

1.2

Location of the scheme

1.2.1

The A14 provides an east-west route which links the Midlands with East
Anglia. It begins at Catthorpe near Rugby, where it connects with the M1
and M6 motorways, and continues east for approximately 209 km (130
miles) to the port town of Felixstowe. There it serves one of the largest
container ports in Europe, and the biggest in Britain.

1.2.2

The A14 forms one of the country’s strategic routes and is part of the TransEuropean Transport Network; a transport network identified by the European
Union as key to the efficient operation of businesses across and within
country borders.

1.2.3

Figure 1.1 shows the location of the scheme in the context of the strategic
road network.
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Figure 1.1 - Location of scheme in the context of the strategic road network
1.3

Description of the scheme

1.3.1

The A14 Cambridge to Huntingdon improvement scheme involves upgrading
a 34 km section of the A14 trunk road between Ellington, to the west of
Huntingdon, and Milton, to the north-east of Cambridge.

1.3.2

In addition to the improvement of the A14 trunk road the scheme includes
the widening of the A1 trunk road over a 5.6 km length between Brampton
and Alconbury together with the construction of a new local road to provide
an alternative non-trunk route between Huntingdon and Cambridge.
Huntingdon southern bypass

1.3.3

The scheme commences at Ellington, where a new grade-separated
roundabout junction would be constructed on the existing A14 trunk road to
maintain movement into and out of Huntingdon and onto the A1 trunk road
by means of west-facing slip roads. A single carriageway local road would
be constructed from Ellington to Woolley Road.

1.3.4

The first section of the improvement scheme provides a 20 km southern
bypass to Huntingdon. From Ellington, a dual two-lane all-purpose link
would be constructed to a new junction with the A1 trunk road to the southwest of Brampton. This junction would allow movements between the A14
westbound and the A1 northbound and between the A1 southbound and the
A14 eastbound.

1.3.5

The scheme continues eastwards as a dual three-lane all-purpose
carriageway from the A1 junction and re-joins the existing A14 corridor level
with the village of Swavesey. The road crosses the flood plain of the River
Great Ouse on two low viaducts, the first being a nine-span structure of
approximately 540m in length and the second a five-span structure of
approximately 265m in length.
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1.3.6

The scheme crosses the East Coast Mainline railway by means of a singlespan bridge which has been designed to accommodate the requirements of
Network Rail for overhead electrification.

1.3.7

A junction would be provided with the A1198 to the south of Godmanchester.
West-facing slip roads would allow eastbound traffic to exit the A14 and
westbound traffic to join the A14 at this point.
Swavesey to Girton

1.3.8

The scheme continues eastwards from Swavesey along the line of the
existing A14 to Girton, on the western outskirts of Cambridge, where it
connects with the M11 motorway and the A428 trunk road by means of a
grade-separated junction.

1.3.9

Between Swavesey and Bar Hill the improved A14 would be built to dual
three-lane all-purpose road standards. From Bar Hill to Girton the road would
become a dual four-lane all-purpose highway.

1.3.10 An improved junction would be provided to the south of Swavesey; this
would accommodate all traffic movements to and from the A14 and would
maintain access to Cambridge Services and Buckingway Business Park.
1.3.11 An improved junction would also be provided at Bar Hill where all traffic
movements would be accommodated to and from the A14. The junction
would provide a link between the proposed housing development at
Northstowe and the trunk road network; the design makes provision for
phases one and two of this development.
1.3.12 The Girton intersection would accommodate all the existing traffic
movements between the M11 motorway, the A14 and A428 trunk roads, and
the A1307 Huntingdon Road. The existing westbound alignment of the A14
through this intersection would be improved by the closure of the current
loop arrangement and the construction of a new link road which would
provide for freer movement through the junction.
1.3.13 The movement of traffic between the A428 and the A14 to the west of Girton
junction is not provided for in the current road layout and the new scheme
also does not accommodate it. This is because traffic movements that
would use this connection have been shown to be exceedingly low.
Local access road
1.3.14 The scheme includes a local access road, built to single carriageway
standards (except for that part between Fen Drayton and Swavesey, which
is dual 2 lane carriageway). The local access road extends from the
bypassed section of the existing A14 near Fen Drayton to Huntingdon Road
at Girton. It would connect with the improved trunk road by means of the
junctions at Swavesey, Bar Hill and Girton. The existing junction with the
A14 at Dry Drayton would be closed.
1.3.15 This local road would be operated by Cambridgeshire County Council. It
would include provision for non-motorised road users by means of
segregated tracks adjacent to the highways and non-motorised user bridges
over the trunk road.
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1.3.16 The local road would run to the north of the A14 from Fen Drayton to Dry
Drayton. At Dry Drayton it would cross under the A14 and continue to the
south side of the trunk road to Girton where it would connect to Huntingdon
Road. A new access would be provided to Cambridge Crematorium from this
local road.
Cambridge northern bypass
1.3.17 The route of the A14 continues east along the Cambridge northern bypass,
from Girton to Histon. This 2.4 km section is being improved as part of a
current Highways Agency project which does not fall within the scope of the
Development Consent Order for the A14 Cambridge to Huntingdon scheme.
That project involves widening the existing A14 to dual three-lane allpurpose standards.
1.3.18 The most easterly section of the A14 Cambridge to Huntingdon improvement
scheme extends between Histon and Milton junctions. This 2.5 km section
would also be built to dual three-lane all-purpose road standards. A lane is
dropped in each direction through the junction and the existing two-lane
dual-carriageway would continue east from Milton.
A1 Brampton to Alconbury
1.3.19 A 5.6 km section of the A1 trunk road between Alconbury and its junction
with the new Huntingdon southern bypass (between Brampton and Buckden)
would be widened to dual three-lane all-purpose road standards. This is in
order to accommodate the increased traffic flows to and from the A14.
1.3.20 The A1 would be displaced to the west of its current position over a 2.6 km
length between Brampton Hut and Brampton.
De-trunking works
1.3.21 The existing A14 between Brampton Hut, Spittals Junction, and Swavesey
would be downgraded and de-trunked. Responsibility for operating the road
would pass from the Highways Agency to Cambridgeshire County Council.
1.3.22 The existing A14 multi-span bridge over the East Coast Mainline railway in
Huntingdon would be demolished as part of the downgrading work. A
through route would be maintained for light traffic by means of new singlecarriageway links to Brampton Road in Huntingdon from the de-trunked A14
at Mill Common and Views Common. Traffic would cross the Brampton
Road bridge, currently subject to a 7.5 tonne weight restriction.
1.3.23 Figure 1.2 below provides a diagrammatic representation of the scheme.
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Figure 1.2 - The scheme
(an enlarged copy of the above figure is attached at Appendix A)
1.4

Requirement for Development Consent and an Environmental Impact
Assessment

1.4.1

The overall proposed scheme incorporating construction, alteration and
improvement of the highway is a nationally significant infrastructure project
(“NSIP”) for the purposes of sections 14(1)(h) and 22 of the Planning Act 2008
(as amended) (the Act). The reasons for this are: the scheme would lie wholly
within England and includes the construction, improvement and alteration of a
highway for which the Secretary of State for Transport (SoS) is the highway
authority; the highway to be affected as constructed or altered is expected to
have a speed limit of 50 miles per hour or greater and the areas of
development for construction and alteration are each greater than 12.5
hectares. Also the improvement of the highway is likely to have a significant
effect on the environment (which is considered in detail in the Environmental
Statement, document reference 6, accompanying the application).

1.4.2

As the scheme is an NSIP, development consent must be obtained from the
SoS to authorise it and an application for a development consent order must
be made to the SoS, care of the Planning Inspectorate (PINS), under section
37 of the Act. Section 37 of the Act also governs the content of an application
for a DCO, including the requirements for the necessary accompanying
documents. These requirements are specified in the Infrastructure Planning
(Applications: Prescribed Forms and Procedure) Regulations 2009 (APFP
Regulations).

1.4.3

The Infrastructure Planning (Environmental Impact Assessment) Regulations
2009 (the EIA Regulations) require an Environmental Impact Assessment
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(EIA) to be carried out in respect of development that is classed as EIA
development. All development in Schedule 1 to the EIA Regulations
(Schedule 1 development) requires EIA. Development in Schedule 2 to the
EIA Regulations (Schedule 2 development) requires EIA if it is likely to have
significant effects on the environment.
1.4.4

The definition of Schedule 1 development includes:
‘(a) the construction of motorways and express roads; and
(b) construction of a new road of four or more lanes, or the realignment and/or
widening of an existing road of two lanes or less so as to provide four or more
lanes, where such new road, or realigned and/or widened section of road
would be 10 km or more in a continuous length (paragraph 7 of Schedule 1).’

1.4.5

The definition of Schedule 2 development includes the construction of roads
(unless included as Schedule 1 development (paragraph 10(f) of Schedule 2).

1.4.6

As described above at section 1.4.4, the scheme would comprise elements
that constitute Schedule 1 development and the entirety of the scheme
constitutes Schedule 2 development which would be likely to have significant
effects on the environment. Therefore an EIA is required under the EIA
Regulations.

1.4.7

Section 5(2)(a) of the APFP Regulations requires that any Environmental
Statement (ES) is prepared pursuant to the EIA Regulations. Any scoping or
screening opinions or directions prepared for the purposes of the EIA must
accompany the Application. The Environmental Statement forms volume 6 of
the DCO application and is accompanied by the relevant scoping and
screening documentation. .
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The need for the scheme

2.1

Introduction

2.1.1

The current alignment of the A14 has resulted from the construction and
subsequent amalgamation of a series of bypasses between the M1 and
Ipswich. Previously named the A604, the A14 was developed into a dual
carriageway between Bar Hill and Huntingdon in the 1970s and the
Huntingdon road viaduct over the East Coast Mainline railway was opened in
1975. The Cambridge northern bypass, previously named the A45, was also
built in the 1970s.

2.1.2

In addition to bypassing urban areas, the A14 between Cambridge and
Huntingdon connects the A1(M) motorway to the North of England with the
M11 motorway to London and the South-East. It provides a strategic link
between the Midlands and East Anglia as well as linking with the east coast
ports.

2.1.3

Traffic counts carried out in 2014 by the Highways Agency, assessing annual
average daily traffic, identified that around 71,000 vehicles currently use the
A14 between Swavesey and Bar Hill every day. This is forecast to rise to
86,000 vehicles per day by 2020, which is significantly above the design
standard of 66,000 vehicles a day used when the road was built, as set out
within the Department of Transport document Highway Link Design TA43/84.

2.1.4

Up to 26% of this traffic comprises heavy goods vehicles, a proportion well
above the national average of 10%. Table 4.1 of the Transport Assessment
provides annual average daily traffic flows for sections of the network in the
area of the scheme.

2.1.5

The A14 Study (Department for Transport (DfT), December 2011) examined
the transport issues current at the time on this section of the A14 corridor. The
study identified a number of transport issues:

2.1.6



high traffic flows and a high percentage of heavy goods vehicles;



peak-hour congestion and delay on the A14 and adjacent network;



a large number of direct local accesses and side roads, contributing
to congestion and increasing risk of incident;



local housing and employment growth, leading to further increases in
traffic flow and congestion;



forecast growth in freight traffic;



a failure to meet current design standards; and



a lack of resilience to incidents and accidents.

The same study also identified a number of socio-economic challenges:


lost productive time and lost productivity resulting from congestion;



lost leisure time resulting from congestion and delay;



constraints on local economic growth;
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economic and social costs of accidents; and



air quality issues.

In the paragraphs that follow the above issues are considered in greater detail
under the headings of:





high traffic flows leading to congestion and delay;
national growth;
local and regional growth;
failure to meet current design standards, resilience to incidents and
accidents; and
 environmental issues.
2.2

High traffic flows leading to congestion and delay

2.2.1

The A14 Study identified that there is severe congestion at several sections
and junctions of the A14 under normal conditions (i.e. during the typical dayto-day traffic conditions). Analysis during the morning and evening peak times
showed that there are several locations where the average traffic speed is
below 20mph. Analysis undertaken by the Highways Agency identified the A14
between Cambridge and Huntingdon as the fourth busiest hotspot on the trunk
road network in England in 2008. A ‘hotspot’ is defined when a congestion
alert is issued when the speeds break down to below 30mph and include both
severe traffic congestion and incidents.

2.2.2

The limited capacity of the route, together with the very high traffic demand,
was identified as the main cause of this congestion. The A14 between
Cambridge and Huntingdon is predominantly a two lane dual carriageway and
is used by a high proportion of HGVs, which are limited to 50mph on dual
carriageways and typically make use of the near-side carriageway. HGVs
comprise 26% of vehicles using the road in comparison with the national
average of 10%. Higher levels of heavy goods vehicles on this two lane road
combined with higher traffic flows contribute to driver stress and can be
understood to result in the perception that the A14 is hazardous.

2.2.3

Conflicts between traffic leaving and traffic entering the carriageway also
cause severe congestion at key junctions, as well as conflict between local
and strategic traffic as a consequence of the presence of a large number of
local access roads.

2.2.4

The impact of congestion and delay on the local road network was also
examined in the A14 Study. Based on traffic speed data, it was shown that
local roads around Huntingdon, St. Ives, Godmanchester, Cambridge and
other local areas were congested during peak times due to traffic ‘spill-overs’
from the A14.

2.2.5

Updated analysis of congestion on the A14 was undertaken using speed data
recorded by in-car satellite navigation (sat-nav) devices in 2013. The results
of the analysis are shown in Figures 2.1 and 2.2 for the AM and PM peak
periods respectively. It can be seen that during both peak periods there are
much lower speeds evident on certain sections of the A14, although this is
more marked in the AM peak than in the PM peak. Further detail on analysis
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of in-car satellite navigation information can be found within the Transport
Assessment, document reference 7.2.

Figure 2.1 - AM peak average speed on A14 between Cambridge and Huntingdon
(2013)

Figure 2.2 - PM peak average speed on the A14 between Cambridge and
Huntingdon (2013)
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2.2.6

In the AM peak period severe congestion is experienced in the eastbound
direction, with average speeds falling below 40mph on 30 km of the eastbound
route from Huntingdon to Cambridge and with speeds falling below 20mph
approaching the key junctions at Spittals Interchange and Girton Interchange.
In the westbound direction, congestion is less severe but still present, with
average speeds falling to between 50mph and 60mph, with lower speeds as
one approaches Girton Interchange and Brampton Hut. These low speeds
affect up to 6,000 vehicles each weekday in the morning peak hour between
08:00 and 09:00.

2.2.7

In the PM peak period the opposite pattern emerges. The average speed falls
to between 50mph and 60mph on nearly 30 km of the eastbound route, with
lower speeds approaching Spittals Interchange and Girton Interchange. In the
westbound direction, average speeds fall below 50mph on 18 km of the route,
with lower speeds on the Cambridge northern bypass and approaching
Brampton Hut. These low speeds affect up to 7,000 vehicles each weekday in
the evening peak hour between 17:00 and 18:00.

2.2.8

The use of the A14 by local traffic travelling short distances conflicts with
strategic traffic using the route solely as a means to pass through the area.
Vehicles joining and leaving the route via the many junctions and local
accesses results in variable traffic speeds and contributes to congestion.
Equally, the presence of such a congested route causes severance between
communities to either side of the A14.

2.2.9

Congestion on the A14 results in unpredictable journey times for all users,
particularly commuters and businesses, which creates a cost to the local,
regional and national economies and constrains access to the regional labour
pool. Whilst many bus services use the Cambridge Guided Busway certain
services must use the A14 itself to serve villages which the busway does not
connect, consequently these buses suffer equally from congestion with
unpredictability in timing.

2.3

National growth

2.3.1

The National Infrastructure Plan 2014 sets out the case for infrastructure
investment, noting that:
‘DfT analysis estimates that by 2040 traffic in England will be between 27% and
57% higher than 2013 levels based on a range of forecasts of economic growth,
motoring costs and the trend in individual travel behaviour. This growth,
unaccompanied by the required level of investment or appropriate policies to
encourage mode shift, is likely to have a significant impact on levels of
congestion.’

2.3.2

In the Department for Transport (DfT) report Road Transport Forecasts 2013
the three key drivers for travel demand were identified as population growth,
economic growth and fuel price/fuel efficiency.

2.3.3

The report predicts a national population growth in the order of 20% between
2010 and 2040, as well as economic growth in GDP per capita of 66% over
the same period. It states that from 2010 to 2040 fuel costs of driving are
projected to fall by 24% for cars and 7% for light goods vehicles (LGVs). For
heavy goods vehicles (HGVs) the fuel cost of driving is projected to rise as

7.1

December 2014
15

A14 Cambridge to Huntingdon improvement scheme

Case for the Scheme

increases in the fuel price outweigh improvements in fuel efficiencies. From
2010 to 2040, HGV fuel cost of driving is projected to rise by 36%.
2.3.4

Growth in the population, economic growth and a relative reduction in the cost
of driving are all associated with increased vehicle usage.

2.3.5

Notwithstanding the increased cost of driving for HGVs, growth in HGV usage
is predicted. The growth in road-freight traffic is based on the Department for
Transport's National Transport Model (NTM), which takes account of trends in
population and economic growth, fuel costs and network congestion. HGV
traffic on the A14 is forecast to grow by an average of 6% between 2014 and
2020 and by 22% between 2014 and 2035. On some sections of the A14 HGV
growth could be as high as 13% by 2020 and by 41% by 2035.

2.3.6

The A14 forms part of the Trans-European Transport Network; a strategic
route designated by the European Union linking the east coast with the
Midlands and beyond to Glasgow. Along with the railway network, this road
corridor also serves the important Haven Ports of Ipswich, Harwich and
Felixstowe; expansion plans on the Port of Felixstowe’s website state an
expected doubling of container movement by 2030. As one of the principal
road gateways to these ports, it is vital that the A14 has sufficient capacity to
accommodate future demand. The scheme has the potential to make a
significant contribution to national economic growth through providing a faster,
safer route for this commercial traffic.

2.4

Local and regional growth

2.4.1

Cambridgeshire’s Economic Assessment, Cambridgeshire County Council,
October 2013, confirms that the region has proven resilient to the recession in
terms of jobs, and is set to create many more in the future;
‘In 2011, there were 29,000 more jobs in Cambridgeshire than in 2001, an
increase of 10%, well above the national increase of 6%’
‘Cambridgeshire’s employment is forecast to grow by 16% between 2012 and
2031’

2.4.2

Over the period 2011 to 2031 Cambridgeshire’s Economic Assessment
forecasts a population increase of 24% for the county of Cambridgeshire.

2.4.3

The local economy contains a range of technology based businesses with a
high value output and there is significant potential for their continued
expansion with consequent benefits to the East of England and the UK as a
whole. In addition the Alconbury Weald Enterprise Campus has the potential
to create up to 8,000 jobs. However, the expansion of these industries is
constrained by severe traffic congestion and resulting poor journey time
reliability on the A14 corridor between Cambridge and Huntingdon. In its
consideration of wider economic, social and environmental issues, the A14
Study Output 1 (described in greater detail in chapter 4 of this document)
highlighted the difficulty in attracting skilled labour to the region, due to
problems with commuting, as a core economic challenge.

2.4.4

In addition to economic growth, large-scale housing developments are
planned in the A14 and A1 corridors to alleviate acute housing shortages at
local and regional levels. Of note, 10,000 houses are planned at Northstowe
and 5,000 at Alconbury Weald. Planning approval has been granted for the
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first phase of housing development at Northstowe (1,500 houses) with an
application submitted in August 2014 for a further 3,500 houses. Confirmed
within the Transport Assessment, document reference 7.2, accompanying the
application, this second phase of housing is dependent upon improvement of
highways in the area, including the A14.
2.5

Failure to meet current design standards, resilience to incidents and
accidents
Design standards

2.5.1

The current A14 has evolved over a prolonged period of time and through the
connection of roads designed to meet local objectives, not those of the wider
region. As a consequence the standard of design varies, with shortcomings
in respect of current good practice, as set out within the Design Manual for
Roads and Bridges (DMRB), including:


reduced forward visibility and stopping sight distance, for example at
the road viaduct over the East Coast mainline railway at Huntingdon;



horizontal and vertical curvature below standards, for example at
Girton and Spittalls;



sub-standard geometry within junction layouts, for example at Galley
Hill;



merges and diverges too close together, causing excessive weaving,
for example between Dry Drayton and Girton;



non-standard layouts, for example a fast side diverge into Cambridge
at Girton; and



bus stops located on a heavily trafficked all-purpose trunk road, for
example near Lolworth.

Incidents, accidents and network resilience
2.5.2

Accidents have both an economic cost (lost productivity, direct costs to
NHS/Police) and a social cost (such as pain and suffering of individuals and
families). In addition, accidents and incidents can cause significant disruption
to traffic movement.

2.5.3

The A14 Study considered both the rate at which accidents and incidents
(including formally reported road traffic accidents, minor damage only
accidents, clearance of debris, emergency roadwork and vehicle breakdowns)
occur and their impact on traffic flows in the A14 corridor. It found that around
200 such incidents occurred within the study area in 2008, which required the
closure of one lane for an average of two hours. It reported that the accident
rate on the A14 is not significantly different to other similar ‘A’ roads. However,
the disruption caused to road users was more significant due to the volume of
traffic and the low resilience of the network considered below.

2.5.4

Analysis of accident rates has also been undertaken, making use of more
recent observed accident data collected by Cambridgeshire County Council
for the period 2009-2013, reported in table 4.1 of the Transport Assessment.
For different sections of the A14, a simple analysis has compared the
observed accident rate with the national average rate expected for a road of
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this type. These national average rates are based on those used within
COBALT (Cost and Benefit to Accident – Light Touch), the industry-standard
software used for the appraisal of accident savings on major highway
schemes.
2.5.5

Although for the majority of the A14 the observed accident rate is within the
national average for a road of this type, the sections between Brampton Hut
and Spittals (J22-23) and around J24 have accident rates that are higher than
the national average. This is considered to be due to the impact of vehicles
changing lanes on a congested road and in proximity to busy junctions.

2.5.6

The particular characteristic of the A14 which makes these incidents and
accidents more problematic is the lack of resilience. Resilience is the
capability of a system to return to normal after having been disturbed. The
lack of resilience on the A14 is caused by:


The lack of additional or spare capacity in the width of the road. In
the event of a breakdown or incident this results in a localised
bottleneck which reduces the capacity of the dualled section of the
A14 to one lane.



The lack of viable alternative routes. In the event of a breakdown or
incident traffic diverts onto local roads that have limited capacity and
in many cases are not suitable for the volume or type of traffic
diverting, resulting in a network breakdown in the entire area
surrounding the A14.

2.5.7

A 2010 report by the Highways Agency (Network Resilience and Adaptation,
Phase 1 Final Report, May 2010) identified the A14 between Cambridge and
Huntingdon as being the joint least resilient stretch of strategic road in the
region, alongside the M25 (Junction 17-21). Over a three year period, January
2011 to January 2014, the Highways Agency’s Regional Control Centre
Command and Control system logged 1,287 lane closures, 47 carriageway
closures (all lanes in one direction) and 7 total closures as a result of an
incident or accident on the A14 between Brampton Hut and Girton
Interchange.

2.6

Environmental issues

2.6.1

An Environmental Statement forms volume 6 of the DCO application. In
addition, an Environmental Statement Non-Technical Summary has been
prepared. The Environmental Statement is a report of the findings of the
environmental impact assessment carried out to assess the likely significant
effects of the scheme and how they would be mitigated. It considers the
biological, physical and historic environment in accordance with the
Infrastructure Planning (Environmental Impact Assessment) Regulations 2009
(as amended). Full details of all likely significant effects identified can be found
within the Environmental Statement, along with information on all mitigation
proposals, in the form of a register of environmental actions and commitments,
and a code of construction practice.

2.6.2

Existing noise levels vary widely across the area of the existing A14 corridor.
They are currently high close to the existing A14 and A1 and a number of
locations adjacent to these roads have been identified as ‘Important Areas’ in
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action plans published under Government’s Noise Action Plan: Roads
(including Major Roads) 2014 made under the Environmental Noise (England)
Regulations 2006. The full detail of this is set out in chapter 14 of the
Environmental Statement. The Highways Agency is obliged to consider what
actions might be taken in relation to those Important Areas to reduce noise
impacts including by way of noise barriers, facades or low noise road
surfacing.
2.6.3

Air quality varies across the area of the existing A14 corridor. Each local
authority reviews air quality in their area and if any locations are identified
where the national air quality objectives are not likely to be achieved, it must
declare an Air Quality Management Area (AQMA). In the vicinity of the
scheme AQMAs exist at Cambridge, Huntingdon, St Neots, Brampton,
Hemingford/ Fenstanton and the route of the A14 between Bar Hill and Milton.
There is therefore a need to assist the local authority with the improvement of
air quality in these areas.

2.6.4

There is a network of public rights of way throughout the existing A14 corridor.
Works previously carried out on the A1 and A14 have affected some routes
and some public rights of way terminate at the existing trunk road with no
provision for walking, cycling or horse riding. Connectivity for non-motorised
users is therefore inconsistent across the area and it is important that
connections be preserved or improved.

2.6.5

As a consequence of the congestion and poor resilience of the existing A14,
local roads experience higher levels of traffic than would be expected as
people seek to avoid the A14. This has a detrimental impact on the
environment (noise, air quality, quality of life and severance) within those
villages affected.
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Up to 71,000 vehicles currently use the A14 between Swavesey and Bar
Hill every day; that is forecast to rise to 86,000 vehicles per day by 2020,
which is significantly above the designed capacity of the road.



There is severe peak-hour congestion and delay on the A14, with knock on
effects on the adjacent network as people seek alternative routes.



Local housing and employment growth will lead to further increases in traffic
flow and congestion and that growth will be constrained by the poor
performance of the A14.



Freight traffic is forecast to grow, as is private travel.



Combined with high traffic flows, the proportion of heavy goods vehicles is
significantly above national average for a trunk road.



The existing road does not meet current design standards. The large
number of at grade local accesses and side roads contribute to congestion
and increase risk of incident.



There is a lack of resilience to incidents and accidents.



Noise levels and air quality are adversely affected by the existing A14in a
number of parts of the existing A14 corridor, with both Important Areas
(noise) and Air Quality Management Areas (air quality) identified.
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Scheme objectives

3.1

Introduction

3.1.1

The various issues driving the need for the scheme set out above logically
lead on to the scheme objectives. These are listed below and are expanded
upon in subsequent paragraphs within this section. The scheme objectives
are to:


combat congestion: making the route between Huntingdon and
Cambridge more reliable and providing capacity for future traffic
growth;



unlock growth: enabling major residential and commercial
developments to proceed, leading to increased economic growth,
regionally and nationally;



connect people: by placing the right traffic on the right roads and
freeing up local capacity for all types of road user, including
pedestrians, cyclists and equestrians;



improve safety: designing the proposed scheme to modern highway
standards, introducing better lane control, and providing adequate
capacity for predicted traffic levels; and



create a positive legacy: recognising the wider benefits of the road
improvement scheme for local communities and businesses.

3.2

Combat congestion

3.2.1

The scheme would relieve traffic congestion on a critical link in the national
transport network, making life easier and safer for businesses, hauliers and
commuters.

3.2.2

The scheme is designed to combat congestion and to provide a modern, highstandard strategic route together with a separate local route that have the
capacity and resilience to cope with the expected growth in road traffic for 15
years after opening (the design period considered, in accordance with
recognised good practice). The scheme intends to achieve this by seeking to
separate strategic through-traffic and long-distance commuters from local
traffic, providing appropriate standards of road for each group of travellers and
establishing a highway network that is safer, more resilient, and more
sustainable. This is evidenced by the predicted journey time savings as a
result of the scheme, within chapter 7 of the Transport Assessment, document
reference 7.2.

3.2.3

The scheme is designed to provide freer movement of traffic during peak
periods by the use of grade separated junctions. These would assist traffic
flow by allowing vehicles to enter and exit the road without interfering with the
passage of through traffic.

3.2.4

Additional capacity would also be provided on the A1 in the vicinity of its
junction with the A14 in order to ensure improvements on the A14 are not
offset by an increase in congestion on the adjacent trunk road.
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3.2.5

The de-trunked A14 from Spittals to Swavesey together with the new local
access road from Fen Drayton to Girton interchange would provide a route for
scheduled bus services which would no longer make use of bus stops on the
A14. This would assist reliability of public transport due to the free flow of
traffic projected on these local roads and would assist users by the improved
accessibility of bus stops. Information on traffic flows can be found within the
Transport Assessment, document reference 7.2.

3.2.6

The scheme seeks to address a long-standing congestion problem on an
important link in the strategic road network; it would make journeys easier and
less stressful and, following de-trunking, would remove unwanted traffic from
sections of the A14 around Huntingdon that were never designed to cope with
such high levels.

3.3

Unlock growth

3.3.1

Employment growth in Cambridgeshire is rising faster than the national
average with many jobs being created in high skill jobs. The economic activity
rate grew by 3.6% in the year to June 2014 in Cambridgeshire, against a 1%
growth rate nationally and overall. A higher proportion of jobs are in
managerial, professional and technical jobs (52.4% against 44.5%) according
to official labour market statistics. This supports the growth of new
developments such as that to the eastern end of the scheme at North West
Cambridge, being taken forward by Cambridge University, and to the west of
the scheme by the enterprise zone at Alconbury Weald, being progressed by
the Greater Cambridge Greater Peterborough Local Enterprise Partnership.

3.3.2

Increased capacity of the A14 trunk road over this section would help unlock
growth in Cambridgeshire as a whole and prepare the sub-region for the
predicted national increase in road traffic described in chapter 2. Through
shorter and more reliable journey times, the scheme would assist in making
the Cambridgeshire sub-region a place where Britain’s best and most forwardlooking businesses will want to locate to.

3.3.3

At a local level, it would provide employers with access to a more extensive
labour market as improved flow of traffic and greater journey time reliability
makes travel to work easier.

3.3.4

It would also assist in the development of new housing to accommodate the
anticipated growth in population. Of note, the National Infrastructure Plan
2014 references the 10,000 home development that has commenced at
Northstowe and which would make use of the A14, later phases being reliant
on improvements to the local transport network, including to the A14.

3.3.5

The improved A14 would contribute towards national growth by facilitating
more free-flowing strategic traffic on this section of the Trans European
Transport network. It would improve journey time reliability between the
Midlands and East Anglia.

3.4

Connect people
Improved local roads

3.4.1

The scheme would help to keep heavy through-traffic away from urban and
village roads that were never intended to cope with today’s traffic, providing
local people with better and safer local access to services and amenities.
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3.4.2

By de-trunking sections of the A14 and providing a local access road
opportunity is created for Cambridgeshire County Council to develop a more
sustainable local road system that makes journeys between the towns and
villages quicker, easier and more enjoyable. The Highways Agency has
worked collaboratively with the local authorities through which the road passes
in developing the scheme to the point of application and will continue to do so
through to its operation.

3.4.3

Rural parts of Cambridgeshire would benefit from the scheme too. The
provision of a high-quality strategic route and an alternative route between
Huntingdon and Cambridge would reduce much of the A14 avoidance
currently experienced in villages in the Cambridge to Huntingdon corridor such
as Willingham and Boxworth, which causes congestion as well as negative
social and environmental impacts on those villages, such as noise and
pollution.

3.4.4

The Transport Assessment, document reference 7.2, submitted as part of the
DCO application shows how the scheme would deliver these benefits, through
a detailed analysis of current and projected traffic flows on both local and
strategic routes with and without the scheme.
Non-motorised users and vulnerable users

3.4.5

Provision within the scheme for non-motorised users (NMUs) would increase
travel options available to local people, contribute towards safety and improve
connectivity between communities. A new route would be provided to the side
of the local access road between Fenstanton and Girton, at a number of points
tying in with existing facilities to the east and west and linking with footpaths
and bridleways currently curtailed by the existing A14. New dedicated
north/south crossings would be provided at Swavesey and Bar Hill, as well as
in the vicinity of Brampton Hut Services. In addition, consideration of NMUs
has been given in the design of all junctions. Further detail is available within
chapter 5 of the Transport Assessment, document reference 7.2.

3.4.6

By improving journey time reliability (again evidenced in the Transport
Assessment, document reference 7.2) and by creating local routes between
communities via the new local access road, the scheme would assist the travel
arrangements of more vulnerable groups who do not own a car and rely on
other forms of transport, such as public transport, Dial-a-Ride, cycling and
walking.
Reducing severance

3.4.7

The de-trunking of the existing A14 from Fen Drayton to Brampton Hut would
provide an important opportunity to re-integrate communities such as
Fenstanton and Hemingford which for many years have been separated by a
busy through road. Subsequent to the scheme they would sit alongside a less
trafficked local road.

3.4.8

The bridge that carries the A14 over the East Coast Mainline, close to
Huntingdon station would be removed in its entirety once the Huntingdon
southern bypass is complete. This structure creates severance within
Huntingdon and, as a result of recent essential maintenance work, imposes a
height restriction on vehicles passing beneath it to access the town centre and
the railway station. The new road network to be created would improve
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connectivity within the town and the environment in this location would
improve due to a reduction in traffic.
3.5

Improve safety

3.5.1

The scheme would improve safety, providing benefits to long-distance
through-traffic and to local drivers and their passengers. The Transport
Assessment, document reference 7.2, predicts a reduction in casualties over
the study area of in the order of 3,000 people within the 60 year assessment
period.

3.5.2

The Huntingdon southern bypass would be designed to modern highway
standards, with good forward visibility, well designed, grade-separated
junctions and no direct access to properties from the new road.

3.5.3

Access to residential and business premises would no longer be possible
directly from the A14, but instead would be from a local road constructed
alongside the trunk road between Girton and Fen Drayton or from the detrunked, and less busy, A14 between Fen Drayton and Huntingdon. Again,
the local access road and its junctions would be designed to modern
standards. Use of the local access road would reduce the degree to which
slow moving local traffic mixes with faster moving strategic traffic and the
potential for incidents that this creates.

3.5.4

Safety on local side roads would improve as a consequence of lower traffic
volumes, with a consequential reduction in the likelihood of conflict. This
would make those roads safer, not only for motorised road users but for
pedestrians, cyclists and equestrians.

3.6

Create a positive legacy

3.6.1

The legacy ambition for the scheme centres on a recognition by the Highways
Agency that a project on this scale has impacts that extend beyond the
transport and economic case, as well as the environmental impacts and their
mitigation.

3.6.2

Legacy is an intrinsic part of any road scheme as relieving congestion and
increasing capacity leads to opportunities at local, regional and national level
that have significant benefits for the future. However, the scheme aims to go
further and work proactively with local stakeholders to identify ways in which
it can support wider ongoing benefits and contribute to delivering local and
regional objectives and priorities.

3.6.3

The Greater Cambridge economy is successful and is a key driver for
economic growth for the whole of the east of England. This success is largely
built on its specialism in science and technology and hi-tech industries.
However, as is increasingly the case with knowledge economies such as that
seen in Cambridgeshire, this is not sufficient to guarantee economic growth.
The ability to attract a skilled workforce in a global economy relies not only on
good infrastructure but also on access to physical and cultural amenities. The
development of a road infrastructure that supports both strategic and local
traffic would contribute to continued success, supporting inward investment
and population growth.

3.6.4

For this reason the first theme identified to support delivery of the legacy
objectives focusses on quality of life as a complement to the economic
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benefits that result from the scheme. A number of design features have been
incorporated in the scheme which support the delivery of the quality of life
theme. For example, the removal of the road viaduct over the East Coast
Mainline railway in Huntingdon; the cycleway from Fenstanton to Girton and
the dedicated non-motorised user crossings at; Bar Hill and Swavesey.
3.6.5

The second theme considers the building phase itself as a source of
opportunity for local businesses, and seeks to create employment and provide
local people with a route to develop the skills needed to deliver the scheme
which will remain relevant in the growing regional construction economy.

3.6.6

The scheme’s legacy ambitions extend beyond the Highways Agency
standard remit in operating and maintaining the trunk road and motorway
network and success therefore relies upon developing a strong partnership
with relevant stakeholders. The Highways Agency is developing a stakeholder
engagement infrastructure to drive the legacy ambition for the project and
support collaborative working that would draw on the skills and expertise of all
interested parties.
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The scheme objectives are to:


combat congestion: making the route between Huntingdon and
Cambridge more reliable and providing capacity for future traffic
growth;



unlock growth: enabling major residential and commercial
developments to proceed, leading to increased economic growth,
regionally and nationally;



connect people: by placing the right traffic on the right roads and
freeing up local capacity for all types of road user, including
pedestrians, cyclists and equestrians;



improve safety: designing the proposed scheme to modern highway
standards, introducing better lane control, and providing adequate
capacity for predicted traffic levels; and



create a positive legacy: recognising the wider benefits of the road
improvement scheme for local communities and businesses.



The scheme has been devised and designed so that it would deliver
these objectives as set out in this chapter and as explained further
at chapter 8.
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Scheme development and options considered

4.1

Introduction and background to the scheme

4.1.1

This section provides a summary of the identification and selection process
that led to the scheme, as set out within the application, being selected from
the array of possible options. It explains the process used to arrive at the
preferred solution and how this has been guided by an examination of the
identified issues and objectives, as well as the comments and responses
received from the public and other consultees through two rounds of
consultation. It sets out options considered and how these have informed and
evolved the scheme. It explains the considerations that have been given to
different transport mode options in order to meet the identified needs of the
A14 corridor.

4.1.2

The chronology and referenced studies, reports and consultations show that
the need for improvements to the A14 between Cambridge and Huntingdon
has been recognised for a considerable time.

4.2

Options considered prior to 2011

4.2.1

1998: The Roads Review put on hold a previous scheme to widen the A14
between Bar Hill and Huntingdon and Government commissioned a multimodal transport study to investigate the combined problems of congestion,
road safety and residential development pressure in the Cambridge and
Huntingdon area.

4.2.2

The results of the Cambridge to Huntingdon Multi-Modal Study (CHUMMS)
were published in 2001 and recommended the introduction of a bus-based
rapid transit system, traffic calming in the Cambridgeshire villages and
improvements to the A14. The recommendations, as set out within the
executive summary of the report, were:


A guided bus system should be provided in the disused Cambridge
to St. Ives railway corridor with extensions to Trumpington and
Addenbrooke’s Hospital, and to Godmanchester and Huntingdon.



The A14 should be widened to a dual three lane carriageway, where
necessary, on its existing line between the junction at Fen Ditton and
a point to the east of Fenstanton. Also, a new dual three lane
carriageway should be constructed to the south of Godmanchester,
Huntingdon and Brampton to re-join the A14 to the west of the A1.



Parallel local roads should be constructed alongside the widened
section of the A14 between the east of Fenstanton and the Girton
Interchange (Junction 14 of the M11), to assist local movements and
improve public transport access. Extra links and slip roads are
recommended at M11 Junctions 13 and 14.



Improvements should be made to the junctions of the A14 with the
B1049 (Histon) and the A10 (Milton), and measures put in place to
enable public transport to cross the A14 Cambridge northern bypass.



Where the new off-line alignment leaves the existing A14, the road
space which becomes available on the existing road should be used
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as a public transport corridor for access to Huntingdon centre and the
railway station.


Longer-term consideration should be given to an eastern bypass of
Huntingdon to provide extra access to the north of the town from the
east.



Full consideration should be given to the needs of non-motorised
users – walkers, cyclists and equestrians - in the design of the major
road and public transport systems.



In the short term, the Highways Agency should proceed with plans to
install traffic signals at the Brampton Hut (A1) and Spittals (A141)
Interchanges. Cambridgeshire County Council, in consultation with
the District Councils, should proceed with the implementation of
traffic calming measures in villages affected by traffic diverting off the
A14.



To stabilise levels of traffic entering Cambridge and encourage use
of public transport, the current traffic demand management measures
in Cambridge should continue and more rigorous measures should
be implemented in the future.

4.2.3

The elements of the above recommendations relating to the A14 were given
further consideration and are discussed in greater detail through the
development of the scheme, in the paragraphs below. The guided bus system
(the Cambridgeshire Guided Busway) between St Ives and Cambridge was
opened in August 2011 incorporating a crossing of the Cambridge northern
bypass as well as extensions as detailed above, with the exception of an
extension to Godmanchester. Huntingdonshire District Council is currently
carrying out a study into an Eastern bypass to Huntingdon. Traffic signals
have been installed at Brampton Hut and Spittals and the District Councils
have introduced some traffic calming measures in local villages such as Hilton
and Boxworth.

4.2.4

2003: The highway improvement elements, with the exception of the longterm consideration of an eastern bypass, entered Government’s targeted
programme of improvements in April 2003.

4.2.5

A large number of routes were considered, with 24 combinations of options
being assessed within the Initial Appraisal of Route Options Report. Of these,
18 were rejected on safety, environmental or engineering grounds and the
remaining options were developed further to be assessed in the Stage 2
Environmental Assessment and Scheme Assessment Reports.

4.2.6

A route was developed following the recommendations of the CHUMMS study,
referred to as the CHUMMS strategy. This detailed a route that comprised of:


a new dual carriageway to the south of Huntingdon between Ellington
and Fen Drayton;



widening of the existing A14 to three lanes in each direction between
Fen Drayton and Fen Ditton;
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local access roads alongside the widened A14 to separate local and
strategic traffic;



major interchanges with the A1 at Brampton, the existing A14 at Fen
Drayton and the M11/A428 at Girton; and



the removal of the Huntingdon road viaduct over the East Coast
Mainline railway, together with road improvements within the town.

4.2.7

An alternative proposal which retained the existing A14, providing two lanes
in each direction between Ellington and Fen Drayton, and included the
re-construction of the viaduct, was also considered.

4.2.8

2005: The CHUMMS Strategy was taken to a public consultation between
March and June 2005, together with the alternative proposal. 4,182 completed
questionnaires were received and of these 57% said they preferred the
CHUMMS Strategy whilst 16% said they preferred the alternative proposal.

4.2.9

2006: An unsuccessful legal challenge as to the process of selection of the
alignment of the Huntingdon southern bypass was mounted by local
opponents of the scheme.

4.2.10 The Highways Agency consulted further on alignment proposals for the
Huntingdon southern bypass section of the A14 between Ellington and Fen
Ditton. The consultation considered two options together with two variations
previously considered within the Stage 2 Environmental Assessment and
Scheme Assessment Reports, referenced against the route for this section of
the road shown in the CHUMMS Strategy, presented at the consultation of
2005.
4.2.11 The second public consultation ran between December 2006 and March 2007.
3,667 completed questionnaires were received and of these 62% said they
preferred the route as presented within the CHUMMS Strategy.
4.2.12 The A14 Huntingdon Study was also commissioned by the Highways Agency
in conjunction with the local authorities to assess the effectiveness of
proposed A14 connections with the local network in the vicinity of Huntingdon.
The study concluded that removing the viaduct, replacing it with an at-grade
junction in Brampton Road, building the West of Town Centre Link and
providing a new link at Mill Common to the existing A14 would be most
beneficial to the town in economic terms.
4.2.13 2007: A preferred route announcement was made by the SoS in two stages:
first, the route between Fen Drayton and Fen Ditton was announced in March;
and second, the route between Ellington and Fen Drayton was announced in
October. Together these formed the Ellington to Fen Ditton scheme.
4.2.14 2009: Further work was done to develop the preferred route and to prepare
draft line and de-trunking orders, side roads and compulsory purchase orders,
between 2007 and 2009. A scheme with an estimated cost of £1.1 billion was
developed and a start of works date in early 2012 was proposed.
4.2.15 2010: Plans were drawn up to commence a public inquiry in July 2010 but in
government’s 2010 Spending Review the A14 Ellington to Fen Ditton scheme
was withdrawn from the roads programme as it was considered to be
unaffordable in the financial climate current at that time.
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4.3

The A14 Study (2011 – 2012)

4.3.1

Whilst the estimated £1.1 billion A14 Ellington to Fen Ditton improvement
scheme was considered unaffordable by Government in 2010 when it was
stopped, it was recognised by the SoS that a solution was still needed to the
growing problem of traffic congestion in the trunk road corridor between
Huntingdon and Cambridge. So in 2011 a study was commissioned by the
Department for Transport, in conjunction with the county councils of
Cambridgeshire, Suffolk and Northamptonshire, to look at multi-modal
transport solutions to this problem. The A14 study resulted in a public
challenge exercise, aimed at encouraging the public and other stakeholders
to participate in the debate, and the production by consultants of three study
output reports.
A14 Study Output 1 (December 2011)

4.3.2

Study Output 1 provided an analysis of the current and future transport issues
in the A14 corridor between Huntingdon and Cambridge. It considered the
current issues and priorities and assessed the impact of growth, in terms of
traffic movement and the wider socio-economic and environmental issues. It
included an analysis of the road and rail freight market, the impact of accidents
and incidents and the reliability and resilience of the road network. This study
found that at peak times the A14 carries flows in excess of its notional
capacity, a problem exacerbated by an unusually high percentage of heavy
goods vehicles, the absence of hard-shoulders and the frequency of junctions
and accesses onto the trunk road. It showed that, as a result, traffic
congestion has an impact on the surrounding roads in the A14 corridor and
that the transport problems have wider socio-economic and environmental
consequences.

4.3.3

Three core economic challenges were identified; lost productive time caused
by routine congestion, constraints on house-building and employment projects
caused by a lack of highway capacity and difficulties in attracting skilled labour
to the region due to the problems of commuting. Three key quality of life
challenges were also identified comprising: the loss of leisure time and
increased stress caused by traffic delays; the social and economic costs of
accidents; and the impact on health resulting from noise and vehicle emissions
in the corridor.
A14 Study Output 2 (February – May 2012)

4.3.4

Study Output 2 comprised the identification and review of possible transport
options in the A14 corridor, the initial sifting of these options, the shortlisting
of more suitable options and the production of a strategic outline business
case. A long-list of 125 options was prepared, which included on-line widening
of the existing trunk road, off-line highway improvements including northern
and southern bypasses of Huntingdon and a southern bypass of Cambridge,
junction modifications, public transport improvements, rail freight
improvements, and travel demand management schemes. Of this number 21
highway packages were considered. Reference was made to tolling but it was
neither ruled in nor ruled out. A five-point business case methodology – which
considered the strategic, economic, commercial, financial, and management
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implications of each option – was used to develop options for further
consideration.
A14 Study Output 3 (November 2012)
4.3.5

Study Output 3 comprised an appraisal of the shortlisted public transport, rail
freight and highway packages identified in the previous stage of the study,
including shortlisted six highway packages. The public transport package
included proposals for a new park-and-ride site and the introduction of new
local bus services to connect outlying settlements with Cambridge City Centre.
The rail freight package consisted of proposals for new and expanded
strategic rail freight infrastructure, including new links between the Felixstowe
branch line and the Great Eastern Mainline and the remodelling of sections of
the railway between Felixstowe and Nuneaton.

4.3.6

The highways package presented six highway options, for which costs had
been determined and benefits monetised.

4.3.7

Six packages of highway measures were identified and appraised. At the
time, Government’s direction was for a scheme which could be partly selffunding through application of a toll. These are described in Table 4.1 and
shown in Figure 4.1. Each package was assessed using HM Treasury's fivecase model (consisting of the strategic case, economic case, financial case,
management case and commercial case). The analysis showed that the bestperforming options were those which:


were larger, thereby offering solutions to a greater number of
problems;



provided a full Huntingdon southern bypass and provided local
access roads between the bypass and Girton; and



enhanced the Cambridge northern bypass.
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Table 4.1 – Comparison of options considered under A14 Study
Option

Description

Findings

Option 1

Improvement of Cambridge
northern bypass, enhancement of
Girton junction and the provision
of local access roads between
Girton and Trinity Foot. Retention
of the existing A14 trunk road
between Trinity Foot and
Ellington.

This option was not taken forward
because it offered lower journey time
savings than others, did not resolve
many of the transport problems in the
A14 corridor, did not achieve
environmental benefits in Huntingdon.

Option 2

No improvement of Cambridge
northern bypass, limited
enhancement of Girton junction,
online widening and new
junctions between Trinity Foot
and Girton. Construction of a
dual three lane all-purpose
Huntingdon southern bypass
between Trinity Foot and
Ellington with an A1 junction at
Brampton. De-trunking of
bypassed sections of A14 and
removal of the A14 viaduct
across the East Coast Mainline
railway.

This option was not taken forward
because it did not resolve congestion
and safety issues on the Cambridge
northern bypass, did not provide
adequate resilience in the event of
accidents and breakdowns, did not
support development on the northern
and eastern fringes of Cambridge and
offered lower value for money than other
options.

Option 3

Improvement of the Cambridge
northern bypass, limited
enhancement of Girton junction,
online widening and new
junctions between Trinity Foot
and Girton. Construction of a
dual three lane all-purpose
Huntingdon southern bypass
between Trinity Foot and
Ellington with an A1 junction at
Brampton. De-trunking of
bypassed sections of A14 and
removal of the A14 viaduct
across the East Coast Mainline
railway.

This option had some merit and had
elements that warranted further
consideration. But the option
maintained existing side-road and
property accesses onto the A14, with
resulting safety and congestion impacts.
It resulted in higher vehicle emissions
than options with local access roads and
did not provide resilience in case of
accidents and breakdowns.

Option 4

Improvement of the Cambridge
northern bypass, limited
enhancement of Girton junction,
online widening and new
junctions between Trinity Foot
and Girton. Construction of a
dual two lane all-purpose
Huntingdon southern bypass
between Trinity Foot and
Ellington (no junction with the
A1). Existing A14 passing
Huntingdon retained.

This option was not taken forward
because it retained accesses onto the
A14, with resulting impacts on safety
and congestion. It did not achieve the
benefits of removing the A14 viaduct
over the mainline railway in Huntingdon
and did not support aspirations for
development on the western side of
Huntingdon.
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Description

Findings

Option 5

Improvement of Cambridge
northern bypass, full
enhancement of Girton junction,
online widening and new
junctions between Trinity Foot
and Girton, together with new
local access road. Construction
of dual two lane all-purpose
Huntingdon southern bypass
between Trinity Foot and
Ellington (no junction with A1).
Existing A14 past Huntingdon
retained.

This option had some merit and had
elements that warranted further
consideration. But the option did not
achieve the local benefits of removing
the A14 viaduct over the mainline
railway and did not support aspirations
for development on the western side of
Huntingdon town centre.

Option 6

Improvement of the Cambridge
northern bypass, enhancement of
Girton junction to enable free flow
to A428. A428 widening to dual
four lane all-purpose between
Girton and Caxton Gibbet.
A1198 widened to a dual three
lane all-purpose road north of
Caxton Gibbet to the intersection
with a dual two lane all-purpose
Huntingdon southern bypass
which continues west to Ellington
with a junction onto A1 at
Brampton. Existing A14 detrunked between Girton and
A1/A1(M).

This option was not taken forward
because it offered lower journey time
savings than most other options and
would not resolve many of the transport
problems in the A14 corridor. It
generated the highest levels of vehicle
emissions of all the options and offered
the lowest value for money.
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Figure 4.1 – Options considered under the A14 Study
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4.3.8

Option 3 (which included a southern bypass to Huntingdon with a link to the
A1, the downgrading of the existing A14 through the town and the online
widening of the A14 between Huntingdon and Cambridge) and Option 5
(which was similar but retained the existing A14 through Huntingdon for east
to north movements and introduced a local access road linking Huntingdon
with Cambridge) proved to be the most effective solutions. The final section
of the report considered the impact of tolling and identified a seventh highway
package which combined elements of Options 3 and 5 to offer an effective
tolled solution.

4.3.9

Whilst the monetised elements of the appraisal tended to support retaining the
existing A14 alignment adjacent to Huntingdon, most of the non-monetised
elements which considered objectives within national, regional and local
strategies pointed towards downgrading.

4.3.10 Through a cost benefit analysis carried out by the Highways Agency Option 5
was identified as the best performing option. This consisted of:


Huntingdon southern bypass as a two-lane dual carriageway, with a
tie in south east of Fenstanton;



local access roads between Swavesey and Girton plus full Girton
enhancement;



enhancement of Cambridge Northern Bypass; and



Huntingdon Viaduct retained in its current arrangement for strategic
traffic to/from the A1(M).

4.3.11 However, Option 5 would not perform well as a tolled scheme; with a toll in
place, much of the strategic traffic would be expected to continue to use the
existing A14 via Huntingdon.
4.3.12 As a result, a new option was developed and named as Option 7, which
combined the better performing operational features of Option 5, such as the
local access road, together with Option 3. Option 7 was the same as Option
5, except for:


downgrading of the existing A14 alignment north of Swavesey with
removal of the Huntingdon road viaduct over the East Coast Mainline
railway; and



a three lane Huntingdon southern bypass with additional junctions
linking to the A1 and A1198 for local traffic.
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Figure 4.2 - Option 7
4.3.13 Given that tolling was a requirement of the scheme at this time, Option 7 was
identified as the best performing option because it combined:


the positive characteristics of options that downgraded the existing
A14 around Huntingdon, as incorporated in Option 3, with the
expectation of attracting most if not all of the strategic traffic to the
new bypass; and



the local access road in Option 5 which, in conjunction with the
downgraded section, would offer a free route attractive to local traffic
but less so to strategic traffic due to its passage through urban areas.

A14 Study and multi-modal measures
4.3.14 The A14 Study also identified and appraised a range of potential multi-modal
measures that included both public transport and rail freight measures, as well
as highways measures.
4.3.15 The public transport measures considered comprised a new Park & Ride site
and new bus services. The aim of these measures was to reduce the volume
of traffic on the A14 by encouraging an earlier switch from car to bus. It was
stated that, although individual elements of the public transport package would
have some beneficial impact in reducing traffic congestion, the public transport
package in isolation would not resolve the problems identified, notably
because it would not address issues associated with strategic traffic. For this
reason measures were not taken forward, without certainty over the A14
improvements.
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4.3.16 The rail freight measures considered comprised proposals for new and
expanded strategic rail freight infrastructure, including new links between the
Felixstowe branch line and the Great Eastern Mainline and the remodelling of
sections of the railway between Felixstowe and Nuneaton. The aim of the rail
freight measures was to reduce HGV demand along the A14 corridor by
encouraging a transfer of freight from road to rail. Given the nature of freight
movements, the focus was on modal shift of traffic moving from the Haven
Ports to the midlands and north.
4.3.17 The preferred rail freight measures were predominantly on the Felixstowe to
Nuneaton (F2N) route which would enable quicker journey times, operation of
longer trains and could allow additional freight paths to be provided. The rail
freight package was forecast to reduce HGV traffic on the A14 in the core
study area by up to 11%, which would offset between 60% and 80% of the
forecast growth in HGV traffic between 2011 and 2031. Rail freight proposals
within the A14 Study have either been completed or are programmed to be
carried out within the current control period which runs until March 2019.
4.3.18 However, the public transport package would equate to a reduction of less
than 1% of the peak-hour traffic on the A14 trunk road and, consequently,
needed to be complemented with highway improvements.
4.4

Tolling options (2012 – 2013)

4.4.1

In July 2012 the Secretary of State for Transport, Justine Greening MP,
announced that the A14 Cambridge to Huntingdon improvement scheme
would be taken forward, with construction work hoped to commence in 2018.
The same statement also confirmed that tolls would be introduced over part
of the enhanced route.

4.4.2

The document, Investing in Britain’s Future, published in June 2013,
confirmed commitment to the upgrade of the A14 between Cambridge and
Huntingdon, subject to value for money and deliverability. It confirmed that
funding would be supported by contributions from local authorities and local
enterprise partnerships plus tolling.

4.4.3

Tolling requirements were drawn up for the scheme. A free-flow system was
proposed, using automatic number-plate recognition and/or other
technologies to identify vehicles on the tolled section of Huntingdon southern
bypass.

4.5

Development of options (2012 – 2013)

4.5.1

The Highways Agency’s options phase (options identification and option
selection) began in late 2012 and continued for approximately one year.
Option 7 from the A14 Study was further developed to produce Option 7A. In
addition to elements described above, this included proposals to widen the A1
trunk road from a dual two-lane to dual three-lane carriageway between
Brampton Hut and the new junction with the Huntingdon southern bypass at
Brampton. The A14 Study had previously recognised, but not addressed, the
impact that additional traffic would have on this section of the A1 trunk road.
Value engineering took place in May 2013, from which Option 7B (named ‘the
proposed scheme’) emerged. This differed from Option 7A in that:
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the A1 trunk road would be widened over a longer length, from its
junction with the A14 Huntingdon southern bypass to the start of the
A1 at Alconbury;



the junction with the M11 and A428 at Girton would be re-modelled
to improve its cost-effectiveness and free-flow characteristics;



junctions at Bar Hill, Swavesey and Milton would also be re-modelled
to improve their performance in managing the throughput of traffic;



the local access road between Fen Drayton and Girton would be realigned to better accommodate existing land uses and constraints;
and



carriageway lane widths would be narrowed to reduce construction
costs and minimise land-take.

Figure 4.3 – Option 7B
4.6

Non-statutory consultation on options (September and October 2013)

4.6.1

A non-statutory consultation was held over a five-week period in autumn 2013.
This sought the views of the public and stakeholders on the proposed scheme
and options previously considered under the A14 Study, as well as tolling
arrangements. Fifteen public exhibitions were held and meetings took place
with local authorities, parish councils and other stakeholders. Approximately
1,400 responses to the questionnaire published by the Highways Agency were
received. The consultation was supported by two documents; Public
Consultation on route options, September 2013 and Technical review of
options, September 2013.
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The key outcomes of that consultation as set out in the Executive Summary
of the consultation report, Public consultation on route options 2013 –
consultation report, December 2013, were that:


many people agreed that the scheme would reduce congestion and
stimulate economic growth;



tolling was almost universally unpopular;



the route east of Swavesey – which involves the widening of existing
sections of trunk road – was not particularly contentious;



there was a lack of support for the Huntingdon southern bypass,
which the Agency believed to be driven by concerns on tolling; and
that



around half of respondents considered the road viaduct over the East
Coast Mainline railway at Huntingdon should be retained as it would
form part of a toll-free alternative to the Huntingdon southern bypass.

4.6.3

Most people agreed that the proposed scheme would help to reduce
congestion and stimulate economic growth with businesses, local authorities
and freight groups welcoming the improvements in the road network. Opinion
on the choice of route was split between the proposed scheme and highway
route option 5, which retains the existing A14 through Huntingdon and creates
a two-lane dual carriageway to the south of the town. However, comments
received indicated that this split may be influenced by proposals to toll the
southern bypass. ‘

4.7

Decision not to toll, scheme re-evaluation and finalising the scheme
(December 2013)
Decision not to toll

4.7.1

The options consultation confirmed that tolling proposals generated significant
antipathy. In connection with the Autumn Statement 2013 and within a speech
given at the Institution of Civil Engineers on 4 December 2013 to launch the
National Infrastructure Plan 2013, Danny Alexander MP in his role as Chief
Secretary to the Treasury confirmed that the scheme would not be tolled. He
stated that this decision would not delay the scheme and that the cost would
be covered by government.
Scheme re-evaluation

4.7.2

As a result of this decision, the Agency re-evaluated the business case for the
proposed scheme alongside the alternatives previously considered. Of the
alternative schemes, one alternative (Option 5) was similar to the proposed
scheme but was approximately £200 million lower in cost; it differed in that it
would provide a dual two lane southern bypass around Huntingdon, in
preference to dual three lane, and would retain the existing A14 corridor
through the town to facilitate movement between the east and the north.

4.7.3

Whilst Option 5 would offer higher value for money than the proposed scheme,
it would only offer short term relief of congestion and would require a further
scheme to provide additional capacity within 10 to 15 years. It is likely that
this would include additional lanes on the Huntingdon southern bypass, a
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junction between the bypass and the A1 and speed restrictions on the A14
through Huntingdon.
4.7.4

Local authorities in Huntingdon and Cambridgeshire have stated that they
would not support any scheme which retained the A14 viaduct over the East
Coast Mainline railway as it would constrain local regeneration and economic
development and would be in conflict with their Local Plans. Consequently,
their funding contribution would be put at risk if Option 5 was progressed in
preference to the proposed scheme.

4.7.5

The short-term economic saving of the alternative scheme was therefore
outweighed by:


the need for further improvement within 10 to 15 years;



the loss of local authority goodwill and their significant funding
contribution;



further disruption during a second phase of construction;



the loss of local economic opportunity in Huntingdon; and



the loss of environmental benefits in Huntingdon in terms of road
traffic noise reduction, air quality improvements and related quality of
life aspects.

Finalising the scheme
4.7.6

Comments and submissions received through the non-statutory options
consultation were considered by the design team and resulted in a number of
changes which would be presented in the proposed scheme at the statutory
pre-application consultation. These changes are detailed below.

4.7.7

An improved highway layout was developed for the new A14 between
Ellington and the Brampton junction with the A1. This offered environmental
benefits to the village of Brampton over the previous arrangement, as it moved
the heavier trafficked route further away from the residential area and provided
better connections between the A1 and the A14. It also made it possible to
reinstate a public right of way between Brampton and both Brampton Woods
and Brampton Hut services. The benefits are shown in greater detail at page
45 of the A14 Cambridge to Huntingdon improvement scheme public
consultation, April 2014.

4.7.8

Earlier proposals were to widen the existing A14 between Swavesey and
Milton by adding a new lane to either side of the existing carriageway, a
technique known as ‘symmetric widening.’ The scheme altered this to instead
propose a technique called ‘asymmetric widening’ where possible, which
involved adding both new lanes to one side of the road only and moving the
central reservation. This method causes fewer disruptions to road users and
improves safety during construction. A similar approach was proposed for
widening the A1 trunk road between Brampton and Alconbury.

4.7.9

Junction layout and design improvements were made at Swavesey, Bar Hill
and Girton. These changes improved the potential capacity of the junctions
and made better provision for future housing developments such as that
proposed at Northstowe by improving the design layouts.
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4.7.10 The alignment of the new local access road that would run alongside the A14
between Fen Drayton and Girton was improved in response to feedback from
landholders. This improved the local access road as well as generating
improvements for non-motorised users.
4.8

Consultation on the proposed scheme (April – June 2014)

4.8.1

A statutory consultation was held between 7 April and 15 June 2014. This
engagement sought the views of the public and stakeholders on the scheme,
making use of; a consultation brochure (public consultation: April 2014), a
Preliminary environmental information report: April 2014, a Preliminary traffic
report: April 2014 and a set of 28 scheme drawings. All information was made
available through the Highways Agency website as well as being available in
hard copy. Thirty one public exhibitions were held as well as two web chats
and a range of meetings took place with local authorities, parish councils and
other stakeholders. Over 1,150 responses to the questionnaire published by
the Highways Agency were received and more than 1,350 people responded
on the scheme overall.

4.8.2

Diligent inquiries were made in respect of those with an interest in the land
affected and statutory consultation was carried out. Further non statutory
engagement with landholders was carried out beyond the statutory
consultation period in order to agree matters associated with land take.

4.8.3

Non-statutory engagement was also carried out with a range of stakeholders,
to inform them of the development of the scheme design and to gain their
views on proposals. In addition, non-statutory engagement on design
changes resulting from feedback received through the statutory consultation
was carried out with key stakeholders and affected landholders.

4.8.4

A Consultation Report, document reference 5, forms part of the DCO
application. This sets out how consultation on the scheme was undertaken,
the comments received and how these have been considered in the design
included within the DCO application.

4.9

Changes to the scheme following consultation (June – November 2014)

4.9.1

The Consultation Report, document reference 5, sets out how the scheme has
evolved in response to comments received through statutory consultation.
Within the body of the report topics are considered and responded to; within
appendices commentary is provided for each comment made and confirm
where changes have been made.

4.9.2

Ongoing engagement with the Environment Agency on technical matters
informed the development of the scheme in respect of flood compensation.
As a consequence of this engagement, the crossing over the River Great
Ouse was changed from a single multi-span viaduct with an embankment over
the flood plain to two multi-span viaducts separated by a short embankment.
Also, additional flood compensation areas were introduced and others
modified. These changes were made to ensure that there would be no
increased flood risk as a consequence of the scheme.

4.9.3

The Transport Assessment, document reference 7.2, assesses the impact of
the scheme on the highway network. Subsequent to statutory consultation
and through close engagement with Cambridgeshire County Council, updated
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traffic information was introduced and modelling reassessed. Of note, figures
included additional traffic associated with the future development of
Northstowe. The scheme was adjusted to ensure sufficient capacity in the
design year, 15 years after opening of the improved road to traffic.
4.9.4

Engagement with landholders has resulted in multiple minor amendments to
the scheme in order to ensure satisfactory access and these are incorporated
within the design submitted.

Figure 4.4 shows in diagrammatic form the development of the scheme and the options
considered from 1998 to the submission of the DCO application.

Figure 4.4 – Development of scheme and options considered
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Economic case

5.1

Introduction

5.1.1

This section outlines the economic assessment of the scheme; it presents the
anticipated benefits and dis-benefits associated with the scheme and the
scheme’s overall value for money.

5.2

Economic Assessment
Methodology

5.2.1

The economic assessment is based on a 60 year appraisal period in
accordance with DfT guidelines.

5.2.2

The economic assessment of the scheme begins with the calculation of those
impacts, both positive and negative, that are typically expressed in monetary
terms. This typically includes the capital cost of the scheme and tax revenues
generated by the scheme.

5.2.3

The latest cost estimate for the scheme was produced in October 2014. This
cost estimate was produced by the Highways Agency in accordance with DfT
guidelines and reflects the scheme at August 2014. Monetised scheme
benefits are calculated using a variety of industry standard software packages.

5.2.4

Costs and benefits occur in different years throughout the assessment period,
e.g. the construction costs occur before the scheme opens whilst the benefits
occur in the 60 years following completion of the scheme. In addition, benefits
accrued today are considered to be of greater value than those accrued further
into the future. Consequently, in order to compare costs and benefits they first
need to be converted to a common base; the DfT’s present value year. This
process is known as discounting and the present value year is currently 2010.

5.2.5

Scheme costs and monetised impacts are summed to produce an Initial
Benefit Cost Ration (Initial BCR); the amount of benefit being bought for every
£1.00 of cost to the public purse.

5.2.6

Not all impacts are easily monetised. Consequently, the next step is to
consider those impacts where there is evidence to support the calculation of
a monetised value. This includes aspects such as journey time reliability. The
resulting monetised impacts can then be added to those used to calculate the
Initial BCR in order to arrive at an Adjusted BCR.

5.2.7

Once impacts that can be expressed in monetary terms have been calculated,
the final step in the assessment captures the remaining impacts that cannot
be monetised. Together, all this information can then be used to determine
the value for money of the scheme.

5.2.8

The scheme’s value for money is categorised based on the BCR as follows:


poor value for money if the benefit-cost ratio is less than 1.0;



low value for money if the benefit-cost ratio is between 1.0 and 1.5;



medium value for money if the benefit-cost ratio is between 1.5 and
2.0;
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high value for money if the benefit-cost ratio is between 2.0 and 4.0;
and



very high value for money if the benefit-cost ratio is greater than 4.0.

5.3

Monetised benefits

5.3.1

The assessment and monetisation of anticipated economic, environmental
and social benefits associated with the scheme has been undertaken in
accordance with DfT guidelines.

5.3.2

A summary of the monetised economic, environmental and social benefits of
the scheme for both the Initial and Adjusted BCR is provided in table 5.1.

Table 5.1 - Summary of monetised benefits
Benefits

Economic
Benefits

Environmental
Benefits

Social Benefits

Business User
Benefits

Travel Time
Vehicle Operating Costs
Delays During
Construction
Delays During
Maintenance
Net Business User
Benefits
Journey Time Reliability

Regeneration
Wider Impacts
Greenhouse Gas Emissions
Noise
Air Quality
Travel Time
Vehicle Operating Costs
Delays During
Consumer –
Construction
Commuting User Delays During
Benefits
Maintenance
Net Consumer –
Commuting User
Benefits
Travel Time
Vehicle Operating Costs
Delays During
Consumer –
Construction
Other User
Delays During
Benefits
Maintenance
Net Consumer – Other
User Benefits
Journey Time Reliability
Accident Benefits

7.1

Monetised Value, m
Adjusted
Initial BCR
BCR
£953.4
£953.4
£88.7
£88.7
-£45.9

-£45.9

£43.2

£43.2

£1,039.4

£1,039.4

-£207.8
£32.4
£2.6
£239.6
-£7.0

£434.8
76.7
-£207.8
£32.4
£2.6
£239.6
-£7.0

-£11.5

-£11.5

£10.9

£10.9

£232.0

£232.0

£640.5
-£65.4

£640.5
-£65.4

-£30.8

-£30.8

£29.0

£29.0

£573.3

£573.3

£124.9

£426.5
£124.9

-
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Monetised Value, m
Adjusted
Initial BCR
BCR

Benefits
Public
Accounts
Total

5.3.3

Indirect Tax Revenues
Present Value of Benefits

-£4.8

-£4.8

£1,792.0

£2,730.0

It should be noted that regeneration benefits only consider the effect of a
scheme on regeneration areas. There is no single definition of regeneration
areas, but these areas will have been designated for specific policy purposes
related to economic development under one of the UK government’s or
European Union’s regeneration programmes. The scheme does not affect
any regeneration areas.
Economic benefits

5.3.4

The scheme will significantly increase the capacity of the road network
between Cambridge and Huntingdon, and on the A1 between Brampton and
Alconbury. This additional capacity would help to alleviate congestion and
delays on this part of the road network, leading to a significant decrease in lost
productive time and subsequent increase in business user and transport
service provider benefits.

5.3.5

Consequently, business users and transport service providers would
significantly benefit from the scheme through reduced travel times, improving
access to suppliers or customers, and reduced vehicle operating costs, such
as fuel, vehicle maintenance and mileage-related depreciation. After
accounting for impacts associated with delays during construction and
maintenance, the combined monetised value of these benefits is forecast to
be £1,039.4 million.

5.3.6

The lack of resilience on the A14 between Cambridge and Huntingdon means
that accidents and incidents can cause disruption to traffic. This disruption
leads to a road network that is unreliable in terms of journey times.

5.3.7

Additional capacity delivered by the scheme would also benefit business users
and transport service providers by providing greater journey time reliability, or
reduced journey time variability – variation in journey times that users are
unable to predict.

5.3.8

The monetised value of greater journey time reliability for business users and
transport service providers is forecast to be £434.8 million.

5.3.9

Congestion and delay on the A14 currently constrains future business growth.
The scheme will help to unlock economic activity and contribute to wider
benefits associated with:


greater productivity through the concentration of economic activity
(agglomeration);



tax revenues arising from an increase in employment; and



profits generated as a result of reduced transport costs.

5.3.10 The monetised value of these wider impacts is forecast to be £76.6 million.
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5.3.11 While the scheme does not affect any regeneration areas it would contribute
to improved connectivity between Cambridge and other economic centres
such as Peterborough and the east coast Haven Ports at Ipswich, Harwich
and Felixstowe, which will provide significant economic benefits in terms of
wider business and employment growth.
Environmental benefits
5.3.12 Existing noise levels vary widely across the study area. They are currently
high close to the existing A14 and A1 and a number of locations adjacent to
these roads have been identified as ‘Important Areas’ experiencing high levels
of traffic noise in action plans published under Government’s Noise Action
Plan: Roads (including Major Roads) 2014 made under the Environmental
Noise (England) Regulations 2006. The full detail of this is set out in chapter
14 of the Environmental Statement, document reference 6. The Highways
Agency is obliged to consider what actions might be taken in relation to those
Important Areas to reduce noise impacts including by way of noise barriers,
facades or low noise road surfacing.
5.3.13 The scheme would significantly alter traffic flows in the Cambridge-Huntingdon
area, with a significant transfer of traffic from what would be the de-trunked
section of the A14 to the new Huntingdon southern bypass. Changes in traffic
flows caused by the scheme would result in changes to the impact of road
traffic on the local environment, notably in relation to noise and air quality.
5.3.14 During operation approximately 3,000 dwellings along the existing A14
corridor through Huntingdon, Godmanchester and Fenstanton and many
sensitive non-residential facilities would benefit from noise reductions as a
result of the scheme. These improvements would mainly result from a rerouteing of traffic onto the new Huntingdon southern bypass.
5.3.15 Noise improvements also result from the provision of low noise road surfacing
and a number of noise barriers along the modified sections of the existing A1
and A14, including the Cambridge northern bypass. Existing noise barriers
would be enhanced by the scheme in a number of locations, particularly at
Girton and Impington.
5.3.16 The monetised value of noise improvements is forecast to be £32.4 million.
5.3.17 Air quality is currently affected by vehicle emissions in Cambridge, Huntingdon
and along the existing A14. Some of these areas are predicted to experience
a large improvement in air quality, most notably in Huntingdon and along the
existing A14 between Swavesey and Huntingdon as the majority of traffic
would be diverted away from these areas and on to the new Huntingdon
southern bypass.
5.3.18 The monetised value of air quality improvements is forecast to be £2.6 million.
Social benefits
5.3.19 Social benefits cover the human experience of the transport system and its
impact on social factors not covered as part of the economic or environmental
impacts.
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5.3.20 As previously noted, the additional road capacity delivered by the scheme
would help to alleviate congestion and delays, which would reduce travel times
across the Cambridge-Huntingdon area.
5.3.21 The new Huntingdon southern bypass would be designed to higher standards
and accommodate greater capacity than the existing A14 through Huntingdon.
It would allow commuters and other users to avoid delays at junctions at
Brampton Hut and Spittals, resulting in significant time savings.
5.3.22 Consequently, commuters and other users would benefit significantly from the
scheme through reduced travel times, improved access to suppliers or
customers, and reduced vehicle operating costs, such as fuel, vehicle
maintenance and mileage-related depreciation. After accounting for impacts
associated with delays during construction and maintenance, the combined
monetised value of these benefits is forecast to be £805.3 million.
5.3.23 Additional capacity delivered by the scheme would also benefit commuters
and other users by providing greater journey time reliability. The monetised
value of greater journey time reliability for commuters and other users is
forecast to be £426.5 million.
5.3.24 The scheme would have a positive impact on road safety in the CambridgeHuntingdon area leading to an overall reduction on accidents within the
scheme study area.
5.3.25 It is predicted that the total number of accidents in the scheme area would be
reduced by over 2,000 over a 60-year appraisal period. This would
correspond to a reduction of over 3,000 road casualties. The decrease in
accidents would lead to a saving of £124.9 million.
5.4

Non-monetised benefits

5.4.1

The assessment of anticipated non-monetised benefits associated with the
scheme has been undertaken in accordance with the Department for
Transport’s Transport Appraisal Guidance and are outlined below.
Environmental and social benefits

5.4.2

The removal of the existing road viaduct over the East Coast Mainline railway
would:


benefit the townscape of, and some views in Huntingdon, particularly
the setting of the Huntingdon Conservation Area,



improve views from public rights of way and accesses to Huntingdon
railway station as well as improving the setting of the listed canopy of
the railway station; and



offer the opportunity for regeneration within Huntingdon town centre
by removing the severance caused by the viaduct.

5.4.3

The removal of the existing Huntingdon A14 embankment would improve the
setting of Views Common and Mill Common in Huntingdon.

5.4.4

The Huntingdon Conservation Area would also benefit from reduced traffic
levels along the existing A14.
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5.4.5

The setting of Godmanchester Post Street, Godmanchester Earning Street
and Brampton, Fenstanton and Fen Drayton Conservation Areas would
benefit from reduced disturbance from reduced traffic on the existing A14.

5.4.6

Improved links and function of bridleways and other NMU paths would
increase connectivity and allow access to areas not previously serviced, such
as Brampton Hut service area. De-trunking the existing A14 between
Swavesey and Huntingdon would also improve on-road cycling on this stretch
of road.

5.4.7

Relocating bus stops that are currently on the A14 to the new local access
roads allows direct access from new NMU provision, as well as allowing
access to bus stops by wheelchair users and other less mobile users who are
currently unable to access those bus stops easily.

5.4.8

Construction of the scheme would result in the creation of significant areas of
semi-natural habitat in the form of road-side landscaping that is beneficial to
bats as detailed in chapter 11 of the Environmental Statement, document
reference 6.

5.5

Value for money

5.5.1

As previously noted the scheme’s value for money is categorised, based on
the BCR. Both the Initial and Adjusted BCR is provided in table 5.2.

Table 5.2: Scheme Benefit Cost Ratio and value for money category
Monetised Value, m
Initial BCR
Total Present Value of Benefits
Costs

Operating Costs (Capital Costs of
Maintenance)
Investment Costs

Total Present Value of Costs
Benefit Cost Ratio
Value for money category

5.5.2

Adjusted
BCR

£1,792.0

£2,730.0

-£139.5

-£139.5

£1,169.3

£1,169.3

£1,029.7

£1,029.7

1.7

2.7

Medium

High

It should be noted that the BCR for the scheme does not include the benefits
associated with planning gain arising from new developments that are
considered to be dependent on the scheme. While these benefits are not
normally included in the BCR calculation they can be used to determine
scheme’s overall value for money.
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The scheme has a high value for money cost benefit ratio.



The monetised value of reduced travel times, improved access and reduced vehicle
operating costs is forecast to be £1,039.4 million.



There are notable environmental and social benefits in terms of noise (3,000 dwellings
enjoying noise reductions), air quality (with some areas enjoying air quality
improvements and a net benefit valued at £32 million), public rights of way, townscape
and the setting of various Conservation Areas.
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Policy context

6.1

Introduction

6.1.1

This chapter provides a high level assessment of the scheme’s strategic
alignment and conformity with current national and local planning policies,
including the National Policy Statement for National Networks (the NPS)
published by the Department for Transport in December 2014.

6.1.2

By example within the National Infrastructure Plan 2014, Government is clear
about the importance of investment in transport infrastructure to stimulate
economic growth and the role of a functioning transport system as essential
to the proper operation of the UK economy. The NPS and other policy
documents highlighted below demonstrate Government’s commitment to
support investment in the strategic road network.

6.2

Policy context
National planning and government policy

6.2.1

The following national planning policy documents are relevant to the scheme:





Draft National Policy Statement for National Networks (2013);
National Infrastructure Plan (2014);
National Planning Policy Framework (2012); and
other national strategies:
 Investing in Britain’s Future (June 2013);
 Action for Roads: A network for the 21st Century (July 2013); and
 Department for Transport Business Plan 2012 – 2015 (May
2012).

Local development plans
6.2.2

The scheme is located within the administrative boundaries of South
Cambridgeshire District Council (SCDC) and Huntingdonshire District Council
(HDC).
South Cambridgeshire District Council

6.2.3

The current development plan documents in respect of SCDC comprise:
 South Cambridgeshire Core Strategy Development Plan Document
(January 2007);
 South Cambridgeshire Development Control Policies Development Plan
Document (July 2007);
 South Cambridgeshire Site Specific Policies Development Plan Document
(January 2010); and
 North West Cambridgeshire Area Action Plan (October 2009).

6.2.4

The emerging policies for SCDC are set out in the following document:
 South Cambridgeshire Local Plan Proposed Submission (July 2013).

6.2.5

On 28 March 2014 the Local Plan and its supporting documents were
submitted for independent examination to the Secretary of State for
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Communities and Local Government. The Hearings are due to take place in
February and March 2015. The Local Plan is a set of policies and land
allocations that will guide the future of our district up to 2031. Once adopted,
all planning applications will be assessed against the policies in the Local
Plan.
Huntingdonshire District Council
6.2.6

The development plan documents in respect of HDC comprise:
 Huntingdonshire District Council Core Strategy (September 2009);
 Huntingdon West Area Action Plan (February 2011); and
 Saved Policies from the Huntingdonshire Local Plan (1995) and the Local
Plan Alteration (2002).

6.2.7

In December 2011 HDC's Cabinet endorsed the proposal for the Council to
produce a new Local Plan. The current version of this document comprises:
 Huntingdonshire District Council Draft Local Plan to 2036 - Stage 3
Consultation.

6.2.8

The Local Plan will cover the period up to 2036 and, once adopted, will replace
all current parts of the development plan, including the Core Strategy 2009,
the Huntingdon West Area Action Plan 2011 and the saved policies of the
Local Plan 1995 and Local Plan Alteration 2002.
Local transport plans

6.2.9

Local authority transport plans set out the transport strategy and local
transport schemes prioritised for funding and include consideration of the
strategic highway network as it impacts on local transport strategies.

6.2.10 The adopted transport policies and objectives relevant to the scheme are set
out in the following documents:
 Cambridgeshire Local Transport Plan (LTP 3) June 2014; and
 Cambridge and South Cambridgeshire Transport Strategy (March 2014).
Local minerals and waste plans
6.2.11 Minerals and waste policy is relevant to the scheme as six borrow pits would
be used to provide construction and landscaping materials. The borrow pits
are integral to the delivery of the scheme and are considered and assessed in
detail in chapters 12 and 13 of the Environmental Statement, document
reference 6.
6.2.12 The relevant adopted minerals and waste policies and objectives relevant to
the excavation of borrow pits for the scheme are set out in the following
documents:
 Cambridgeshire and Peterborough Minerals and Waste Core Strategy
Development Plan (July 2011); and
 Cambridgeshire and Peterborough Minerals and Waste Site Specific
Proposals Plan (February 2012).
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6.3

Strategic alignment and conformity of scheme with national planning
and government policy

6.3.1

This section demonstrates how the scheme conforms with the objectives and
aspirations set out within national planning and Government policy at a
strategic level.
National Policy Statement for National Networks (December 2014)

6.3.2

A draft NPS was published by the Department for Transport in December 2013
and made available for consultation until 26 February 2014 (the draft NPS).
On 17 December 2014, a final form of the NPS was published and laid before
Parliament for the approval of the House of Commons, prior to its designation
by the Secretary of State. The NPS sets out the Government’s vision and
policy against which the Secretary of State will make decisions on applications
for development consent for nationally significant infrastructure projects on the
strategic road and rail networks.

6.3.3

The NPS has not yet been formally designated by the SoS. However formal
designation is expected to occur in early 2015 following approval by the House
of Commons. Should the NPS be designated, sections 104(2) and (3) of the
Planning Act 2008 (which require applications to be decided in accordance
with a relevant NPS) will ultimately apply to the application. Until designation
the NPS will be a matter to which the SoS has regard under s105(2) of the
Planning Act 2008.

6.3.4

The NPS is not scheme-specific and does not set out a programme of road
schemes, but instead deals with road and rail at a strategic level. It also sets
out the principles by which applications for road and rail schemes should be
assessed.

6.3.5

The NPS sets out general policies in accordance with which applications
relating to national networks infrastructure are to be decided. Paragraph 4.3
states that:
‘In considering any proposed development, and in particular when weighing
its adverse impacts against its benefits, the Examining Authority and the
Secretary of State should take into account:

6.3.6



its potential benefits including the facilitation of economic
development, including job creation, housing and environmental
improvement, and any long-term or wider benefits;



its potential adverse impacts, including any longer-term and
cumulative adverse impacts, as well as any measures to avoid,
reduce or compensate for any adverse impacts.’

Paragraph 2.22 of the NPS states that:
'Without improving the road network, including its performance, it will be
difficult to support further economic development, employment and housing
and this will impede economic growth and reduce people's quality of life. The
Government has therefore concluded that at a strategic level there is a
compelling need for development of the national road network.'
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In the Summary of Need on page 9 of the NPS the following vision and
strategic objectives are set out:
‘The Government will deliver national networks that meet the country’s longterm needs; supporting a prosperous and competitive economy and
improving overall quality of life, as part of a wider transport system. This
means:

6.3.8



Networks with the capacity and connectivity to support national and
local economic activity and facilitate growth and create jobs.



Networks which support and improve journey quality, reliability and
safety.



Networks which support the delivery of environmental goals and the
move to a low carbon economy.



Networks which join up our communities and link effectively to each
other.’

The conformity of the scheme with the NPS can best be summarised by a
consideration of the scheme against the NPS Summary of Need ‘vision and
strategic objectives’ as set out in Table 6.1 below.

Table 6.1 – Conformity of scheme with NPS
NPS summary of need
Government’s vision and strategic
objectives

Scheme conformity

The Government will deliver national networks
that meet the country’s long-term needs;
supporting a prosperous and competitive
economy and improving overall quality of life,
as part of a wider transport system.

The objectives of the scheme, as set out at
chapter 3 of this document, comprise:
combatting congestion, unlocking growth,
connecting people, improving safety and
creating a positive legacy. These align
exactly with these Government
objectives. As set out in this document, at
section 8.1, the scheme meets the objectives
set out and as such the scheme must
conform with the NPS summary of need.

Networks with the capacity and connectivity to
support national and local economic activity
and facilitate growth and create jobs.

The scheme would improve the network
along the A14 corridor to support local and
regional growth (as analysed at chapter 7 and
section 8.5 of the Transport Assessment,
document reference 7.2), facilitating job
creation. The scheme would also provide
opportunities for further legacy benefits as to
local economic growth and employment, as
set out in section 7.5 of this document.

Networks which support and improve journey
quality, reliability and safety.

The scheme would significantly improve
journey quality, reliability and safety, as set
out in the Transport Assessment, document
reference 7.2, section 4.4 and at section 8.1
below.
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NPS summary of need
Government’s vision and strategic
objectives

Scheme conformity

Networks which support the delivery of
environmental goals and the move to a low
carbon economy.

The relation between the scheme and the low
carbon economy is considered in the
Environmental Statement at section
8.5.57. The scheme would deliver a number
of environmental benefits as set out at
sections 5.3 and 7.2 of this document.

Networks which join up our communities and
link effectively to each other.

There would be improvements for community
links on local roads and NMU linkages as set
out at section 7.2 and chapter 8 of this
document and at section 5.8 of the Transport
Assessment.

6.3.9

The scheme has been developed to be in conformity with the draft NPS and
all of the application documents therefore make reference to the draft
document. As shown above, at table 6.1, the scheme is in conformity with the
vision and strategic objectives set out in the NPS but given the time available
since publication of the NPS on 17 December 2014, it has not been possible
before this document has been sent to print to prepare a full assessment of
how the scheme conforms with the NPS. Accordingly, a full assessment of
how the scheme conforms with the NPS (including its assessment
requirements) will be provided in an updated version of this document before
examination of the application commences.
National Infrastructure Plan (2014)

6.3.10 The National Infrastructure Plan 2014 (NIP), published by HM Treasury in
December 2014, is clear about the link between a fit-for-purpose infrastructure
network and a thriving economy and, therefore, the need for investment in
infrastructure.
6.3.11 The NIP 2014 Executive Summary states that:
‘Improving the UK’s productivity is a vital element of the government’s LongTerm Economic Plan. High-quality infrastructure boosts productivity and
competitiveness, allowing businesses to grow and enabling them to reach
suppliers, deepen labour and product markets, collaborate and innovate and
attract inward investment’
6.3.12 Table 6.2 below identifies the key objectives in the National Infrastructure Plan
2014 relevant to the scheme, extracting text from the document.
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Table 6.4: Extracts from the National Infrastructure Plan 2014
Paragraph
1.1

1.3

1.5

2.14

3.1

Key objectives
“A majority of economic studies report that infrastructure has a significant positive
effect on output, productivity, and growth rates, and is a key driver of jobs
throughout the economy. As such, it is a key element of the government’s longterm economic plan.”
“The UK’s mixed model of infrastructure investment enables the government to
prioritise public investment in the areas where it provides greatest value for
money.”
“A key priority has been ensuring that the conditions for successful delivery are
right across both the public and private sectors: streamlining the planning regime;
developing a robust and transparent pipeline of projects and programmes;
ensuring the right skills and capacity are in place; reducing infrastructure costs;
adopting a more intelligent approach to procurement; and developing best
practice to inform how infrastructure projects are managed and run.”
“The government also recognises that key national infrastructure schemes can be
instrumental in unlocking regeneration or housing projects in local areas. For
example, an improved A14 will support further growth in the region as the east
coast Haven ports at Ipswich, Harwich and Felixstowe expand, as well as major
developments such as Northstowe, the Alconbury Enterprise Zone, and
expansion on the northern and eastern fringes of Cambridge.”
Chapter 3 of the National Infrastructure Plan 2014 sets out the Government’s
Strategy with respect to investment on roads.
Its main objective is:

3.8

“…to create a national road network fit for the 21st century, which improves
economic productivity and supports jobs and growth across the country. It seeks
to increase capacity, tackle congestion, support development, strengthen
connectivity, improve reliability and resilience, and ensure a road network of the
best possible quality.”
Key Actions to 2020 are described in the Plan as:


"to improve connectivity and support the growth of regional economies, a
package of transformational developments:”

Including
“£1.5 billion of investment in the A14 Cambridge to Huntingdon which
improves freight access to Felixstowe, one of the country’s major
shipping ports, tackling the congestion in the East of England and
unlocking a major housing development at Northstowe”


3.14

"to extend the capacity of the existing network and address the very worst
congestion that is holding back the economy"
“To support delivery of its objectives for the roads sector, the government has
included the following within its Top 40 priority infrastructure investments:
Accelerated Road Schemes
Strategic Roads New Capacity
Smart Motorways
A14
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Key objectives
Lower Thames Crossing
A303 / A30 / A358 Corridor
A1 (North East)”

6.3.13 Chapter 16 of the NIP identifies the top 40 priority infrastructure investments
and the changes since publication of the National Infrastructure Plan 2013.
Paragraph 16.1 of the plan states that:
‘to support delivery of its objectives in each sector, since 2011 the government
has set out its ‘Top 40 priority infrastructure investments’ The A14 remains
one of the 40 priority investments and is deemed to be a priority because of
its significant strategic value’
6.3.14 Apart from the specific references to the A14 above, the scheme aligns with
these paragraphs as it would improve capacity, accessibility, congestion
connectivity, reliability, resilience and safety, as well as support development,
all as set out in sections 3 and 8 of this document . The route has a high
proportion of freight traffic and currently suffers congestion which the scheme
would seek to address by encouraging the separation of strategic through
traffic from local traffic.
Road Investment Strategy (December 2014)
6.3.15 In its 'Road Investment Strategy' published in December 2014, the
Government sets out its investment plan for long term investment in the road
network, and particularly the Strategic Road Network, of which the A14 was
recognised as playing a key part. Its 'Strategic Vision' within this Strategy sets
out that it wants the Highways Agency
"to make the network safer and improve user satisfaction, while smoothing
traffic flow and encouraging economic growth. We want to see [Highways
England] delivering better environmental outcomes and helping cyclists,
walkers, and other vulnerable users of the network at the same as time as
achieving real efficiency and keeping the network in good condition. "

6.3.16 The Strategic Vision recognises that the strategic road network has a vital role
to play in delivering Government's goals for national networks as outlined in
the four strategic goals of the NPS:


Providing capacity and connectivity to support national and local
economic activity



Supporting and improving journey quality, reliability and safety



Joining our communities and linking effectively to each other



Supporting delivery of environmental goals and the move to a low
carbon economy

6.3.17 The Strategic Vision sets out that the Strategic Road Network is vital to British
businesses and of local and national economies, but that capacity problems
leading to increased congestion have become a major issue. It recognises
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that the Strategic Road Network has a good safety record and provides the
lifeline for the logistics of everyday life such as next day delivery and
supermarket supply, but that congestion is having a major effect on reliability.
The Strategic Vision acknowledges that the Strategic Road Network links
people, places, and different transport modes but that busy roads can
generate noise, and sever access in towns and villages, impeding cyclists and
walkers. Finally, it explains that, moving forward, the Strategic Road Network
needed to be designed and constructed to the highest environmental
standards with low noise road surfacing to be used where possible.
6.3.18 The Strategic Vision sets out the problems that increased congestion across
the Strategic Road Network would cause if action and investment were not
undertaken:


16 hours stuck in traffic for every household each year;



28 million working days lost per year;



£3.7 billion annual cost to the freight industry, which could see
prices increase on the High Street and beyond;



impeded travel between regions that hampers business;



longer travel times that constrain possible job opportunities;



negative impacts on efforts to spur economic growth, with
enterprise zones, potential housing sites and areas of high growth
held back by bottlenecks;



increased stress on roads to ports and airports, making it harder for
British businesses to access export markets; and



safety and the environment suffering as congested traffic is more
polluting and there is an increased risk of accidents.

6.3.19 In the Strategic Vision, the A14 project is singled out - it explains at page 16
that the A14 is
"one of the busiest parts of the SRN between the Midlands and East
Anglia and the Port of Felixstowe, it was also a long-standing congestion
hotspot and area of concern for local communities. £100 million of the
£1.5 billion scheme cost was contributed by partners, including Local
Authorities and Local Enterprise Partnerships. Through widening
sections, improving junctions, creating a new Huntingdon Southern
Bypass and de-trunking a large stretch of the old road, the scheme will
provide benefits to both road users and local communities. It will keep
heavy through-traffic away from villages, reduce community severance,
and relieve congestion on a critical part of the network, making travel
and commuting easier, safer and more reliable. Changes to the old road
will improve air quality and reduce traffic noise, and will give an
opportunity to improve conditions for walkers, cyclists and equestrians
through new crossings."
6.3.20 In light of this, the Government expresses its strong support for the scheme
within this strategy when it set out in its Overview of the Strategy, at page 36
that:
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"The East of England is where many of our exports begin their journey to the
wider world. With major ports at Felixstowe and Tilbury, and a third under
construction at London Gateway, good connections to and from the region are
crucial for the national economy.
To speed up these journeys, Government confirmed in 2012 that it would
deliver a £1.5 billion, 21 mile improvement to the A14 between Cambridge to
Huntingdon. This stretch has been cited as the biggest single choke point for
British business, and from 2016 work will begin to bypass Huntingdon and
bring the whole affected stretch up to three-lane standard. This is the single
biggest project in the entire roads programme."

6.3.21 In light of this, it is clear that the scheme has the support of the Government
in both policy and funding terms, being part of its Infrastructure Plan and Road
Investment Strategy for England, and in accordance with the objectives of the
NPS.
National Planning Policy Framework (March 2012)
6.3.22 The National Planning Policy Framework (NPPF), published by the
Department for Communities and Local Government in March 2012, sets out
Government’s economic, environmental and social planning policies for
England. These policies articulate a national strategy for sustainable
development. Government intends that this vision should be interpreted and
applied locally to meet local aspirations. It is recognised that whilst the NPS
is not designated the NPPF will be a relevant matter for the SoS to consider
but once the NPS is designated the SoS will accord the NPPF less weight.
6.3.23 The Introduction to the NPPF confirms its particular relevance to local
development matters, explaining in paragraph 1 that:
‘It provides a framework within which local people and their accountable
councils can produce their own distinctive local and neighbourhood plans,
which reflect the needs and priorities of their communities’
6.3.24 Paragraph 3 of the NPPF states that:
‘This Framework does not contain specific policies for nationally significant
infrastructure projects for which particular considerations apply. These are
determined in accordance with the decision-making framework set out in the
Planning Act 2008 and relevant national policy statements for major
infrastructure, as well as any other matters that are considered both important
and relevant (which may include the National Planning Policy Framework).’
6.3.25 The NPPF is clear however about the need for economic growth and the role
planning has to play in facilitating it. Paragraph 19 states:
‘The Government is committed to ensuring that the planning system does
everything it can to support sustainable economic growth. Planning should
operate to encourage and not act as an impediment to sustainable growth.
Therefore significant weight should be placed on the need to support
economic growth through the planning system’
6.3.26 The NPPF outlines Government’s core planning principles which seek to
ensure that development plans and decisions taken on planning applications
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contribute to the delivery of sustainable development. These include the
following principles (paragraph 17):


‘proactively drive and support sustainable economic development to
deliver the homes, business and industrial units, infrastructure and
thriving local places that the country needs



take account of the different roles and character of different areas,
promoting the vitality of our main urban areas, protecting the Green
Belts around them, recognising the intrinsic character and beauty of
the countryside and supporting thriving rural communities within it’

6.3.27 The scheme supports the delivery of the NPPF’s core planning principles as
it would provide the necessary highway infrastructure to support the growth of
Cambridgeshire’s economy. Delivery of the scheme would provide improved
capacity, safety and amenity to the strategic road network which would
contribute towards the more efficient and sustainable functioning of the
infrastructure of Cambridgeshire. Increased capacity through the provision of
additional lanes and the improvement of junctions on the A14 would help the
progression of significant business and housing growth that would otherwise
be constrained, notably at Alconbury and Northstowe.
6.3.28 The scheme accords strongly with the key aims of the NPPF. Growth of
housing, employment and tourism in Cambridgeshire relies upon the
completion of the scheme and without it would be seriously constricted.
Other national strategies relevant to the scheme
6.3.29 The following documents and strategies highlight the importance of the
strategic road network and Government’s commitment to its improvement.
Investing in Britain’s Future (June 2013)
6.3.30 Investing in Britain’s Future (IBF), published by HM Treasury in June 2013,
sets out Government’s intention to build a strong UK economy by delivering
infrastructure that competes with the best in the world.
6.3.31 Section 2 of the document states that:
‘Government intends to invest £28 billion on enhancements and maintenance
of national and local roads. On page 13 it affirms how government intends to
build all available Highways Agency road projects, tackling the most
congested parts of the network, including the A14 from Cambridge to
Huntingdon.’
Action for Roads A network for the 21st century (July 2013)
6.3.32 Following on from IBF, this report was published in July 2013 by HM Treasury
and sets out Government’s plans to upgrade the UK’s strategic road network
(motorways and key A roads). In Paragraph 1.5 it explains that the road
network is the “life-blood of the economy” because:


‘Roads provide critical connections. They link major economic
centres, and connect our major ports and airports. Many people use
them to get to railway stations and to connect to other modes of
transport.
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Roads support job creation and unlock new development. They
provide access to labour markets and unlock new opportunities for
factories and businesses. More than 1 million jobs are associated
with road transport. Factories and other businesses regularly
consider access to good roads and other transport connections in
making decisions about where to locate.’

6.3.33 Paragraph 2.5 of the document states that:
‘We are going to build 52 national road projects … in order to tackle the most
congested parts of the network. These will include key strategic projects such
as:


Improving the A14 between Cambridge and Huntingdon – one of the
most important links for freight to access European markets’

6.3.34 Paragraph 3.33 highlights the need to:
‘Think strategically about how it can best support non-motorised traffic, to stop
the network being a barrier for walkers and cyclists.’
6.3.35 The scheme supports these commitments and would also improve facilities
for non-motorised users along the route. See sections 5.8 of the Transport
Assessment and 7.2 of this document for further detail.
Department for Transport Business Plan 2012 – 2015 (May 2012)
6.3.36 The Department for Transport’s most recent annual Business Plan, published
on 31 May 2012, notes seven transport priorities for government. One of
these is titled “Invest in our roads to promote growth, while reducing
congestion and tackling carbon”. This priority reaffirms Government’s ongoing
commitment to investment in transport infrastructure and the need for this
public investment to be accelerated to stimulate required economic growth as
soon as possible.
6.3.37 The scheme conforms and aligns with this priority as it would improve
connectivity and safety and reduce congestion as set out above. The scheme
supports the aim outlined in the policy document IBF to enable free-flowing
traffic on non-motorway routes. See section 8.1 of this document. It also
aligns with the aim of a safer and more reliable strategic road network outlined
in the Strategic Framework for Road Safety (May 2011).
Summary
6.3.38 The documents reviewed in this section underline Government’s commitment
to investment in transport infrastructure and emphasise the role this
investment has in stimulating economic growth as well as maintaining the
operation of the UK economy. The objectives within reviewed documents
align with those of the scheme; the A14 is a key priority project for
Government.
6.3.39 The scheme is seen as key to supporting planned major growth in businesses
and housing in Cambridge and Huntingdon as well as accommodating both
current and growing strategic freight traffic, including that between the Haven
Ports and the Midlands.
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Strategic alignment and conformity of scheme with local development
plans
Key policies and objectives

6.4.1

This section identifies how the scheme aligns with the objectives set out in the
local development plans at a strategic level. Table 6.3 below identifies the key
objectives.

Table 6.3 - Local development plans key policies and objectives
Policy document

Key objectives

South Cambridgeshire District Council
South Cambridgeshire
Core Strategy DPD
(January 2007)

Page 8 – Strategy
“ST/f - To provide and enable provision of enhanced infrastructure to
meet the needs of the expanded population.”

South Cambridgeshire
Development Control
Policies DPD (July 2007)

Page 7 - Development Principles
“DP/a – To ensure essential infrastructure is provided appropriately.”
Page 99 - Travel
“TR/a - To provide a transport system that meets the needs of the
economy.”
“TR/c - To promote the use of more sustainable modes of travel such
as public transport, community transport, walking and cycling by
making such modes more integrated, highly accessible, safer and
more attractive to use.”

South Cambridgeshire
Site Specific Policies DPD
(January 2010)

Paragraph 1.14 - Cornerstone of Sustainability

North West
Cambridgeshire Area
Action Plan (October
2009)

Page 29 - Policy NW11: Sustainable Travel

South Cambridgeshire
Local Plan Proposed
Submission (July 2013)

Page 21 and 22 - Policy S/2: Objectives of the Local Plan
“The vision for the Local Plan will be secured through the
achievement of 6 key objectives. The ones relative to the scheme
are:
a. To support economic growth by supporting South
Cambridgeshire's position as a world leader in research and
technology based industries, research, and education; and
supporting the rural economy;…..
f. To maximise potential for journeys to be undertaken by sustainable
modes of transport including walking, cycling, bus and train.”

“Maintenance of high and stable levels of economic growth and
employment.”

“Development and transport systems will be planned in order to
reduce the need to travel and maximise the use of sustainable
transport modes to encourage people to move about by foot, cycle
and bus, to achieve a modal share of no more than 40% of trips to
work by car (excluding car passengers).”
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Policy document

Key objectives

Huntingdonshire District Council
Huntingdonshire District
Council Core Strategy
(September 2009)

Huntingdon West Area
Action Plan (February
2011)

Page 14 - Objectives of the Core Strategy
“15. To make best use of existing infrastructure and provide a
framework for securing adequate land and infrastructure to support
business and community needs.
Page 12 - The Spatial Vision:
“The proposed A14 improvements will assist much of the
development in the Huntingdon area to take place and will improve
access to and around the town centre.”

Page 8 - Objective 1 - Sustainable Travel
“To improve accessibility both within Huntingdon West and in the way
it integrates with surrounding areas and encourage walking and the
use of buses, trains, and bicycles.”
Page 8 - Objective 5 - Infrastructure, Phasing and Implementation
“To provide necessary infrastructure, using contributions from
developers where appropriate and to phase development to occur in
conjunction with major road infrastructure provision.”

Saved Policies from the
Huntingdonshire Local
Plan (1995) and the Local
Plan Alteration (2002)

Paragraph 5.7 - Saved policy T2 relates specifically to A14
improvements:
“T2 The District Council will Support a scheme in the trunk road
programme to upgrade the A14(T) to dual 3 lanes between Bar Hill
and Huntingdon, together with necessary junction improvements and
to extend such improvement by means of a Huntingdon Southern
Link between the A14(T) and the A1(T).”

Huntingdonshire District
Council Draft Local Plan
to 2036 - Stage 3
Consultation

Paragraph 4.3 - Transport Infrastructure
“The A14 between Cambridge and Huntingdon is a crucial piece of
infrastructure to this area as it intersects with the M11, A428 and A1.
The length of the A14 that runs through Cambridgeshire regularly
experiences excessive traffic congestion, accidents and incidents
which undermine investment and limit growth particularly within the
Cambridge sub-region. The condition of the A14 is a key
consideration for many businesses when deciding whether or not to
invest locally and a lot of potential growth depends on its early
improvement.”

6.4.2

For a detailed assessment of local plan and site specific policies please refer
to the following chapters of the Environmental Statement document reference
6.1:


Chapter 7: Traffic and Transport



Chapter 8: Air Quality



Chapter 9: Cultural Heritage
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Chapter 10: Landscape



Chapter 11: Nature Conservation



Chapter 12: Geology and Soils



Chapter 13: Materials



Chapter 14: Noise and Vibration



Chapter 15: Effects on All Travellers



Chapter 16: Community and Private Assets



Chapter 17: Road drainage and the water environment

Summary
6.4.3

The scheme conforms with local strategic policies and objectives which seek
to boost the local economy, provide better facilities for sustainable modes of
transport and improve the quality of life for local communities. The scheme
will also provide improved connectivity between local communities.

6.4.4

Through improvements to local access roads, the scheme will help SCDC and
HDC achieve their objectives of boosting the local economy through improved
connectivity and providing safer routes for pedestrians and cyclists.

6.4.5

The scheme would also provide visual and landscape improvements as
detailed in the Landscape Chapter of the Environmental Statement, document
reference 6. The removal of the existing viaduct in Huntingdon will support
wider economic and regeneration objectives in the town centre, and paragraph
5.4 of the Huntingdonshire Core Strategy states that;
‘The realignment of the A14 and proposed removal of the viaduct over the
railway will help facilitate further development in Huntingdon West after 2015.’

6.4.6

The scheme has been designed to reduce noise impacts through the use of
low-noise road surfacing and the design of landscaped earthworks to mitigate
visual impact, as well as reduce noise. Noise barriers would be installed as
required to reduce or remove significant noise effects at various locations,
where sustainable to do so.

6.4.7

A number of key objectives and themes run through the various local
development plans and these include:

6.4.8



provision of enhanced and essential infrastructure;



provision of a transport system that meets the needs of the economy
and the community;



maintaining and encouraging economic growth and employment; and



improving accessibility and safety.

The scheme objectives, which are derived from the need for the scheme,
reflect the key objectives identified above.
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Strategic alignment of scheme with local transport plans
Key policies and objectives

6.5.1

This section identifies how the scheme aligns with and meets the objectives
and aspirations set out in the local transport plans at a strategic level.

6.5.2

For a detailed assessment of the local transport policies please refer to
chapter 2 of the Transport Assessment, document reference X and chapter 7
of the Environmental Statement, document reference 6.

6.5.3

The Cambridgeshire Local Transport Plan 2011 – 2031 (CLTP) was originally
adopted in 2011 had a refresh in June 2014 which has yet to be formally
adopted.

6.5.4

The changes in the refresh have been consulted upon but the main strategy
and policies remain unchanged. Page 2-2 of the CLTP identifies the five
objectives detailed below:
‘LTP Objective 1: Enabling people to thrive achieve their potential and improve
their quality of life.
LTP Objective 2: Supporting and protecting vulnerable people.
LTP Objective 3: Managing and delivering the growth and development of
sustainable communities.
LTP Objective 4: Promoting improved skill levels and economic prosperity
across the county, helping people into jobs and encouraging enterprise.
LTP Objective 5: Meeting the challenges of climate change and enhancing the
natural environment.’

6.5.5

The plan identifies a number of issues for these objectives. On page 3-12 with
regard to Objective 3 the plans states that:
‘Much of the traffic on the county’s main roads is through-traffic.
Cambridgeshire lies on strategic national corridors for access to Stansted
airport and between the Haven Ports and the Midlands. The increasing
importance of these destinations has contributed to high levels of throughtraffic and freight traffic in Cambridgeshire, particularly on the A14.’

6.5.6

Page 4-15 of the CLTP states that “at present the estimated cost of congestion
on the A14 is £80 million each year.”

6.5.7

Page 4-112 of the CLTP highlights the negative impacts of the current A14
position on the local transport network in Cambridgeshire. The key impacts
are noted below:


‘The joint development strategy for Cambridgeshire is threatened by
congestion on the A14, particularly development at Northstowe, the
Cambridge fringe sites and at Huntingdon. The joint development
strategy has as two of its key aims:
 The change in settlement patterns and provision of
affordable housing to reduce the long term demand for travel
to Cambridge for work along routes such as the A14; and
 The promotion of economic growth.
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Rat-running through villages along the route of the A14, leading to
localised congestion in roads and settlements that are not designed
for strategic traffic, and to negative social and environmental impacts.



The A14 through Huntingdon is the major contributing factor in the
Air Quality issues in the town that have led to the declaration of an
Air Quality Management Area (AQMA). It will not be possible to
address air quality issues within the town in line with objective levels
unless the A14's contribution to the problem is removed or
significantly reduced.



There are also air quality problems at Brampton, Hemingford,
Fenstanton, Bar Hill, Girton, Histon and Impington due to A14 traffic,
which also have declared AQMAs.’

6.5.8

The Cambridgeshire and South Cambridgeshire Transport Strategy (CSCTS)
was adopted in June 2014.

6.5.9

According to the CSCTS, Cambridge is “one of the best performing economic
areas in the country, with globally renowned research and high tech and
biotech clusters.”

6.5.10 Given this context, Cambridge and South Cambridgeshire are popular places
to live and work and are expected to continue to experience high levels of
jobs, housing and population growth with the right conditions.
6.5.11 The purpose of the CSCTS is stated to be to:
‘Provide a detailed policy framework and programme of schemes for the area,
addressing current problems and consistent with the policies of the Third
Cambridgeshire Local Transport Plan 2011-26 (LTP3).
Support the Cambridge and South Cambridgeshire Local Plans, and take
account of committed and predicted levels of growth, detailing the transport
infrastructure and services necessary to deliver this growth.’
6.5.12 Policy TSCSC1: ‘The Strategy Approach’ states that:
‘The backbone of the strategy will be a high quality passenger transport
network of bus, guided bus and rail services, fed and complemented by
comprehensive pedestrian and cycle networks. Highways capacity
enhancements will ensure that traffic can move efficiently in appropriate
locations without interfering with passenger transport corridors’
6.5.13 The CSCTS identifies key locations where there are existing congestion
problems and major intervention is planned for. Page 4-31 of the CSCTS
refers to the A14 Cambridge to Huntingdon improvement scheme and states
that:
‘This scheme will provide additional capacity on the A14 including a
Huntingdon Southern Bypass, widening between Fenstanton and Bar Hill, and
parallel local roads between Fenstanton and Girton. It will address existing
capacity problems on this nationally and internationally important route, as
well as providing capacity that will allow new development at Alconbury,
Godmanchester and Northstowe’
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Summary
6.5.14 The CLTP concludes that delivery of a development strategy for
Cambridgeshire is hampered by current conditions on the A14. Without the
scheme, the current severe congestion on the A14 would worsen and growth
of the Eastern region would be restricted, with negative consequences for
jobs, housing development and regional businesses.
6.5.15 The scheme aligns and conforms with local transport plan policy at a strategic
level as it would:


help to reduce traffic congestion by providing a strategic corridor for
long distance and through-traffic, making journeys easier and less
stressful which in turn would help to improve health and well-being;



separate strategic through-traffic and long distance commuters from
local traffic, creating a safer network with easier access to local
services and amenities;



create a more reliable strategic link which would help to unlock the
local and national growth potential and encourage investment and
developments to proceed;



enhance the quality of the environment and townscape in Huntingdon
through the removal of the road viaduct that carries the A14 over the
East Coast Mainline railway;



enable an improved public transport network by improving journey
time reliability;



improve rural parts of Cambridgeshire by reducing the amount of A14
avoidance experienced in villages along the A14. This in turn creates
safer village streets and improves quality of life; and



improve safety on local side roads as the lower traffic volumes and,
in particular, the lower proportion of heavy goods vehicles would
make it safer, not only for motorised road users but for pedestrians,
cyclists and equestrians.

6.5.16 The scheme contributes to wider sustainability and health objectives by;


giving people a choice about how they travel by providing 12km nonmotorised user facility (shared cycle/footway from Fenstanton to
Girton alongside local access road, NMU bridges at Swavesey and
Bar Hill, public rights of way, de-trunking of existing A14 between
Brampton and Swavesey and providing replacement bus stops on
local access roads;



considering pedestrian and cycle movements, access to high quality
public transport, creation of safe crossing points and the needs of
people with disabilities; and



aligning and conforming with national and local strategic policies for
the provision of infrastructure to meet forecast demands, particularly
along nationally significant infrastructure in their areas.
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6.5.17 Through improved connectivity and sustainability the scheme would reduce
and in some cases remove entirely the current negative impacts of the A14 as
identified in the local transport plans and would contribute to wider social and
economic issues in the Cambridgeshire sub-region.
6.6

Strategic alignment with minerals and waste plans
Key policies and objectives

6.6.1

This section identifies how the scheme aligns and conforms with the objectives
and aspirations set out in the local minerals and waste plans at a strategic
level.

6.6.2

Minerals and waste policy is relevant to the scheme as six borrow pits would
be used to provide building materials for the scheme.
Mineral Safeguarding Areas

6.6.3

Government requires regional, mineral and local planning authorities to carry
out their functions in relation to the preparation of plans, and the determination
of planning applications through development control procedures, in
accordance with national policies for minerals planning. One element of this is
to:
‘...define Mineral Safeguarding Areas (MSA) in Local Development
Documents, in order that proven resources are not needlessly sterilised by
non-mineral development, although there is no presumption that resources
defined in MSAs will be worked’

6.6.4

Paragraph 9.3 of the Cambridgeshire and Peterborough Minerals and Waste
Core Strategy (CPMWCS) (July 2011) states that:
‘MSAs are required to identify what are considered to be economic deposits
of mineral. The purpose of MSAs is to make sure that mineral resources are
adequately taken into account in all land use planning decisions. They do not
automatically preclude other forms of development taking place, but flag up
the presence of economic mineral so that it is considered, and not
unknowingly or needlessly sterilised’

6.6.5

MSAs do not identify areas for future mineral extraction; this is the function of
the site specific allocations, the location and extent of which are defined in the
Core Strategy and Site Specific Proposals Plan.

6.6.6

MSAs are defined in Appendix D of the Core Strategy as:
‘…areas where there is a known economic mineral resource, which has been
defined using a specific methodology’

6.6.7

In addition, appendix D confirms that:
‘The purpose of MSAs is, therefore, to ensure that mineral resources are
adequately protected and effectively considered in land-use planning
decisions, so like other finite resources, they are not needlessly sterilised. In
effect MSAs will make relevant parties aware of the presence of mineral
resources’

6.6.8

Core Strategy policy CS26 states that:
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‘Mineral Safeguarding Areas are designated for deposits of sand and gravel,
brick clay, limestone and chalk that are considered to be of current or future
economic importance, and defined on the Proposals Map. The Mineral
Planning Authority must be consulted on planning applications for
developments in these areas.’
6.6.9

Core Strategy Policy CS26 Mineral Safeguarding Areas requires that the
Mineral Planning Authorities must be consulted on all major planning
applications in these Areas. There are a number of MSA’s located along the
route.

6.6.10 The scheme is located over areas of gravel, sands and clay, it is therefore
anticipated that the primary aggregate materials required for construction
would be taken from within the scheme footprint. If needed, additional primary
aggregate material could be sourced from the sites identified in the
Cambridgeshire Minerals and Waste Site Specific Proposals Plan
(CMWSSPP) (February 2012). However, it is proposed that the primary
aggregates required for the scheme would be obtained from borrow pits
located within the scheme’s footprint.
6.6.11 Six borrow pits would be used to provide building materials for the A14 scheme
and they are integral to the delivery of the scheme. The six borrow pits, located
along the route, are an essential part of the scheme proposals as they would
provide a large proportion of the construction materials required.
Borrow pits located in Allocated Areas
6.6.12 The CPMWCS sets out the following policy that is relevant to the borrow pits
associated with the A14 scheme.
6.6.13 Policy CS11 ‘Sand and Gravel Borrow Pits’ states that:
‘The supply of sand and gravel will be drawn from existing or allocated sites.
Sand and gravel borrow pits will only be considered where it is demonstrated
that:
a. geographically they are well related to the project they will serve
b. the quantity and timescale for the supply of sand and gravel may not pose
problems of supply from existing quarries, or prejudice the steady supply of
construction material for the local market
c. an unacceptable level of mineral traffic, and / or movements of unsuitable
material arising from the scheme, will be removed from the public highway and
/ or from passing through local communities
d. the site will be restored within the same timescale as the project to which it
relates, and that restoration can be achieved to an approved scheme in the
event that it is only part worked
e. there will be no importation of materials other than from the project itself
unless required to achieve beneficial restoration as set out in an approved
scheme
f. the borrow pit will serve the related project only, and will not provide material
for the wider market or be retained beyond the life of the project it serves
g. mitigation measures will be put in place to minimise environmental impacts.

7.1

December 2014
68

A14 Cambridge to Huntingdon improvement scheme

Case for the Scheme

Borrow pits will be allocated through the Site Specific Proposals Plan to
provide sand and gravel for the improvement of the A14 (Ellington to Fen
Ditton) only.
Any proposal for a borrow pit will be required to demonstrate that priority has
been given to maximising the use of secondary and recycled materials /
aggregate prior to consideration of the use of land won sand and gravel.’
6.6.14 Three of the six borrow pits - two, three and seven (our reference) - fall within
the allocated areas for mineral extraction identified in the CMWSSPP. All
three borrow pits are within ‘Areas of Search Allocations for Sand and Gravel
Borrow Pits’.
6.6.15 Borrow pit two is located within allocated site M2C South West Brampton,
borrow pit three is located within allocated site M2A Galley Hill Fenstanton
(Southern Site) and allocation M2B Oxholme Farm and borrow pit seven is
located within allocated site M2E. The allocated sites are all identified for
areas of search allocations for sand and gravel borrow pits for any future
improvements of the A14.
6.6.16 Borrow pits two, three and seven are located within the allocated areas in the
CMWSSPP and therefore reflect Core Strategy policy CS11 set out above.
Borrow Pits located outside of Allocated Areas
6.6.17 Parts of borrow pits one and six (our reference) and the whole of borrow pit
five (our reference) are located outside of the areas allocated for mineral
extraction.
6.6.18 Parts of borrow pit one are located within allocated site M2D West of Brampton
which is within an area of search allocations for sand and gravel borrow pits
for any future improvements of the A14. However, a large section of borrow
pit one is located outside of the allocated area M2D.
6.6.19 Part of borrow pit six is located within allocated site M7E North Dry Drayton
Junction, Slate Hall Farm which is within an area of search allocations for
engineering clay borrow pits for any future improvements of the A14.
However, a large section of borrow pit six is located outside of the allocated
area M7E.
6.6.20 The whole of borrow pit five is located outside of an allocated area although it
is situated adjacent to allocated site M7B Brickyard Farm, Boxworth which is
within an area of search allocations for engineering clay borrow pits for any
future improvements of the A14.
6.6.21 Core Strategy policy CS11 (identified in section 6.6.15 of this document)
relevant to borrow pit one refers to sand and gravel borrow pits. Core Strategy
policy CS12 refers to engineering clay and is therefore relevant to borrow pits
five and six. CS12 states that:
‘Where there is a demonstrated need for the extraction of engineering clay
priority will be given to extracting from existing mineral or landfill sites in
preference to greenfield sites.
Engineering clay borrow pits will only be considered where it is demonstrated
that:
a. geographically they are well related to the project they will serve;
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b. an unacceptable level of mineral traffic, and / or movements of unsuitable
material arising from the scheme, will be removed from the public highway and
/ or from passing through local communities;
c. the site will be restored within the same timescale as the project to which it
relates, and that restoration can be achieved to an approved scheme in the
event that it is only part worked
d. there would be no importation of materials other than from the project itself
unless required to achieve beneficial restoration as set out in an approved
scheme
e. the borrow pit will serve the related project only, and will not provide material
for the wider market or be retained beyond the life of the project it serves
f. mitigation measures will be put in place to minimise environmental impacts.
Borrow pits will be allocated through the Site Specific Proposals Plan to
provide engineering clay for the improvement of the A14 (Ellington to Fen
Ditton) only.’
6.6.22 Paragraph 6.70 and 6.71 of the CPMWCS state that;
“Proposals for mineral workings, lying beyond the scope of the minerals spatial
strategy will not be permitted unless it can be demonstrated that there are
overriding benefits which justify an exception to the policy e.g. to provide
substantial social and environmental benefits and to avoid sterilisation of
reserves. The allocations that have been made in this, and the Site Specific
Proposals Plan, already more than meet future forecast requirements, and in
the case of sand and gravel also include an element of additional flexibility
above existing supply commitments.
Sites which have been allocated have been subject to detailed site
assessment, which seeks to balance demand with potential impacts, and to
secure the optimum benefit through mineral restoration. Those sites which
have been assessed and are not allocated have been ruled out largely due to
issues associated with their location, or through their inclusion being contrary
to the strategy of this Plan. Allowing additional sites without sound reasons
would undermine the strategy of this Plan, and lead to the unnecessary
release of finite resources.”
6.6.23 Policy CS13 in CPMWCS states that:
‘Additional mineral extraction, lying beyond the scope of the minerals spatial
strategy in this Plan will not be permitted unless it can be demonstrated that
there are overriding benefits which justify an exception to this policy.’
6.6.24 The CPMWCS policies and paragraphs identified above confirm that borrow
pits located outside of the allocated areas will not be permitted unless it can
be demonstrated that there are overriding benefits which justify an exception
to the policy e.g. to provide substantial social and environmental benefits and
to avoid sterilisation of reserves.
6.6.25 Early in 2014, a review was carried out for the current scheme (as detailed in
chapter 4, section 4.9 of the Environmental Statement, document reference 6)
to identify potentially suitable areas adjacent to and near the route corridor for
borrow pits. The review identified six main borrow pit locations and
consultation with CCC Minerals and Waste team has agreed in principle the
six borrow pit sites proposed for the scheme.
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6.6.26 Construction materials would primarily be conveyed along haul routes within
the footprint of the scheme. The proposed use of the borrow pits would
significantly reduce the amount of material treated as waste materials
exported from the scheme. The excavation of sands, gravels and clay
materials from such pits is an established and ‘best practice’ approach to
securing local mineral resources avoiding transport of materials from further
afield.
6.6.27 Please refer to Appendix 13.2 Carbon Assessment to, and chapter 13
Materials of, the Environmental Statement, document reference 6 for details
relating to (a) the environmental effects associated with the use of materials
(including materials excavated from the borrow pits) and generation of waste
associated with the scheme and (b) how the scheme thereby assists with the
United Kingdom’s reduction of greenhouse gas emissions.
6.6.28 For those reasons, the use and location of the borrow pits, both within and, in
the case of borrow pit five, outwith, the allocated areas is justified on the basis
of the overriding social and environmental benefits that use provides. To
require supply of materials from other sources further from the scheme would
not provide those benefits and would lead to increased mineral traffic on the
public highway contrary to policy CS11. All the borrow pits will be used for the
purposes of the scheme only and will be subject to the mitigation detailed in
chapter 13 of the Environmental Statement, document reference 6.
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 The strategic objectives of the scheme align with national policy, notably the
National Policy Statement for National Networks, where it states that;
“'Without improving the road network, including its performance, it will be
difficult to support further economic development, employment and
housing and this will impede economic growth and reduce people's
quality of life. The Government has therefore concluded that at a
strategic level there is a compelling need for development of the national
road network.”

 The scheme is an express part of the National Infrastructure Plan 2014 and
as set out in chapters 3 and 8 of this document would improve capacity,
accessibility, congestion, connectivity, reliability, resilience and safety in line
with that Plan's objectives.
 Regionally, the scheme is seen as key to supporting planned major growth
in businesses and housing in Cambridge and Huntingdon, as well as
accommodating both current and growing strategic freight traffic, including
that between the Haven Ports and the Midlands.

 Locally, the scheme is also in-line with local strategic policies and objectives
which seek to boost the local economy, provide better facilities for
sustainable modes of transport and improve the quality of life for local
communities by offering better connectivity through enabling the delivery of
transport infrastructure. In accordance with the local development plans of
South Cambridgeshire District Council and of Huntingdonshire District
Council, the scheme will:






provided enhanced and essential infrastructure;
provide visual and landscape improvements (as detailed in chapter 10
of the Environmental Statement, document reference 6);
reduce noise impacts (as detailed in section 8 of this document and
chapter 14 of the Environmental Statement, document reference 6 );
and
improve safety, accessibility and connectivity (as detailed in sections 3
and 8 of this document).

 In accordance with the local transport plans, the scheme would (as detailed
in Sections 3 and 8 of this document):





reduce traffic congestions;
separate strategic and local traffic;
create a more reliable and resilient link; and
reduce A14 avoidance.

 There are overriding benefits which justify the use and location of the borrow
pits in accordance with the local minerals and waste core strategy.
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A positive legacy

7.1

Introduction

7.1.1

Legacy is an intrinsic part of the scheme, and applies to all aspects of it. For
example, by relieving congestion and by increasing road capacity as well as
de-trunking the existing A14 trunk road between Swavesey and Ellington, the
scheme unlocks opportunity at national, regional and local level, creating
significant legacy benefits in itself.

7.1.2

The legacy ambition for the A14 Cambridge to Huntingdon improvement,
however, seeks to go beyond this, to explore how the scheme might support
the broader objectives of local stakeholders. This is reflected in the legacy
objective which was introduced as part of the non-statutory consultation on
options in September and October 2013:
‘creating a positive legacy that enhances the reputation of Cambridgeshire
and which establishes a distinctive gateway to a region known for excellence
in science and technology’

7.1.3

The objective is deliberately broad and identifies contributory benefits that
extend beyond the Highways Agency’s standard remit in operating and
maintaining the trunk road and motorway network, reflecting the desire to
address legacy within the context of the local and regional environment. As
such, it goes beyond the minimum requirements of the planning process, and
suggests a strong partnership between the Highways Agency and local
stakeholders to identify and maximise activities and initiatives that support the
legacy ambition.

7.1.4

The approach represents a step-change for the Highways Agency by
recognising the potential of such a large scale investment to unlock
opportunity over and above the benefits identified in the economic case.

7.1.5

In order to deliver the legacy objective, two key themes have been identified,
which are:


quality of life; and



local economic growth.

7.1.6

The quality of life theme supports, amongst other things, the objective of
enhancing the reputation of Cambridgeshire, whilst the local economic growth
theme focusses on the opportunities created by the build phase.

7.1.7

The paragraphs below identify aspects that have been incorporated into the
design which will bring direct benefits. These include:

7.1.8



removal of the Huntingdon road viaduct over the East Coast Mainline;



twelve kilometres of new NMU routes;



landmark NMU bridges at Swavesey and Bar Hill; and



public rights of way (PRoW) across A1 providing an NMU link to
Brampton? Services and Brampton Wood.

This chapter distinguishes between: (i) the direct benefits that the scheme
delivers within the quality of life theme; and (ii) the further legacy opportunities
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within the local economic growth theme and the community element of the
quality of life theme that may arise through the partnership arrangements that
the Agency will put into place
7.2

Direct quality of life benefits

7.2.1

It is widely recognised that, whilst an efficient road infrastructure network is
vital in supporting economic growth, it is not the only characteristic that
contributes to the success of the economy. In an infrastructure-based
economic development model, economic strategy is focussed on attracting
new companies, primarily, through reducing costs of doing business.
Increasingly, however, in the knowledge economy greater emphasis is placed
on attracting a more highly educated workforce. Policy makers recognise the
need to provide a diverse range of amenities to attract people and businesses,
which include; cultural amenities, leisure opportunities, green environment,
good public transport and successful schools. These enhance the reputation
of an area and contribute to its economic growth and is the focus for the quality
of life theme.

7.2.2

The importance of addressing quality of life is particularly relevant for the
Greater Cambridge economy, the success of which is driven by its high-tech
cluster and the continuing need to attract, retain and develop a workforce with
the right skills to meet business requirements.

7.2.3

Five strands have been identified under the quality of life theme to which the
scheme would contribute:

7.2.4



opening up Huntingdon town centre;



strong route-wide visual identity;



green infrastructure;



encouraging non-motorised users (NMUs) and public transport; and



community.

The first four strands focus on physical aspects of legacy, whilst the fifth,
community, is broader in nature. Table 7.1 sets out aspects of the design that
have been incorporated in the scheme and the legacy benefits that are a direct
result of those design aspects.
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Table 7.1 - Examples of physical legacy benefits (quality of life)
Strand
Opening up
Huntingdon
town centre
Significant
contribution to
vision and
objectives of
the Huntingdon
West Area
Action Plan.

Strong routewide visual
identity
Locally relevant
to convey
sense of place
and reinforce
local
distinctiveness.
Green
Infrastructure
Unlocking
opportunities to
deliver local
green
infrastructure
objectives
within the
Huntingdon to
Cambridge
corridor.

Design feature of the scheme
Removal of road viaduct over
East Coast Mainline railway.

Direct legacy benefits
(delivered by the scheme)
Removes visual, noise and other
environmental impact of A14 traffic
passing through the town.
Improved environment in Huntingdon
town centre and environs.

Link roads and new accesses,
revised and new facilities for
Non-Motorised Road Users
(NMUs).

Improved access to town centre.
Reduced impact of traffic on historic river
bridge, reduced traffic between
Godmanchester and Huntingdon.
Heritage fencing replacing inappropriate
fencing at area of grassland known as
Mill Common; landscape treatment
reflects and strengthens historic location.

Landscape design.

Landscape treatment reflects and links to
local landscape patterns; features
included for interest, contrast and effect.

Bridge design.

Open abutments to maximise through
views on Huntingdon Southern Bypass.

Noise barriers.

Early delivery of improved barriers to
latest standards at designated Important
Areas.

Habitat creation and trees
planted.

Net gain (c271Ha) in more valuable seminatural habitats, improvements in habitat
connectivity, e.g. for dormice at Brampton
Wood SSSI.

Borrow pits.

Locally enhanced environs for Public
Rights of Way.
Habitat resilience where in close
proximity to areas managed for wildlife.

12km NMU facility (shared
cycleway/footway) from
Fenstanton to Girton alongside
local access road.
West Brook.

Linear corridor introducing new
landscape treatments and habitat
connectivity benefiting wildlife.
Channel and alignment diversification
enhancements alongside Potton Road
improve diversity of habitat.

Removal of existing A14 and
embankments across the area
of grazing land known as Views
Common.

Return of area to grassland/planting,
severance of area reduced, enhanced
sense of place.

12km NMU facility (“the NMU
Facility”) (shared
cycleway/footway) from
Fenstanton to Girton alongside
local access road.

Safer travel by modes other than the car
and opportunities to promote them.

7.1

December 2014
75

A14 Cambridge to Huntingdon improvement scheme

Strand
Encouraging
NonMotorised
Road Users
(NMU) &
public
transport
Encouraging a
modal shift with
greater and
safer choice of
NMU routes.
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Design feature of the scheme

Direct legacy benefits
(delivered by the scheme)

The NMU Facility
NMU bridges at Swavesey and
Bar Hill.

Improved local connectivity and linkage;
all PRoW routes truncated by present
A14 reconnected by NMU facility.

The NMU Facility
NMU bridges at Swavesey and
Bar Hill.
Public Rights of Way (PRoW)

Links segregated from traffic created
between local communities and key
employment sites.

NMU bridges at Swavesey and
Bar Hill.
Public Rights of Way (PRoW)
De-trunking of existing A14
between Brampton and
Swavesey

Dedicated footways and cycleways at
A14 crossings improving safety for
NMUs.

Public Rights of Way (PRoW)
De-trunking of existing A14
between Brampton and
Swavesey
Replacement bus stops on local
access road.

Reductions in traffic volumes, and noise
and air pollution.

Landmark structures contributing to
sense of place and local distinctiveness.

Routes truncated by A1 reconnected by
new grade separated bridleway linking
Brampton to Brampton Wood and
Brampton Hut Services.

More relevant, accessible and safer bus
stops between Swavesey and Girton.

7.3

Delivering legacy

7.3.1

As outlined in table 7.1, a number of legacy aspects are already incorporated
in the scheme design.

7.3.2

In addition, delivering a positive legacy relies on partnership working. The
Highways Agency has established a Strategic Stakeholder Board (SSB) to
provide strategic direction for all aspects of the scheme through to operation.
Key participants include the Highways Agency, the Department for Transport,
Cambridgeshire County Council and the Greater Cambridge Greater
Peterborough Local Enterprise Partnership.
The SSB would oversee a
supporting infrastructure of sub-groups which would be tasked with developing
and delivering the legacy themes as well as supporting wider stakeholder
consultation and engagement. The stakeholders would include local
authorities, community organisations, local delivery partners and the
contractors.

7.3.3

In order to reinforce the partnership approach a Charter is being developed
with the SSB to act as a statement of intent to support the achievement of a
number of joint goals of the partners. The Charter would cover a range of
topics in relation to a wider legacy beyond the physical design aspects referred
to in Table 7.1, in relation to the local economic growth theme, such as local
employment and skills and open procurement to be delivered during the
lifetime of the scheme. The objectives of that wider legacy that the Charter
and SSB could assist to realise are set out below at section 7.4.

7.3.4

Further, secondary benefits and opportunities may emerge during and beyond
the construction phase and further opportunities not yet identified may become
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apparent as the scheme is delivered. It is expected that main contractors and
their supply chain, in particular, would play a pivotal role in ensuring that wider
legacy objectives were delivered on the ground. For example, in accordance
with its normal procurement practice the Highways Agency would build
commitments into contracts, the aim would be to develop a more collaborative
approach to delivering legacy, drawing on the strengths of all the stakeholders
involved. The further legacy opportunities that could arise in this way are also
considered below.
7.4

Further legacy objectives
Quality of life – Community

7.4.1

Sense of community is often considered as a key contributor to quality of life.
Alongside the physical legacy identified above, the Highways Agency would
deliver a community initiative which would take community engagement
beyond the statutory consultation process.

7.4.2

The key contributors to the community initiative will be the works contractors.
As part of the procurement process, potential contractors would be required
to set out their approach to delivery and contributions to the programme. Their
responses would form part of the tender evaluation process. The programme
would be delivered during the construction phase.

7.4.3

At the heart of the initiative would be a community volunteering programme
designed to support stakeholders and local communities to respond to the
changes the scheme would bring as well as the opportunities it could offer.
The programme would be developed in partnership with local communities as
the scheme progresses but it is envisaged that objectives would include the
following:

7.4.4



supporting young people and schools;



supporting neighbourhoods;



promoting health and well-being; and



building capacity within the local voluntary and community sector.

The programme would provide a focus for A14 volunteering activities of the
Highways Agency and its contractors and would take the form of time (i.e.
volunteer hours), the loan of equipment such as construction plant together
with trained operators, and expertise/advisory services to local community or
charitable projects.
Local economic growth

7.4.5

Over recent years, policy-makers have recognised the significant positive
economic impact large-scale developments can have on their local
communities and economies. The scale of the scheme at £1.5 billion and an
estimated at peak workforce of 1,800 people creates both a significant
challenge, at a time of expansion in the construction sector, and an opportunity
to develop a regional construction supply chain and workforce with the right
capabilities, skills and knowledge.

7.4.6

The local economic growth theme, therefore, focuses on the direct
opportunities this scheme offers in relation to the following two strands:
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Education, employment and skills; and,



Open procurement.

These aims are reflected in the Highways Agency’s Collaborative Delivery
Framework (CDF), which is the framework which would be used to procure
delivery partners and identifies the need to:
‘deliver a real and demonstrable benefit to communities through employment
of local people, greater use of SME’s and training and development to up-skill’

7.4.8

The main contractors for the scheme and their sub-contractors would be the
key delivery partners for the local economic growth strands. As part of the
tender process, all potential contractors would be required to demonstrate how
they would meet the objectives of the A14 Education, employment and skills
strategy and their approach to minimising barriers of entry to new subcontractors. The proposals of potential contractors would be assessed as part
of the tender evaluation process.
Education, employment and skills

7.4.9

A workforce forecast has been undertaken which states that the scheme
would employ approximately 1,800 people at peak during construction.

7.4.10 The scheme comes at a time of projected growth in the construction sector
and in the construction infrastructure sector in particular. The Government
document Construction 2025 states that an additional £3 billion will be spent
on infrastructure projects per annum through to 2020. Significant projects
such as in the nuclear sector, High Speed 2 and the Thames Tideway Tunnel
are anticipated to come on stream during the build phase of the A14.
7.4.11 The scheme would provide the potential to create local and regional
employment during the planning and construction phases and to provide local
people with the chance to learn new skills, which would remain relevant in a
growing regional and national construction sector. It would also provide the
opportunity to raise the profile of the sector, encouraging new entrants and to
develop a training infrastructure that is relevant to the workforce needs of the
industry.
7.4.12 A draft A14 education, employment and skills strategy (EESS) has been
developed and consulted on with the Highways Agency’s local stakeholders.
The purpose of this strategy is to:


inform the development of contract requirements in relation to
education, employment and skills for the design and construction
contracts;



provide labour market information for contractors and their supply
chain to inform their recruitment and workforce development plans;
and



provide the local education, employment and skills infrastructure with
relevant and up-to-date information about the project to allow them to
develop solutions which match the workforce needs of the project
with those of local people.
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7.4.13 Given the partnership nature of education, employment and skills the intention
would be for the strategy to be jointly owned by the Highways Agency and
local stakeholders and, as such, would be overseen by the Strategic
Stakeholder Board, outlined in section 7.3.
7.4.14 Taking into account the workforce needs of the scheme and the national and
regional labour market characteristics, emerging priorities for delivery are:


strategic priority 1: attracting young people into the industry;



strategic priority 2: increasing apprenticeships in the sector;



strategic priority 3: entry-level jobs and retention (including underrepresentation of specific groups); and



strategic priority 4: developing the training infrastructure.

7.4.15 These strategic priorities form the basis for the delivery of a skills and
employment legacy which both supports local requirements and addresses
industry-wide shortages.
Open procurement
7.4.16 Government’s Plan for Growth strategy acknowledges that small and mediumsized enterprises (SMEs) often face entry barriers which preclude them from
accessing contracts. The aim of the open procurement strand is to ensure that
opportunities to access contracts are open to all potential contractors and, in
particular, to SMEs and new entrants into the sector. The Highways Agency
is developing its procurement strategy for the scheme and whilst the majority
of delivery phase resources would be procured through the CDF, opportunities
for SMEs will primarily occur within the main contractor supply chains.
7.4.17 The main contractors will be required, through the procurement process, to
set out their approach to ensuring that supply chain opportunities are
accessible to SMEs and what active measures they will put in place to ensure
any barriers are minimised. The Highways Agency is working with the Greater
Cambridge Greater Peterborough Local Enterprise Partnership and the
Cambridgeshire Chamber of Commerce and would expect contractors to
continue to engage and work collaboratively with business representative
bodies to publicise opportunities.
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Legacy is an intrinsic aspect of the scheme. It results directly from relieving
congestion and by increasing road capacity.



Additional quality of life legacy benefits incorporated in the scheme design
include:
 removal of the Huntingdon road viaduct over the East Coast Mainline
railway;
 twelve kilometres of new NMU routes;
 landmark NMU bridges at Swavesey and Bar Hill; and,
 public right of way across the A1 providing an NMU link to the Service
Area and Brampton.



A partnership infrastructure (including the Strategic Stakeholder Board) would
be established which is expected to give rise to further legacy opportunities
in relation to:
 community (supporting young people, schools and neighbourhoods,
promoting health and well-being and building capacity in the local voluntary
and community sector); and
 local economic growth (education, employment and skills and open
procurement).
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Conclusion

8.1

Scheme fit with objectives

8.1.1

Table 8.1 provides a summary of how the scheme would meet the objectives
of the scheme.

Table 8.1 – How the scheme meets its objectives
Objective

How the scheme meets the objective

Combat congestion: making the
route between Huntingdon and
Cambridge more reliable and
providing capacity for future traffic
growth.

The scheme has been designed to combat congestion
and to provide a modern strategic high standard route
with additional capacity and resilience. It achieves this
by seeking to separate strategic through traffic and long
distance commuters from local traffic and by the creation
of additional lanes on the A14. The scheme provides for
the free movement of strategic traffic by the use of
modern grade separated junctions designed for that
purpose.
The route would benefit from increased resilience to
incidents, as a consequence of the increase in number of
lanes.
The scheme has been designed to accommodate
expected growth in traffic for up to 15 years after opening.
All of this is evidenced by the forecasts in the Transport
Assessment, document reference 7.2.

Unlock growth: enabling major
residential and commercial
developments to proceed, leading to
increased economic growth,
regionally and nationally.

Significant growth is forecast to occur in the Cambridge
sub region as set out in sections 2.3 and 2.4 of this
document. If the A14 remains with levels of congestion
and delay set out in section 2.2 and resilience difficulties
as set out in section 2.5 then that growth will be
jeopardised. To allow that growth to occur investment in
the transport network is vital. The scheme is the final
element of the CHUMMS package as set out in section
4.2.2 to deliver an efficient transport network for the area.
The scheme would improve the network along the A14
corridor to support local and regional growth (as analysed
at sections 7 and 8.5 of the Transport Assessment,
document reference 7.2) facilitating job creation. The
scheme would also provide opportunities for further
legacy benefits as to local economic growth and
employment (see section 7.5 of this document).
The scheme would directly enable development of future
phases of Northstowe to proceed.
Businesses that rely on this section of the A14 would
benefit from the provision of a more free flowing road,
resulting from increased road capacity, improved junctions
and the separation of strategic and local traffic. It would
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How the scheme meets the objective
provide more efficient connection with customers as well
as employees. As set out at section 5.3.4 of this
document the monetised value of benefits to business
users and transport services providers is forecast to be
£1,039.4 million.

Connect people: by placing the right
traffic on the right roads and freeing
up local capacity for all types of road
user, including pedestrians, cyclists
and equestrians.

There would be improvements for community links on
local roads and NMU linkages as set out at sections 7.2
and 8 of this document and section 5.8 of the Transport
Assessment, document reference 7.2.
The creation of an alternative local route by means of a
new local access road linking with the de-trunked A14
would help keep the right traffic on the right road and
would reduce rat running through villages in the A14
corridor.
The de-trunking of the existing A14 from Fen Drayton to
Brampton Hut would provide an important opportunity to reintegrate communities such as Fenstanton and Hemingford
which for many years have been separated by a busy
through road. Subsequent to the scheme they would sit
alongside a less trafficked local road.
The Transport Assessment at section 7.5.6 provides
information on anticipated traffic levels on local roads and
in the majority of cases it confirms a fall in traffic arising
out of drivers who previously avoided the A14, due to
concerns of reliability, switching back to the A14.

Improve safety: designing the
proposed scheme to modern
highway standards, introducing
better lane control, and providing
adequate capacity for predicted
traffic levels.

A reduction in the number of casualties (3,000 over the
assessment period) is reported in section 4.4 of the
Transport Assessment.
Due to the road’s increased capacity, there would be
reduced driver stress and the A14 would also be more
resilient when accidents do occur, leading to less
disruption on the network.
By providing alternative routes for local traffic, removing
direct accesses and by constructing grade separated
junctions there would be less mixing of different types of
road user. This would reduce risk of accident, making the
network safer for all road users.
The relocation of bus stops from the A14 to the local
access road and the provision of segregated routes for
non-motorised users would also contribute to improved
safety.

Create a positive legacy: recognising
the wider benefits of the road
improvement scheme for local
communities and businesses.

The scheme would deliver many direct legacy benefits in
relation to quality of life as set out in table 7.1 above and
would provide further opportunities for local economic
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How the scheme meets the objective
growth legacy benefits as explained at section 7.4 of this
document.
A road which is known to support efficient movement of
traffic would be seen positively by business, as well as
domestic travellers, contributing to the region’s growth.
Additionally, an improved environment within Huntingdon,
with increased connection between local roads, would
contribute to the growth of the town.
(a)
Approximately 30 km of new
NMU facilities would be provided as part of the scheme. Of
this, over 12 km would be provided in a continuous facility
Two NMU bridges would also be provided and other NMY
crossings provided. Full details of the NMU provision is set
out at chapter 5.6 of the Transport Assessment.
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Glossary
Term or
abbreviation

Definition

The Act

The Planning Act 2008
Since December 1997 each local authority in the UK has been carrying out a
review and assessment of air quality in their area. This involves measuring air
pollution and trying to predict how it will change in the next few years. The aim
Air Quality
of the review is to make sure that the national air quality objectives will be
Management Area achieved throughout the UK by the relevant deadlines. These objectives have
been put in place to protect people's health and the environment. If a local
authority finds any places where the objectives are not likely to be achieved, it
must declare an Air Quality Management Area there.
The APFP
The Infrastructure Planning (Applications: Prescribed Forms and Procedure)
Regulations
Regulations 2009
The Highways Agency, in its capacity as an executive agency of the
The Applicant
Department for Transport
A summary for decision makers containing key economic, environmental and
Appraisal
other information drawn from existing documents such as the cost benefit
Summary Table
analysis and Environmental Statement.
At grade junction The meeting of two or more roads at the same level.
The benefit cost ratio is a representation of the amount of benefit being bought
Benefit cost ratio for every £1 of cost to the public purse - the higher the BCR the greater the
benefit for every £1 spent.
Cost and Benefit of Accidents – Light Touch. A computer programme
COBALT
developed by the Department for Transport to undertake the analysis of the
impact on accidents as part of the economic appraisal of road schemes
Code of
A document setting out measures and standards to be implemented
Construction
throughout construction of the scheme included at appendix 20.2 of the
Practice
Environmental Statement.
The Collaborative Delivery Framework has been developed to streamline
delivery of the increased capital investment being made by Government in
infrastructure and managed by the Highways Agency. It is the highest value
Collaborative
framework the Highways Agency have developed, will enhance collaboration
Delivery
with the supply chain and has been specifically designed to develop the supply
Framework
chain and broaden its capabilities in line with investment. The keystones of
this Framework relationship are trust, openness, a common agenda and
mutual benefits for both parties. The CDF is divided into four lots to cover
professional services through to major projects up to £450m.
Consultation
A report forming part of the DCO application, reporting on the statutory
Report
consultation held between April and June 2014
DCO
Development Consent Order
Examining
The person(s) appointed by the Secretary of State (SoS) to assess the DCO
Authority
application and make a recommendation to the SoS.
Roads crossing the carriageway pass at a different level, so as not to disrupt
Grade separated
the flow of traffic. Slip roads connect the carriageway to the junction.
junction
The Greater Cambridge area is defined as all wards in the districts of Fenland,
Greater Cambridge Huntingdonshire, East Cambridgeshire, Cambridge City, South
economy
Cambridgeshire, Forest Heath and St Edmundsbury and parts of Uttlesford
and North Hertfordshire.
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Definition

Important areas are defined as those where 1% of the population are affected
by the highest level of noise from major roads according to the results of the
Important Areas
strategic noise mapping. The population in these locations are likely to be at
the greatest risk of experiencing a significant adverse impact to health and
quality of life as a result of exposure to road traffic noise.
Non-motorised
Pedestrians, cyclists, equestrians (the term non-motorised users is often
users (NMUs)
shortened to NMUs).
Nationally Significant Infrastructure Project, further defined within section one
NSIP
of the Case for the Scheme.
The widening of an existing carriageway, making use of temporary traffic
Online widening
management measures to segregate construction activity and ongoing traffic
movement.
The scheme
The A14 Cambridge to Huntingdon improvement scheme
Trans European
A network of roads identified by the European Union as key to the efficient
Transport Network operation of businesses across and within country borders.
Secretary of State
The Secretary of State for Transport
(SoS)
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APPENDIX A
Enlarged copy of diagrammatic representation of scheme

7.1

December 2014
91

A14 Cambridge to Huntingdon improvement scheme

Case for the Scheme

7.1

December 2014
93

