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1.

Introduction

Background to the scheme
1.1.

The A14 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. It carries around 85,000 vehicles
per day; it is frequently congested and traffic is often disrupted by breakdowns,
accidents and roadworks.

1.2.

The A14 Cambridge to Huntingdon Improvement Scheme was granted
development consent in 2016 and is currently under construction (the Scheme).
The A14 Cambridge to Huntingdon Improvement Scheme Development Consent
Order 2016 (the DCO) permitted the construction of an all-purpose trunk road. At
the time of the original application the road was designed to be “expresswayready” in anticipation of new design and construction standards for all-purpose
trunk roads. However, motorway design has since evolved and the scheme
includes all the elements required by a modern motorway. In 2018 the Roads
Minister asked Highways England to apply to reclassify the new road as a
motorway to gain the extra safety and journey time benefits the application of
Motorway Regulations would afford.

1.3.

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(M) and the M11. Making this section a motorway would create
an all-motorway link between London and Peterborough.

1.4.

The objectives of the Scheme, as set out below, remain unchanged:
•
•
•
•
•

1.5.

To combat congestion, making the A14 more reliable and providing
capacity for future growth
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
To recognise the wider benefits of road investment and leave a positive
legacy in Cambridgeshire.

The benefits of the proposed non-material change would further contribute to the
achievement of these objectives through additional reductions in congestion and
enhanced road safety.
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The Order
1.6.

The Scheme, as consented by the DCO, 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) and the road viaduct over the East Coast Mainline railway at Huntingdon
will be removed. The Scheme includes provision for non-motorised users. Under
the Scheme, pedestrians, cyclists, equestrians and horse-drawn vehicles will be
prohibited from using the A14 between Girton and the new Ellington junction.

Application documents
1.7.

The following documents make up this Application:
•

•
•
•
•
•

Application Statement incorporating environmental information (this
document)
- Appendix A – Traffic Assessment
- Appendix B – Noise Assessment
- Appendix C – Air Quality Assessment
Draft Amending Order
Tracked Changed DCO
Application Notice
Application to, and decision from, the Department for Transport permitting
Highways England to carry out a targeted consultation.
Updated Plans

1.8.

The Consultation and Publicity Statement, as required by Regulation 7A of the
Infrastructure Planning (Changes to, and Revocation of, Development Consent
Orders) Regulations 2011 (the 2011 Regulations), will follow after publication of
the second Regulation 6 notice on 30 January 2019. This statement will confirm
that Highways England has published the Application and consulted the specified
persons in accordance with the requirements in Regulations 6 and 7 of the 2011
Regulations.

2.

Proposed non-material change

Proposed change
2.1.

Highways England’s proposed non-material change to the Scheme would involve
a change in the status of the A14 between Girton and the new Ellington junction
and the A1 between Alconbury and Brampton, to motorway.

2.2.

The location of these sections of road are shown in blue on Figure 1.
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Figure 1: Extent of motorway status

2.3.

These sections of road would be renamed the A14(M) and A1(M) and be subject
to Motorway Regulations and would also be subject over the majority of the lengths
to variable mandatory speed limits (VMSL) to manage traffic flow when
appropriate.

2.4.

The proposed change has no material impact on the scheme’s engineering,
design or physical layout and requires only one additional insignificant area of
Highways England-owned land adjacent to the highway boundary. A minor change
is necessary to the layout at the B1514/Byway Open to All Traffic (BOAT) junction
to create a compact roundabout (the location is identified on General Arrangement
drawing 100).

2.5.

A minor re-route of bridleway 19, between Brampton and Brampton Woods, next
to the A1 is proposed to improve user experience and safety by moving the
bridleway away from the carriageway.

2.6.

Road signs on the motorway sections would be blue rather than green.

Effect of Motorway Regulations – class of users
2.7.

The Scheme included the provision of a dual use cycle/footway for pedestrians
and cyclists and these users, along with equestrians and horse-drawn vehicles,
were already prohibited by the DCO from using the new A14 over the length
proposed to be changed to motorway.

2.8.

The proposed non-material change would increase the classes of users who
would be prohibited from using the A14 and A1 where they are proposed to be
brought up to motorway standard.

2.9.

In accordance with Motorway Regulations the following would be prohibited from
using the A14 and the A1 roads following their reclassification to motorway:
•

Pedestrians
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•
•
•
•
•
•
•

Cyclists
Horse riders, including horse-drawn carriages
Vehicles under 50cc
Provisional licence holders (unless accompanied by a driving instructor in
a dual control vehicle)
Agricultural and slow-moving vehicles
Mobility scooters (permitted for use on roads)
Vehicles carrying oversized loads (subject to specific approval having been
granted)

Signing
2.10.

As stated above in section 2.6 road signing on the A14(M) and A1(M) would be in
accordance with Motorway Regulations and would be blue rather than green.
Figures 2 and 3 show the difference between all-purpose trunk road and motorway
signs.

Figure 2: Typical all-purpose trunk road signs

Figure 3: Typical motorway signs
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3.

Benefits of the non-material change

Driver safety
3.1.

The change from all-purpose trunk road to motorway provides significant driver
safety benefits. The removal of slow-moving vehicles will reduce the likelihood of
disruption to the traffic flow which can result in differential vehicle speeds causing
collisions.

3.2.

The other safety benefit results from the ability to implement and set VMSL when
appropriate, for example to help manage incidents. Motorways have improved
safety performance over all-purpose trunk roads, and would further reduce the
level of casualties, and particularly serious or fatal injuries. This would provide
increased contribution to the project’s safety objectives and Highways England’s
strategic safety objectives.

3.3.

Information can also be provided on the variable message signs so that incidents
and lane closures ahead can be clearly identified, ensuring that merges into
reduced running lanes can be more effectively managed, including to support lane
closures associated with essential maintenance.

3.4.

Improved information can also reduce driver frustration as they are informed of the
reasons for delays ahead.

Workforce safety
3.5.

The variable speed limits and lane closure signs would also benefit workers within
the highway when essential maintenance is undertaken, or emergency and other
services are on the carriageway following an incident. As described above,
improvements in the merge to reduced running lanes results in reduced incidents.
This would contribute to further reduction in workforce safety risk, which is one of
the project’s safety objectives, and Highways England’s strategic safety
objectives.

4.

Approach to materiality

How is a material and non-material change defined
4.1.

There is no statutory definition in The Planning Act 2008 or The 2011 Regulations
of what constitutes a material or non-material change. Although the Guidance on
Changes to Development Consent Orders (December 2015) (The DCLG
Guidance) states that decisions on the materiality of a change will depend on the
circumstances of the specific case, it does set out certain characteristics that
indicate when a proposed change is more likely to be treated as material.

4.2.

The DCLG Guidance states that a change should be treated as material if it would
require:
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•
•
•
•

an updated Environmental Statement to take account of new, or materially
different, likely significant effects on the environment
a Habitats Regulations Assessment or new or additional licence in respect
of European Protected Species
additional compulsory acquisition of land
a material impact on businesses or residents

Determining materiality
4.3.

The proposed amendment has been assessed against the above criteria as set
out below.

5.

Environmental impact of the proposed change

5.1.

To be considered non-material the environmental impacts of the proposed change
must be assessed and it must be determined that it would not give rise to any new,
or materially different, likely significant environmental effects than those reported
in the Environmental Statement submitted at the time the original DCO was made
(ES).

5.2.

Highways England has also considered whether the proposed change would
constitute 'EIA Development' for the purposes of the Infrastructure Planning
(Environmental Impact Assessment) Regulations 2017 (the 2017 Regulations).
The changes do not constitute either Schedule 1 development or Schedule 2
development. Paragraph 13 of Schedule 2 provides that a change or extension to
a Schedule 1 development which has already been authorised will be Schedule 2
development only if "the change or extension may have significant adverse effects
on the environment". In considering whether or not that is likely, the changes are
not to be assessed in isolation. They should be considered by looking at the overall
effect of the proposed change on the project, and identifying whether the whole,
as modified, has or is likely to have other significant effects which need to be taken
into account (i.e. significant effects which were not identified in the original
assessment).

Environmental review and assessment
5.3.

The proposed change to motorway status has, therefore, been reviewed in the
context of each environmental topic previously assessed in the ES in order to
identify if it would lead to any likely significant effects that would be new or
materially different to those reported previously. Table 1 below presents the
findings of this review.

Page 6 of 16

A14 Cambridge to Huntingdon Improvement Scheme

Table 1: Review of Environmental Statement vs proposed change

ES
PINS
Chapter ref
Number

ES Chapter
Heading

Potential effects of the proposed
change

Further
Assessment
required?
The introduction of Motorway Regulations
Yes – see
has the potential to cause changes in traffic
paragraph
levels including traffic flow, traffic speed
5.5 and
and percentage HGV’s.
Appendix A

07

APP- Traffic and
338 Transport

08

APP- Air Quality
339

Changes in traffic levels have the potential
to affect the Air Quality conclusions of the
original ES.

Yes – see
paragraph
5.6 and
Appendix B

09

APP- Cultural
340 Heritage

The proposed change has no material
impact on the scheme’s engineering,
design or physical layout and requires only
one additional insignificant area of
Highways England-owned land adjacent to
the highway boundary. As such it will not
lead to any significant changes in the
Cultural Heritage impacts of the scheme.

No

10

APP- Landscape
341

The proposed change has no material
impact on the scheme’s engineering,
design or physical layout and requires only
one additional insignificant area of
Highways England-owned land adjacent to
the highway boundary at the B1514 BOAT
Junction.
A minor re-route of bridleway 19, between
Brampton and Brampton Woods, next to
the A1 is proposed to improve users’
experience and safety by moving the
bridleway away from the carriageway.
The minor changes to layout at the B1514
BOAT Junction and the re-routed bridleway
are not considered to cause any significant
changes in the Landscape impacts of the
scheme.

No

11

APP- Nature
The proposed change has no material
342 Conservation impact on the scheme’s engineering,
design or physical layout and requires only
one additional insignificant area of
Highways England-owned land adjacent to
the highway boundary. The minor changes
to layout at the B1514 BOAT Junction and
the re-routed bridleway 19 are not
considered to cause any significant
changes in the Nature Conservation
impacts of the scheme.

No
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ES
PINS
Chapter ref
Number

ES Chapter
Heading

Potential effects of the proposed
change

Further
Assessment
required?
The proposed change has no material
No
impact on the scheme’s engineering,
design or physical layout and requires only
one additional insignificant area of
Highways England-owned land adjacent to
the highway boundary. As such it will not
lead to any significant changes in the
impacts of the scheme on Geology and
Soils.

12

APP- Geology and
343 Soils

13

APP- Materials
344

The proposed change has no material
impact on the scheme’s engineering,
design or physical layout and requires only
one additional insignificant area of
Highways England-owned land adjacent to
the highway boundary. As such it will not
lead to any significant changes in the
scheme’s use of Materials.

No

14

APP- Noise and
345 Vibration

Changes in traffic levels have the potential
to affect the Noise conclusions of the
original ES.

Yes – see
paragraph
5.7 and
Appendix C

15

APP- Effects on all The proposed change has no material
346 Travellers
impact on the scheme’s engineering,
design or physical layout and requires only
one additional insignificant area of
Highways England-owned land adjacent to
the highway boundary. There will be no
change in the prohibition of pedestrians,
cyclists or equestrians from the A14.
However, these users and slow moving
agricultural vehicles and vehicles under
50cc will also be prohibited in the proposed
motorway sections. These prohibitions will
also now extend to the proposed A1(M).
Alternative routes and new facilities are
already being provided for prohibited users.
Improved safety and reduced incident
levels would be experienced by all
travellers.
A minor re-route of bridleway 19, between
Brampton and Brampton Woods, next to
the A1 is proposed to improve user
experience and safety by moving the
bridleway away from the carriageway.

No
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ES
PINS
Chapter ref
Number

ES Chapter
Heading

Potential effects of the proposed
change

Further
Assessment
required?

As such the proposed change is not
considered to lead to any significant
changes to the effects on all travellers.
16

APP- Community
Impacts on access arrangements for
347 and Private farming businesses was one of the factors
Assets
considered in the Community and Private
Assets chapter of the ES. Given that the
proposal
to
introduce
Motorway
Regulations on the A14 between Girton
and the new Ellington junction, and the A1
between Alconbury and Brampton, would
require the prohibition of slow moving
agricultural vehicles from these stretches of
road there is potential for the proposed
change to impact upon farm access
arrangements.

No

Highways England has engaged widely on
the proposal to introduce Motorway
Regulations
including
with
local
businesses, farmers and landowners who
may be affected by the proposal. Meetings
were held with two farming businesses
which raised queries over access to explain
the proposal and reassurances were
provided that reasonable alternative routes
will be available.
Given that under the DCO there is no
provision for direct access onto the trunk
road from farm accesses or minor roads the
number of agricultural vehicles likely to use
the routes, if they were to remain as trunk
road, would be very low. Even under
current conditions (before the current
improvement
scheme
has
been
implemented and the new bypass opened)
an average of just 1.87 agricultural vehicles
per day were recorded by cameras around
Brampton and 0.7 per day around
Swavesey (data from August, September
and October 2018 which is generally
considered to be one of the busiest periods
in the farming calendar). As such, it is not
considered that prohibition of agricultural
vehicles from the road would lead to any
significant change in the impact of the
scheme on agricultural businesses from
those identified in the ES.
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ES
PINS
Chapter ref
Number
17

ES Chapter
Heading

APP- Road
348 Drainage
and the
Water
Environment

Potential effects of the proposed
change

Further
Assessment
required?
The proposed change has no material
No
impact on the scheme’s engineering,
design or physical layout and requires only
one additional insignificant area of
Highways England-owned land adjacent to
the highway boundary. The minor changes
to layout at B1514 BOAT Junction and the
re-routed bridleway 19 are not deemed to
cause any significant changes in the Road
Drainage and the Water Environment
impacts of the scheme.

5.4.

The review of the ES topics above concluded that for most topics the proposed
amendments to the DCO would lead to no changes that would alter the findings
of the ES and as such these topics have not been assessed further. However, the
proposed amendments could lead to changes in traffic levels which in turn have
the potential to affect the Air Quality and/or Noise conclusions of the ES. Additional
traffic modelling has therefore been undertaken to understand whether a change
to motorway status would materially impact the traffic information upon which
those assessments were based.

5.5.

The updated traffic modelling results are provided in Appendix A. Overall, the
modelling identified changes in flow patterns that represent a slight magnification
of the predicted impacts of the Scheme presented during the original application,
rather than any change in the nature of the impacts. The Scheme was predicted
to result in an increase in traffic on the improved A14 route, with a reduction in
traffic on the de-trunked route through Huntingdon. The introduction of Motorway
Regulations is predicted to result in slightly greater traffic increases on the new
A14 and slightly greater decreases on the de-trunked section. The updated traffic
modelling identified changes in flows, of around 1%-3% in 2020 and 1%-4% in
2035. Such changes are smaller than the typical margin of error expected in traffic
forecasting and are smaller than the day-to-day variation seen in traffic flows in
the area.

5.6.

The results of the additional traffic modelling have been used to determine whether
they have the potential to change the conclusions of the air quality assessment as
reported in the ES. The findings are provided in Appendix B below. This analysis
found that there would be no new or materially different significant air quality
effects identified as a result of the introduction of Motorway Regulations. The
position from the ES, that there would be no significant air quality effects as a
result of the Scheme, remains unchanged.

5.7.

The results of the additional traffic modelling have also been used to determine
whether they have the potential to change the conclusions of the noise
assessment as reported in the ES. The findings are provided in Appendix C below.
This assessment found that there would be no new or materially different
significant noise effects as a result of the change to motorway status and the
position from the ES will remain unchanged.
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Summary
5.8.

A review of the impacts of the proposed introduction of Motorway Regulations on
the topics addressed in the ES concluded that Air Quality and Noise required
further assessment.

5.9.

Additional traffic modelling has been undertaken which identified that the proposed
introduction of Motorway Regulations would lead to changes in flows of around
1%-3% in 2020 and 1%-4% in 2035. However, analysis of the impact of these
traffic changes on the Air Quality and Noise assessments concluded that there will
be no new, or materially different, significant effects from those reported in the ES.

5.10.

It also follows that the proposed change does not constitute EIA development for
the purposes of the 2017 Regulations.

5.11.

Having carried out the environmental review it is concluded that the proposed
amendment would result in no significant changes to the findings of the ES and as
such can be considered, in terms of environment, to be a non-material change.

6.

Habitats and protected species

6.1.

A number of European Protected Species (EPS) licences have been granted with
respect to construction of the Scheme. The proposed change to motorway status
will require no changes to these licences and on the basis of currently available
information it is not anticipated that any new licences would be required.

6.2.

An HRA Assessment (Assessment of Implications on European Sites) was
prepared for the DCO application and submitted with the Environmental
Statement. No Likely Significant Effect was identified on any European sites. This
assessment has been reviewed along with the ES with regard to the proposed
change to motorway status and no consequential impacts on any EPS have been
identified. As such, no further assessment is necessary.

7.

Land acquisition

7.1.

The proposed change has no material impact on the scheme’s engineering,
design or physical layout and requires only one additional insignificant area of
Highways England-owned land adjacent to the highway boundary. A minor change
is necessary to the layout at the B1514/BOAT junction to create a compact
roundabout (as identified on General Arrangement drawing 100). As this land is
already in the ownership of the Applicant, no further compulsory acquisition
powers are required.

7.2.

The BOAT is intended to remain open to all traffic after the improvement scheme
is completed. Due to the layout of the B1514 at this location, which acts as the
on/off slip for the A1, the entrance to the BOAT is the final point on the B1514 to
provide a suitable place to turn non-motorway traffic, which otherwise would be
forced to join the motorway.
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7.3.

Due to the restrictive width and layout of the road, the junction with the BOAT
entrance is the most suitable place to provide a final decision point for completing
a U-turn, before entering the motorway regulated zone. An engineering review has
indicated that a compact roundabout would be the most appropriate solution for
this restrictive space, which is suitable for all road users.

7.4.

The location is shown on Figure 4 below with the slightly extended development
boundary required to provide the compact roundabout identified with a dashed red
line.

Figure 4 – Lands plan extract
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7.5.

Figure 4 shows that this work overlaps the consented development boundary of
the Scheme. Highways England has considered the materiality of this aspect of
the proposed change and concluded that the solution would not be material for the
following reasons:
•
•
•
•

7.6.

The additional land is highway verge and land adjacent to such that is in
the ownership of Highways England. No additional compulsory acquisition
powers will be necessary.
The use of this additional piece of land will have no material impact on other
land owners; it is bordered by Highways England land.
The land in question is low value scrub land situated between the A1 and
the B1514 with no viable alternative use.
The only impact of this proposed compact roundabout on road users will be
positive; affording them greater safety benefits for making a U-turn.

A small diversion of bridleway 19 is also required where, in the DCO, the
consented bridleway runs alongside the A1 as it passes under the A14 at
Brampton. The diversion involves re-positioning the bridleway away from the A1
on a new alignment that includes a separate subway crossing under the A14 as
shown on Figure 5. The re-positioned bridleway is approximately 200m longer but
provides improved journey ambiance for users as it separates walkers, cyclists
and horse riders more effectively from the proposed motorway.

Figure 5 – Bridleway layout
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8.

Impact on businesses and residents

8.1.

There would be a potential impact on farming businesses by the proposal which
would result in the prohibition of slow moving agricultural vehicles from the
proposed new A14(M) and A1(M). Given that under the DCO there is no provision
for direct access onto the trunk road from farm accesses or minor roads the
number of agricultural vehicles likely to use the routes, if they were to remain as
trunk road, would be very low. Even under current conditions (before the current
improvement scheme has been implemented and the new bypass opened) an
average of just 1.87 agricultural vehicles per day were recorded by cameras
around Brampton and 0.7 per day around Swavesey (data from August,
September and October 2018 which is generally considered to be one of the
busiest periods in the farming calendar).

8.2.

Suitable alternative all-purpose routes are available between each proposed
motorway interchange with marginal associated journey time changes. As such, it
is not considered that prohibition of agricultural vehicles from the road would lead
to any significant change in the impact of the scheme on agricultural businesses.

Engagement activity
8.3.

To understand further potential impacts of the proposal, Highways England
undertook pre-application engagement and publication activities between
September and December 2018 to raise widespread awareness of its intention to
reclassify parts of the A14 and A1 within the Scheme as motorway and assess the
impacts on business and residents.

8.4.

More than 250,000 people live and work close to the Scheme. 85,000 journeys
are made on the existing A14 between Cambridge and Huntingdon every day.
Highways England wanted to make them aware of the motorway classification
proposal.

8.5.

This early engagement activity supported but was in addition to the consultation
duties set out in regulation 7A of the 2011 Regulations.

8.6.

In September 2018 Highways England publicly announced its desire to reclassify
the A14 between Girton and the new Ellington junction, and the A1 from Alconbury
to Brampton. Activities included:
•
•

•
•
•

A briefing for Cambridgeshire County Council, South Cambridgeshire
District Council and Huntingdonshire District Council members and officers
explaining the proposed changes
A letter explaining the proposed changes was written to approximately 60
local stakeholders – authorities, businesses, farmers and land owners –
with whom the project team has existing relationships and who may be
affected by the reclassification to motorway
Articles were published on the project’s website, Facebook page, and
Twitter feed
A press release was issued
The scheme’s mobile visitors’ centre travelled to communities along the
route which gave more than 700 members of the public opportunities to
learn about the scheme and the motorway proposal, and to ask questions
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•
•
•

The local media carried the news on TV, radio, in print and online
The project team was invited to and attended two parish council meetings
Working with statutory undertakers to accommodate safe continued access
to plant and equipment in the proposed motorway corridor.

Feedback
8.7.

The mobile visitors’ centre attended six locations between September and
December, where more than 700 people visited the centre and spoke to the team.
Visitors were interested in other topics including progress, timing of work, traffic
management and roadworks, rather than motorway status.

8.8.

Meetings were requested by two parish councils and two farming businesses in
the area, all asking for more information about how they could be affected. The
project team also met with Cambridgeshire Constabulary to explain the proposal,
who voiced their support.

8.9.

In addition, Highways England gathers feedback via its national Customer Contact
Centre (call centre and correspondence team), websites and social media
channels and a project-specific email inbox and customer helpline. As a result, 22
pieces of feedback have been received about the motorway status proposal and,
where appropriate, answered and acted-on.

Summary
8.10.

Highways England publicly announced its motorway proposal in September 2018
using the media and its own tools to raise awareness across the region with road
users, the local authorities, businesses and the 250,000 people who live and work
in the vicinity.

8.11.

Highways England gave opportunities for anyone to submit their views, ask
questions and enter into conversations about the motorway proposal and all other
aspects of the scheme. Only 22 contacts were received about the motorway
proposal and of those who expressed potential concern Highways England was
able to provide reassurance that the amendment would not have a material impact
on them.

8.12.

In conclusion we do not consider the proposed amendment will have a material
impact on businesses and residents.

9.

Conclusions

9.1.

Highways England has considered the DCLG Guidance and assessed the
proposed change in accordance with the criteria set out therein:
•
•

The environmental effects associated with the proposed change have been
considered and there are no new or materially different likely significant
effects on the environment.
There is no need for a Habitats Regulations Assessment or EPS licence.
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•
•

9.2.

No additional third-party land is required in order to construct the amended
Scheme and no additional compulsory acquisition of land is necessary.
The proposed amendment will not have a material impact on businesses
and residents. The proposed change would improve safety and journey
reliability for road users.

On the basis of all the above, Highways England considers the proposed change
to be non-material.
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A.1.

Introduction

A.1.1.

Additional traffic modelling is required to understand whether applying Motorway
Regulations would materially impact the outputs of the traffic modelling undertaken
to support the DCO application.

A.2.

Methodology

A.2.1.

In terms of the scheme design characteristics included within a traffic model, a
Scheme applying Motorway Regulations would be largely unchanged from the
scheme granted development consent. This includes details such as the number
of lanes and the type of junctions along the Scheme route. The main changes
would be to the Speed-Flow curves (used to define road capacities and predicted
traffic speeds), and the capacities of the junctions.

A.2.2.

The same model was used for the updated assessment but the coding was
changed from an all-purpose trunk road to motorway for the route of the Scheme
between the Girton interchange and new Ellington junction, as well as the route
from Alconbury to Brampton on the A1. The affected links are shown in red in
Figure A1.

Figure A1. Links on scheme changed to speed-flow curve representing motorway standard

A.2.3.

The original dual all-purpose trunk road standard and new motorway standard
speed-flow curve parameters used are shown below.
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Table A1. Speed-Flow curve parameters
Number
of Lanes

Dual All-Purpose Trunk Road
Standard Speed-Flow Curve

Motorway Standard Speed-Flow Curve

Freeflow
speed
(Km/hr)

Speed
at
Capacity
(Km/hr)

Link
Capacity
(veh/hr)

Curve
Power

Free-flow
speed
(Km/hr)

Speed at
Capacity
(Km/hr)

Link
Capacity
(veh/hr)

Curve
Power

2-lane

105

50

4360

3.7

112

50

4860

3.9

3-lane

108

50

6780

3.7

116

50

7560

3.8

4-lane

108

50

9040

3.7

116

45

10080

3.8

A.2.4.

The motorway standard speed-flow curves have slightly higher free-flow speeds
and capacities than their trunk road equivalents. As the new scheme links are
within capacity, they generally operate at close to free-flow speeds. This means
that small increases in speed are likely compared to the original models submitted
as part of the original DCO application. This would lead to the links being more
attractive than their trunk road equivalents, leading to a slight increase in traffic.

A.2.5.

To ensure consistency with the results used to inform the DCO application, the
tests were run using the same version of traffic modelling software used in that
original assessment. The sensitivity tests were based on the “DS+” traffic models
used to support the environmental assessment submitted as part of the DCO
application. The sensitivity tests were undertaken for an Opening Year of 2020
and a Design Year of 2035. Results from these sensitivity tests are shown in the
section below.

A.3.

Results

A.3.1.

The change in speed-flow curve to represent a motorway-standard link increases
the predicted speed on the links representing the scheme, with increases ranging
from 8 to 13 km/h, as shown in Figures A2 to A5. These increases in speed result
in more traffic being attracted to the links. No significant change in speeds is
predicted on any other links.
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Figure A2. Change in speed on links from change in speed-flow curve during 2020 AM peak

Figure A3. Change in speed on links from change in speed-flow curve during 2020 PM peak
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Figure A4. Change in speed on links from change in speed-flow curve during 2035 AM peak

Figure A5. Change in speed on links from change in speed-flow curve during 2035 PM peak

A.3.2.

The increased capacities and speeds of the links comprising the Scheme result in
additional reassignment of traffic from alternate routes to the Scheme. These
vehicles were typically previously using either the old A14 route through
Huntingdon or the A428. Trips also tend to reassign to more direct routes to reach
the A14, leading to minor reassignments on rural routes surrounding the Scheme.
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A.3.3.

The change in actual flows caused by the change from trunk to motorway
standards, along with the percentage change, is shown in Figures A6 to A9. This
shows that increases on the scheme links are between 20 and 165 vehicles/hr.
These increases typically represent 1-3% of the total traffic on the links in 2020,
and 1-4% of the total traffic on the links by 2035. The old A14 route through
Huntingdon sees decreases in flow of between -12 and -42 vehicles/hr, depending
on section, representing up to a 5% decrease in traffic volumes.

Figure A6. Absolute and relative change in total traffic flow in the 2020 AM peak due to change to
motorway standard speed-flow curve

Figure A7. Absolute and relative change in total traffic flow in the 2020 PM peak due to change to
motorway standard speed-flow curve
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Figure A8. Absolute and relative change in total traffic flow in the 2035 AM peak due to change to
motorway standard speed-flow curve

Figure A9. Absolute and relative change in total traffic flow in the 2035 PM peak due to change to
motorway standard speed-flow curve

A.3.4.

The change in HGV flows on the links comprising the Scheme and surrounding it
are shown in Figures A10 to A13. The links comprising the Scheme see increases
of 12 HGVs/hr or fewer in the AM and PM peak hours. These represent similar
relative differences in percentage terms to those seen for the total flows.
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Figure A10.

Change in HGV flows in 2020 AM Peak

Figure A11.

Change in HGV flows in 2020 PM Peak
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Figure A12.

Change in HGV flows in 2035 AM Peak

Figure A13.

Change in HGV flows in 2035 PM Peak
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A.4.

Conclusion

A.4.1.

Overall, the changes in flow patterns described above represent a slight
magnification of the predicted impacts of the Scheme presented as part of the
DCO application, rather than any change in the nature of the impacts. The scheme
was predicted as part of the DCO application to result in an increase in traffic on
the improved A14 and A1 routes, with a reduction in traffic on the de-trunked route
through Huntingdon. The introduction of Motorway Regulations is predicted to
result in slightly greater traffic increases on the new A14(M) and A1(M) and slightly
greater decreases on the de-trunked section.

A.4.2.

The changes in flows of around 1%-3% in 2020 and 1%-4% in 2035 are smaller
than the typical margin of error expected in traffic forecasting and are smaller than
the day-to-day variation seen in traffic flows in the area.
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B.1.

Introduction

B.1.1.

Additional air quality modelling is required to understand the potential impacts if
the Scheme was to operate under Motorway Regulations. The aim of this report is
to assess, for air quality matters, whether the changes to traffic levels will result in
a material or non-material change to the DCO. There would be a material change
if there was a requirement to update the Environmental Statement (ES) to take
account of any new, or materially different, likely significant air quality effects
identified as a result of the reclassification. This is in the context of demonstrating
that the proposed amended scheme is not environmentally worse than that
originally assessed in the ES.

B.2.

Proposed change to the Scheme

B.2.1.

In terms of the Scheme design characteristics included within a traffic model, a
scheme applying Motorway Regulations would be largely unchanged from the
Scheme granted development consent. This includes details such as the number
of lanes and the type of junctions along the route. The main changes would be to
the speed-flow curves (used to define road capacities and predicted traffic
speeds), and the capacities of the junctions.

B.2.2.

Motorway Regulations have the potential to cause changes to traffic levels,
including traffic flow, traffic speed and the percentage of HGVs. These three
parameters (i.e. flow, speed, %HGV) are used within the methodology presented
below to determine: a) whether there are any noticeable changes in traffic levels
as a motorway, and b) whether these are sufficient to predict air quality
concentrations changes and therefore have the potential to change the
conclusions of the air quality assessment.

B.3.

Determination of significant effects

B.3.1.

The methodology adopted to determine a significant effect in Environmental
Impact Assessment (EIA) terms is described in Chapter 8 of the ES (PINS
reference APP-339) and Appendix 8.1 (PINS reference APP-439). Appendix 08.01
reports the operational phase impacts for the Scheme at selected representative
sensitive receptors. For determining whether an impact will give rise to a significant
environmental effect, paragraphs 8.2.59 to 8.2.63 of Chapter 8 of the ES states:
8.2.59-Evaluation of the significance of the local air quality findings has been
undertaken in accordance with IAN 174/13 (Highways Agency, 2013b). This
requires evaluation of NO2 and PM10 (human health) and NOx (limit value for
vegetation). In addition, air quality has been evaluated against the risk of not
complying with the Air Quality Directive (European Commission, 2008). IAN
175/13 (Highways Agency, 2013a) guidance has been followed to inform if
there is any likelihood of the scheme not complying with the Air Quality
Directive.
8.2.61-The key criteria outlined in IAN 174/13 (Highways Agency, 2013b)
against which air quality should be considered are:
•

“Is there a risk that environmental standards will be breached?
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•

Is there a high probability of the effect occurring?

•

Will there be a large change in environmental conditions?

•

Will the effect continue for a long time?

•

Will many people be affected?

•

Is there a risk that protected sites, areas, or features will be affected?

•

Will it be difficult to avoid, or reduce or repair or compensate for the effect?”

8.2.63 -Where predicted annual mean NO2 concentrations are below the
objective or the magnitude of change is <0.4µg/m3 no significant adverse
effects are likely.
B.3.2.

Based on this approach, paragraph 8.7.1 of Chapter 8 of the ES concluded that
overall the Scheme would have no significant impact on air quality.

B.4.

Requirement for reassessment

Traffic data
B.4.1.

Following submission of the DCO application on 6 January 2015, the CHARM2
traffic data was updated to CHARM3A. In addition, Interim Advice Note (IAN)
185/15 on speed banding was published by Highways England. The impact of
these changes was determined and published in a supplementary technical note
(document HE/A14/EX/154 “Air quality assessment pursuant to IAN 185/15”, PINS
reference EX-154).

B.4.2.

Additional traffic modelling has now been produced to understand whether a move
to Motorway Regulations for the Scheme would materially change the traffic
activity and consequentially the environmental assessments. The Motorway
Regulations traffic modelling is based on the CHARM3A model and as such the
impact of the introduction of Motorway Regulations has been analysed by
comparison to the ‘Do Something’ CHARM3A traffic data as used within the air
quality assessment pursuant to IAN 185/15 (HE/A14/EX/154) rather than the ‘Do
Something’ CHARM2 traffic data as used for the ES (as discussed in section 4.3
below, the move from CHARM2 to CHARM3A did not result in any significant
change to the air quality results as presented in the ES).

B.4.3.

The results from the revised air quality assessment pursuant to IAN 185/15 are
provided in Appendix 1 of the assessment report (HE/A14/EX/154) which allows
comparison with the results provided in Appendix 8.1 of the ES (PINS reference
APP-439). As stated in Section 3 of the air quality assessment pursuant to IAN
185/15:
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“The IAN185/15 assessment and subsequent sensitivity test does not result in
any significant change to the results outlined in Chapter 8 of the ES. No
exceedances of the air quality standards are predicted, the maximum annual
mean NO2 concentrations in the ‘with scheme’ scenario are predicted to be
33.2µg/m3 and 35.3µg/m3, for the IAN185/15 assessment and sensitivity test
respectively. These are below the annual mean objective of 40µg/m3.”
B.4.4.

In summary: the ES was based upon traffic scenarios from the CHARM2 traffic
model, with a sensitivity test of what impacts CHARM3A would have. For the
DCO, a sensitivity test of IAN185 used the CHARM3A data. The traffic modelling
of Motorway Regulations is based on CHARM3A. Hence the effect of moving to
Motorway Regulations on air quality has been based on the ALTR scheme using
CHARM3A and IAN185 versus the Motorway Regulations scheme using
CHARM3A and IAN185.

Impact
B.4.5.

The Motorway Regulations ‘Do Something’ scenario has been compared to the
‘Do Something’ CHARM3A traffic data (IAN 185/15 version (HE/A14/EX/154)).
The difference in modelled annual average daily traffic (AADT) flows and daily
average speeds and peak hour speeds have been compared to the screening
criteria for the purposes of a local air quality assessment as defined in the Design
Manual for Roads and Bridges (DMRB) HA 207/07 (paragraph 3.12), as used in
the ES to determine the air quality study area.

B.4.6.

The screening criteria indicate where there is the possibility of a significant impact
on local air quality associated with a change in traffic. Where the change in traffic
with the introduction of Motorway Regulations does not meet these criteria, it can
be concluded that there would be no significant impact on local air quality. An
imperceptible (and so by definition not significant) increase in annual mean
concentrations is defined by IAN 174/13 as a magnitude of change of less than
0.4µg/m3 for the key pollutant of concern, annual mean concentrations of Nitrogen
Dioxide (NO2). Sensitive locations adjacent to links not meeting the change
criteria would therefore not be expected to experience changes in annual mean
concentrations greater than 0.4µg/m3.

B.4.7.

The change criteria, applied to two-way flows, are as follows:

B.4.8.

•

Daily traffic flows will change by 1,000 annual average daily traffic (AADT)
or more; or

•

Heavy goods vehicle (HGV) flows will change by 200 AADT or more; or

•

Daily average speed will change by 10 km/hr or more; or

•

Peak hour speed will change by 20 km/hr or more.

The introduction of Motorway Regulations does not result in a change to HGV
flows or peak speeds on any link which meet the change criteria. There are
however four links with a change in AADT which meet the change criteria for AADT
flow (1000 AADT) and one link which also meets the average daily speed criteria
above (10 km/hr). These links and the change in traffic data are presented in Table
B1 below.
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Table B1. Traffic data changes, CHARM 3A comparison to CHARM 3A + Motorway Regulations
Link
Section

Link IDs

Link description

AADT

HGV
AADT

Daily
Speed
(km/hr)

1

322169501 &
650029507

A1 between Junction with A14 and
Brampton Junction

+1539

-16

+10.5

2

2931010001 &
3222029315

New offline A14 section between
Brampton Junction and the Junction
with the A1198

+1324

-3

+9.6

3

3221529908 &
3221429912

A14 between Bar Hill and the new
offline A14 tie in at Swavesey

+1374

-1

+8.9

4

3222140004 &
2931525252

Existing A14 through Cambridge
Services at new A14 tie in junction to
southern end of offline section

+1343

-4

+10.0

Evaluation of changes
B.4.9.

Seven locations were identified as sensitive in line with the criteria set out in 4.5
and 4.6 above. The annual mean nitrogen dioxide (NO2) results as modelled at
representative sensitive receptors adjacent to the links identified in Table B1 and
reported in the ES are presented in Table B2 below.

Table B2. Annual mean NO2 concentrations (µg/m3) at selected representative sensitive receptors as
reported in ES
Recep
tor ID
B6

B7

302

304

Why
included?
Closest
receptors to
the affected
road
network
(ARN) link.
Hillrise
south east
of Buckden
Road –
closest
receptors to
ARN link.
R304 had
largest
change
(3.6) in ES.

X

Y

Link
Section

519856

270911

1

519812

271193

520218

520348

268928

268847

Link description

2014
Base

2020
DM

2020
DS

Change

A1 between Junction
with A14 and
Brampton Junction

16

12.7

13.3

0.6

1

A1 between Junction
with A14 and
Brampton Junction

18.4

14.6

15

0.4

2

New offline A14
between Brampton
Junction and the
Junction with the
A1198

15.5

12.2

13.8

1.6

2

New offline A14
between Brampton
Junction and the
Junction with the
A1198

14.1

11

14.6

3.6

13.1

10.2

11.9

1.7

33.6

26.9

23.7

-3.2

1572

Debden
Farm closest to
new offline
A14 west of
A1198

525802

267820

2

New offline A14
between Brampton
Junction and the
Junction with the
A1198

528

Hill Farm
Cottages,

536931

264954

3

A14 between Bar Hill
and the new A14 tie in
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Recep
tor ID

527

Why
included?
closest to
ARN link
Anderson
Rd,
opposite
Cambridge
Services,
closest to
ARN link

X

536072

Y

265786

Link
Section

4

Link description

Existing A14 through
Cambridge Services
at new A14 tie in
junction to southern
end of offline section

2014
Base

2020
DM

2020
DS

Change

20.2

15.8

15.9

0.1

B.4.10.

The UK Air Quality Strategy (AQS) annual mean objective for NO 2 is 40 µg/m3,
with imperceptible changes being less than or equal to 0.4 µg/m3. The maximum
expected concentration in the ‘Do Something’ scenario at the 7 locations identified
in Table B2 was 23.7µg/m3 which is only 60% of the objective. This location shows
a decrease in traffic flow under Motorway Regulations. In accordance with IAN
174/13 (Highways Agency, 2013), where predicted annual mean NO 2
concentrations are below the objective no significant adverse effects are expected,
and hence there are no significant adverse effects from a move to Motorway
Regulations.

B.4.11.

Looking at the maximum concentration location (R528) of 23.7 and the UK Air
Quality Strategy (AQS) annual mean objective for NO2 of 40 µg/m3, then the
introduction of Motorway Regulations would need to increase annual mean
concentrations by 16.3 µg/m3 at this sensitive receptor location for there to be a
potential for significant impact. In practice the A14 scheme is expected to reduce
traffic flows on the A14 at this location by over 25,000 AADT net, resulting in a
modelled change of -3.2 µg/m3, as shown in Table B2. The increase in flow of less
than 1,500 AADT expected on this section with the introduction of Motorway
Regulations would not lead to a significant increase in concentrations with the
scheme at this receptor.

B.4.12.

The receptor with the highest absolute concentration in the DCO ES was R876
with 33μg/m3 (35.3μg/m3 under IAN185). This was Hackers Farm which is
immediately north west of the Cambridge Crematorium, south east of Bar Hill, and
opposite A14 Borrow Pit No.6. Under Motorway Regulations, the change in traffic
is below the change criteria and so any change arising can be deemed
insignificant.

B.4.13.

All links identified in Table B1 are predicted to have a reduction in HGV flows and
an increase in average daily speed, both of which would lead to a reduction in
emissions. Following the methodology within IAN 185/15 the introduction of
Motorway Regulations to the A14 would also lead to a reduction in emissions as
the speed band category would move from “rural/urban” to “motorway” for those
sections of the A14 that are to be under Motorway Regulations. Motorway traffic
has lower emissions as it is expected to be more free flowing with no flow
breakdown than traffic on a non-motorway rural/urban road.
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B.4.14.

The ES assessed risk of non-compliance with EU limit values, following Interim
Advice Note 175/13 Updated air quality advice on risk assessment related to
compliance with the EU Directive on ambient air quality and on the production of
Scheme Air Quality Action Plans (IAN 175/13), (Highways Agency, 2013a). IAN
174 takes into account the scheme’s impact upon EU limit values when assessing
overall significance. Where the ARNs overlapped with Defra Pollution Climate
Mapping (PCM) links, these were used to create the compliance risk road network
(CRRN) as outlined in IAN 175/13. CRRN was identified in three areas; around
the north of Huntingdon on the A141, on the A1123 in St Ives and in Cambridge
on the A1309 near J33 of the A14 and on the A1303 near Madingley. There were
no CRRN links on the A14 itself, either within or around the scheme extent. The
scheme was low risk as defined within the IAN: “None of the links were at risk of
becoming non-compliant, the date for achieving compliance would not be affected
and there would be no increase in the length of roads in exceedance in the zone”.
With no exceedances of EU limit values being predicted across the study area as
a result of the proposed scheme, the scheme would not impact the Eastern Zone
(UK0029) predicted date for compliance with the EU limit values. The maximum
value in the PCM dataset for the assessment year 2020 was 26.6μg/m3 for PCM
link 77251 (the A141 in Huntingdon) – which was supported by the A14 air quality
model value on the same link in 2020 of 26.7μg/m3. Hence the scheme would not
affect the UK’s ability to achieve compliance with the EU air quality Directive.

B.4.15.

Given the maximum predicted changes in AADT traffic flows across the modelled
network, as presented in Table B1, it can therefore be concluded that the
introduction of Motorway Regulations would not significantly impact the results
presented in the ES, which itself concluded that the Scheme does not have a
significant impact on air quality and does not affect the UK’s ability to achieve
compliance with the EU Air Quality Directive.

B.5.

Summary

B.5.1.

The DCO permits the construction of an all-purpose trunk road. At the time of the
original application the road was designed to be “expressway-ready” in
anticipation of new design and construction standards for all-purpose trunk roads.
However, modern motorway design has since evolved, and the Scheme includes
all the elements required by a modern motorway. In 2018 the Roads Minister
therefore asked Highways England to apply to reclassify the new road as a
motorway to gain the extra safety and journey time benefits the application of
Motorway Regulations would afford.

B.5.2.

The project team has undertaken work to understand the potential impacts if the
Scheme was to operate under Motorway Regulations.

B.5.3.

There would be a material change if any new, or materially different, significant air
quality effects are identified as a result of introducing Motorway Regulations. The
analysis has found that there would be no new, or materially different, significant
air quality effects identified as a result of Motorway Regulations, and that the
conclusion in the ES of there being no significant air quality effects would remain
unchanged. The introduction of Motorway Regulations would not be
environmentally worse than the scheme as assessed in the ES. This is therefore
considered to be a non-material change to the air quality impact assessment.
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Acronyms and abbreviations
DCO

Development Consent Order

DMRB

Design Manual for Roads and Bridges

EIA

Environmental Impact Assessment

ES

Environmental Statement

HGV

Heavy Goods Vehicle

LOAEL

Lowest Observed Adverse Effect Level

NPSE

Noise Policy Statement for England

SOAEL

Significant Observed Adverse Effect Level
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C.1.

Requirement for assessment

C.1.1.

An additional noise assessment is required to understand whether applying
Motorway Regulations would materially impact the outputs of the noise
assessment undertaken to support the DCO application.

C.1.2.

The aim of this noise assessment is to assess whether changes to the traffic flow
expected as a result of the change to motorway status will result in any materially
new, or materially different likely significant effects on the environment.

C.2.

Proposed change to the Scheme

C.2.1.

In terms of the scheme design characteristics included within a traffic model, a
scheme applying Motorway Regulations would be largely unchanged from the
scheme granted development consent. This includes details such as the number
of lanes and the type of junctions along the scheme route. The main changes
would be to the speed-flow curves (used to define road capacities and predicted
traffic speeds), and the capacities of the junctions.

C.2.2.

The application of Motorway Regulations has the potential to cause changes to
the traffic flow, including speed and percentage of HGVs. These three parameters
(i.e. flow, speed, %HGV) are used within the methodology for predicting noise
levels and therefore have the potential to change the conclusions of the noise
assessment.

C.3.

Determination of significant effects

C.3.1.

The methodology adopted to determine a significant effect in Environmental
Impact Assessment (EIA) terms is described in Chapter 14 of the ES (PINS
reference APP-345) and Appendix 14.3 (PINS reference APP-707). Appendix 14.6
(PINS reference APP-710) reports the residual operation noise for the scheme,
with the final reported noise level being in HE/A14/EX/197 (ES Chapter 14 Noise
and Vibration – Updated noise tables, October 2015, PINS reference REP13-019).
For determining whether an impact will give rise to a significant environmental
effect, paragraph 14.2.38 of the Chapter 14 of the ES states:
14.2.38 When considered collectively on a community basis, and taking into
account the local context, adverse noise or vibration effects may be deemed to be
significant in EIA terms (although not in terms of government noise policy terms).
In considering whether the level of effect is significant in EIA terms on a community
basis the following criteria have been taken into account:
•

the change in noise levels (and resulting noise effect on receptors);

•

the level of noise exposure once the scheme is in operation;

•

the level and character of the existing noise environment;

•

the number and grouping of adversely or beneficially affected dwellings and
shared community facilities;
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•

any unique features of the source or receiving environment in the local area;

•

combined exposure to noise and vibration;

•

for construction, the duration of the adverse or beneficial effect; and

•

the effectiveness of mitigation measures that are provided.

14.2.39 The assessment is evidence-based. As examples, the assessment
methodology could consider the following cases to be a likely significant effect:
•

a large number of dwellings subject to minor adverse or beneficial effect
due to noise change in a quiet existing environment and that are grouped
together forming a residential community area;

•

a medium number of dwellings subject to moderate adverse or beneficial
effect due to noise change in an existing environment with ‘average’
existing noise levels and that are grouped together forming a residential
community area;

•

a small number of dwellings subject to major adverse or beneficial effect
due to noise change in an existing environment that is currently either quiet
or averagely noisy and that are grouped closely together forming a
residential community area; or

•

a single dwelling subject to a significant observed adverse effect (refer to
Table 14.1) i.e. a significant impact on health and quality of life consistent
with government noise policy.

C.3.2.

For non-residential receptors, a minor impact (3dB or greater) is taken as an
indicator of a potential significant effect.

C.3.3.

Based on this approach, the final report (i.e. HE/A14/EX/197) identified locations,
both residential and non-residential, where likely significant effects in EIA terms
are predicted.

C.4.

Noise assessment

Methodology
C.4.1.

C.4.2.

From the bullet points provided in 14.2.38 of Chapter 14 of the ES (reproduced in
3.1 above), the only factors considered likely to change as a result of the change
in traffic associated with the motorway are:
•

the change in noise levels (and resulting noise effect on receptors); and

•

the level of noise exposure once the scheme is in operation.

The noise effect on receptors is classified using the magnitude of impact scales
provided within DMRB HD213/11 (Highways Agency et al., 2011). This is
reproduced in Table C1 for the short and long term.
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Table C1. Magnitude of impact scale for noise change

Noise
change,
dB(A)

Short term change (i.e.
on opening)

Long term change (i.e.
15th year after opening)

0

No change

No change

0.1 - 0.9
1 – 2.9

Negligible

Negligible

3 – 4.9

Minor

5 - 9.9

Moderate

10 +

Major

Minor
Moderate
Major

C.4.3.

A change in the noise effect would occur if the predicted change in noise as a
result of the scheme causes a change in impact band. With reference to paragraph
14.2.39 of Chapter 14 of the ES, an impact of minor or worse (i.e. moderate or
major) has the potential to change the determination of a significant adverse effect
in EIA terms. In addition, a change to a significant beneficial effect identified in the
ES also has the potential to change the determination of a significant adverse
effect in EIA terms.

C.4.4.

The impact scale to use from Table C1 is determined by the level of noise
exposure once the scheme is in operation. Noise exposure levels are defined in
Appendix 14.03 of the ES and are categorised in terms of effect levels defined by
the Noise Policy Statement for England (NPSE) (Department for Environment,
Food and Rural Affairs (Defra), 2010). The effect levels defined for the original
scheme are reproduced in Table C2 alongside which impact scale is used to
determine the magnitude of impact.

Table C2. Magnitude of impact scale for noise change

Effect
level1

Noise level2, LAeq dB
freefield

Impact scale3

Day

Night

LOAEL

50

40

Long term

SOAEL

63

55

Short term

1

As defined by the NPSE. (Lowest Observed Adverse Effect Level (LOAEL) and Significant
Observed Adverse Effect Level (SOAEL)).
2 Day is the 16-hour period from 07:00 to 23:00, night is the 8-hour period from 23:00 to 07:00.
3 See Table C1.

C.4.5.

A change in effect level from LOAEL to SOAEL has the potential to change the
determination of a significant effect in EIA terms.
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C.4.6.

The revised predicted traffic figures have been input into the noise model which
was used for the ES and the noise levels re-calculated at each of the receptor
points listed in HE/A14/EX/197 and shown on Figure 14.07 of the ES (PINS
reference APP-416). These results have been examined to determine whether any
of the receptor points used for the ES either change an impact category or effect
level. Only those receptor points where there has been an identified change in
impact category or effect level have been examined further within this assessment.

C.4.7.

The revised noise model also includes changes to the scheme design which have
been made during the detailed design process.

Results
C.4.8.

Table C3 presents the 34 locations which have been identified as changing an
impact band as a result of the proposed change to motorway. The locations are
identified in Figure 14.07 of the ES. These identified ID’s and the number of
dwellings represented by each are the same as those used within the ES and have
not been changed for this assessment. Provided in Table C4 of Annex 1 is the
results presented in the ES for these 34 locations. This shows the predicted noise
levels in the “Without scheme 2020” and “Total with scheme 2035” scenarios,
together with the change in noise between these two scenarios. Also presented in
the table is the type of effect and whether this is a significant effect.

Table C3. Locations of potential changes to significance of effect
Location
ID

Area
represented1

No. dwellings
represented2

Reason for potential change

520

Grafham Road,
Huntingdon

1

Change in day magnitude of impact from Negligible to
Minor Adverse.

522

Sokemans Way,
Brampton

10

Change in night magnitude of impact from Negligible to
Minor Adverse.

546

Lattenbury Hill,
Huntingdon

1

Change in day magnitude of impact from Minor Adverse to
Moderate Adverse.

759

Bar Road,
Lolworth

3

Change in night magnitude of impact from Negligible to
Minor Adverse.

1060

Throckmorton
Drive, Brampton

20

Change in day and night magnitude of impact from
Negligible to Minor Adverse.

1062

Sparrow Close,
Brampton

9

Change in day magnitude of impact from Negligible to
Minor Adverse.

1074

Sparrow Close,
Brampton

8

Change in day magnitude of impact from Negligible to
Minor Adverse.

5007

Stukeley Road,
Huntingdon

31

Change in night magnitude of impact from Negligible to
Minor Adverse.

15037

The Osiers,
Buckden

42

Change in day magnitude of impact from Negligible to
Minor Adverse.

772

Thornton Way,
Girton

38

Change in day magnitude of impact from Minor Beneficial to
Negligible.

Ambury Hill
Walk,
Huntingdon

81

963

Change in day magnitude of impact from Moderate
Beneficial to Minor Beneficial.
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Location
ID

Area
represented1

No. dwellings
represented2

Reason for potential change

5066

Alder Drive,
Huntingdon

32

Change in night magnitude of impact from Moderate
Beneficial to Minor Beneficial.

15917

Ash Court,
Brampton

57

Change in day magnitude of impact from Minor Beneficial to
Negligible.

15935

5-10 Hill Farm
Cottages,

6

Change in night magnitude of impact from Minor Beneficial
to Negligible.

209

Brooklands
Lane, Alconbury

2

Change in day and night magnitude of impact from
Moderate Adverse to Minor Adverse

927

High Street,
Offord Cluny

2

Change in day magnitude of impact from Minor Adverse to
Negligible

989

West Street,
Godmanchester

13

Change in day magnitude of impact from Minor Adverse to
Negligible

15006

Church Street,
Buckden

28

Change in night magnitude of impact from Minor Adverse to
Negligible

15007

Church Street,
Buckden

25

Change in night magnitude of impact from Minor Adverse to
Negligible

539

Offord Road,
Godmanchester

1

Change in day magnitude of impact from Negligible to
Minor Beneficial

799

Flack End,
Cambridge

43

Change in day magnitude of impact from Negligible to
Minor Beneficial

5218

Walden Road,
Huntingdon

66

Change in day magnitude of impact from Negligible to
Minor Beneficial

5395

Percy Green
Place,
Huntingdon

114

Change in day and night magnitude of impact from
Moderate to Major Beneficial

5407

Scholars
Avenue,
Huntingdon

50

Change in day magnitude of impact from Negligible to
Minor Beneficial

5422

Waters Meet,
Huntingdon

24

Change in day and night magnitude of impact from Minor to
Major Beneficial

5429

Bridge Place,
Godmanchester

93

Change in day magnitude of impact from Minor to Moderate
Beneficial

8017

Weavers Field,
Girton

44

Change in day and night magnitude of impact from
Negligible to Minor Beneficial

10016

Chieftain Way,
Cambridge

42

Change in night magnitude of impact from Negligible to
Minor Beneficial

10072

Neal Drive,
Cambridge

23

Change in day and night magnitude of impact from
Negligible to Minor Beneficial

15937

Girton Road,
Girton

1

Change in night magnitude of impact from Moderate to
Major Beneficial

215

Research
Centre, Woolley
Lane

1

Change in day and night magnitude of impact from Minor
Adverse to Negligible

216

Research
Centre, Woolley
Lane

1

Change in day and night magnitude of impact from Minor
Adverse to Negligible
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Location
ID

Area
represented1

No. dwellings
represented2

Reason for potential change

676

Bentley
Mechanical
Services Ltd,
Swavesey

1

Change in day and night magnitude of impact from
Negligible to Minor Beneficial

5429

Select Travel,
Huntingdon

1

Change in day magnitude of impact from Negligible to
Minor Beneficial

1

These are the area descriptions used in the ES.
The assessment for the ES was undertaken by grouping representative receptors by to one location ID, and
a representative noise level was calculated at this ID location.
2

C.4.9.

A full list of the revised predicted noise levels is given in Table C5 in Annex 1.

Evaluation of changes
C.4.10.

Each of the 34 locations identified in Table C3 has been examined to determine
whether the change in predicted noise level would give rise to new, or materially
different, significant effects or remove an existing significant effect.

C.4.11.

For locations 520 and 759 the predicted magnitude of impact was reported as
negligible in the ES, and with the motorway this impact would now be minor
adverse. The overall noise level at these locations is below the SOAEL and none
of the locations were identified as experiencing a significant effect within the ES.
This would be unchanged with the motorway because these locations represent a
small number of dwellings whose impact is not considered to represent a larger
defined residential area and as such the adverse effects are not considered to
represent a likely significant effect. This is consistent with the methodology
adopted in the ES (see PINS reference APP-345).

C.4.12.

For locations 522, 1060, 1062 and 1074 the predicted magnitude of impact was
reported as negligible in the ES, and with the motorway this impact would now be
minor adverse. The overall noise level at these locations is below the SOAEL and
was not identified as experiencing a significant effect in the ES. This effect would
be unchanged with the motorway because a slight adverse impact would not be
of sufficient magnitude to cause a significant effect when below the SOAEL. This
is consistent with the methodology adopted in the ES (see PINS reference APP345).

C.4.13.

For location 546, the predicted magnitude of impact was reported as minor
adverse in the ES, and with the motorway this impact would now be moderate
adverse. The overall noise level at this location is below the SOAEL and was not
identified as experiencing a significant effect within the ES. This would be
unchanged with the motorway because the location is spatially remote from larger
defined residential areas and as such the adverse effect is not considered to
represent a likely significant effect. This is consistent with the methodology
adopted in the ES (see PINS reference APP-345).
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C.4.14.

For location 15037, the predicted magnitude of impact during the day was reported
as negligible in the ES, and this will change to minor adverse with the motorway.
Since this location is already predicted to experience minor adverse impact at
night, the inclusion of a daytime minor adverse impact will not cause a new, or
materially different, significant adverse effect.

C.4.15.

For locations 772 (day only) and 15935 (day and night), the predicted magnitude
of impact within the ES was minor beneficial but not a significant beneficial effect.
With the motorway, the daytime minor beneficial impact at 772 becomes
negligible, along with the minor beneficial impact at 15935 at night. The
determination of a significant effect would not be changed at these locations.

C.4.16.

Locations 963 and 5066 were predicted to experience a direct significant beneficial
effect (ON-C12(BA), as defined in HE/A14/EX/197 paragraph 6.3.4) within the ES.
This is due to them experiencing either a minor or moderate beneficial impact and
being part of a large number of dwellings in a quiet existing environment and that
are grouped together forming a residential community. With the motorway,
location 963 would only have minor beneficial impacts in both time periods, while
location 5066 would change from moderate beneficial impacts in both time periods
to only moderate beneficial impacts during the day. Both these locations are
considered to remain within the community group and receive a significant
beneficial effect. This is consistent with the methodology adopted in the ES (see
PINS reference APP-345). An example of locations within this community which
receive minor beneficial impacts but are classified as having a significant
beneficial effect are 957 and 959.

C.4.17.

For location 15917, the predicted magnitude of impact in the ES was minor
beneficial impact for both day and night, and due to this location being part of a
community there was predicted to be an indirect beneficial significant effect due to
de-trunking the existing A14. With the motorway, the daytime minor beneficial
impact becomes negligible. However, with the night-time impact remaining as a
minor beneficial impact, this location will remain as an indirect beneficial significant
effect.

C.4.18.

For location 5007 (night) the predicted magnitude of impact was reported as
negligible in the ES, and with the motorway this impact would now be minor
adverse. At this location the predicted daytime impact was minor adverse, and this
remains at minor adverse with the motorway. The overall noise level at this
location is above the SOAEL but was not identified as experiencing a significant
effect in the ES. Since the daytime impact was already minor adverse, the nightimpact changing from negligible to minor adverse would not change the overall
effect and this would remain a non-significant effect.

C.4.19.

For location 209, the predicted magnitude of impact was reported as moderate
adverse in the ES, and with the motorway this impact would now be minor adverse.
The noise level at this location has been reduced following the ES due to the
inclusion of a noise barrier at this location during detailed design. This location
was not predicted to experience a significant adverse effect with the moderate
adverse impact, and would therefore not experience a significant adverse effect
with the minor adverse impact.
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C.4.20.

For locations 927 (day), 989 (day and night), the predicted magnitude of impact
was reported as minor adverse in the ES, and with the motorway this impact would
now be negligible. The overall noise level at these locations is above the SOAEL
but was not identified as experiencing a significant effect in the ES. With the
change to negligible from minor adverse, the predicted effect would remain as not
significant as the motorway is causing the predicted noise level to reduce.

C.4.21.

For locations 15006 and 15007 (both night) the predicted magnitude of impact was
reported as minor adverse in the ES, and with the motorway this impact would
now be negligible. The overall noise levels at these locations is below the SOAEL
and were not identified as experiencing a significant effect in the ES. With the
change to negligible from minor adverse, the predicted effect would remain as not
significant as the motorway is causing the predicted noise level to reduce.

C.4.22.

For location 5218 (day) the predicted magnitude of impact was reported as
negligible in the ES, and with the motorway this impact would now be minor
beneficial. The night-time noise levels at this location were predicted to be a minor
beneficial in the ES, and this was not predicted to be a significant effect. With the
predicted noise impact during the day changing from negligible to minor beneficial,
this would remain as an overall insignificant effect.

C.4.23.

For locations 10016 (night) the predicted magnitude of impact was reported as
negligible in the ES, and with the motorway this impact would now be minor
beneficial. The daytime noise levels at this location were already predicted to be
minor beneficial in the ES and not a significant effect. With the night-time predicted
impact changing from negligible to minor beneficial, the overall effect would
therefore remain as not significant.

C.4.24.

For locations 5429 (day), the predicted magnitude of impact was reported as minor
beneficial in the ES, and with the motorway this impact would now be moderate
beneficial. This location was predicted to experience a significant beneficial effect
(ON-C12(BA)) within the ES. The determination of a significant effect would not
be changed at this location.

C.4.25.

For locations 5407 and 539 (both day) the predicted magnitude of impact was
reported as negligible in the ES, and with the motorway this impact would now be
minor beneficial. Location 539 is an isolated receptor, and the reduction in noise
would not be of sufficient magnitude for this location to be classed as experiencing
a significant beneficial effect. At receptor 5407, which is representative of a
medium number of dwellings and a minor beneficial impact, this would not be
sufficient to be classed as a significant beneficial effect. This is consistent with the
methodology adopted in the ES (see PINS reference APP-345).

C.4.26.

For locations 799 (day), 8017 and 10072, the predicted magnitude of impact was
reported as negligible in the ES, and with the motorway this impact would now be
minor beneficial. This would not be a significant effect and so the conclusion of the
ES would remain.
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C.4.27.

For location 5395, the predicted magnitude of impact was reported as moderate
beneficial in the ES, and with the motorway this impact would now be major
beneficial. This location was predicted to experience a significant beneficial effect
(ON-C11(BA)) within the ES. The determination of a significant effect would not
be changed at this location.

C.4.28.

For location 5422, the predicted magnitude of impact was reported as minor
beneficial in the ES, and with the motorway this impact would now be major
beneficial. This location was predicted to experience a significant beneficial effect
(ON-C12(BA)) within the ES. This significant beneficial effect was due to the
location being part of a large community predicted to experience a reduction in
noise. The change from a minor beneficial to major beneficial impact is due to the
inclusion of a noise barrier in the noise model which was omitted from that used
for the ES. The new major beneficial impact would not change the overall effect at
this location, and it would remain as a significant beneficial effect.

C.4.29.

For location 15937 (night), the predicted magnitude of impact was reported as
moderate beneficial in the ES, and with the motorway this impact would now be
major beneficial. This location was predicted to experience a significant beneficial
effect (ON-C12(BA)) within the ES. The new major beneficial impact would not
change the overall effect at this location, and it would remain as a significant
beneficial effect.

C.4.30.

For non residential locations 215 and 216, the predicted magnitude of impact was
reported as minor adverse in the ES, and with the motorway this impact would
now be negligible. These locations were not identified as experiencing a significant
effect in the ES, and the reduction in impact from minor adverse to negligible would
not change the determination of a non-significant effect.

C.4.31.

For non residential locations 676 and 5429, the predicted magnitude of impact was
reported as negligible in the ES, and with the motorway this impact would now be
minor beneficial. These locations were not identified as experiencing a significant
effect in the ES, and the reduction in impact from negligible to minor beneficial
would not change the determination of a non-significant effect.

C.4.32.

For these 34 locations, Table C4 within Annex 1 shows a copy of the final predicted
noise levels from the ES (shown in HE/A14/EX/197), followed by a revised table
of how these impacts would now be shown (Table C5).
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C.5.

Summary

C.5.1.

The scheme authorised by the DCO is a dual carriageway all-purpose trunk road,
which was to be ‘expressway-ready’. However, modern motorway design has
since evolved, and the scheme includes all the elements required by a modern
motorway. In 2018 the Roads Minister therefore asked Highways England to apply
to reclassify the new road as a motorway to gain the extra safety and journey time
benefits the application of Motorway Regulations would afford.

C.5.2.

A noise assessment has been undertaken to assess whether changes to the traffic
flow expected as a result of the change to motorway status will result in any
materially new, or materially different, likely significant effects on the environment.

C.5.3.

The noise assessment has found that there would be no new, or materially
different, significant effects identified as a result of the change to motorway status.
In addition, the significant effects identified in the ES will remain and not materially
change with the motorway. This is therefore considered to be a non-material
change to the noise impact assessment.
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Annex 1
Legend for Tables
Day

LpAeq,0700-2300

Night

LpAeq,2300-0700

Change (long term) columns:
Major beneficial
Moderate
beneficial
Minor Beneficial
Negligible
Minor adverse
Moderate
adverse
Major adverse
Significance criteria columns:
A

Adverse effect

BA

Beneficial effect

C

Community

NA

Generally no adverse effect

ON

Operational noise

S

Significant observed adverse effect

~

Impacted dwellings where the noise exposure is not significant in terms of
government policy and which are either spatially remote from larger defined
residential areas, or a small number of dwellings whose impact is not
considered to represent the larger defined residential area, or the duration is
short and as such the adverse effects are not considered to represent a likely
significant effect within the ES.

$

Change between “Without scheme 2020” and “Total with scheme 2035” is
due to the growth in traffic on an existing road independent of the proposed
scheme.
Where a cell is highlighted in pink, then a likely significant effect is identified
at the referenced community, or individual residential or non-residential
receptor.
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Table C4 – Detailed Results for Properties with the Potential for Significant Changes in Noise (replicated from HE/A14/EX/197)
Assessment
Location

Area
represented

Without scheme

Day

520
522
546
759
1060
1062
1074
5007
15037
772
963
5066
15917
15935
209
927
989
15006
15007
539
799
5218
5395

2020
Night

Total with
scheme
2035
Day
Night

Change

Significance Criteria

(long-term)
Day
Night

Grafham Road,
Huntingdon
Sokemans Way,
Brampton
Lattenbury Hill,
Huntingdon
Bar Road,
Lolworth
Throckmorton
Drive, Brampton
Sparrow Close,
Brampton
Sparrow Close,
Brampton
Stukeley Road,
Huntingdon
The Osiers,
Buckden
Thornton Way,
Girton
Ambury Hill Walk,
Huntingdon
Alder Drive,
Huntingdon
Ash Court,
Brampton
5-10 Hill Farm
Cottages,
Brooklands Lane,
Alconbury
High Street,
Offord Cluny
West Street,
Godmanchester
Church Street,
Buckden
Church Street,
Buckden
Offord Road,
Godmanchester
Flack End,
Cambridge
Walden Road,
Huntingdon

52.9

45.9

55.6

48.1

2.7

2.2

Number
of
Properties
1

Type of
Effect

Noise
Insulation?

Direct
Effect

NA

-

-

Significant
Effect Code

50.9

44.7

54.1

47.2

3.2

2.5

10

NA

-

-

$

46.1

40.9

50.9

44.5

4.8

3.6

1

A

-

-

~

54.6

46.8

56.9

49.6

2.3

2.8

3

NA

-

-

~

50.7

44.2

53.2

46.4

2.5

2.2

20

NA

-

-

50.1

43.9

52.8

46

2.7

2.1

9

NA

-

-

48.6

42.6

51.4

44.8

2.8

2.2

8

NA

-

-

66.5

58.6

67.6

59.5

1.1

0.9

31

NA

-

-

59.2

51.3

62

54.3

2.8

3

42

NA

-

-

53.5

47.8

50.5

45

-3

-2.8

38

NA

-

-

49.1

41.6

44.1

37.4

-5

-4.2

81

BA

-

No

ON-C12(BA)

50

42.7

44.5

37.7

-5.5

-5

32

BA

-

No

ON-C12(BA)

56

48.8

52.9

45.7

-3.1

-3.1

57

NA

-

-

ON-C02

62.2

54

57.5

49.9

-4.7

-4.1

6

BA

-

-

63.4

60.1

67.5

63.8

4.1

3.7

2

A

-

-

~

68.4

60.2

69.4

61.1

1

0.9

2

NA

-

-

$

67.9

59.5

68.9

60.7

1

1.2

13

NA

-

-

$

62

54

62.8

55.1

0.8

1.1

28

NA

-

-

62.2

54.1

62.9

55.1

0.7

1

25

NA

-

-

67.3

58.8

66.8

58.8

-0.5

0

1

NA

-

-

58.8

51

56.4

48.9

-2.4

-2.1

43

NA

-

-

64.6

56.9

63.8

55.9

-0.8

-1

66

NA

-

-

Percy Green
Place,
Huntingdon

62.1

53.9

52.7

45.5

-9.4

-8.4

114

BA

-

No

$

ON-C11(BA)
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Assessment
Location

Area
represented

Without scheme

Day

5407
5422
5429
8017
10016
10072
15937
215
216
676

5429

Scholars Avenue,
Huntingdon
Waters Meet,
Huntingdon
Bridge Place,
Godmanchester
Weavers Field,
Girton
Chieftain Way,
Cambridge
Neal Drive,
Cambridge
Girton Road,
Girton
Research Centre,
Woolley Lane
Research Centre,
Woolley Lane
Bentley
Mechanical
Services Ltd,
Swavesey
Select Travel,
Huntingdon

2020
Night

Total with
scheme
2035
Day
Night

Change
(long-term)
Day
Night

Significance Criteria

61.9

54

59.1

51.4

-2.8

-2.6

Number
of
Properties
50

Type of
Effect

Noise
Insulation?

Direct
Effect

NA

-

-

Significant
Effect Code

53.7

45.8

49

42

-4.7

-3.8

24

BA

-

No

ON-C12(BA)

69

60.7

66.1

58

-2.9

-2.7

93

BA

-

No

ON-C12(BA)

55.5

48.8

52.6

47

-2.9

-1.8

44

NA

-

-

58.2

50.5

54.9

47.6

-3.3

-2.9

42

NA

-

-

55.6

48.2

53.4

46.1

-2.2

-2.1

23

NA

-

-

69.7

61.2

63.8

56.3

-5.9

-4.9

1

BA

-

-

58.4

51.8

61.4

54.9

3

3.1

1

NA

N/A

-

52.8

47.8

55.8

50.9

3

3.1

1

NA

N/A

-

70.9

62.5

68.2

60.1

-2.7

-2.4

1

NA

N/A

-

69

60.7

66.1

58

-2.9

-2.7

1

BA

N/A

-

ON C17(BA)

Page C16 of C18

A14 Cambridge to Huntingdon Improvement Scheme
Table C5 – Detailed Results for Properties with the Potential for Significant Changes in Noise (updated table from HE/A14/EX/197 with motorway)
Assessment
Location

Area
represented

Without scheme

Day

520
522
546
759
1060
1062
1074
5007
15037
772
963
5066
15917
15935
209
927
989
15006
15007
539
799
5218
5395

Grafham Road,
Huntingdon
Sokemans Way,
Brampton
Lattenbury Hill,
Huntingdon
Bar Road,
Lolworth
Throckmorton
Drive, Brampton
Sparrow Close,
Brampton
Sparrow Close,
Brampton
Stukeley Road,
Huntingdon
The Osiers,
Buckden
Thornton Way,
Girton
Ambury Hill Walk,
Huntingdon
Alder Drive,
Huntingdon
Ash Court,
Brampton
5-10 Hill Farm
Cottages,
Brooklands Lane,
Alconbury
High Street,
Offord Cluny
West Street,
Godmanchester
Church Street,
Buckden
Church Street,
Buckden
Offord Road,
Godmanchester
Flack End,
Cambridge
Walden Road,
Huntingdon
Percy Green
Place,
Huntingdon

2020
Night

Total with
scheme
2035
Day
Night

Change

Significance Criteria

(long-term)
Day
Night

52.9

45.9

56

48.5

3.1

2.6

Number
of
Properties
1

Type of
Effect

Noise
Insulation?

Direct
Effect

Significant
Effect Code

NA

-

-

~

50.9

44.7

54.6

47.7

3.7

3

10

NA

-

-

$

46.1

40.9

51.3

44.8

5.2

3.9

1

A

-

-

~

54.6

46.8

57.2

49.9

2.6

3.1

3

NA

-

-

~

50.7

44.2

54.2

47.4

3.5

3.2

20

NA

-

-

$

50.1

43.9

53.1

46.3

3

2.4

9

NA

-

-

$

48.6

42.6

51.7

45.1

3.1

2.5

8

NA

-

-

$

66.5

58.6

67.7

59.7

1.2

1.1

31

NA

-

-

$

59.2

51.3

62.2

54.5

3.0

3.2

42

N/A

-

-

53.5

47.8

50.6

45.1

-2.9

-2.7

38

NA

-

-

49.1

41.6

44.3

37.6

-4.8

-4

81

BA

-

No

ON-C12(BA)

50

42.7

44.6

37.8

-5.4

-4.9

32

BA

-

No

ON-C12(BA)

56

48.8

53.1

45.8

-2.9

-3

57

NA

-

-

ON-C02

62.2

54

58.9

51.3

-3.3

-2.7

6

BA

-

-

63.4

60.1

66.1

62.6

2.7

2.5

2

A

-

-

~

68.4

60.2

69.3

61

0.9

0.8

2

NA

-

-

$

67.9

59.5

68.7

60.5

0.8

1

13

NA

-

-

$

62

54

62.5

54.8

0.5

0.8

28

NA

-

-

62.2

54.1

62.6

54.9

0.4

0.8

25

NA

-

-

67.3

58.8

65.9

57.9

-1.4

-0.9

1

NA

-

-

58.8

51

55.5

48.1

-3.3

-2.9

43

NA

-

-

64.6

56.9

63.6

55.7

-1

-1.2

66

BA

-

-

62.1

53.9

50.8

43.8

-11.3

-10.1

114

BA

-

No

~

ON-C11(BA)

Page C17 of C18

A14 Cambridge to Huntingdon Improvement Scheme
Assessment
Location

Area
represented

Without scheme

Day

5407
5422
5429
8017
10016
10072
15937
215
216
676

5429

Scholars Avenue,
Huntingdon
Waters Meet,
Huntingdon
Bridge Place,
Godmanchester
Weavers Field,
Girton
Chieftain Way,
Cambridge
Neal Drive,
Cambridge
Girton Road,
Girton
Research Centre,
Woolley Lane
Research Centre,
Woolley Lane
Bentley
Mechanical
Services Ltd,
Swavesey
Select Travel,
Huntingdon

2020
Night

Total with
scheme
2035
Day
Night

Change
(long-term)
Day
Night

Significance Criteria

61.9

54

58.8

51.1

-3.1

-2.9

Number
of
Properties
50

Type of
Effect

Noise
Insulation?

Direct
Effect

BA

-

-

Significant
Effect Code

53.7

45.8

42.4

35.8

-11.3

-10

24

BA

-

No

ON-C12(BA)

69

60.7

65.8

57.8

-3.2

-2.9

93

BA

-

No

ON-C12(BA)

55.5

48.8

52.5

46.9

-3

-1.9

44

BA

-

-

58.2

50.5

54.6

47.3

-3.6

-3.2

42

BA

-

-

55.6

48.2

52.1

45

-3.5

-3.2

23

BA

-

-

69.7

61.2

62.3

55.1

-7.4

-6.1

1

BA

-

-

58.4

51.8

60.4

54

2

2.2

1

NA

N/A

-

52.8

47.8

55.5

50.2

2.7

2.4

1

NA

N/A

-

70.9

62.5

67.5

59.3

-3.4

-3.2

1

BA

N/A

-

69

60.7

65.8

57.8

-3.2

-2.9

1

BA

N/A

-

ON-C17(BA)
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If you need help accessing this or any other Highways England information,
please call 0300 123 5000 and we will help you.
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