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1. Strategic Dimension 

1.1. Introduction  
This Strategic Dimension forms part of the five cases that make up the Department for Transport’s (DfT) 
Transport Business Case process. The Strategic Dimension sets out the ‘Strategic Fit’ and ‘Case for Change’ in 
relation to the Cambridge South East Transport Phase 2 Scheme (CSET2 - note: the distinction between the 
CSET1 and CSET2 schemes is explained in paragraph 1.3 below). It explains the rationale for making the 
investment and the implications of the scheme not being progressed. It also presents evidence on the strategic 
policy fit of the proposed scheme. This report also sets out the scheme options which have been considered 
and the process of arriving at the preferred option. 

1.1.1. Updates undertaken in this report 
The Cambridge South East Transport Study (formerly known as the A1307, Three Campuses to Cambridge 
project) aims to deliver fast and reliable public transport links, serviced by a new Travel Hub, together with high-
quality cycling and walking routes, for people travelling between Cambridge and the towns and villages to the 
south east of the city.  

A Strategic Case was produced by Mott MacDonald as part of the Outline Business Case (OBC) stage in May 
2020 (CSET-20-00) (hereafter referred to as “OBC 2020”). OBC 2020 was produced to check whether the 
conclusions set out in the A1307 Haverhill to Cambridge (now known as CSET2) Preferred Options Report1 
developed by WSP in 2017 were still valid. It focused on the detailed assessment of the options to find the 
optimum solution to address the problems identified.  

When the OBC was developed, CSET2 was regarded as one of several Greater Cambridge Partnership (GCP) 
projects that formed Phase 1 of the longer-term Cambridgeshire Autonomous Metro (CAM) programme. CAM 
proposals were ceased in 2021, and CSET2 is no longer being delivered as a part of the wider CAM 
programme. Further information can be found in the Updated Business Case Position for CSET2 20212. 

Following the cancellation of CAM and a project review, the segregated route along Francis Crick Avenue was 
replaced by on road running. Also, following the resumption of the CSET2 project in early 2024, development of 
the segregated cycle way infrastructure on Francis Crick Avenue has been decoupled from the project and is to 
be completed under permitted development rights as an independent project. CSET2 also does not include an 
improved active travel link to Granta Park over the A11 which is being delivered as part of CSET 1.  GCP has 
commissioned AtkinsRéalis to revisit the OBC to reassess the need for CSET2 and suitability of the scheme. 
This Strategic Dimension therefore forms part of the refreshed OBC. The key updates undertaken in this 
refresh are changes to the policy context to reflect the latest national policies (including Transport 
Decarbonisation Plan 2021, Net Zero Strategy 2021, Gear Change 2021, Bus Back Better 2021 etc.), the local 
context for the scheme, the impacts of future growth and developments and a logic map to reflect the case for 
change. Each section presents an explanation of how the scheme addresses emerging and future mobility 
demands in Cambridge and the South East.     

Between OBC 2020 and this Strategic Dimension Refresh, the Future Growth Technical Note 20243 (CSET-21-
06) (hereafter referred to as Future Growth note) was produced by Strutt & Parker on behalf of GCP. This 
document reinforces the key role of CSET2 in providing a sustainable transport link for people commuting 
further from Cambridge to work in the city. The Future Growth note assesses and reviews employment and 
housing growth within and outside Cambridge, and highlights particularly the expansion of the Cambridge 
Biomedical Campus (CBC), which will all create additional transport demands. Such exploration of growth 
opportunities strengthens the case for change and further justifies the need for transport interventions through 
CSET2. It also underpins the majority of the updates undertaken in this Strategic Dimension Refresh.  

 
1 A1307 Haverhill to Cambridge Preferred Options Report, REPORT No. 70012014-2016-04, February 2017 

2 CSET-Updated-Business-Case-Position (greatercambridge.org.uk) 
3 Future Growth in Greater Cambridge Technical Note, Prepared by Strutt & Parker on behalf of Greater Cambridge Partnership, 
September 2024 

https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Public-Transport/Cambridge-South-East-Transport/Documents-2021/CSET-Updated-Business-Case-Position.pdf
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1.1.2. Structure of the Strategic Dimension  
The structure of the Strategic Dimension aligns to the latest DfT Business Case Guidance4 which outlines key 
areas that should be considered as part of the business case documentation and the level to which this should 
be undertaken at OBC stage. Table 1-1 shows alignment of the Strategic Dimension with DfT guidance. 

1.1.3. Alignment with DfT guidance 
The key Strategic Dimension elements and questions in the latest DfT Business Case Guidance are listed in 
Table 1-1 and Table 1-2 respectively, which reference the relevant OBC sections. 

 

Table 1-1 - Overview of the Strategic Dimension – elements  

DfT requirements - Key Strategic Dimension elements to be addressed at 
Outline Business Case Stage 

Section reference 

Organisation overview – an outline of the strategic priorities and responsibilities of 
the organisation(s) responsible for the proposal (for example DfT, National 
Highways, or the Local Authority) 

1.2 

Business strategy and wider strategies – determine the strategic fit of the proposal 
to the priorities of relevant organisations, the government (for example, the 
ambition to achieve net zero greenhouse gas emissions by 2050) and the 
regional, combined and local authorities in scope 

1.4 

Interdependencies – set out the strategic portfolios, programmes and projects that 
the investment may interact with or link to: do they contribute towards achieving 
the same outcomes? Where does the intervention sit within this hierarchy? 

1.11 

Existing arrangements and the impact of not changing – provide a clear picture of 
the current service model that serves as the baseline from which to measure 
future improvements. If applicable, set out the geographical scope of the 
investment and the economic, social and environmental context of the area: what 
is the impact of not intervening? 

1.5 and 0 

Business needs and service gaps – determine the organisation’s business needs: 
these are internal and external factors that are needed for the transport 
intervention to fulfil its objectives 

1.8 

Problem identification – describe the problem(s) identified to determine the 
rationale: what is the evidence base underpinning the problem? Does it justify the 
need for a transport intervention? 

1.5, 0 and 1.8  

SMART spending objectives – establish SMART objectives for what the 
investment sets out to achieve: these should be specific, measurable, achievable, 
relevant and time-constrained. SMART objectives should align to the strategic 
priorities identified and provide clear measures of success 

1.9 

Scope – explain the scope of the intervention: what will it deliver? What is out-of-
scope? 

1.1.1 

 

Table 1-2 - Overview of the Strategic Dimension – key questions  

DfT requirements - Key Strategic Dimension questions5 Section reference 

Strategic context  

How does the transport proposal contribute to the strategic priorities of the 
organisation, wider transport objectives and government ambitions? 

1.4 

 
4 https://www.gov.uk/government/publications/transport-business-case/transport-business-case-guidance 
5 Questions for the strategic context listed in DfT’s Transport Business Case Guidance: 
https://www.gov.uk/government/publications/transport-business-case/transport-business-case-guidance  

https://www.gov.uk/government/publications/transport-business-case/transport-business-case-guidance
https://www.gov.uk/government/publications/transport-business-case/transport-business-case-guidance
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What are the relevant local, regional or network objectives that the proposal 
contributes to or that are dependent on delivery? 

1.4 

Is the proposal part of an integrated strategy or programme of work delivered by 
DfT or other relevant organisations? What is the overall level of impact of this 
proposal in combination with other connected schemes? 

1.11 

Who are the target and/or affected population(s)? Have they, and other relevant 
stakeholders, been consulted on their needs, current behaviours and attitudes to 
the proposed intervention? 

1.7 

If this is a major project or programme, is there an integrated assurance plan in 
place as required by the Major Projects Authority? 

Covered in 
Management 
Dimension Section 1.5 

Case for change  

What are the SMART spending objectives that the proposal aims to achieve? How 
were they determined, and how do they ensure the proposal contributes to 
achieving the strategic priorities? 

1.5, 0, 1.8, 1.9and 0 

What are the existing arrangements for the provision of transport services? Can 
they be better utilised or are more fundamental changes required? 

1.5 

What is the geographical scope of the investment? How does the proposal interact 
with the socio-economic context of the area(s)? 

1.5.1 

What problem(s) identified are supported by a robust evidence base? 1.8 

Why is the investment needed either now or in the future? What would happen if 
the proposal didn’t go ahead? 

0 

Are there any internal or external business drivers that support the investment or 
pressures that make it necessary to act? 

1.7 

How will a successful delivery of the investment be measured? 1.14 

What are the constraints and dependencies considering other programmes and 
projects which are underway? Are there risks to the organisation in taking the 
proposal forward? 

1.11 and 1.16 

Was a Starting Gate Review undertaken before the decision was taken to proceed 
with the investment? 

Covered in 
Management 
Dimension 

What was the process for generating the longlist of investment options and how 
have they been refined to a shortlist of options? How was the preferred way 
forward determined? 

1.12 

How does each investment option contribute to and/or conflict with achieving the 
SMART objectives and the strategic priorities identified? 

1.15 

1.2. About Greater Cambridge Partnership  
The GCP was formed to enter into the Greater Cambridge City Deal (City Deal) signed by central Government 
in 2014. The GCP is formed of five partners - Cambridge City Council (City Council), Cambridgeshire County 
Council (CCC), South Cambridgeshire District Council (SCDC), the University of Cambridge and the Local 
Enterprise Partnership (now the Cambridgeshire and Peterborough Combined Authority). The GCP is the local 
delivery body and the scheme promoter for CSET Phase 1 and 2, overseeing the promotion of local economic 
growth and development. The GCP aims to: 

• Deliver up to £1 billion of investment, providing vital improvements to infrastructure, supporting and 
accelerating the creation of 51,800 new jobs and 66,600 new homes to Greater Cambridge by 20416, and; 

 
6 Employment and housing targets are in line with the latest Greater Cambridge Emerging Local Plan published in January 2023 
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• Enable a new wave of innovation-led growth in the Greater Cambridge area by investing in infrastructure, 
housing and skills, thereby addressing housing shortages and transport congestion bottlenecks that will 
facilitate its continued growth and a continuation of the ‘Cambridge Phenomenon’7. 

GCP's Executive Board is a statutory joint committee formed by CCC, SCDC and the City Council.  As such it is 
a decision-making body formed under section 102(1) (b) of the Local Government Act 1972 and section 9EB of 
the Local Government Act 2000. A joint committee is not a self-standing legal entity but is able to carry out 
delegated activities on behalf of its constituent authorities. A wide range of transport functions have been 
delegated to GCP. GCP’s transport vision to support and develop Greater Cambridge includes an integrated 
transport plan formed of new public transport routes offering a viable alternative to car use and active travel 
routes offering safe off-road journeys to pedestrians and cyclists. GCP aims to integrate these plans with the 
upcoming rail improvements, on-road cycle provisions, traffic management solutions, and improved bus 
services to ensure the Greater Cambridge area remains a thriving part of the region.   

Figure 1-1 - GCP’s vision for an integrated transport plan 

 
Source: Greater Cambridge City Deal Assurance Framework, 20228 

 

The Greater Cambridge City Deal Assurance Framework (2022) which provides overarching governance 
arrangements for GCP has established key strategic objectives against which projects will be prioritised: 

• To nurture the conditions necessary to enable the potential of Greater Cambridge to create and retain the 
international high-tech businesses of the future which bring investment into the UK; 

 
7 The Cambridge Phenomenon, a term first coined by Peta Levi in a Financial Times article in November 1980, refers to the explosion of 
technology, life sciences and service companies that has occurred in Cambridge since 1960. The cluster has evolved into one of the 
world’s most enterprising networks of people and companies under the support of the University of Cambridge. 
8 Governance-Assurance-Framework-2022 (greatercambridge.org.uk) 

https://www.greatercambridge.org.uk/asset-library/About/Governance/Governance-Assurance-Framework-2022.pdf
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• To better target investment to the needs of the Greater Cambridge economy by ensuring those decisions 
are informed by the needs of businesses and other key stakeholders such as the universities; 

• To markedly improve connectivity and networks between clusters and labour markets so that the right 
conditions are in place to drive further growth; and 

• To attract and retain more skilled people by investing in transport and housing whilst maintaining a good 
quality of life, in turn allowing a long-term increase in jobs emerging from the internationally competitive 
clusters and more University of Cambridge spin-outs. 

1.3. About Cambridge South East Transport 
The Cambridge South East Transport project (CSET) was identified by GCP to improve journey times, reliability 
and link communities and employment sites in the area south east of Cambridge. The CSET project is made up 
of two phases detailed below, and aims to offer better public transport and active travel options for the A1307 
and A1301 area:  

• Phase 1 of CSET (CSET1) includes improvements related to road safety, walking, cycling and bus priority 
measures along the A1307 between Haverhill and Cambridge. Some of these elements are low cost and 
do not require extra land, as they are within the highway, or planning consent.  

• Phase 2 of CSET (CSET2) involves a new public transport route from the A11 via Sawston and Shelford to 
the Cambridge Biomedical Campus and a new Travel Hub near the A11/A1307 junction. 

Further details of CSET1 and CSET2 are within the OBC 2020.  

1.4. Policy context 
The policy context of the CEST2 scheme is detailed within the OBC 2020. Upon review of these policies, this 
section presents the updates to reflect the CSET2 scheme’s alignment with the latest policies and plans since 
2020. There are several plans and policies for economic growth, spatial planning and transport which are of 
relevance to the scheme at national, regional and local level.  

1.4.1. National policies 
National Policies identified within this Strategic Dimension Refresh represent the latest available policy 
documents issued by Central Government. Following the change in government after the 2024 general 
election, these policies are still considered relevant at the time of writing.  

1.4.1.1. National Planning Policy Framework (2024) 

The National Planning Policy Framework (NPPF) sets out the UK Government’s planning policies for England. 
This document sets out requirements of the planning system and how policy should be adhered to and 
delivered in local plan development and planning decisions. It has recently been revised in response to the 
Proposed reforms to the National Planning Policy Framework and other changes to the Planning system 
consultation on 12 December 2024. The latest version was published in December 20249.   

The NPPF promotes sustainable development and addresses the importance of developing sustainable 
transport solutions to support sustainable development.  

 
9 https://assets.publishing.service.gov.uk/media/675abd214cbda57cacd3476e/NPPF-December-2024.pdf  

https://assets.publishing.service.gov.uk/media/675abd214cbda57cacd3476e/NPPF-December-2024.pdf
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1.4.1.2. DfT Transport Investment Strategy (2017) 

The details of the Transport Investment Strategy (TIS) and the alignment between it and the CSET2 scheme 
can be found in section 3.1.2 of the OBC 2020.  

1.4.1.3. DfT Transport Decarbonisation Plan (2021) 

DfT’s Transport Decarbonisation Plan (TDP)10 outlines the Government's commitments and planned actions to 
deliver the net zero greenhouse gas (GHG) emissions goal for the transport sector by 2050. Transport is the 
largest contributor to UK domestic GHG emissions and responsible for about 27% of the total emissions in 
2019. The TDP provides commitments and enablers to reduce the GHG emissions in the transport sector. The 
measures identified to decarbonise transport would also deliver wider benefits like improved air quality and 
health, a reduction in noise and reduced congestion for everyone across UK.  

The TDP includes the below for the transport sector: 

• The pathway to net zero in the UK;  

• The wider benefits net zero can deliver; and 

• The principles that underpin the approach to delivering net zero for the transport sector. 

The TDP reflects an increasing priority for decarbonisation of the transport network, including a greater focus 
on public transport and active modes (as set out in other strategies such as Gear Change11 and Bus Back 
Better12). 

The Plan’s strategic priorities include: 

• Priority 1: Accelerating modal shift to public and active transport - achieved by increasing the share of 
journeys taken by cycling and walking and the delivery and development of a cohesive, integrated, and 
affordable net zero public transport network. 

• Priority 2: Decarbonising road transport - With all new non-zero emission road vehicles, from motorbikes to 
HGV’s, phased out by 2040. A fleet of fully zero emission road vehicles will remove the source of 91% of 
today’s domestic transport GHG emissions.  

 
10 https://www.gov.uk/government/publications/transport-decarbonisation-plan  
11 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/904146/gear-change-a-bold-vision-for-
cycling-and-walking.pdf  
12 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/980227/DfT-Bus-Back-Better-national-
bus-strategy-for-England.pdf  

Scheme’s alignment with NPPF  

The CSET2 scheme is a significant transport intervention for Cambridge and is strongly aligned with the 
NPPF. The scheme will introduce a new public transport route in South East Cambridge, connecting major 
employment hubs to the city, and will provide modal shift opportunities towards sustainable public transport 
mode.  

The CSET2 scheme aligns with the NPPF’s priorities in the following ways:  

• The NPPF advocates the pursuit of opportunities to promote walking, cycling and public transport 
use, which are delivered through the CSET2 scheme by the creation of the Travel Hub, active 
travel facilities and the new public transport route between the A11 and the CBC. 

• The NPPF highlights that cycling networks should be supported by facilities such as secure cycle 
parking, which are provided by the CSET2 in the new Travel Hub, including secured and covered 
cycle parking facilities.  

• The NPPF encourages the provision of various transport modes, particularly those that can help 
reduce congestion and emissions, and improve air quality and public health. Through active travel 
and public transport interventions, the CSET2 scheme facilitates modal shift from vehicular travel 
to more environmentally friendly modes, thereby aligning with this ambition of the NPPF. 

• The NPPF aims to delivery sufficient supply of homes across the UK. The CSET2 scheme 
contributes toward this ambition by providing the necessary transport infrastructure to support 
these housing developments and accommodate the resulting transport demands.  

https://www.gov.uk/government/publications/transport-decarbonisation-plan
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/904146/gear-change-a-bold-vision-for-cycling-and-walking.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/904146/gear-change-a-bold-vision-for-cycling-and-walking.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/980227/DfT-Bus-Back-Better-national-bus-strategy-for-England.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/980227/DfT-Bus-Back-Better-national-bus-strategy-for-England.pdf
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• Priority 3: Decarbonising how we get our goods - With freight systems decarbonised and pioneering new 
zero emission technologies introduced. A shift to zero carbon modes of transport goods and services, 
including greater use of rail and domestic maritime, will make the freight system net zero before 2050. 

• Priority 4: Place-based solutions – sustainability will be at the heart of levelling-up, with every place in the 
UK having its own net zero emission transport network before 2050.  

• Priority 5: UK as a hub for green transport, technology, and innovation – The UK will play a key role in the 
green revolution and will lead the deployment of wider future of transport technologies.   

• Priority 6: Reducing carbon in a global economy – the UK will significantly reduce the impact of aviation on 
the environment through a combination of new aerospace technology such as electric and hydrogen 
aircraft, development and commercialisation of sustainable aviation fuels, operational efficiencies, and 
market-based measures. 

 

1.4.1.4. 10 Point Plan for a Green Industrial Revolution (2020)13 & Net Zero Strategy: Build Back Greener 
(2021)14 

The 10 Point Plan sets out the approach the Government will take to build back better, support green jobs and 
accelerate the path towards Net Zero. The following areas from the 10 Point Plan are relevant to CSET2: 

• Green public transport, cycling and walking; 

• Protecting our natural environment; and 

• Zero-emission vehicles. 

The Net Zero Strategy builds on the foundations set out in the 10 Point Plan, setting out how the UK can 
achieve its net zero target by 2050 across the different sectors of the economy. This includes commitments to:  

• Increase the share of journeys taken by public transport, cycling and walking; and 

• Invest £3 billion in the National Bus Strategy, creating integrated networks, more frequent services, and 
bus lanes to speed journeys, and support delivery of 4,000 net zero emission buses and the infrastructure 
needed to support them. 

 
13The Ten Point Plan | GOV.UK (2020) 
14 Net Zero Strategy: Build Back Greener | GOV.UK (2021) 
  

Scheme’s alignment with TPD  

The CSET2 scheme is a significant transport intervention for Cambridge and is strongly aligned with the 
UK’s Decarbonisation Plan. The scheme will introduce a new public transport route in South East 
Cambridge, connecting major employment hubs to the city, and will provide modal shift opportunities 
towards sustainable public transport mode.  

The scheme aligns with the TDP’s strategic priorities by:  

• Facilitating the modal shift by provision of a new public transport and providing an attractive 
alternative to the private car; 

• Supporting the net zero emission targets by potential modal shift and providing sustainable 
transport option; 

• Support decarbonisation by providing public transport connectivity in new areas, cycle parking at 
the transport hub and bus stops, and support electric vehicle charging points; and  

• Ensuring the county has resilient transport infrastructure to adapt through the promotion and 
encouragement of sustainable travel and ensuring sufficient future capacity within the county’s 
transport network. The delivery of CSET2 should be seen as essential to support the ongoing 
growth of Cambridge, and the UK’s commitments towards decarbonisation of the transport sector. 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/936567/10_POINT_PLAN_BOOKLET.pdf
https://www.gov.uk/government/publications/net-zero-strategy
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1.4.1.5. Whilst these documents were published under the 2019 to 2022 Johnson Conservative 
government, there is no suggestion of any policy change following the change in Government on 
the 5th July 2024. Levelling Up the United Kingdom (2022) 

The Levelling Up the United Kingdom (hereafter Levelling Up) White Paper (2022)15 is a flagship economic 
programme, which will seek to spread opportunities more equally across the country and ‘narrow the gap’ 
between all parts of the UK in terms of economic performance, services, and opportunities. To achieve this, 
Levelling Up will require activity in four ‘focus areas’: 

• Boosting productivity, pay, jobs and living standards by growing the private sector; 

• Spreading opportunities and improving public services; 

• Restoring a sense of community, local pride and belonging; and,  

• Empowering local leaders and communities.  

Grouped under these four focus areas are 12 ‘national missions’ to be achieved by 2030, which are essentially 
objectives. Those most relevant to CSET2 are below:  

• Pay, employment and productivity will have risen in every area of the UK; 

• Domestic public investment in R&D outside the Greater South East will increase by at least 40%; 

• Public transport connectivity across the UK to be ‘significantly closer to the standards of London’, including 
improved services, integrated ticketing and simpler fares; 

• Well-being will have improved in every area of the UK. 

 

Despite changes in ruling party and political agenda in the UK in 2024, there is no suggestion of any changes in 
the direction, focus areas and relevance of the Levelling Up agenda. The new Government’s strategy should be 
closely monitored to assess how CSET2’s contribution towards national policies can be enhanced. 

1.4.1.6. Bus Back Better (2021)16 

Bus Back Better is the national bus strategy for England. The central aim of the strategy is to increase 
patronage on buses, firstly back to the pre-pandemic levels, and then to exceed it. The most direct way to 
achieve this aim is to make buses a practical and attractive alternative to the private car.  

This strategy aims to make buses more frequent, faster, more reliable, easier to understand and use, better 
coordinated and cheaper.  

 
15 Levelling Up the UK White Paper | GOV.UK (2022)   
16 Bus Back Better | (GOV.UK, 2021) 

Scheme’s alignment with 10 Point Plan and Net Zero Strategy 

The CSET2 scheme introduces a new public transport route in South East Cambridge which connects 
major employment hubs to the city. It will support the ambitions and commitments of the 10 Point Plan and 
Net Zero Strategy by:  

• Providing improved public transport access and connectivity to South East Cambridge as attractive 
alternatives to private car;  

• Increasing the share of journeys undertaken by public transport; and 

• Supporting the shift towards sustainable modes of transport and zero emissions. 

Scheme’s alignment with Levelling Up  

The scheme aligns well with the DfT Levelling Up White Paper as it aims to improve public transport 
connectivity and accessibility in South East Cambridge. It will connect communities to large employment 
destinations and hubs in central Cambridge and South East Cambridge. The scheme will support the 
region’s strong track record of delivering growth and productivity by facilitating growth of the strong hi-tech, 
biomedical and other clusters in South East Cambridge.  

The scheme will encourage inward investment and growth of housing and development by future-proofing 
the transport network, as well as easing congestion and supporting the shift to sustainable public transport 
modes.  

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1052708/Levelling_up_the_UK_white_paper.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/980227/DfT-Bus-Back-Better-national-bus-strategy-for-England.pdf
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The strategy recognises that strong bus networks connect communities, provide access to employment 
opportunities and boost economic growth and social inclusion. The key to making bus services more attractive 
is making them faster and more reliable. Bus priority measures achieve this through allocation of road space for 
bus travel, traffic signal priority, bus gates, and clear and consistent signage. The Bus Back Better Strategy 
also supports more Bus Rapid Transport networks, using high-capacity buses on segregated, bus-only 
roadways with stops.  

 

1.4.1.7. Cycling and Walking Investment Strategy (2022) 

The second Cycling and Walking Investment Strategy (CWIS2) follows CWIS1 (2017) and reaffirms the 
Government’s commitment to making walking, wheeling, and cycling the natural choices for millions of 
journeys. Active travel is good for the environment, the economy and public health. It eases congestion and 
benefits air quality. The Government has committed an unprecedented £2 billion of funding for active travel 
over 5 years. The primary aim of the investment is for 50% of all journeys in towns and cities to be walked or 
cycled by 2030.  

CWIS2 sets out objectives and financial resources for the period April 2021 to March 2025. The aims and 
targets in CWIS1, alongside the vision set out in Gear Change (2020) have informed the revised set of 4 
objectives to 2025 to: 

• Increase the percentage of short journeys in towns and cities that are walked and cycled from 41% in 
2018/19 to 46% in 2025. 

• Increase walking activity, where walking activity is measured as the total number of walking stages per 
person per year, to 365 stages per person per year in 2025. Increasing from 318 recorded in 2022 and 279 
in 202117.  

• Double cycling where cycling activity is measured as the estimated total number of cycling stages made 
each year, from 0.8 billion stages in 2013 to 1.6 billion stages in 2025.  

• Increase the percentage of children aged 5 to 10 who usually walk to school from 49% in 2014 to 55% in 
2025.  

• The objectives reflect ambitions to boost overall levels of walking, wheeling and cycling across England 
while undertaking targeted investment to enable more walking, wheeling and cycling in towns and cities.  

 
17 Walking and cycling statistics, England: Introduction and main findings | (GOV.UK, August 2023) 

Scheme’s alignment with the Strategy 

The scheme aligns well with the Bus Back Better Strategy as it provides a new public transport route along 
the A1307 corridor in South East Cambridge. The new stops and facilities will improve user experience 
with shelter and real-time passenger information; and the scheme will provide drop off facilities, disabled 
parking, and cycle parking and lockers to encourage active travel. 

CSET2 aims to transform public transport connectivity along the corridor, delivering better bus services 
which provides an attractive, and faster, alternative to private vehicles. It helps to achieve the objectives of 
the Bus Back Better strategy by: 

• Increasing patronage levels on buses post-pandemic; 

• Encouraging modal shift towards bus travel; 

• Improving passenger satisfaction by providing better and more frequent services; and  

• Contributing towards the green transport revolution. 

https://www.gov.uk/government/statistics/walking-and-cycling-statistics-england-2022/walking-and-cycling-statistics-england-introduction-and-main-findings#:~:text=Average%20walking%20stages%20have%20increased,stages%20per%20person%20per%20year.


 

 

 

Strategic Dimension refresh 
AtkinsRéalis Page 15 of 97 
 

 

1.4.1.8. Gear Change (2020)18 and Gear Change: one year on (2021)19 

Increasing cycling and walking can help tackle some of the most challenging issues faced by societies – 
improving air quality, combatting climate change, improving health and wellbeing, addressing inequalities, and 
tackling congestion on the highway network.  

The Gear Change Plans outline the Government’s vision to make England a great walking and cycling nation. It 
sets out actions required at all levels of government to achieve these, grouped under four key commitments to:  

• Create better streets for cycling and pedestrians by delivering safe walking and cycling routes, low-traffic 
neighbourhoods, School Streets, zero-emission cities and improving the National Cycle Network; 

• Put cycling and walking at the heart of transport, place-making, and health policy by ensuring schemes 
cater for walking and cycling, providing better integration with trains and buses, embedding walking and 
cycling in the planning system;  

• Empower and encourage local authorities by increasing funding, capacity and support, allowing local 
authorities to enforce against moving traffic offences, setting standards and introducing a new 
commissioning body and inspectorate, Active Travel England; and 

• Enable people to cycle and protect them when they cycle by ensuring that every adult and child who wants 
it receives cycle training, working with GPs to prescribe cycling, tackling cycle theft, updating The Highway 
Code and establishing an e-cycle support programme.  

The aspects of the strategy most relevant to the south-east of Cambridge are outlined below: 

• Developing a safe, continuous, direct network for cycling in towns and cities, physically separated from 
pedestrians and highway traffic and connecting places people want to go. In order to increase cycling, 
cycling infrastructure will be improved and redesigned;  

• Cycling infrastructure should be designed for significant numbers of cyclists and for non-standard cycles; 

• Cycle parking must be included in substantial schemes, particularly in city centres, trip generators and in 
areas where people live; and  

• Cycle routes must flow and feel direct and logical.  

 

 
18 Gear Change - A Bold Vision for Cycling and Walking | (GOV.UK, 2020)  
19 Gear Change: One Year On | (GOV.UK, 2021) 

Scheme’s alignment with CWIS2 

CSET2 is closely aligned to the revised set of objectives set out in CWIS2 and will contribute towards the 
goals of the strategy. The new Travel Hub proposed as a part of CSET2 provides interchange between 
different modes of transport such as walking, cycling, existing bus services and the new public transport 
route. The Travel Hub includes provision of secured and covered cycle parking, waiting room with toilets 
and lockers to encourage active travel and easy integration with other modes in the area.  

CSET2 promotes the use of sustainable modes of transport by providing improved public transport 
infrastructure and active travel facilities at the new Travel Hub. CSET2 also includes a maintenance route 
which can be used by pedestrian and cyclists.   

CSET2 in coordination with Linton Greenway being delivered as a part of CSET1 is expected to positively 
impact the levels of active travel in South East Cambridge. The new route will enable easier sustainable 
travel and encourage the walking and cycling activity in the area. 

Scheme’s alignment with Gear Change 

CSET2 will contribute to the commitments of the Gear Change plan for cycling and walking in England. 
The proposed Travel Hub provides interchange between different modes of transport to encourage the 
uptake of walking and cycling and ensure these modes are integrated with public transport services. In 
particular, the secured and covered cycle parking and supporting facilities aligns strongly with Gear 
Change’s ambition to tackle cycle theft. All in all, these interventions support Gear Change’s core aim of 
putting cycling and walking at the heart of transport.  

CSET2 in coordination with Linton Greenway being delivered as a part of CSET1 is expected to positively 
impact the levels of active travel in South East Cambridge.  

https://assets.publishing.service.gov.uk/media/5f1f59458fa8f53d39c0def9/gear-change-a-bold-vision-for-cycling-and-walking.pdf
https://assets.publishing.service.gov.uk/media/6107b4b4d3bf7f0449a82017/gear-change-one-year-on.pdf
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1.4.2. Regional policies 
The details of the following policies and the alignment between them and the CSET2 scheme can be found in 
OBC 2020. The relevant sub-sections in OBC 2020 are listed in Table 1-3 below.  

Table 1-3 Regional Policies and relevant sub-sections in OBC 2020 

Regional Policies Relevant sub-section in OBC 2020 

Greater Cambridge Greater Peterborough Strategic Economic Plan 
(2014)  

3.2.1 

Cambridgeshire Third Local Transport Plan (2011-2031) 3.2.2 

Cambridgeshire and Peterborough Local Transport Plan (CPLTP) 
(2020) 

3.2.4 

Cambridgeshire Long Term Transport Strategy 3.2.5 

Cambridgeshire County Council Climate Change and Environment 
Strategy 

3.2.6 

1.4.3. Local policies 
The details of the following local policies and the alignment between them and the CSET2 scheme can be 
found in OBC 2020. The relevant sub-sections in OBC 2020 are listed in Table 1-4 below.  

Table 1-4 Local Policies and relevant sub-sections in OBC 2020 

Local Policies Relevant sub-section in OBC 2020 

Transport Strategy for Cambridge City and South Cambridgeshire 
(2014) 

3.3.1 

Cambridge Air Quality Management Plan (2018 – 2023) 3.3.2 

South Cambridgeshire Local Plan (2018) 3.3.3 

Cambridge City Local Plan (2018) 3.3.4 

Cambridge City Access Strategy (2018) 3.3.5 

 
Updates to the local policies since 2020 are presented below.   

1.4.3.1. Emerging Greater Cambridge Local Plan (GCLP) 

Cambridge City Council and South Cambridgeshire District Council are currently working together to create a 
joint Local Plan for the two areas which will be referred to as the Greater Cambridge Local Plan (GCLP). This 
will ensure that there is a consistent approach to planning, and the same planning policies, where appropriate 
across both areas. The Greater Cambridge Local Plan will guide how Greater Cambridge will change over the 
next two decades and beyond. Upon adoption the Greater Cambridge Local Plan will replace the South 
Cambridgeshire Local Plan 2018 and Cambridge City Local Plan 2018 as set out above.  

The proposed vision is to decrease the climate impact by reducing reliance on the private car and create 
thriving neighbourhoods with a variety of jobs and homes.  

While the Plan is at an early stage of development and there are no confirmed proposals, there are 19 new 
sites suggested, which might be suitable for additional development to meet needs up to 2041. One of the key 
proposals put forward in this list of suggested sites relevant to CSET2 is Policy S/CBC: Cambridge 
Biomedical Campus (including Addenbrooke’s Hospital)20. The area of expansion was previously allocated 
for its extension through the South Cambridgeshire Local Plan 2018 (Policy E/2).  

The Cambridge Biomedical Campus (CBC) have prepared a 2050 Vision (CSET-21-08), which set out its future 
aspirations for further development. The First Proposals for Policy S/CBC21 mention that large areas of land 

 
20 Policy S/CBC: Cambridge Biomedical Campus (including Addenbrooke’s Hospital) | Greater Cambridge Shared Planning 
(greatercambridgeplanning.org) 
21 Policy S/CBC: Cambridge Biomedical Campus (including Addenbrooke’s Hospital) | Greater Cambridge Shared Planning 
(greatercambridgeplanning.org) 

https://consultations.greatercambridgeplanning.org/greater-cambridge-local-plan-first-proposals/greater-cambridge-2041/edge-cambridge/policy-scbc
https://consultations.greatercambridgeplanning.org/greater-cambridge-local-plan-first-proposals/greater-cambridge-2041/edge-cambridge/policy-scbc
https://consultations.greatercambridgeplanning.org/greater-cambridge-local-plan-first-proposals/greater-cambridge-2041/edge-cambridge/policy-scbc
https://consultations.greatercambridgeplanning.org/greater-cambridge-local-plan-first-proposals/greater-cambridge-2041/edge-cambridge/policy-scbc
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south of the campus and between the M11, Addenbrookes Road and the A1301 have been proposed for the 
expansion.  

 

1.4.3.2. Cambridgeshire and Peterborough Local Industrial Strategy (2019)  

The Cambridgeshire and Peterborough Local Industrial Strategy sets out how Cambridgeshire and 
Peterborough will maximise the economy’s strengths and remove barriers that remain to ensure the economy is 
fit for the future. The Local Industrial Strategy sets out three priorities for Cambridgeshire and Peterborough’s 
economy: 

• Improve the long-term capacity for growth in Greater Cambridge by supporting the foundations of 
productivity; 

• Increase sustainability and broaden the base of local economic growth; and  

• Expand and build upon the clusters and networks that have enabled Cambridge to become a global leader 
in innovative growth.  

The Strategy recognises the importance of transforming transport and infrastructure capacity in order to 
maximise economic growth of the area. The businesses surveyed to inform the evidence base presented in the 
Local Industrial Strategy suggested that insufficient infrastructure is hampering productivity growth and is set to 
increase as a problem over the next decade22. The Strategy also details that the existing transport network in 
Cambridge was designed for a small town, which is now struggling to cope with commuters looking to work in 
the city and on the periphery.   

The Strategy highlights that the transport issues will significantly reduce the success of Greater Cambridge if 
they are not dealt with. It cites that transport in the region is a limitation, with businesses stressing that ‘better 
road networks and finding a solution to reduce traffic congestion in Cambridge’ was a key priority. 

 

 

22 Cambridgeshire and Peterborough Local Industrial Strategy, 2019 

Scheme’s alignment with the upcoming GCLP 

CSET2 is well aligned with the proposed vision of GCLP and can play a key role in facilitating the 
expansion of the Cambridge Biomedical Campus (Policy S/CBC). CSET2 will ensure that the campus 
has sustainable public transport connectivity from South East Cambridge and the city centre so the 
congestion around the campus is not exacerbated. 

Improvements to public transport infrastructure and provision of active travel facilities at the new Travel 
Hub to encourage uptake of cycling and walking directly aligns with the objectives of the GCLP. 

A new public transport route will also maximise the potential for journeys to be undertaken by sustainable 
modes within South East Cambridge and provide users with a viable alternative to car travel.  

CSET2 along with the proposed Cambridge South Station can help maximise the significant 
opportunity presented by the expansion of CBC, and ensure the campus is well connected by 
sustainable modes. The CBC is a key location for the life-sciences and biotechnology cluster of Greater 
Cambridge and is of national and international importance. 

Scheme’s alignment with the Industrial Strategy  

Delivery of CSET2 is well aligned with the three priorities of the Cambridgeshire and Peterborough Local 
Industrial Strategy. CSET2 will deliver additional capacity to the transport network and provide improved 
connectivity to key economic hubs. 

CSET2 will support ongoing growth on the Cambridge Biomedical Campus, Granta Park and Babraham 
Research Campus and holds potential to unlock further undeveloped land in South East Cambridge, 
encouraging investment and sustained economic growth.  

The delivery of CSET2 should be seen as essential to supporting the ongoing growth of Cambridge, 
addressing existing issues across South East Cambridge, futureproofing the transport network and 
enabling future transport solutions. 
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1.4.3.3. Greater Cambridge Partnership: Draft Future Investment Strategy (2019) 

The GCP started the process of development of an ambitious Future Investment Strategy in 2017, reflecting the 
key priorities for the deployment of the Investment Fund in order to deliver on the City Deal commitment.  

The Future Investment Strategy sets out initial packages of interventions based around GCP’s five 
workstreams: transport, smart, housing, skills, and economy and environment. CSET2 is recognised as one 
of the transport packages to create a better and greener transport network, connecting people to homes, 
jobs, education, and opportunity.  

Poor transport connectivity continues to be a key barrier impacting on the labour market and economic growth 
in Cambridge. In November and December 2018, the Joint Assembly and Executive Board considered papers 
on City Access and Bus Service Improvements, including analysis to identify and prioritise the public transport 
service improvements that will make public transport a more attractive option than the private car. Looking at 
the commuter routes, both now and in the future, this analysis found that the GCP should consider 
infrastructure and service provision along key corridors covering major residential areas and major employment 
sites in and around Greater Cambridge. 

The Future Investment Strategy focuses investment on strategically critical transport infrastructure, along with a 
range of supporting interventions e.g., investment in energy grid capacity, on-going interventions in skills and 
smart technology. 

 

1.4.3.4. The Case for Cambridge (2024)  

The Government announced ambitious growth plans for Cambridge in the Spring Budget (March 2024) in The 
Case for Cambridge document. The document outlines the economic rationale for the growth of Cambridge and 
its potential to enhance its position as Europe’s science capital by exploring the core design, movement and 
placemaking principles that will underpin this endeavour. It also sets out the actions the Government and the 
Cambridge Delivery Group (CDG), working with local partners, are taking to deliver infrastructure 
enhancements and accelerate the development of key sites in and around the city. It proposes illustrative 
growth scenarios of between 100,000 and 150,000 new homes by 2050, which will support significant 
economic growth. 

The document identifies Cambridge’s significant contribution and economic impact on the UK economy. With a 
gross value added (GVA) per hour of £39 between 2019-2021, Cambridge’s average productivity is amongst 
the highest of the UK’s major cities23 ranking third nationally just after London and Edinburgh. Cambridge’s 
productive, growing and competitive economy requires the support of highly skilled specialist labour, 
particularly given the knowledge intensive nature of the industries that it specialises in. In 2021, 18% of 
employment falls under Knowledge Intensive Business Services in Cambridge, 3.3 percentage points above 
the average in England24. Bridging academic excellence (particularly in life sciences) and industrial 
opportunities, Cambridge hosts a strong, innovative and successful business environment. The life sciences 
and healthcare industry in Cambridge employs nearly 23,000 people in just over 600 companies and has a 
turnover of £9 billion.  

One of the focuses of Case for Cambridge falls on infrastructure and movement, whereby the provision of 
sustainable and efficient infrastructure will help people move and travel around to facilitate Future Growth and 
productivity in Cambridge. Currently, residents have identified the lack of reliable public transport options and 

 
23 
https://www.ons.gov.uk/economy/economicoutputandproductivity/productivitymeasures/datasets/subregionalproductivitylabourproductivityg
vaperhourworkedandgvaperfilledjobindicesbycityregion  
24 https://www.nomisweb.co.uk/datasets/newbres6pub  

Scheme’s alignment with the Strategy  

CSET2 is recognised as one of the transport package to create a better and greener transport network 
within the Strategy.  

CSET2 will deliver sustainable travel improvements in South East Cambridge in line with the Strategy, 
encouraging users travelling from the south east of Cambridge to undertake journeys into the city via 
sustainable modes of travel. CSET2 measures also seek to improve quality of life across the study area by 
reducing carbon emissions generated as a result of private car journeys to key employment sites and the 
city centre.  

 

https://www.ons.gov.uk/economy/economicoutputandproductivity/productivitymeasures/datasets/subregionalproductivitylabourproductivitygvaperhourworkedandgvaperfilledjobindicesbycityregion
https://www.ons.gov.uk/economy/economicoutputandproductivity/productivitymeasures/datasets/subregionalproductivitylabourproductivitygvaperhourworkedandgvaperfilledjobindicesbycityregion
https://www.nomisweb.co.uk/datasets/newbres6pub
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consistent congestion25 generated by the continual growth and development of Cambridge’s economy as key 
challenges, which will continue to increase population growth and pose additional pressure on the existing 
transport network. To support this long-term ambition and the immediate transport requirements of Greater 
Cambridge, the Government will ensure that CBC, located in the south of Cambridge, has the right public 
transport links. In March 2024, a grant of £7.2 million was provided to GCP by the then Secretary of State for 
Levelling Up, Housing and Communities expressly for the purposes of progressing the CSET2 Order. This 
funding is also intended to be directed towards early works on Francis Crick Avenue to facilitate the 
implementation of the Guided Busway and the Transport and Works Act Order application for the wider 
scheme. This grant will ensure that there are strong connections into the city’s future transport network, 
including to the new station (Cambridge South Station), the biomedical campus (currently in development), and 
will improve connections towards south Cambridgeshire.  

CDG was established by the Government in 2023, to drive forward the vision for Cambridge, in collaboration 
with local partners. Early opportunities, including at the CBC, have been identified by local partners that help to 
realise Cambridge’s long-term potential. It is therefore evident that CBC will be a key focus for delivery of 
strategic growth.  

The document provides robust support to the Government’s ambitious plans for Cambridge in terms of 
economic growth.  

 

1.4.3.5. AstraZeneca’s Investment Plans 

AstraZeneca, a world-renowned pharmaceutical company, plans to invest £650 million in the UK26. This 
includes a £200-million-investment to expand its existing presence at the R&D Discovery Centre (DISC) in 
Cambridge, creating 1,000 new jobs. The site will primarily support commercial and regular business 
operations. Such investment is expected to expand the UK's Life Sciences sector and boost the UK’s economy. 

 

 

1.4.3.6. Local Housing Developments  

There are several local housing developments planned in Cambridge that will generate additional traffic 
demand, which will strengthen the case for change and hence further justify the need of the CSET2 
interventions. The Future Growth Technical Note mentions that the Government has recently announced to 
“super charge” growth in Cambridge with up to 150,000 new homes by 2050, which is an important factor for 
consideration in any growth scenario. The precise details of how the growth will be provided, over and above 

 
25 https://www.greatercambridge.org.uk/asset-library/Future-Investment/Research-and-Evidence/Choices-for-Better-Journeys-
Brochures.pdf  
26 https://www.gov.uk/government/news/astrazeneca-plans-650-million-investment-in-
uk#:~:text=AstraZeneca%20will%20also%20expand%20its,hosts%202%2C300%20researchers%20and%20scientists.  

Scheme’s alignment with Case for Cambridge   

CSET2 is well aligned with the proposed plans and ambitions of the Case for Cambridge and can play a 
key role in facilitating the transport connectivity to CBC. By providing a new public transport route from the 
A11 via Sawston and Shelford to the Cambridge Biomedical Campus, CSET2 will ensure that the campus 
has sustainable public transport connectivity from South East Cambridge to city centre so that congestion 
around the campus is not exacerbated. The new Travel Hub near the A11/A1307 junction provides option 
for active travel, which directly echoes the Case for Cambridge’s ambition of enhancing infrastructure and 
movement through the provision of fast and reliable public transportation with a wealth of options for 
walking and cycling.   

Scheme’s alignment with AstraZeneca’s Investment Plans 

AstraZeneca’s investment will bring more workers as well as business visitors into Cambridge, generating 
additional transport demand between its site and Cambridge. AstraZeneca’s site at the DISC is located on 
the same site as the Cambridge Biomedical Campus.  

Proposed new public transport route from the A11 via Sawston and Shelford to the Cambridge Biomedical 
Campus as part of CSET2 will support the additional transport demand and mitigate the exacerbation of 
congestion around the area. It will help maximise the significant opportunity presented by the 
AstraZeneca’s investment, which complements the expansion of CBC.   

https://www.greatercambridge.org.uk/asset-library/Future-Investment/Research-and-Evidence/Choices-for-Better-Journeys-Brochures.pdf
https://www.greatercambridge.org.uk/asset-library/Future-Investment/Research-and-Evidence/Choices-for-Better-Journeys-Brochures.pdf
https://www.gov.uk/government/news/astrazeneca-plans-650-million-investment-in-uk#:~:text=AstraZeneca%20will%20also%20expand%20its,hosts%202%2C300%20researchers%20and%20scientists
https://www.gov.uk/government/news/astrazeneca-plans-650-million-investment-in-uk#:~:text=AstraZeneca%20will%20also%20expand%20its,hosts%202%2C300%20researchers%20and%20scientists
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that which has already been identified, is not yet known. Nevertheless, the commitment demonstrates the 
Government has targeted to substantially grow Cambridge in terms of housing and the economy. The Labour 
party (recently elected as the ruling party in the UK) has also committed to supporting Cambridge as a ‘global 
innovation hub’.   

It is also stated in the Future Growth Technical Note that the Government confirmed in a press release on 12 
February 2024 that it will meet its commitment to build 1 million homes over a parliamentary term. In addition, 
the Government has also identified a new urban quarter in Cambridge which will unlock the city’s full potential 
as a source of innovation and talent. The new quarter will create new homes supported by state-of-the-art 
laboratory facilities and green spaces. This is supported by the appointment of a “super-squad” team of leading 
planners and other experts, to first be deployed in Cambridge to “turbocharge” plans in the city. Labour have 
also announced their plans to build 1.5 million homes over 5 years in Cambridge. 

 

 

1.4.4. Other relevant studies 
There are other relevant studies which have been considered as part of the CSET2 scheme. Their details and 
the alignment between them and the CSET2 scheme can be found in OBC 2020. The relevant sub-sections in 
OBC 2020 are listed in Table 1-5 below.  

Table 1-5 Other relevant studies and relevant sub-sections in OBC 2020 

Relevant Studies Relevant sub-section in OBC 2020 

Cambridge Biomedical Campus Transport Needs Review Parts 1, 2 
and 3 (2019) 

3.4.1 

Cambridgeshire and Peterborough Independent Economic Review 
(2018) 

3.4.2 

1.4.5. Summary of policy review 
This review has examined a comprehensive range of policy and strategies developed by the UK Government, 
Greater Cambridgeshire organisations and local Cambridge bodies. Following the change in Government as a 
result of the 2024 General Election, policy standpoints have been reviewed. At the time of publishing this 
Strategic Dimension Refresh, these documents have not been withdrawn or superseded by new documentation 
or guidance that would denote a departure from the scheme’s current strong strategic fit. 

CSET2 aligns strongly to national, regional and local policy and strategy, as the scheme will provide significant 
improvements to the public transport network in South East Cambridge and beyond by encouraging more 
journeys by sustainable modes for all users and reducing reliance on private cars. The scheme will alleviate 
congestion, specifically along the A1307 corridor, bringing wider environmental benefits and improving local air 
quality. The scheme will also provide a solution to the urgent need to ensure continued growth to the 
‘Cambridge Phenomenon’ and support the hi-tech clusters of international importance.  

The scheme will also contribute to GCP’s objectives as well as the City Deal and Future Investment 
Strategy which aim to address the poor public transport connectivity and congestion in Cambridge and Greater 
Cambridgeshire.  

Overall, the scheme has a very strong strategic fit with the policies and holds potential to unlock further 
undeveloped land across South East Cambridge and beyond, encouraging investment and sustained economic 
growth. The delivery of CSET2 should be seen as essential to supporting the ongoing and future growth 
of Grater Cambridgeshire, addressing existing issues across South East Cambridge and beyond, 
futureproofing the transport network and enabling future transport solutions.  

 

Scheme’s alignment with Local Housing Developments  

The local housing developments planned by the Government will generate additional traffic demand within 
Cambridge. CSET2 is well aligned with the proposed plans and housing targets, as it delivers transport 
improvements to the bus network, walking and cycling, which are expected to accommodate the additional 
traffic demand.  
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Alignment with the national policies 

• CSET2 is well aligned with national policies like NPPF, DfT’s Transport Investment Strategy, 
Bus Back Better Strategy and Levelling Up as it will provide a sustainable mode of public 
transport in south east and supports Greater Cambridge’s strong track record of delivering growth 
and productivity. It will also positively impact active travel and easy integration with other modes 
through facilities at Travel Hub and support the policies promoting active travel.  

Alignment with the regional policies 

• The scheme strongly supports the wider regional transport policies of Cambridgeshire, 
Greater Cambridge and Peterborough. CSET2 is recognised by Cambridgeshire and 
Peterborough LTP as one of the Strategic Projects that links Cambridge to the south 
Cambridgeshire. The LTP also highlights that employment sites like CBC lack good public 
transport accessibility. Similarly, GCGP SEP highlights the traffic growth and congestion near 
key employment centres in Cambridge. CSET2 will improve sustainable transport connectivity in 
South East Cambridge and Greater Cambridgeshire, and support major employment hubs like the 
CBC and Granta Park.  

Alignment with the local policies 

• The scheme will contribute largely to specific policies of Local Plans of Cambridge City, South 
Cambridgeshire and upcoming plan of Greater Cambridge which recognises the national and 
international importance of CBC and the need to support its future aspirations of expansion. 
CSET2 has the potential to facilitate the future expansion of the Campus, and other high-tech 
clusters in south east by provision of sustainable public transport connecting the south east and 
Greater Cambridge to city centre. The Transport Strategy recognises congestion issues at specific 
locations on the A1307 and outlines the need for a high-quality passenger transport offering 
alternative travel options to private car between Haverhill and Cambridge.  
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1.5. Current context for the scheme 
Parts of this section have been summarised from the OBC 2020 to use the existing background and 
understanding of the scheme by highlighting the geographic, socio-economic and transport context of the study 
area and its surroundings. It is a crucial part of the process to understand both the initial and current challenges 
faced by the study area and its transport system. 

The focus of this section is informing and identifying the existing problems within the study area and linked with 
future growth and developments addressed in Section 1.6. 

1.5.1. Geographical context 
Cambridge is situated in southern Cambridgeshire, in the east of England. It is the county town of 
Cambridgeshire and one of the fastest growing cities in Europe. Cambridge is approximately 55 miles north of 
London and 95 miles east of Birmingham and is well connected by roads and rail to both major cities, as well as 
other regional centres including Peterborough, Norwich, Ipswich and Leicester. 

Most of Cambridge’s urban area is within Cambridge district, under the administration of Cambridge City 
Council. It is mostly urbanised and therefore has relatively high population and job densities. The city of 
Cambridge is fully surrounded by South Cambridgeshire district, as shown by Figure 1-2. South 
Cambridgeshire is more rural and suburban by nature, and as a result is generally less densely populated than 
the city of Cambridge. 

The two districts have historically been strongly connected, with many people residing in one while working in 
the other. Functionally, they form the Greater Cambridge city region. Recognising this, central Government 
signed the Greater Cambridge Partnership in 2014, aiming to deliver integrated transport planning and 
investments for the city region to support its economic and population growth. 

Greater Cambridge is a city region of regional and national significance. Its workforce catchment extends 
beyond the boundary of the city region and well into the surrounding local authorities where many workers live. 

For the rest of this document, the city of Cambridge will be referred to as Cambridge or Cambridge City, whilst 
the surrounding South Cambridgeshire district will be referred to as South Cambridgeshire. Greater Cambridge 
will be used explicitly when describing the city region comprised of both districts. 
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Figure 1-2 - Location of Greater Cambridge and its surrounding local authorities 

 

 

1.5.2. Socio-economic profile 

1.5.2.1. Demographics 

At the point of the latest Census in 2021, the population was recorded at 145,674 in Cambridge and 
162,118 in South Cambridgeshire27. This means almost 308,000 people reside within the boundary of 
Greater Cambridge.  

As shown in Figure 1-3, population density is significantly higher in the built-up area of Cambridge City 
compared to the more rural South Cambridgeshire. 

OBC 2020 highlights that one major contributing factor to Cambridge’s high population density is that the city 
hosts a large academic population from the University of Cambridge and the Anglia Ruskin University. These 
two universities serve around 30,000 students, by some estimates28. Since students represent a significant 
proportion of the population in Cambridge, the size of this cohort can fluctuate according to term time and may 
lead to a peak population higher than the official estimate. 

The prominent student population in Cambridge is also evident when analysing the population 
composition by age group, as presented in Table 1-6. Approximately 1 in every 3 residents of Cambridge 
City are between the age of 16 to 29. The population breakdown of South Cambridgeshire is more in line with 
the national average, with people aged 45-64 being the most prominent.  

  

 
27 Number of usual residents in households and communal establishments (Census 2021) 
28 The Complete University Guide. Archived from the original on 14 January 2013 
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Figure 1-3 - Population Density Across Greater Cambridge and its Surroundings 

Source: Population estimates from ONS, 2020 

Table 1-6 - Population composition by age group29 

 
Cambridge 

South 
Cambridgeshire 

Greater 
Cambridge 

England 

Aged 0 - 15 18% 20% 19% 19% 

Aged 16-29 33% 13% 21% 17% 

Aged 30-44 17% 20% 18% 20% 

Aged 45-64 20% 28% 24% 26% 

Aged 65 and over 13% 20% 17% 19% 

Attracted by the presence of the universities and a vibrant economy in Cambridge, the population of Greater 
Cambridge experienced a significant growth in the first decade of the 21st century30. As shown by Table 1-7, 
both Cambridge City and South Cambridgeshire grew about twice as fast as England did as a whole   However, 
such rapid growth has slowed down in the 2010s, especially within Cambridge City. While population in South 
Cambridgeshire grew at a rate similar to the national average, the population in Cambridge City only increased 
by 2% in 10 years. 

As a result, more than 80% of the population growth in Greater Cambridge in the 2010s were in the more 
suburban/rural South Cambridgeshire. With Cambridge City still being the economic and employment centre of 
the city region (which will be discussed in further detail in the next sub-chapter), these new residents are 

 
29 Office for National Statistics: Mid-2020 Population Estimates by Year of Age and Sex 
30 Office for National Statistics: Estimates of the population for the UK, England and Wales, Scotland and Northern Ireland  
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expected to be travelling inward for employment, education and other services, of which many are reliant on 
public transport. 

Table 1-7 - Historical population growth trend 

Population (to the 
nearest 100) 

Cambridge 
South 

Cambridgeshire 
Greater 

Cambridge 
Cambridgeshire England 

2001 109,900 130,500 240,400 554,700 49,449,700 

2011 122,700 149,800 272,600 622,300 53,107,200 

2020 125,100 160,900 286,000 657,200 56,550,100 

Growth rate 

2001-11 growth 12% 15% 13% 12% 7% 

2011-20 growth 2% 7% 5% 6% 6% 

 

1.5.2.2. Economy, industries, and business 

Greater Cambridge is renowned for being a world-leading centre for research, innovation and technology. Over 
the past 50 years there has been an explosion of globally significant companies and innovations across 
bioscience, medicine and technology. The ‘Cambridge Phenomenon’, is a term that describes the thriving hi-
tech and biotech industry, which has developed since the 1960’s. 

Driven by the following factors, there is a strong and diverse economy in Cambridge as well as Greater 
Cambridge: 

• A world class university that draws talent from across the globe, fostering innovation and encouraging new 
businesses. 

• The area’s scale and connectedness allow overlapping networks to develop and facilitate a culture of co-
operation and cross-fertilisation between entrepreneurs and academics, and 

• Retaining a strong heritage and sense of place, thereby competing with other world cities as a good place 
for business leaders and their families to live, not just a good place to do business. 

Greater Cambridge is home to world-leading research centres such as the Medical Research Council (MRC) 
Laboratory for Molecular Biology, the Babraham Institute for immunology research, and the Wellcome Trust 
Sanger Institute for Genomic Research. The new Papworth Hospital opened at the CBC next to Addenbrooke’s 
Hospital, uniting this internationally recognised heart and lung treatment institution with other world-leading 
healthcare organisations. 

The University of Cambridge, which is amongst the world’s top universities, attracts global talent, fosters 
innovation and encourages business spin-outs. Cambridge has been at the forefront of the development of 

Demographics – key points 

• The population within Greater Cambridge is approximately 286,000, with about 125,100 in the smaller 
but more densely populated Cambridge and 160,900 in the more rural South Cambridgeshire. 

• As expected for a university city, 1 in every 3 residents in Cambridge are between the age of 16 and 
29, demonstrating a disproportionately large student population. The population composition of South 
Cambridgeshire is more similar to the national average, with people aged 45-64 being the most 
prominent. 

• Greater Cambridge experienced strong population growth in the 2000s, both in Cambridge City and 
South Cambridgeshire. 

• Growth within Cambridge City has been slow in the past decade due to rural expansion. As a result, 
more than 80% of population growth was observed in the more rural South Cambridgeshire whilst 
commercial activities remain high in the city. This has created significant inward and outward travel 
demand given Cambridge City is still the economic and employment centre of the region. CSET2 will 
improve connectivity to Cambridge City and support the growth of South Cambridgeshire.  
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disruptive technologies, ranging from drug modelling, DNA sequencing and alternative fuels to network 
computing, inkjet printing, low power semiconductors, speech recognition software and telecommunications. 

This entrepreneurial environment and concentration of people focused on science and engineering is attracting 
international businesses to invest in the area. More than 25 of the world’s largest corporations have established 
operations in Cambridge, including Amazon, Apple, HP, Illumina, Microsoft, Sanofi, Siemens and Qualcomm. 
Cambridge has transformed from a city characterised by a high rate of start-ups to a city, which major 
companies class worthy of housing headquarters. 

Building on the success of the ‘Cambridge Phenomenon’, Cambridgeshire has also successfully built a 
reputation as an attractive location to invest and expand businesses, bringing businesses to Cambridge which 
might otherwise not have invested in the UK. Economic growth experienced has been driven primarily, but not 
entirely, by rapid business creation. In the five years between 2015 and 2019, more than 8,000 new businesses 
were created in Great Cambridge, almost half of the total number in Cambridgeshire. This demonstrates the 
Greater Cambridge’s attractiveness for businesses creation, thanks to a skilled workforce, transport 
connectivity and the preference for new businesses to be closer to existing businesses, especially in 
knowledge-intensive sectors. 

 

Cambridge’s status as an internationally renowned life-sciences hub also makes it a key part of the UK 
employment strategy, the growth of which carries national significance. Hosting about 60% (206,600) of total 

Industry spotlight 

Cambridge Biomedical Campus and Cambridge’s South East - The heart of the life-science industry, 
a jewel in Britain’s economy. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Led by this mega cluster, British life-sciences firms raised £4.5bn in 2021, compared to £261m in 2012. 
With such impressive growth, the life-sciences industry will have an increasingly important role to play going 
forward in reviving Britain’s currently sagging economy.  

To fully realise its growth potential, investments will likely be required on multiple fronts from both private 
and public investors, on facilities such as laboratories and NHS data management infrastructure. This also 
needs to be supported by residential developments and transport infrastructure, which ensures the 
industry’s growing workforce will have access to affordable housing and efficient transportation. 

 

“Few industries have greater growth potential than 
life sciences.” 

In an article published by The Economist on July 
20th, 2022, it has been claimed that the life-
sciences industry is a jewel in Britain’s economy, 
and Britain’s most vibrant collection of life-sciences 
talents and capitals are in the “golden triangle” 
covering Cambridge, London and Oxford. While 
strong clusters have developed around all three 
vertices of the triangle, the largest is in Cambridge.  

At the heart of the Cambridge cluster, the 
Cambridge Biomedical Campus is the biggest 
centre for medical research and health science in 
the entirety of Europe. Its world-leading status has 
been reaffirmed as it has been chosen as the site 
of AstraZeneca’s new global headquarters, which 
alone will house 1,000 employees once completed. 
The CBC is supported by a number of growing 
institutions to its south-east, such as the Babraham 
Research Campus. 
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jobs in Cambridgeshire despite only taking about a quarter of its land area31, Greater Cambridge is a net 
importer of workers and provides a key source of employment for an area extending far beyond its boundary. 

Within Greater Cambridge itself, about 60% of the jobs are located in Cambridge City, which is reflected by its 

high job density shown by Figure 1-4. This is expected as the University of Cambridge, as well as most of the 

aforementioned science parks, research centres, hospitals and companies are established within the boundary 

of Cambridge City. 

Figure 1-4 - Job density across Greater Cambridge and its surroundings 

 
Source: Office for National Statistics – Business Register and Employment Survey 2020 (Broad Industrial Groups Employee Counts) 

Table 1-8 outlines the largest employment sectors within Greater Cambridge, all of which are knowledge-
intensive industries which generate high values for the city region’s economy and prosperity for its residents. 
These industries are also dominated by Greater Cambridge within the region. In Cambridgeshire, four out of 
every five jobs in these sectors are located in Greater Cambridge, with the exception of Health. 

These are also growth sectors which are capable of delivering long-term sustained economic growth to the city 
region and the UK, once again highlighting the strategic role Greater Cambridge plays in the development of 
the national economy. 

Table 1-8 - Common industry groups across Greater Cambridge 

Rank Cambridge South Cambridgeshire Greater Cambridge 

1 Education 29% 
Professional, 
scientific & technical 

24% Education 20% 

2 Health 16% Manufacturing 12% 
Professional, 
scientific & technical 

19% 

 
31 Office for National Statistics – Business Register and Employment Survey 2020 (Broad Industrial Groups Employee Counts) 
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3 
Professional, 
scientific & technical 

15% 
Information & 
communication 

10% Health 13% 

Office for National Statistics – Business Register and Employment Survey 2020 (Broad Industrial Groups Employee Counts) 

The growing presence of high-tech industries and strong business creation have led to a sustained period of 
economic success in Greater Cambridge. As illustrated in over the last two decades, the growth of the city 
region’s economy has outpaced both that of Cambridgeshire, East of England and England as a whole32. This 
is disproportionately driven by the growth in Cambridge City, where many of the larger businesses have 
established operations.  

Figure 1-5 - Gross Value Added (GVA) in current prices – Index 1999 = 100 (1999 to 2019)33 

 

 

1.5.2.3. Skills and employments 

Accompanying and supporting its booming knowledge-intensive economy, Greater Cambridge also has a 
highly educated workforce. According to the Census, 44% of all residents in Greater Cambridge hold a level 4 
qualification or above, significantly above the average in Cambridgeshire (33%), East of England (26%) and 
England (27%)34. 

 
32 Office for National Statistics – Annual Subnational Gross Value Added (GVA) by MSOA 
33 Ibid. 
34 Census 2011 - Highest level of qualification 

Economy, industries and business – key points 

• Cambridge is renowned for being a world-leading centre for research, innovation and technology. 
The Cambridge Biomedical Campus and other institutions in the city’s south east makes Cambridge 
the heart of Britain’s life-sciences industry. The industry has undergone incredible growth in the UK 
over the past decade and will play a nationally strategic role going forward in reviving Britain’s 
currently sagging economy. 

• Driven disproportionately by the booming economy in Cambridge City, the city region has 
experienced faster growth than the county, regional and national averages over the past 20 years. 

• Anchored by the high-tech sectors and fuelled by strong businesses creation, Greater Cambridge 
now hosts about 60% (206,600) of total jobs in Cambridgeshire despite only taking about a quarter 
of its land area. The city region provides employment opportunities for an area extending far beyond 
its boundary. 
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Greater Cambridge residents tend to work in occupations requiring high level of knowledge and skills, due to 

their higher education level. Combined with a high economic activity rate, resident prosperity across Greater 

Cambridge is higher than the county, regional and national averages, as shown by Table 1-9. 

These measures also help to inform the employment dynamic within Greater Cambridge itself. Residents in 

South Cambridgeshire are more economically active but less skilled and prosperous compared to their 

counterparts in Cambridge City. In a local sense, measures should be considered and prioritised to improve 

their access to more highly paid and highly skilled employment opportunities. 

Table 1-9 - Employment, economic activity and prosperity measures 

Measures Cambridge 
South 

Cambridgeshire 
Cambridgeshire 

CC 
East of 

England 
England 

Employment by 
Standard Occupation 
Classification (SOC) 
Major Group 1-335 

70% 64% 53% 48% 50% 

Economic activity 
rate (Aged 16-64)36 

83% 87% 83% 81% 79% 

GVA per head (2021)37 £51,241 £33,534 £32,009 £26,995 £31,138 

Figure 1-6 shows 12 months rolling unemployment rates among people aged 16 and above from 2005 to 2022. 
It suggests that despite the Global Financial Crisis of 2008, unemployment rate across Greater Cambridge has 
largely been below 5% since the mid-2000s, lower than the regional and national averages. South 
Cambridgeshire performed particularly strongly, with fewer than 2% of its adult population not in employment in 
2019.  

However, the COVID-19 pandemic has brought major challenges to the employment market across the nation, 
which has affected certain industries more than others. One of the impacted sectors has been higher 
education, on which Cambridge City’s employment market has a significant dependency upon. As of 2021, 
GDP for the education sector across Cambridge and Peterborough was recorded to be 5% lower compared to 
that in January 202038, according to the Office for Budget Responsibility (OBR).  

Going forward, it is especially important for Greater Cambridge and Cambridgeshire to be better connected 
internally, so those whose employment have been negatively affected by the pandemic are able to access 
more job opportunities. This will accelerate the recovery of the local employment markets and ensure that 
people across the county are able to benefit from it. 

 
35 Office for National Statistics – Annual Population Survey: Occupation (SOC10) Major Group by Employment (Dec 2021) 
36 Office for National Statistics – Annual Population Survey (March 2022) 
37 Office for National Statistics – Regional gross value added (balanced) per head and income components 
38 Assessing the Impact of Covid 19 in Cambridgeshire & Peterborough (July 2021) 
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Figure 1-6 - 12 months rolling unemployment rates among people aged 16 and above (2005 – 2022)39 

 

 

1.5.2.4. Housing and Affordability 

While the overall trend in housing affordability showed some improvement in 202340, the cost of property within 
Cambridge City has continued to increase, with house prices for those looking to buy within the city much 
higher than regional and national averages.  

The house price index provides an insight into the cost of housing in Cambridgeshire and the East of England. 
The results, shown in Figure 1-7, highlight that average prices for houses in Cambridge are considerably higher 
than the rest of the region as well as the surrounding South Cambridgeshire district. Records of first-time 
buyers purchasing houses in July 2024 were circa. £410,000, more than 40% greater than the average price for 
the rest of the East of England Region at circa. £284,000 and over 60% compared with the national average, at 
circa. £256,000.  

Average prices for first time buyers purchasing in West Suffolk, which Haverhill is situated within, are notably 
lower than the average for the East of England, which would mean purchasing in this area would be a more 
attractive option for first time buyers who may want to continue to work in Cambridge but are not able to afford 
the cost of getting onto the property ladder within the city itself.  

 
39 Office for National Statistics – Labour Force Survey: model-based unemployment data (Jan 2004 – March 2022) 
40 Housing Affordability in England & Wales: 2023 - ONS (March 2024) 
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Skills and employments – key points 

• Residents of Greater Cambridge are more well-educated, highly skilled, economically active and 
generate higher GVA per capita than the county, regional and national averages. This is likely the 
result of being able to access the booming local employment market in Cambridge City.  

• Within Greater Cambridge, despite being more economically active, those living in South 
Cambridgeshire are relatively less skilled and prosperous. Measures should be considered and 
prioritised to improve their access to employment opportunities with higher pay and skills, which are 
likely in the city. 

• Despite the Global Financial Crisis of 2008, unemployment rate across Greater Cambridge has 
largely been below 5% since the mid-2000s. However, the COVID-19 pandemic has brought major 
challenges to the employment market to the region as certain sectors such as higher education are 
more heavily affected. As a result, the employment rate in Cambridge has not recovered at the same 
rate as the regional and national averages. It is therefore crucial for Greater Cambridge and 
Cambridgeshire to be better connected internally to ensure those whose employment have been 
negatively affected by the pandemic are able to access more job opportunities. 

•  

https://www.ons.gov.uk/peoplepopulationandcommunity/housing/bulletins/housingaffordabilityinenglandandwales/2023
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Figure 1-7 - Change in Average House Price for First Time Buyers 2012 - 2024 (House Price Index) 

 

 

Average rental prices for Cambridge also were notably higher compared to regional and national averages, 
private rents rose to an average of £1,715pcm in October 2024, an annual increase of 8.7% from £1,578pcm in 
October 2023. This was higher than the rise in the East of England (8.0%) over the year which rose to 
£1,186pcm in 2024.  

 

Figure 1-8 - Average Rental Prices - Cambridge and East of England October 2024 
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To show the affordability for buyers in the region, a comparison has been made against reported median 
annual earnings for individuals who’s place of work is in Cambridge41 against these average house prices 
shown above. This helps to provide an indicative ratio of earnings-to-purchase price, which has been 
demonstrated in Figure 1-9, highlighting the affordability of property for someone who works within Cambridge 
and the gap between available income.  

Figure 1-9 - House Prices to Earnings Ratio in the East of England 

  
Source: House Price Index, Annual Survey of Hours and Earnings - Median Annual Salary for Cambridge of £37,380 

As of July 2024, the cost to purchase a house within Cambridge City was found to be over 12 times the median 
annual salary for Cambridge; for a first time-buyer looking to buy within Cambridge, this would be over 10 
times, which would mean raising an additional 6-8 times annual salary, this doesn’t include other costs 
associated with living and fees and charges associated when purchasing property. For this same median 
salary, purchasing in West Suffolk or across other areas of the East of England is about 2 to 4 times less than 
Cambridge for the average annual salary, therefore living within areas outside of the city and commuting for 
work presents a more attractive option for buyers, therefore travel along the south-east corridor will be put 
under pressure as people are less able to live close to their place of work.  

Therefore, as more people look to buy in areas that are considered more affordable, further from the City 
Centre, greater numbers of people are increasingly reliant on transport solutions to access their place of work 
or reach city centre locations from these locations further afield.  

 

  

 
41Annual Survey of Hours and Earnings - ONS 

https://www.ons.gov.uk/surveys/informationforbusinesses/businesssurveys/annualsurveyofhoursandearningsashe
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1.5.3. Travel demand and pattern 

1.5.3.1. Travel demand & commuter flows 

Figure 1-10 illustrates the indicative nature of land use within Greater Cambridge and its surrounding areas. 

Blue zones have more residents than jobs and are therefore more residential. Orange zones host more jobs 

than residents, which are likely the destinations of commuting trips. 

The southern parts of Cambridge City are where the University of Cambridge, hospitals and multiple science 

parks (including CBC) are located and are therefore more commercial. Major employment hubs also exist 

elsewhere in Greater Cambridge, noticeably in the south-east and north-east of the city region. 

Figure 1-10 - Land use (residential vs employment) in and around Greater Cambridge42 

 
 
Figure 1-11 provides an overview of general commuter flow between the districts within Greater Cambridge, 
with blue arrows highlighting the volume of commuters travelling into Greater Cambridge for work and red 
arrows showing general commuting movements out of Greater Cambridge (i.e. 14,000 people are travelling into 
Cambridge District from across South Cambridge District). With Cambridge being an economic and 
employment powerhouse within the region, the travel flow is largely radial in nature as more people choose to 
live in the surrounding areas and commute into Cambridge and Greater Cambridge to their place of work. 

 
42 Census 2011 – Place of usual residence and place of work by MSOA 
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Figure 1-11 - Overview of commuter flow to and within Greater Cambridge43

 

To Greater Cambridge 

According to the 2021 Census, in total, approximately 36,200 people commuted to Greater Cambridge for work 
from outside of the city region, with slightly more than half of those working in Cambridge City. This makes 
Greater Cambridge a net importer for workers, as only about 13,700 Greater Cambridge residents leave the 
city region for work. It is highly likely that the figures presented may also be an understatement of current 
commuting figures due to Stay at Home orders being in place when the data was recorded on Census Day (21st 
March 2021). The arrows in Figure 1-12 show the popular districts of origin from which people commute into 
Greater Cambridge. The largest travel flows into the city region are from the north-west (mostly 
Huntingdonshire) and north-east (mostly East Cambridgeshire). There are also significant inbound flows from 
the east (St Edmundsbury and Forest Heath, which now form one district of West Suffolk) and south-west 
(North Hertfordshire and Central Bedfordshire) and south (Uttlesford and East Hertfordshire).  

While a significantly number of Greater Cambridge residents also travel the other way for work, none of these 
nearby districts attract a relatively larger inflow of workers from the Greater Cambridge region than conversely. 
Locations that match such descriptions are almost exclusively in London, which is not surprising given its 
economic significance.  

 

  

 
43 Census 2021 – Place of usual residence and place of work by district 
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Figure 1-12 - Inbound commuter flow (>500) to Greater Cambridge44 

 
 

To employment centres within Greater Cambridge 

Within Greater Cambridge, Cambridge City is the clear economic and employment centre, which is evident as:  

• More than half of the people commuting to Greater Cambridge from outside of the city region work in 
Cambridge City; and 

• Around 14,000 South Cambridgeshire residents commute inward for work in Cambridge City. 

Overall, more than 50,000 people travel to Cambridge for work, showing the popularity of the city as an 
employment hub while also placing significant pressure on the transport network within Greater Cambridge. 

Figure 1-13 shows the attractiveness and the important role Cambridge plays as an employment hub in the 
region, as workers commute to the city from all directions. The distances of commute are also significant for 
many, as a large number of people travel more than 10 miles from towns outside of Greater Cambridge, 
including Haverhill, Saffron Walden, Royston, St Neots, St Ives, Ely and Newmarket. 

The catchment area of Cambridge as an employment destination extends further to the east, north and north-
west than other directions, owing to high-quality public transport offerings for individuals travelling from these 
directions. Despite being more than 25 miles away, many people commute to Cambridge from Bury St 
Edmunds, Newmarket and Peterborough, all of which are linked with the city by rail. 

From within Greater Cambridge, major city-bound demand can be observed in all directions, especially from the 
south-east and north-west of the city region.  

 
44 Census 2021 – Place of usual residence and place of work by Local Authority District 
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Figure 1-13 - Inbound commuter flow to Cambridge 

 
 

Figure 1-10 shows a concentration of employment clusters further out towards the boundary of Greater 

Cambridge, including Babraham Research Campus, Granta Park, Sawston Business Park and Copley Hill 

Business Park. It also demonstrates that the presence of CBC and hospitals makes the south-eastern edge of 

Cambridge one of the city’s main employment hubs. The CBC is a major destination and generator of travel 

demand with around 17,250 staff on-site and 14,500 patients and visitors each day45. The CBC also has plans 

to grow further, to 2031 and beyond, which will further increase travel demand and put more pressure on an 

already constrained transport network. Transport infrastructure with sufficient capacity and reliability is therefore 

required to allow workers to commute to and from these employment hubs. It is already evident that there is 

high transport demand on routes to and from the CBC. However, the CBC Transport Needs Review46 pointed 

out a deficit of around 4,600 trips by 2031, when compared to the highway trip reduction target of 28,500 daily 

person trips, due to the withdrawal of the Cambridge Autonomous Metro scheme. Interventions on public 

transport provision, like the CSET2 scheme, will be critical in minimising highway trips. Moreover, the CBC 

Transport Needs Review also suggests that sufficient Park and Ride capacity and direct services from Park and 

Rides to CBC are needed to accommodate highway trips sustainably.  

Figure 1-14 demonstrates the considerable travel demand into these growing employment hubs, especially 

from towns and suburbs, in the south-east of Cambridge. 

 

 
45 Atkins Transport Needs Review (December 2018), Cambridgeshire County Council (CCC), on behalf of the Greater Cambridge 
Partnership (GCP), commissioned Atkins to undertake a transport needs review of the Cambridge Biomedical Campus (CBC) 
46 https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Public-Transport/Cambridge-South-East-Transport/Documents-
2023/CBC-Transport-Needs-Review-Study-Refresh-v5.0.pdf 
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Figure 1-14 - Commuter flow to major employment centres in the south east 

 

 

 

1.5.3.2. Car ownership 

Car ownership is influenced by factors such as household income, size, composition as well as the proximity of 
jobs and public transport provision at the location where the household resides. Table 1-10 provides the key car 
ownership measures within Great Cambridge. Although car ownership level in Greater Cambridge as a whole 
(including both Cambridge City and South Cambridgeshire) is in line with the regional and national averages, 
the distribution is considerably different across its two districts. 

As a key hub for employment and public transport, Cambridge is a city with low car ownership. Within the city, 
fewer household own cars and those who do, own fewer vehicles on average, whilst in South Cambridgeshire, 
the level of car ownership is higher than both the regional and national average. 

Table 1-10 - Key car ownership measures 

Measures Cambridge 
South 

Cambridgeshire 
Greater 

Cambridge 
East of 

England 
England 

Average number of 
vehicles per 

household 
0.91 1.55 1.27 1.33 1.16 

% household with no 

vehicle 
34% 11% 21% 19% 26% 

Travel demand & commuter flows – key points 

• The western and southern parts of Cambridge City are where University of Cambridge, hospitals and 
multiple science parks are located, and are therefore more commercial. Major employment hubs also 
exist elsewhere in Greater Cambridge, noticeably in the south-east and north-east of the city region. 

• With Cambridge being the economic and employment powerhouse within the region, the travel flow 
is largely radial in nature as more people choose to live in the surrounding areas and commute 
towards Cambridge and Greater Cambridge for employment. 

• As the result of high-quality public transport connections, the catchment area of Cambridge as an 
employment destination extends further to the east, north and north-west than other directions. 
Despite being more than 25 miles away, many people commute to Cambridge from Bury St Edmunds, 
Newmarket Market and Peterborough, all of which are linked with the city by rail. 

• There are also considerable travel demands into the growing employment hubs in the city region’s 
south-east, especially from towns and suburbs south-east of Cambridge. 
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% household with no 

more than 1 vehicle 
80% 51% 54% 61% 68% 

Source: Census 2011  

Figure 1-15 maps the percentage of household with no vehicle, across Greater Cambridge and its surrounding 

areas. The key observations are: 

• Cambridge City stands out as an area with low car ownership, which is expected given the high population 
density and the number of job opportunities accessible locally without needing a car. 

• Across South Cambridgeshire, car ownership is visibly higher in the western and south-eastern parts of the 
city region, which are not services by either rail or bus with dedicated bus lanes. 

• Many towns outside of Greater Cambridge exhibit relatively low car ownership in the town centre, making 
the provision of public transport especially important for their residents. While most of these settlements are 
connected to Cambridge either by rail or the Cambridgeshire Guided Busway, towns in the south east are 
not, including Haverhill and Saffron Walden. 

Figure 1-15 - Car ownership within and around Greater Cambridge 

 

 

 

Car ownership – key points 

• Cambridge City stands out as an area with low car ownership in the region. 

• Across South Cambridgeshire, car ownership is visibly higher in the western and south-eastern parts 
of the city region, which are not services by either rail or bus with dedicated bus lanes. 

• Many towns outside of Greater Cambridge exhibit relatively low car ownership in the town centre, 
making the provision of public transport especially important for their residents. 
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1.5.3.3. Travel behaviour 

Like the level of car ownership, commuters’ chosen method of travelling to work is also heavily influenced by 

the proximity to jobs and public transport provision at the location where they live. Figure 1-16 shows the 

percentage of car trips to Cambridge City and its surrounding area, with green highlighting the zones whose 

residents are less reliant on private vehicles as their method of accessing the employment centres within the 

city. 

The key findings are: 

• Residents of Cambridge city are not reliant on cars to access their places of work in the city. 

• Within Greater Cambridge, private vehicle modes are still popular among residents of the south-eastern 

and south-western parts, as well as the western and north edges of the city region. 

• Outside of Greater Cambridge, residents are less likely to choose driving as their mode of commute to 

Cambridge if the city can be accessed by public transport such as rail or the Guided Busway. 

Figure 1-16 - Percentage of commuting trips to Cambridge using private vehicle 

 

Residents of different parts of Greater Cambridge demonstrate distinct travel behaviours when accessing the 
central city, as shown by Figure 1-17 and Table 1-11. 

Given the proximity, almost two thirds of those living in Cambridge City centre commute by cycling or on foot, 

with only about a quarter driving to work. Active travel is also relatively popular for those travelling into the city, 

with the noticeable exceptions of the south-west and south-east. Public transport services (mostly buses) are 

used by a reasonable proportion of commuters from the east, north, west and south-east. 

Compared to journeys out of the city in other directions, residents in the south-west and south-east are the 
most reliant on private vehicle as their mode of commute to Cambridge City and the least likely to use public 
transport or active travel, reflecting the current lack of high-quality public transport options or active travel 
infrastructure connecting them with the city centre in this direction.  
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Table 1-11 - Commuting trips to Cambridge - modes of access by zones 

Zones Bus Rail Active Travel Vehicle-based 

Central 8% 0% 66% 26% 

East 13% 3% 24% 60% 

North 11% 0% 17% 72% 

West 13% 0% 14% 73% 

South West 4% 3% 5% 88% 

South 7% 5% 20% 67% 

South East 12% 2% 7% 80% 

 
Figure 1-17 - Percentage of commuting trips to Cambridge by public transport or active travel 

 

 

Travel behaviour – key points 

• Residents of different parts of Greater Cambridge demonstrate distinct travel behaviours when 
accessing the central city. 

• Out of seven different parts of Greater Cambridge, residents in the south east are the second most 
reliant on private vehicle as their mode of commute to Cambridge City, reflecting the current lack of 
high-quality public transport options or active travel infrastructure connecting them with the city 
centre. 
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1.5.4. Highway network 
As mentioned in the previous Section 1.5.2.4, a large majority of commuters into and within Cambridge from 

the south-east opt for private car travel, using A Roads like the A1307 and A1301 which connect Cambridge 

City Centre and South Cambridge. The focus of this study is on the A1307 along which the CBC, Babraham 

Research Park and Granta Park are located, as shown in Figure 1-18. 

Figure 1-18 - Highway Network in South East of Greater Cambridge 
 

  

The A1307 is a secondary class and a key radial route connecting the centre of Cambridge with towns to its 
south east, including Haverhill, a regional centre and Linton, a significant dormitory village. Outside of the 
centre of Cambridge, the route is predominately rural and consists of a mixture of single lane and dual 
carriageways with varying speed limits throughout. The geographical scope of the A1307 corridor in its entirety 
is illustrated in Figure 1-18. The extent of the CSET2 works stretches from the A11/A1307/A505 junction north-
west to the CBC at Francis Crick Avenue. 

The next three sub-sections discuss the safety issues, traffic volume and delay along the A1307. The traffic 
volume section can be found in the OBC 2020, while the section on safety issues, delays and congestion have 
been updated below with the latest data. 

1.5.4.1. Safety 

The high volumes of vehicles using the A1307 can lead to safety concerns for all road users, while also 
contributing to the perception that the route is not safe for pedestrians and cyclists. 

A safety analysis has been undertaken based on STATS19 data recorded by the Police and cleansed and 
tabulated by the DfT, covering a six-year period between 2017 and 2022. 

STATS19 and CrashMap provides data on injury collisions only, therefore damage collisions have not been 
reviewed as part of the analysis. General assumptions regarding collision contributory factors have been made 
based on the traffic flows, traffic speeds and the highway layout associated with the A1307 route. 
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A total of 33 personal injury collisions were recorded for the A1307 between Cambridge city centre and the 
A1307/A11 junction for the six-year analysis period. Figure 1-19 illustrates the locations of the recorded 
collisions for the full extent of the study area. 

Figure 1-19 – Collisions along the A1307 (2017-2022)47 

 
Source: STATS19 

Table 1-12 provides a breakdown of the collision locations along the route and details the severity of the 

collisions recorded. The collision data demonstrates that of the 33 collisions recorded for the six-year period 

2017 – 2022, a total of 7 collisions are recorded as serious in severity and 24 collisions are recorded as slight in 

severity. There were two fatal collisions in the six years reported. 

The number of collisions recorded by severity by year is illustrated in Table 1-13. 

 
47 DfT STATS19 Data. 
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Table 1-12 - Personal injury collisions by location and severity (2017-2022) 

Locations along the A1307 
Severity 

Slight  Serious Fatal  Total 

Lensfield Rd (A603) intersection  4 1  - 5 

Harvey Rd & Union Rd intersections 4 1 - 5 

Norwich St – Queen Edith’s Way section 7 4 - 11 

Fendon Rd roundabout 2 - 1 3 

Fendon Rd – Hinton Way section 1 - - 1 

Hinton Way roundabout 2 - - 2 

Haverhill Rd intersection 2 1 1 4 

Haverhill Rd – A11 section 1 - - 1 

A11 intersection 1 - - 1 

Total collisions in 5-year period 24 7 2 33 

Source: STATS19 

Table 1-13 - Breakdown of personal injury collisions by year 

Year  Number of slight collisions 
Number of 

serious 
collisions 

Number of 
fatal 

collisions 

Total 
number of 
collisions 

Proportion 
of Total 

(%) 

2017 2 1 - 3 9% 

2018 4 1 - 5 15% 

2019 5 1 1 7 21% 

2020 5 - - 5 15% 

2021 6 2 1 9 27% 

2022 2 2 - 4 12% 

Total 24 7 2 33 100% 

Source: STATS19 

Based on the records above, and for the purpose of this study, clusters have been identified as three or more 
collisions recorded within close proximity. Four such cluster collision sites have been identified: 

• Lensfield Rd (A603) intersection – includes 1 serious collision 

• Harvey Rd & Union Rd intersections – includes 1 serious collision 

• Fendon Rd roundabout – includes 1 fatal collision 

• Haverhill Rd intersection – includes 1 fatal collision and 1 serious collision 

Although the collision descriptions for each of the collisions have not been interrogated, the locations of the 
collision clusters suggest that collisions may have occurred due to conflicting vehicle movements, high volume 
of traffic on the A1307 or at junctions that suffer from significant congestion.  

It should be noted that improvements undertaken on A1307 as a part of CSET1 could resolve the conflicting 
vehicle movements, while CSET2 could help reduce congestion on the corridor. 

1.5.4.2. Traffic volume 

The traffic volumes along the A1307 are detailed in Section 10.3 in the OBC 2020 (CSET-20-00-00).   

1.5.4.3. Congestion and delay 

In addition to the high daily volume, as an important road providing vital connection to Cambridge’s growing 
employment hubs, the A1307 corridor is used predominantly during peak periods when commuters typically 
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travel to and from work. Therefore, congestion and delays are expected along the corridor during peak periods 
when demand is the highest, which affects both private vehicle drivers and public transport users if bus and 
cars share the same lanes. 

Traffic congestion and delay analysis has been conducted using TrafficMaster data collected on weekdays 
between April and November (except July and August) in 201948. July and August data was not used as  these 
months include school and university summer holidays, which would not adequately represent the true 
maximum delay given the prominence of the education sector in Cambridge.  

The journey times during the morning (8-9 AM) and evening peak (5-6 PM) periods in their respective peak 
directions are compared to those of the inter periods and shown in Figure 1-20 and Figure 1-21. The key 
findings are: 

• In the morning peak, severe delay of the northbound traffic is not observed on the section of the A1307 

between A11 and the Hinton Way roundabout. However, the entire section between Hinton Way and 

Cambridge city centre is highly congested, which is expected to result in about 7 minutes of delay. 

• The 1.5 kms stretch between the Hinton Way roundabout and the CBC which usually takes about 3 

minutes to drive during inter-peak would take more than 8 minutes during the morning peak. 

• In the evening peak, major congestion can be expected for the southbound traffic between Cambridge city 

centre and Granham’s Road, which is about 750 metres south of the Biomedical Campus. Drivers on 

average will take about 3.5 minutes longer to reach Granham’s Road from the city centre, after which 

significant delays are not expected.  

 

Figure 1-20 - Northbound journey time along the A1307 in AM peak (weekday 2019)49 

 

 
48  
49 TrafficMaster Journey Time Data 
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Figure 1-21 - Northbound journey time along the A1307 in PM peak (weekday 2019)50  
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

1.5.5. Rail services 
Rail transport plays a critical role in modern mobility of people, goods and services from one place to another. 
Figure 1-22 maps the rail network and stations within Greater Cambridge and its surrounding areas.  

 
50 Ibid. 

Highway – key points 

• 33 personally injury collisions were observed along the A1307 section between Cambridge City 
Centre and Babraham between 2017 and 2022, of which 7 were considered serious and 2 fatal. The 
locations of the collision cluster around junction intersections, suggesting that collisions may have 
occurred due to conflicting vehicle movements or at junctions that suffer from significant congestion. 
Improvements undertaken on A1307 as a part of CSET1 could resolve the conflicting vehicle 
movements, while the CSET2 could help reduce congestion on the corridor.  

• The highest traffic counts along the A1307 are recorded just south of the Cambridge Biomedical 
Campus, with an approximate of 19000 Annual Average Daily Flow (AADF) recorded at this location 
in 2013-2016. The significantly lower traffic counts further into the city centre, with an approximate of 
11000 AADF in 2013-2016, indicate the effectiveness of Babraham P&R as well the popularity of the 
Cambridge Biomedical Campus as an employment destination. These are presented in detail in 
Figure 10.3 and Table 10.1 in OBC 2020. 

• Further out near Babraham Research Park, the traffic volume has increased considerably and has 
almost caught up to the same level at the CBC 3 years earlier. 

• Between 8 and 9 AM, major delay of the northbound traffic has been observed for the entire section 
between Hinton Way and Cambridge city centre. The 1.5 kms stretch between the Hinton Way 
roundabout and the Cambridge Biomedical Campus which usually takes about 3 minutes to drive 
during inter-peak would take more than 8 minutes during the morning peak. 

• In the evening peak, major congestions can be expected for the southbound traffic between 
Cambridge city centre and Granham’s Road, which is about 750 metres south of the Biomedical 
Campus. 
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The existing rail services and estimates of the usage based on Office of Rail and Road from the OBC 2020 is 
presented in this section.  

Figure 1-22 - Rail network and stations within Greater Cambridge and surrounding areas 

 

Cambridge Rail Station is served by the Greater Anglia and Govia Thameslink (Thameslink/Great Northern) 
Train Operating Companies (TOC), that connect Cambridge with the rest of East Anglia and London. London 
routes are typically into either King’s Cross or Liverpool Street stations, whilst regional destinations include 
Ipswich, Ely and Norwich. CrossCountry also provides a service, which travels southeast to Stansted Airport 
and Northwest to Birmingham via Peterborough. 

In summary, the rail network in the region provides efficient public transport connections to Cambridge City 
from the north, east, south and south-west. However, the network does not currently extend in the western or 
south-eastern direction. As a result, residents in the west and south-east do not have efficient rail access to the 
city, including those along the A1307 corridor. Whilst the delivery of East West Rail will address poor access 
from the west, there will still be a rail service gap in the south-east of Greater Cambridge and beyond. 

Stations along the Cambridge to London Liverpool Street line are the closest to the towns along the A1307 and 
are more difficult to access for those further away from Cambridge. For example, Whittlesford Parkway Station 
is more than 4kms away from Babraham and The Abingtons, whilst Haverhill is about 17kms away from Great 
Chesterford Railway Station. 

Rail has become an increasingly popular mode for people to access Cambridge City and its employment 
centres. There was a substantial growth in rail usage between 2011 and 2018 along the southern corridor, 
reflected by an increase in station patronage both at Cambridge and the stations south of Cambridge (shown in 
Table 1-14). However, given the poor rail access in the south-east of Greater Cambridge and beyond, the 
growing demand for efficient public transport along the A1307 corridor are likely not being met.  
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Table 1-14 - Estimates of Number of Passenger Entries and Exits  

Station 2011- 
2012 

2012- 
2013 

2013- 
2014 

2014- 
2015 

2015- 
2016 

2016- 
2017 

2017- 
2018 

6-year 
change 

Cambridge 8,823,236 9,168,938 9,824,859 10,420,178 10,954,212 11,424,902 11,530,238 +31% 

Shelford 145,900 154,060 152,976 159,920 174,920 182,138 204,618 +40% 

Whittlesford 

Parkway 
343,772 396,622 431,544 454,734, 493,004 509,744 538,972 +56% 

Source: ORR, OBC 2020 

 

1.5.6. Bus services 
The existing bus services in the area including the existing Guided Busway network and Park & Ride facilities 
have been summarised from the OBC 2020. The performance of these bus services discussed later in this 
section are based on the latest 2019 data analysis undertaken by AtkinsRéalis.   

The bus network servicing Greater Cambridge and beyond is primarily composed of: 

• A wide-reaching traditional bus network; 

• Cambridgeshire’s Guided Busway which is referred to simply as ‘The Busway’; and 

• Services connecting the city centre with various Park and Ride facilities. 

Collectively three categories of services provide good bus coverage across Greater Cambridge. Cambridge’s 
bus station located on Drummer Street acts as a hub for bus activity with most buses to and from destinations 
outside the city starting and terminating at this interchange or adjacent on-street bus stops. 

There are also privately operated bus services by employers in the area. 

1.5.6.1. Regular bus services 

Figure 1-23 displays the bus routes within Greater Cambridge which either run along the A1307, run parallel to 
the A1307 or intercept with the A1307. The details of the regular bus services are provided in Table 1-15.  

Rail services – key points 

• The rail network in the region provides efficient public transport connection to Cambridge City from 
the north, east, south and south-west. However, the network does not currently extend in the western 
or south-eastern direction. As a result, residents in the west and south-east do not have efficient rail 
access to the city, including those along the A1307 corridor. 

• The substantial growth in rail patronage at Cambridge Rail Stations in recent years demonstrates 
increasing demand for rail travel in the region. This growing demand for efficient high-quality public 
transport services likely also exist in the south-east along the A1307 corridor but are not currently 
being met. 



 

 

 

Strategic Dimension refresh 
AtkinsRéalis Page 48 of 97 
 

Figure 1-23 - Bus routes within the study area 

 
Source: OBC 2020  

Table 1-15 - Regular bus services on A1307 and A1301 

Routes Main Stops 
Cambridge-bound services frequency on weekdays 

AM Peak Non-Peak 

13  
• Haverhill 

• Linton 

• The Abingtons 

• Addenbrooke’s 
Hospital 

• Cambridge 

1 per hour 

13A 1 per hour 

13C 1 service in AM peak - 

13B  1 service in AM peak - 

X13 
4 services in the AM peak 

Approximately 2 per hour 
- 

13 service group Up to 6 per hour 2 per hour 

7 

• Saffron Waldon 

• Pampisford 

• Sawston 

• Stapleford 

• Shelford 

• Trumpington 

• Addenbrooke’s 
Hospital 

• Cambridge 

2 per hour 

 

(1 per hour from Saffron Walden 

+ 

1 per hour from Pampisford) 
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The Stagecoach 13 service group is comprised of five separate services, which travel along the A1307 corridor 

though with slight variations in route alignments and stopping patterns. When combined, the service group 

offers up to six services per hour in the morning peak providing access to Cambridge and CBC for residents of 

Haverhill, Linton and The Abingtons and Babraham. 

Stagecoach also runs a half-hourly service (Route 7) from Saffron Walden and Sawston/Pampisford in the 

south east to Cambridge via Stapleford, Shelford, Trumpington and CBC. This service mostly runs along the 

A1301 west of the A1307, before joining the A1307 via Addenbrooke’s Road / Dame Mary Archer Way. 

1.5.6.2. The Guided Busway 

Greater Cambridge is also served by the Guided Busway, with three routes (A, B and C) connecting 

Huntingdon and St Ives to Cambridge as shown in Figure 1-24. One of the services (Route A) extends further 

towards the southern fringe of the city where the CBC is located. Route U provides an additional connection to 

the CBC from Eddington in west Cambridge, via Madingley Road P&R, University of Cambridge, Cambridge 

City Centre and Cambridge Railway Station. The details of the Busway routes A and U are provided in Table 1-

10. 

These Guided Busway services are expected to be more reliable than traditional buses as they run along 
routes with sections of guided operation, supplemented by bus-only roads and conventional bus lanes. 
However, the current services mainly serve the suburbs and towns to the city’s north-west and do not extend 
any further south east beyond the CBC. There is therefore no guided busway connectivity between settlements 
and other employment hubs along the A1307 or A1301 corridors such as Great Shelford, Stapleford, Sawston, 
Babraham and its research campus, Granta Park, Linton and Haverhill. 

Figure 1-24 – The Existing Busway network 

 
Source: OBC 2020  
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Table 1-16 - The Busway services connecting to CBC 

Routes Main Stops 
Cambridge-bound services frequency on weekdays 

AM Peak Non-Peak 

Busway A 

• Cambridge Biomedical Campus 

• Cambridge Railway Station 

• Cambridge centre 

• Orchard Park 

• St Ives 

20 minutes 

Busway U 

• Cambridge Biomedical Campus 

• Cambridge Railway Station 

• Cambridge centre 

• University of Cambridge 

• West Cambridge 

• Madingley Road P&R 

• Eddington 

15 minutes 

1.5.6.3. Existing Park & Ride bus services 

To encourage a more efficient and sustainable mode to access Cambridge city centre and ease traffic 
congestion in the inner sections of the city, Cambridgeshire County Council has also set up five Park and Ride 
facilities near the city boundary. The locations of these five sites are illustrated in Figure 1-25. 

Figure 1-25 - Park and Ride facilities in Cambridge 

Source: Cambridge Park & Ride 
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Regular bus services (every 10-15 minutes) connect these P&R sites to the city centre and various employment 
hubs along the route. The Babraham Road P&R services the A1307 corridor as travellers from locations further 
out such as Babraham, Granta Park, Linton and Haverhill are able to drive along the A1307 and park at the 
site, before boarding bus services which depart every 12 minutes on workdays.  Babraham Road P&R services 
also provide connections to other key locations including CBC, Cambridge Railway Station and Cambridge 
Leisure Park. 

1.5.6.4. Employer operated bus services 

Granta Park, a business estate located south east of the A11/A1307 junction, operates 9 daily services51 
between 7:15 and 10:00, carrying commuters from Cambridge Railway Station to Granta Park via the A1307 
corridor, with stops at Marque Apartments and Addenbrookes’ Hospital. 8 daily services operate in the reverse 
direction between 16:00 and 18:50 in the evening. Tickets for the Granta Park commuter bus cost £1.50 for a 
single journey. 

1.5.6.5. Performances of key bus services 

With journey time data collected by Open Data Service (BODS) between February and April 2019, a 

comprehensive analysis has been carried out to understand the performances of two key bus services relevant 

to the study area: 

• Stagecoach East Route 13 along the A1307 corridor 

• Stagecoach East Route 7 along the A1301 corridor 

The analysis focuses on the journey time and variability of Cambridge-bound services in the morning peak 
period and non-peak period. It only considers data on weekdays during school and university semesters, which 
is expected to generate the highest possible travel demand in the morning peak and lead to the worst traffic 
congestions. 

Route 13 

The timetable scheduling of Route 13 has already taken into consideration the expected congestion along the 
A1307. For the service arriving in Cambridge Bus Station at 8:45, the Haverhill Research Park – Linton section 
is scheduled to take 15 minutes, 4 minutes longer than non-peak services. The A11 – CBC section is also 
expected to take 18 minutes during AM peak, 4 minutes longer. However, the most significant congestion-
induced adjustment is between CBC and central Cambridge, which is expected to take half an hour to complete 
during the AM peak, doubling the scheduled time in non-congested conditions. 

The key findings of the analysis are: 

• Timetable adherence: As shown in Figure 1-26 and Figure 1-27 with the exception of the Linton – Little 
Abington section, Route 13 services on average adhere to schedules both during AM peak and non-peak 
periods. 

• Delay during AM peak: Although Route 13 services run reliably according to the schedules, it is worth 
noting that the timetable has already been adjusted to take into account the expected congestion along the 
A1307, especially in the inner sections. Figure 1-27 and Figure 1-28 demonstrate that journey time 
between 8 and 9 AM is longer than non-peak periods as the result of traffic congestion and delay along the 
A1307 in the AM peak, as previously discussed in Section 1.5.4. This variability by hour is not observed for 
the Guided Busway A services, which largely run on dedicated lanes. 

 
  

 
51 Granta Park: Commuter Bus Timetable, available online: https://www.grantapark.co.uk/lib/uploads/2022/06/June-Rev-1.-Cambridge-
Commuter-Bus-Timetable-2022-1.pdf 

https://www.grantapark.co.uk/lib/uploads/2022/06/June-Rev-1.-Cambridge-Commuter-Bus-Timetable-2022-1.pdf
https://www.grantapark.co.uk/lib/uploads/2022/06/June-Rev-1.-Cambridge-Commuter-Bus-Timetable-2022-1.pdf
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Figure 1-26 - Route 13 - scheduled and actual journey time (minutes) by period and section 

 

Figure 1-27 - Route 13 – scheduled and actual cumulative journey time 
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Figure 1-28 - Route 13 – journey time by hours (selected sections only) 

 

Route 7 

Unlike Route 13, the timetable scheduling of Route 7 does not include any provision for additional time in the 
peak periods. Services are scheduled to have the same journey time throughout the day. The key findings of 
the analysis are: 

• Timetable adherence: As shown in Figure 1-29, the three inner sections (between Stapleford and 
Cambridge) each takes 50% longer to complete in the morning peak compared to the scheduled run time. 
This suggests significant delays along the A1301 (north of Stapleford) and the A1307 (between CBC and 
Cambridge centre). The scheduled journey of the CBC – Cambridge section (17 minutes) is constantly 
being exceeded even during non-peak periods. This is likely a scheduling issue given the journey time of 
Route 7 in that section is comparable with that of Route 13. Shown by Figure 1-30, the overall timetable 
adherence is being achieved during non-peak periods, while scheduled run time is on average being 
exceeded in the morning peak. 

• Delay during AM peak: Figure 1-31 shows a spike in journey time in the three inner sections between 8 
and 9 AM, which together contributes to a poor timetable adherence during the morning peak, as 
demonstrated by Figure 1-30. Unlike the Busway A services which have little journey time variability by 
hour, Route 7 services are prone to on-road traffic congestions and delays as they largely do not operate 
on dedicated lanes. 
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Figure 1-29 - Route 7 – scheduled and actual journey time (minutes) by period and section 

 

 

Figure 1-30 - Route 7 – scheduled and actual cumulative journey time 
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Figure 1-31 - Route 7 – journey time by hours (selected sections only) 

 

 

  

Bus services – key points 

• The bus network servicing Greater Cambridge and beyond is primarily composed of a wide-reaching 
traditional bus network, the Busway and five P&R bus services. CSET2 will complement the existing 
bus services and improve connectivity to Greater Cambridge and beyond.  

• The key bus services to the South East are Stagecoach service group 13 along the A1307 corridor 
and route 7 along the A1301 corridor. 

• Compared to non-peak periods, Route 13 services on average takes 5 additional minutes to travel 
from A11 to the CBC in the morning peak and are delayed for a further 8 minutes between the CBC 
and the city centre. This reflects the traffic congestions along the A1307 in the morning peak as buses 
do not operate on dedicated lanes. Delays on these sections of the road are consistent and well-
known, as the schedule timetable of the Route 13 have been adjusted to allow for additional travel 
time in the morning peak. CSET2 will provide improved journey times between CBC to and the city 
centre. 

• The three inner sections of Route 7 (between Stapleford and Cambridge) each takes 50% longer to 
complete in the morning peak compared to the scheduled run time, suggests significant delays along 
the A1301 (north of Stapleford) and A1307 (between CBC and Cambridge centre). 
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1.5.7. Active Travel 

1.5.7.1. Cycling and Walking 

Figure 1-32 - Cycling links in South East Greater Cambridge 

 
Source: OBC 2020  

As shown in Figure 1-32, there is a cycle path along the entire section of the A1307 between CBC and 
Babraham Research Campus that is classified as a “local cycle link separate from road traffic”. In reality, this is 
a combined foot/cycleway that runs alongside the road with the separation provided by a raised kerb. Towns 
along the A1301 are also integrated into the local cycle network of the study area, such as Shelford, Stapleford 
and Sawston. Overall, the cycling infrastructure in the south-east of Greater Cambridge is of a relatively high 
standard and provides good connection to the CBC.  

However, it takes about 30 minutes for cycling the 5 miles along the A1307 between the CBC and the A11. The 
distance associated with such a trip means cycling, as a daily mode of commute may not be an attractive or 
feasible option for most travellers from the south-east to provide an attractive corridor for safe cycling. 

1.5.7.2. Walking 

The walking facilities in the area analysed within the OBC 2020 are summarised in this section. 

For distances under 2km, walking is a quick, sustainable and effective way to travel. For this reason, walking 
trips often form at least one leg of a multi-modal journey. Walking is also a form of active transport and presents 
limited impacts to the environment and is thereby a preferred transport mode as it offers benefits to the user, 
the environment and the transport network.  

There are a number of fragmented Public Rights of Way (PRoW) within the study area, routes either run 
alongside the A1307, intersect the A1307 or run parallel to the A1307.  
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Figure 1-33 and Figure 1-34 shows a lack of continuous route along the A1307 that is dedicated to pedestrians 
only. The other option would be to walk on the active travel lane along the A1307 which is shared with cyclists, 
which may be unattractive for some pedestrians for safety concerns. 
However, the key reason that walking may not be a feasible travel option for people from the south-east is the 
travel distance. It would take more than 1.5 hours to walk from the A11 to the CBC even along the most 
efficient path, which very few people would choose as their main mode of commute to the CBC. 

Figure 1-33 - PRoW (Addenbrooke’s Hospital to Babraham) 

Source: Cambridgeshire County Council 

 

Figure 1-34 - PRoW (Babraham to Hildersham) 

 
Source: Cambridgeshire County Council  
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1.5.8. Environment 
Effects on the environment is an important l factor to be considered in new infrastructure developments. The 
environmental effects such as air quality, noise, the historic environment, landscape, biodiversity, flood risks, 
and GHG identified within the CSET2 Environmental Statement Volume 2: Main Report (CSET2 ES) (CSET-
10-02-00) are summarised in this section. 

1.5.8.1. Air quality, Noise and Historic Built Environment 

The key environmental effects regarding air quality, noise and the historic built environment are as below:  

• No significant air quality effects are predicted to arise with the identified mitigation in place. Whilst not 

significant, there is a marginal improvement in air quality during the operational phase.  

• In the construction phase, significant adverse noise from construction satellite compounds will be 

experienced by people living in houses closest to the construction compounds, along Hinton Way, Haverhill 

Road, and Sawston Road / Babraham Road. The effect will last for most of the construction phase, whilst 

the satellite compounds are in use. Mitigation measures, including monitoring, to minimise noise have been 

identified and will be specified in the CSET2 Construction Environmental Management Plan (CSET2 

CEMP) (CSET-10-08-00). 

• In the operation phase, the additional buses on the existing guided busway will pose significant adverse 

noise effects on properties. These include 571 properties between Cambridge Station at Hills Road, 93 

properties between Hills Road and Long Road, and 145 properties between Long Road and Francis Crick 

Avenue. These changes in noise are unavoidable, as mitigation measures would be difficult to install due to 

access requirements. The properties already experience relatively high level of noise events from the 

existing guided busway timetable. 

• Likely significant effects are predicted to arise on the historic built environment during the construction 

phase due to the loss of archaeological remains within the construction footprint of the Proposed 

Development. However, a Heritage Mitigation Plan and Written Scheme of Investigation would be put in 

place to alleviate the negative impacts. There are no significant effects to heritage assets predicted during 

the operational phase. 

1.5.8.2. Landscape 

The impacts of CSET2 on its surrounding landscape CSET2 are detailed in the CSET2 ES and summarised in 
this section.  

The landscape of the route corridor is mainly open, with an undulating landform which slopes gently down the 
River Granta valley to the south and Cambridge city to the west. Little Tree Hill, Wandlebury and Fox Hill are 
highpoints. Large arable fields are separated by ditches and occasional low hedgerows. Views tend to be long, 
except where woodland belts frame or screen views. The landscape is more intimate around the villages of 
Babraham, Stapleford, Sawston and Great Shelford, where streets and garden boundaries tend to be tree lined. 
The designed landscapes of Babraham Hall, Wandlebury Country Park, Granta Park and The Gog Magog Golf 
Club give part of the proposed CSET2 route a more intimate wooded quality.  

During construction, there will be significant adverse landscape effects to the Granta Valley Landscape Character 
Area (LCA) and significant adverse visual effects at some representative viewpoints. After 15 years, the 
landscape planting will have established, offering screening to visual receptors and providing integration by 
softening the appearance of CSET2 within the wider landscape. There will remain a moderate adverse and 

Active travel – key points 

• The cycling infrastructure in the south east of Greater Cambridge is of a relatively high standard and 
provides good connection to the CBC. However, it takes about 30 minutes to cycle the 5 miles along 
the A1307 between the CBC and the A11, which may not be an attractive or feasible option for all 
travellers from the south-east. 

• Although walking links do exist along the A1307 connecting to the CBC, it would take more than 1.5 
hours to walk from A11 to the CBC even along the most efficient path, which very few people would 
choose as their main mode of commute. 
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significant landscape effect to the River Granta LCA, and moderate adverse and significant visual effects at fewer 
representative viewpoints. 

1.5.8.3. Biodiversity 

The CSET2 ES establishes that there are no likely significant effects for designated sites for nature conservation, 
protected and priority habitats, or protected or priority species during either the construction or the operation of 
the CSET2 scheme. Moreover, the landscape design provides replacement and new habitats that improve habitat 
connectivity through the landscape.   

There are several sites of biodiversity interest in Cambridge within close proximity to CSET2. These are detailed 
in the CSET2 ES and involve Sites of Special Scientific Interest (SSSI), Local Nature Reserves (LNR) and County 
Wildlife Sites (CWS). These sites require careful attention in the planning and execution of works which may 
affect them, as well as mitigation measures to be employed. These include programming of works, 
implementation of mitigation strategies for certain species, implementation of buffer zones, and specific 
operational design, etc. to avoid impacts on certain species. Full details on the mitigation plans can be found in 
Section 10.6 of the ES.   

1.5.8.4. Water and Flood Risk 

With appropriate mitigation, the CSET2 ES establishes that no significant effects are predicted for surface 
water receptors in either the construction or operational phases.   

1.5.8.5. Greenhouse Gases 

In 2020, transport accounted for the highest emissions by sector in the UK with about 24% more than 
emissions from agriculture, waste management, industrial processes and the public sectors combined (Figure 
1-35). The UK government is committed to reduce national emissions by 78% in 2035 using the 2019/20 
emission baseline and aims to achieve net-zero targets by 2050. Transport schemes present both risks and 
opportunity for reducing greenhouse gas emissions and lead the way to national emissions reductions and 
achieving net-zero targets. Further details about greenhouse gas reduction opportunities associated with the 
scheme are contained in the CSET2 ES.  

  

Figure 1-35 - 2020 UK Greenhouse gas Emission by Sector (source: ONS) 
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Environment – key points 

• There are no likely significant effects for designated sites for nature conservation, protected and 
priority habitats, or protected or priority species during the construction or operation of the CSET2 
scheme. There are several sites of biodiversity interest in Cambridge within close proximity to the 
scheme, including SSSI, LNR and CWS, which require careful attention in the planning and execution 
of works to minimise effects on them.   

• There are known archaeological remains of regional and potentially national significance and sites of 
biodiversity interests within the footprint of the proposed route corridor that require careful attention 
in the planning and execution. 

• Despite environmental challenges, the scheme offers the opportunity to enhance biodiversity within 
the area. The landscape design improves habitat connectivity through replacement of habitats or 
introduction of new habitats.  

• The major environmental benefit the scheme offers is to sustainable transport options into Cambridge 
city centre, reducing the number of private vehicles on the road and reducing congestion. This will 
help to reduce emissions, be beneficial to local air quality within the Cambridge city AQMA and 
contribute to reducing carbon emissions from vehicular transport. 
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1.6. Future growth and development context 
The future growth and development context for the scheme consists of the below sections: 

• Growth identified in the adopted and emerging Local Plans  

• Growth identified beyond the Local Plans period  

• Planned transport infrastructure initiatives 

• Impact of above-mentioned future growth and transport initiatives. 

1.6.1. Growth identified in adopted and emerging Local Plans 

1.6.1.1. Growth within Cambridgeshire 

A significant number of new developments are planned across Cambridgeshire over the adopted Cambridge 
Local Plan and South Cambridgeshire Local Plan period (2018 - 2031). Some of the major planned new 
developments are concentrated in inner Cambridge and along the A1307 South East of Cambridge with the 
majority of them indicated as certain to be developed.  

The committed growth identified in these adopted Local Plans presented in Table 1-17 and Table 1-18 has 
been used to develop a baseline scenario within the Cambridge Sub-Regional Model 2 (CSRM2). This scenario 
has been used to appraise the CSET2 scheme, and includes local assumptions on housing, employment and 
other developments, along with transport schemes which are either committed or expected to be required to 
support development.  

Table 1-17 - Population growth  

District  2019 Total Change in population Percentage Growth 

2019-2026 2026-2041 2019-2026 2026-2041 

Cambridge  125,105 7,020 -3,419 6% -3% 

South Cambridgeshire  154,488 21,198 21,426 14% 12% 

Huntingdonshire  175,334 18,357 13,927 10% 7% 

East Cambridgeshire  87,783 12,455 1,209 14% 1% 

Total  542,710 59,031 33,143 11% 6% 

Table 1-18 - Job growth  

District  2015 Total Number of additional 
Jobs 

Percentage Growth 

2015-2026 2026-2041 2015-
2026 

2026-2041 

Cambridge  98,160 14,998 12,149 15% 11% 

South Cambridgeshire  81,193 18,750 18,073 23% 18% 

Huntingdonshire  81,207 4,567 5,129 6% 6% 

East Cambridgeshire  35,508 2,216 5,153 6% 14% 

Total  296,068 40,531 40,505 14% 12% 

 
The Future Growth Technical Note provides a detailed assessment of the short and medium-term future 
growth, together with committed and likely future developments outside the county to the south-east of 
Cambridge, as well as an assessment of longer-term growth. Atkins provided input to the Future Growth 
Technical Note from the CSRM2 model based on the above assumptions to model the impact of the CSET2 
Scheme on the wider highway network. 

Key points from the Future Growth Technical Note are as follows: 

• The Greater Cambridge emerging Local Plan is proposing provision of 51,723 dwellings from 2020 up to 
2041. Using an average household size of 2.44, this would result in an increase in population within 
Greater Cambridge of 126,204. This is substantially more than the population increase predicted within the 
adopted Local Plans; 

• 66,600 new jobs are proposed as part of the emerging Local Plan for Greater Cambridge between 2021 
and 2041, which again provides a substantial increase in jobs above the existing commitment within the 
adopted Local Plan; 



 

 

 

Strategic Dimension refresh 
AtkinsRéalis Page 62 of 97 
 

• Some 32,259 jobs were created in the Greater Cambridge Area between 2016 and 2022; and 

• Evidence that jobs will significantly outstrip the supply of housing, even accounting for the higher housing 
growth - the 51,723 dwellings planned over the same period would be below employment growth 

Life Sciences have been expanding at a very quick rate. CBC is predicted to accommodate 30% of life-
sciences growth in Greater Cambridge within the short term. The allocation to expand CBC within the emerging 
Greater Cambridge Local Plan, is consistent with the CBC Vision 2050. CBC estimate that by 2031, total 
employment on site will be 26,000 (up from 17,250 in 2017), with 25,100 visitors (up from 14,500 in 2017). The 
allocation will result in a further 9,510 jobs being created by 2041 and further visitor trips. CBC identify CSET as 
a critical part of their overall strategy to facilitate this growth. 

Outside of Cambridgeshire, it is likely that trips to and from Greater Cambridge, from the settlements of Bury St 
Edmunds and Haverhill will increase significantly. The two settlements combined have an allocation for over 
9,000 new houses within the adopted/emerging West Suffolk Local Plan. Patronage from both settlements to 
CSET is likely to be high. 

With all the land around Cambridge being designated as Green Belt, there is a fair possibility of a new 
settlement being delivered in areas outside of the Green Belt to the south-east of Cambridge, in proximity to the 
CSET2 Travel Hub. 

The government has also made a case for supporting the growth of Cambridge from delivering an expanded 
CBC but also identifying locations and facilitating the development of 150,000 more homes.  

Moreover, the Future Growth Technical Note assesses, with regards to long term growth after 2041, that it is 
difficult to predict exactly where growth will be planned. However, it appears likely that employment growth in 
Greater Cambridge will likely outstrip the rate of housing delivery and, as a result, the acute need for housing 
will continue. There has already been a key trend in workers moving to East Cambridgeshire, West Suffolk and 
Uttlesford, where house prices are lower, to commute to Cambridge. Accounting for the house prices in 
Cambridge and that Cambridge is surrounded by Green Belt, it is reasonably foreseeable that there will be 
further pressure for housing growth in locations outside of the Green Belt to the east of the city after 2041. This 
could include the provision for one or two new settlements.  

CSRM2 forecasts a reduction of Cambridge’s population by 3,419 between 2026 and 2041 and shows that 
committed growth in adopted Local Plans and committed growth to date will increase the population by 46,225 
between 2020 and 2041 within Greater Cambridge. It should be noted that these baseline forecasts developed 
in alignment with DfT Transport analysis guidance are based only on committed growth from adopted Local 
Plans, and they provide a conservative growth forecast for the region. In addition to the growth identified by 
adopted Local Plans, Greater Cambridge Shared Planning (GCSP) have prepared an emerging Local Plan 
(Emerging Local Plan) for the Greater Cambridge Area (Cambridge City and South Cambridgeshire). The 
emerging Local Plan indicates significantly higher growth than the adopted Local Plans. Although the emerging 
Local Plan is at an early stage of development, it has acknowledged a housing need of 51,723 dwellings 
between 2020 and 2041 rather than 44,100 dwellings as previously identified in adopted Local Plans, 
population increase of 126,204, and increased employment need from 58,500 jobs to 66,600. This increase in 
housing and employment provision is accounted through a high growth scenario modelled in CSRM2 which 
includes the developments from the emerging Local Plans, but this scenario is not reported in the Economic 
Dimension Addendum (5212868-ATK-GEB-WHL_AL_SCHME-RP-TB-000002) or the Transport Assessment 
(5212868-ATK-GEN-WHL_AL_SCHME-RP-TR-000002_A). However, the Greater Cambridge Employment and 
Housing Evidence Update forecasts the number of jobs forecast to 2041 is set to increase to over 280,000. 
Therefore, even accounting for the higher housing growth, the 126,204 population increase because of the 
51,723 dwellings planned between 2020 and 2041 would be well below the estimated employment growth.  

The emerging Greater Cambridge Local Plan and CBC Vision 2050 both anticipate growth at CBC, but the level 
of ambition around and plans for growth are currently not aligned:  

• CBC’s Vision 2050 - assumes total employment increase based on an earlier study from 17,250 (in 2017) 
to 26,000 (by 2031) with 25,100 visitors (up from 14,500 in 2017); and    

• Emerging Local Plan - allocation for CBC with 9,510 new jobs (by 2041); this implies that there will be 
limited or no growth at CBC beyond 2031. 

CBC is a key location for employment growth in the UK and is predicted to accommodate 30% of life-sciences 
growth within Greater Cambridgeshire in the short term (to 2031). CBC identify the delivery of the CSET guided 
bus scheme as a critical part of their overall strategy to facilitate this growth in the medium and long term. The 
emerging Local Plan includes an allocation to expand the CBC with additional 9,510 jobs created by 2041. 
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However, the allocation does not align fully align with the CBC’s growth and aspirations and implies that there 
will be limited or no growth at CBC beyond the local plan period.  

The Future Growth note highlights that the level of growth is likely to be substantially higher than the growth 
identified in the adopted and emerging Local Plans and additionally highlights the lack of space for CBC to 
grow as identified within the CBC’s Vision 2050. It details that CBC estimates the undeveloped spaces on the 
Campus could deliver circa 220,000 sqm, which will be used up by 2032, and further growth is expected 
beyond that in line with the CBC’s Vision 2050. This includes the new seven storey 26,000sqm Cancer 
Research Hospital which was granted planning permission in April 2024, and the new neuroscience and mental 
health research centre on the Forvie Site. 

Considering research conducted by Cambridge Ahead, who monitored the trend in job creation data between 
2016 and 2022 (including a period of restrained growth due to the global pandemic), the Future Growth note 
projects at least 200,000 new jobs in Greater Cambridge between 2020 and 2041. The Future Growth note 
highlights that assumed annual growth rate in the emerging Local Plan, although substantially higher than in 
the adopted Local Plan and the earlier draft, is less than half the rate at which jobs were created in Greater 
Cambridge Area between 2016 and 2022 (32,259 jobs). Based on past trends in inward investment and job 
creation, the Future Growth note concludes that potential future employment and population growth will be 
substantially higher than that planned for in both the adopted and emerging Local Plans. 

The Future Growth note highlights the findings of Cambridgeshire & Peterborough Independent Review 
(CPIER) 2018 that between 1997 and 2016, the employment levels in Greater Cambridge have significantly 
outstripped the rate of housing growth. The Housing Dashboard published by Cambridge Ahead in January 
2023 shows that this trend has continued between 2016 and 2022 despite the COVID-19 pandemic. If this 
trend continues, it will put further pressure on increasing the quantum of housing required to be built in and 
around the Greater Cambridge Area within the medium to longer term. This shortfall will be significant if the 
recent employment growth trajectory is maintained but will be even greater if there is an upturn in investment 
and employment, as Cambridge maintains and strengthens its position as a leading centre. This housing crisis 
is particularly acute and likely to worsen as Cambridge’s population has a very high proportion of young people 
(16-29) who have lower incomes and for whom affordability is a greater issue and a high and increasing 
proportion of the population of retirement age / not working.   

The Future Growth note highlights that major growth sites, as part of the committed developments in the 
adopted Local plan, are in the process of being built out within Cambridge and South Cambridgeshire which will 
result in thousands of new dwellings. It also highlights that the committed growth in adopted Local Plans and 
committed growth to date will increase the population by 46,225 between 2020 and 2041 within Greater 
Cambridge, which is 79,979 fewer people than proposed in the emerging Local Plan, and the future population 
figures will be substantially higher than predicted by the adopted Local Plans. 

The Future Growth note highlights that, based on the past trends and given the international importance of 
Cambridge, the employment growth within Cambridge will out-pace the allocated growth identified within the 
adopted Local Plans. Therefore, additional housing growth will be needed in the medium to long term (post 
2041) to resolve the existing acute housing shortage within the area and support the employment growth. 

The growth levels of areas outside of the Cambridge sub-region area in CSRM2 are assumed at the county- 
wide level. However, the Future Growth note details that settlements such as Haverhill and Bury St Edmunds in 
commuting proximity of CSET2 have an allocation for over 9,000 new houses within the adopted/emerging 
West Suffolk Local Plan and could lead to a higher patronage than identified within the CSRM2.  

The projected housing and employment opportunities would bring about a significant amount of pressure on the 
transport network and demand in the area, hence the compelling need for a corresponding effective and 
sustainable transport system which the CSET2 aims to provide.   

1.6.2. Planned transport infrastructure initiatives 
This section details proposed and planned transport infrastructure initiatives in the vicinity of CSET2.  

1.6.2.1. East-West Rail 

Whilst at present there are no direct rail links along the A1307 corridor, there are plans for rail improvements to 
the west of Cambridge along the Oxford to Cambridge Arc in the form of the East West Rail proposal. The East 
West Rail is a new rail link under development which would connect communities between Oxford, Milton 
Keynes, Bedford and Cambridge. Phase 1 of the western section between Oxford and the Chiltern Mainline 
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junction has been operational since 2016, and DfT have made the Transport and Works Act Order (TWAO) for 
Phase 2 of the western section between Bicester and Bletchley. 

Between Bletchley and Cambridge, the project proposes bringing back into use a section of railway that was 
closed to passengers in the 1960s, refurbishing existing railway lines between Bletchley and Bedford, and 
building brand new railway infrastructure between Bedford and Cambridge, defined as the “central section”. 

Options were developed for the Bedford to Cambridge section and consultation was held between January and 
March 2019 where the public were presented with a shortlist of five broad route alignments. The results of that 
consultation were published in January 2020. Following the 2020 consultation, a second non-statutory public 
consultation on nine potential route alignment options for the proposed railway line between Bedford and 
Cambridge was carried out in 2021, receiving 10,000 responses and 160,000 individual matters. Feedback 
from this consultation was used to guide developing plans to design a railway that best meets the needs of 
communities across the entire region. As a result, the preferred route corridor (shown in Figure 1-36) between 
Bedford and Cambridge was identified and will link existing stations in Bedford and Cambridge with 
communities in Cambourne and the area north of Sandy, south of St. Neots.  

On 14 November 2024, the Secretary of State for Transport issued a Safeguarding Direction for East West 
Rail. Small parts of the CSET2 scheme are included at Addenbrookes Roundabout but it is considered that the 
two schemes are compatible.  

Figure 1-36 – East West Rail Preferred Route Alignment  

 
Source: East West Rail Route Update Report 2023 52  

1.6.2.2. A505 Royston to Granta Park Strategic Transport Study 

A strategic transport study for the A505 corridor between Royston and the A11 at Granta Park has been 
commissioned by Cambridgeshire County Council on behalf of Cambridgeshire & Peterborough Combined 

 
52 https://eastwestrail.co.uk/routeupdate/route-update-report   

https://eastwestrail.co.uk/routeupdate/route-update-report
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Authority (CPCA). This study will assess the current traffic problems and potential future demand on the A505 
between Royston and the A11; a corridor which skirts the southern edge of the CSET2 scheme, and will 
investigate options for better provision for cyclists, pedestrians and public transport users.  

Stage 1 of the study started in 2019 and factors in plans for the new housing and development opportunities in 
the wider region. A pre-Strategic Outline Business Case has been recently developed for Stage 1 and the plans 
are aligned with the GCP’s programme for the area. The following interventions53 are recommended for further 
analysis and development as part of Stage 2:   

• Linked improvements for walking and cycling including boosting bike parking; north-south and east-west 
cycle connectivity linking Travel Hubs with local employment centres and growth areas; and addressing 
barriers to active travel.  

• Behavioural change measures to encourage sustainable travel and walking and cycling.  

• Public transport improvements including the consequences/outcomes of the re-structure of public and 
private bus services in the eastern end of the study area as well as bus priority.  

• Mass Rapid Transit (MRT) – an extension of the CSET2 from the proposed Travel Hub near the A11 to 
continue south and parallel to the A11 terminating at a new Travel Hub close to the Stump Cross 
Roundabout.  

• Highway improvements including: local pinch point improvements at junctions with severe congestion; and 
major highway carriageway and junction improvements where necessary to meet the study objectives.  

• Safety improvements involving on-carriageway enhancements between Royston and to the east of Flint 
Cross junction either for motorised vehicles and active mode travellers; and safety improvements at key 
junction hotspots in Sawston. 

1.6.2.3. Cambridge South Station 

The proposed new rail station at Cambridge South aims to improve connectivity between the growing CBC and 
international gateways, to reduce reliance on Cambridge station and improve sustainable transport access into 
the Southern Fringe of Cambridge.  

An Outline Business Case has been developed in 2021 and the proposed location of the Cambridge South 

Station is presented in Figure 1-37. A Transport and Works Act Order to construct a new station to serve the 

Cambridge Biomedical Campus was submitted in June 2021 and approved by the Secretary of State for 

Transport, to improve connectivity in Cambridgeshire and beyond in December 2022. In September 2023, the 

main contract to build and complete Cambridge South Station was awarded. The station is expected to open in 

2025.  

  

 
53 A505 Royston to Granta Park Strategic Growth and Transport Study - Cambridgeshire & Peterborough Combined Authority 
(cambridgeshirepeterborough-ca.gov.uk) 

https://cambridgeshirepeterborough-ca.gov.uk/news/a505-royston-to-granta-park-strategic-growth-and-transport-study/
https://cambridgeshirepeterborough-ca.gov.uk/news/a505-royston-to-granta-park-strategic-growth-and-transport-study/
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Figure 1-37 - Proposed Location of Cambridge South Station 

 
Source: Strategic Case Outline Business Case - Cambridge South Rail Station  

1.6.2.4. Cambridge Greenways 

The Cambridge Greenways project comprises of a network of 12 radial greenway routes into Cambridge from 
surrounding towns and villages as shown in Figure 1-38. The project intents to make travel into and out of 
Cambridge easier and sustainable through its greenway routes. The Linton Greenway and Sawston Greenway 
are both located within the same geographic area where the CSET2 project is proposed, with the Linton 
Greenway establishing an improved active travel route between Granta Park and the CSET2 Travel Hub over 
the A11.   
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Figure 1-38 - Proposed Cambridge Greenways Network 

 
Source: Greater Cambridge Partnership, https://www.greatercambridge.org.uk/sustainable-transport-programme/active-travel-
projects/greater-cambridge-greenways 

1.6.3. Impact of future growth and transport initiatives 
As assessed in the Future Growth Technical Note, a significant level of new developments are planned across 
Cambridgeshire over the Local Plan period, with some of the major planned developments concentrated within 
inner Cambridge and along the A1307 South East Cambridge.  

In addition to the committed growth identified in the adopted Local Plans, the emerging Greater Cambridgeshire 
Local Plan indicates significantly higher housing and employment need. The Future Growth Technical Note 
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points to further housing targets and committed/ likely developments in the Cambridge area, as well as 
limitations of the current predictions, suggesting that further growth than forecasted can be expected in the 
future. This growth would bring about a significant amount of pressure on the transport network and demand in 
the area, hence the compelling need for a corresponding effective and sustainable transport system which 
CSET2 aims to provide. Without intervention, the productivity, connectivity and liveability of Cambridge and its 
south-east could be at risk: 

• Productivity: The CBC and other employment hubs along the A1307 will be increasingly more difficult to 
access by car from the south-east as the result of worsening traffic conditions along the A1307. Public 
transport users will also be impacted to the same traffic delay as private vehicles. Access constraints (both 
by car and public transport) from the south-east can limit the workforce catchment of these employment 
centres and ultimately their growth potential, which can in turn impact the productivity growth of the wider 
region. 

• Connectivity: Without fast and reliable access to the dominant employment centres in the region such as 
Cambridge city centre and the CBC, the south-eastern part of Greater Cambridge and beyond will continue 
to suffer from sub-standard connectivity compared to other parts of the city region. As a result, these areas 
will struggle to attract new residents while transport may increasingly become a barrier for existing 
residents to access employment, education and other opportunities, leading to further economic inactivity 
and deprivation in certain pockets. 

• Liveability: High traffic volume often leads to increases in noise levels, air pollution and collision numbers, 
all of which will impact on the attractiveness of Cambridge’s south east as a place to live and work. 

Currently, there are about 35 bus services connecting to the CBC each hour during peak periods, 28 of which 
are from the north-west and only seven from the south-east. Almost all these services are on-road, with the 
exception of seven Busway services from the north-west which do not extend beyond the CBC. This means 
there are only 7 services per hour connecting Cambridge’s south-east to the CBC, all of which are exposed to 
on-road traffic delay. This level of service is simply insufficient for the commuters from the south-east.  

Further growth beyond that originally identified in the emerging Greater Cambridge Local Plan is now being 
proposed. More land for housing and employment development will be needed if Cambridge is to support the 
Government’s objective of significantly boosting the supply of new homes and to support economic growth and 
productivity, particularly to continue to strengthen Greater Cambridge’s economy, and provide sufficient new 
homes that are affordable to the growing and predominantly young workforce. 

In summary, the level of expected future growth in terms of population and employment in Cambridge and 
South Cambridgeshire suggests that existing transport systems do not have the resilience to cope with travel 
demand and forecast growth across South East and Central Cambridgeshire. Hence, there is a need for prompt 
action in providing adequate and sustainable transport to avoid overstretching and travel infrastructure deficit. 
These deficits could potentially lead to congestion and carbon emissions, delay of travel time and road safety 
concerns. CSET2 would not only deliver infrastructure support that absorbs future travel demand, but would 
also provide contemporary sustainable systems that meet the needs of Cambridgeshire and travel preferences 
of a new generation of transport users.     
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Implications of future population and employment growth for CSET2: 

• Further growth beyond that originally identified in the emerging Greater Cambridge Local Plan is now 

being proposed. More land for housing and employment development will be needed if Cambridge is to 

support the Government’s objective to significantly boost the supply of new homes and to support 

economic growth and productivity, particularly to continue to strengthen Greater Cambridge’s economy, 

and provide sufficient new homes that are affordable to the growing and predominantly young 

workforce. 

• The population growth will impact congestion along the A1307 corridor, increasing ambient GHG 

emissions and general pollution. The pressure on the A1307, which connects several settlements 

between Cambridge city centre and south-east Cambridgeshire, explains the crucial need for a 

transformational improvement of existing transport infrastructure and other travel options to improve 

road travel.  

• Existing transport infrastructure is not equipped to cope with the expected travel demand associated 
with the scale of economic progress and employment growth forecast across South East Cambridge 
and Central Cambridge. 

• CSET2 aims to deliver exceptional transport infrastructure which will futureproof the network in 
preparation for planned employment growth potential. Attractive, reliable, and sustainable transport 
options will encourage uptake, alleviating pressure on the A1307 corridor and accommodate greater 
demand.  
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1.7. Stakeholders' views and requirements 
Since inception of the CSET project in 2015, the community and stakeholder engagement process has produced 
a number of outcomes. Table 1-19 summarises the public consultation undertaken by GCP and gives an overview 
of the key decisions steering CSET’s development. The Consultation Report (CSET-05-00-00) outlines the 
consultation and engagement that has taken place, and how the feedback received informed changes to the 
design of the CSET2 scheme.   

Table 1-19 provides a timeline of key decisions in the evolution of the CSET scheme.  

Table 1-19 - Key development decision timeline for CSET 

Timeline Consultation / 

Event 

Purpose Key Outcomes 

2015 Early 

stakeholder 

engagement and 

workshops 

A range of different scheme options were 

proposed including: 

1. Re-opening the Haverhill to 

Cambridge railway line; 

2. A bypass for Linton; 

3. Creating a dual carriageway along 

the A1307. 

Initial technical work helped to determine 

and compare the benefits of the options. 

Benefits and costs of scheme options 

were considered against their ability to 

meet objectives of GCP’s scheme 

programme. 

 

Rail and road dualling concepts were 

found not to be affordable/deliverable 

within the scope of Greater Cambridge 

City Deal. 

June to 

August 

2016  

2016 public 

consultation  

Public consultation to consider initial 

strategic concept options for public 

transport improvements along the A1307 

corridor.  

Key 2016 consultation findings:  

1. Majority supported bus link from 

Babraham Road Park & Ride to 

Addenbrooke’s CBC, with 

slightly more support for the on-

highway option (49.9%) than off-

highway (44.9%). 

2. Greater number of people 

opposed to the off-highway 

option (16% strongly opposed, 

compared to 8.5% strongly 

opposed to on-highway). 

Primarily due to environmental 

concerns, including link’s 

proximity to assets like Nine 

Wells LNR and Gog Magog 

Hills. 

3. Additional Park & Ride capacity 

was generally well supported, 

with both options supported by 

over 60% respondents. Option 

to expand existing Babraham 

Road site marginally more 

popular (2%) than creating new 

site close to A11 junction. 

 

Following the consultation, preferred 

options were developed for an on-

highway inbound bus lane.   

February 

2017  

LLF Meeting 2016 consultation findings and preferred 

options were presented to the newly 

established LLF.  

LLF members raised concerns with 

proposed preferred options. 

 

LLF Chair reported back to GCP Joint 

Assembly meeting on 1st March 2017 and 

GCP Executive Board meeting on 8th 

March 2017. 
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During GCP Executive Board meeting on 

8th March 2019, additional workshops 

with LLF groups were arranged for before 

next consultation. 

April to 

November 

2017  

LLF Group 

Workshops  

The LLF groups proposed a number of 

bus, road safety and active travel 

improvements for the Haverhill to 

Cambridge corridor. 

 

These were ranked by the LLF and 

developed into:  

 

1. Short-term, bus, road safety, 

walking and cycling 

improvements for the A1307 

between Haverhill and 

Cambridge (CSETS Phase 1).  

2. Three long-term strategies for 

Cambridge South East 

Transport Study area (CSETS 

Phase 2); 

 

Long term strategies: 

3. A new off-road, segregated 

public transport route from the 

A11 to the CBC;  

4. Two further strategies involving 

bus lanes along the A1307 

between the A11 and 

Addenbrooke’s Hospital. 

 

 

Three strategies developed by LLF were 

presented to GCP Joint Assembly on 2nd 

November 2017 and to GCP Executive 

Board on 22nd November 2017.  

 

Executive Board agreed unanimously to:  

1. Note revised options and 

strategies resulting from work 

with LLF; 

2. Note increased cost of 

strategies, more than the £39m 

previously estimated, as a result 

of additional options; 

3. Approve withdrawal of existing 

park and ride proposals at 

Babraham Village and Wild 

Country Organics, pending new 

larger sites being identified; 

4. Undertake public consultation on 

the three strategies, subject to 

Strategy 1 being considered as 

an off-road public transport 

corridor; with most appropriate 

being subject to further 

consideration at a later stage of 

scheme development following 

outcome of this consultation;  

5. Aim to begin additional public 

consultation in February 2018 

following discussion with Mayor 

and Combined Authority on 

content;  

6. Authorise officers to progress 

design and planning of lower 

cost works within public highway 

not requiring consents for early 

delivery, subject to consultation. 

February 

to April 

2018  

2018 public 

consultation  

Public consultation to consider three 

high-level public transport options along 

the A1307 corridor.   

 

17 shorter-term proposals for bus priority, 

junction improvements, walking and 

cycling measures and road safety 

improvements also presented.  

 

 

Key 2018 consultation findings:   

1. Strategy 1 was most supported 

of the three Phase 2 strategies.  

2. Strategy 1 had highest 

percentage (29.3%) of 

respondents who felt it would 

encourage them to switch 

transport mode away from a 

car.   

3. Most Phase 1 elements were 

supported by majority of 

respondents except the 

signalisation and right-turn ban 

(except buses) from Linton High 

Street, measures to ease bus 

movements in Linton, 

westbound bus lanes on the 

approach to the B1052 and 
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closing the central reserve at 

Dean Road crossroads.  

 

Consultation results were presented 

during the GCP Executive Board meeting 

on 4th July 2018. Decision on the strategy 

approach was deferred until October 

2018 due to a pause requested in the 

Mayoral Interim Transport Strategy 

Statement.  

 

Decision made by GCP Executive Board 

on 4th July 2018:  

1. Note results of public 

consultation.  

11th 

October 

2018  

GCP Executive 

Board Meeting  

GCP Executive Board meeting to 

consider 2018 public consultation results 

(see above).  

 

Decisions made by GCP Executive 

Board:  

1. Note outcome of public 

consultation and final 

consultation report;  

2. Agree adoption of Strategy 1, 

the off-road strategy, as 

preferred strategy for A1307 

corridor and request that officers 

develop detailed proposals for 

delivery of scheme including 

detailed route alignment, park 

and ride and review of 

environmental impact;    

3. Request that officers draw up 

landscaping and ecological 

design proposals which would 

add enhancements to area, 

maximising potential of the off-

road option including 

considering possibility of a linear 

park alongside development of 

the off-line solution;    

4. Note updated programme for 

project.  

27th June 

2019  

GCP Executive 

Board Meeting  

GCP Executive Board meeting to 

consider project’s next steps.  

Decisions made by GCP Executive 

Board:  

1. Note further work undertaken on 

identifying potential route 

alignments and travel hub 

locations for CSET2;    

2. Agree to undertake public 

consultation on shortlisted 

routes;  

3. Receive report in early 2020 

outlining consultation response, 

OBC and final proposals for 

scheme.  

September 

to 

November 

2019 

2019 public 

consultation 

Public consultation to consider travel hub 

options, proposed stops and shortlisted 

CSET2 route alignments.   

 

Key findings of 2019 consultation:  

1. Over half of respondents 

indicated they support proposals 

for a scheme to improve public 

transport in south-east of 

Cambridge; 
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2. No majority of support for any of 

the three Travel Hub locations; 

3. No majority of support for any of 

the five routes for accessing the 

Travel Hub sites. 

 

Post consultation, the GCP Executive 

Board approved the Brown route as the 

preferred option.  

25th June 

2020  

GCP Executive 

Board Meeting  

GCP Executive Board meeting to 

consider project’s next steps.  

Decisions made by GCP Executive 

Board:  

1. Note results of 2019 public 

consultation; 

2. Endorse key conclusions of 

OBC presenting a preferred high 

quality public transport, walking 

and cycling route; 

3. Endorse key conclusions of 

OBC in relation to a travel hub 

location; 

4. Request that officers undertake 

an Environmental Impact 

Assessment (EIA) for route and 

prepare a Transport and Works 

Act Order (TWAO) application; 

5. Approve procurement of legal 

services to support preparation 

of a TWAO; 

6. Approve revised budget for 

CSET2 project; 

7. Require officers to keep scheme 

details and business case under 

review to ensure that Full 

Business Case and final design 

reflects any changes arising 

from LTP sub-strategy 

consultation, as well as 

emerging proposals from EWR 

and the CAM tunnelled and 

regional route sections; 

8. Require officers to develop a 

strategy for sustainable and 

carbon neutral solutions, and 

environmental improvements – 

including 

protection/enhancement of Nine 

Wells nature reserve. 

October to 

December 

2020  

Public 

consultation  

EIA public consultation to consider two 

route options, identify environmental 

impacts and proposed mitigation 

measures of adverse impacts.   

Key findings of 2020 consultation:  

1. Highest proportion of 

respondents (33.6%) strongly 

opposed proposed route 

realignment between Babraham 

and Sawston54. 11.8% strongly 

supported and 15.5% supported 

the proposed realignment; 

2. 54.3% respondents agreed with 

proposed segregation of 

 

54 The proposed route realignment between Babraham and Sawston can be found in Figure 6-1 of the AtkinsRéalis (September 2023) 

Cambridge South East Transport Phase 2: Stakeholder and Consultations Report   

https://cccandpcc.sharepoint.com/:w:/r/sites/GreaterCambridgePartnership/Shared%20Documents/JPSF%20Working%20Area%20%20NB%20EXTERNAL%20ACCESSES%20GRANTED/CSETS/Communications%20and%20Stakeholder%20Engagement/Consultation%20report/TWAO%20Consultation%20Report/December%2021%20Update/403394-MMD-STE-00-RP-SE-0683_Draft_CSET_Consultation_Report_December_2021.docx?d=w0b01fc516c294b959f671a822310dbd3&csf=1&web=1&e=dYoCUX
https://cccandpcc.sharepoint.com/:w:/r/sites/GreaterCambridgePartnership/Shared%20Documents/JPSF%20Working%20Area%20%20NB%20EXTERNAL%20ACCESSES%20GRANTED/CSETS/Communications%20and%20Stakeholder%20Engagement/Consultation%20report/TWAO%20Consultation%20Report/December%2021%20Update/403394-MMD-STE-00-RP-SE-0683_Draft_CSET_Consultation_Report_December_2021.docx?d=w0b01fc516c294b959f671a822310dbd3&csf=1&web=1&e=dYoCUX
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cycling/pedestrian path along 

western side of Francis Crick 

Avenue (FCA), compared with 

4.9% respondents that opposed. 

3. Highest proportion of 

respondents answered either 

‘No opinion’ (28.6%) or strongly 

supported (27.6%) an active 

travel route between the Travel 

Hub and Granta Park (Active 

Travel Route A). 

 

Post consultation, the GCP Executive 

Board reaffirmed the Brown route as the 

preferred option for the scheme. 

30 

November 

2020 

Stakeholder 

meeting  

Stakeholder meeting with Babraham 

residents 

A query was raised regarding why a route 
alignment option running between the 
Brown and Pink Routes presented in the 
2019 public consultation was not being 
considered during the Environmental 
Impact Assessment (EIA) Consultation on 
the preferred route. Four responses to 
the EIA Consultation which closed on 14 
December 2021 received also requested 
consideration of a variation to the Pink 
Route.  

 

10th June 

2021  

GCP Joint 

Assembly 

Meeting  

Quarterly meeting of GCP Joint 

Assembly.  

No objections raised to Brown route 

alignment and Joint Assembly supported 

project proceeding to next step. Following 

this, GCP progressed with Brown route 

as preferred route option.  

1st July 

2021  

GCP Executive 

Board Meeting  

GCP Executive Board meeting to 

consider project’s next steps.  

Decisions made by GCP Executive 

Board:  

1. Note response to EIA 

consultation; 

2. Note a non-technical summary 

of the Environmental Statement; 

3. Agree submission of a TWAO 

application to secure necessary 

planning and consents for 

scheme. 

15 

November 

2021 and 

Monday 13 

December 

2021 

Supplementary 

Engagement 

2021  

Following the 2020 public consultation, 

GCP progressed its design to include a 

preferred option for the proposed active 

travel route on east of the A11. A 

supplementary engagement with local 

landowners and occupiers was needed 

following the update.  

 

Key outcomes of 2021 consultation:  

1. The project team considered all 

comments received during the 

supplementary engagement 

period. 

2. While these improvements were 

consulted upon, it is not possible 

for the Scheme to deliver these 

improvements under the TWAO 

and a supplementary planning 

application would be required to 

deliver the active travel paths. 

3. As such, GCP agreed to include 

the improvement of the linkage 

between Newmarket Road and 

Babraham High Street as part of 

CSET Phase 1 instead. It is 

assumed that improvements to 
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this linkage will be in place 

before the Scheme is complete. 

18 July 

and 30 

August 

2022 

Stapleford route 

change 

consultation 

2022 

 

After the EIA consultation in 2020, 

proposals for a retirement village in 

Stapleford were approved on appeal by 

the Government’s Planning Inspectorate. 

Therefore, amendments had to be made 

to the proposed route of the Scheme and 

the location of the Stapleford bus stop. 

The engagement consulted on two route 

change options:  

Option 1 runs 30m into the country park. 
The bus stop would move 85m to 
between the changed route and 
Haverhill Road. This option is 
associated with a slightly longer walk 
than Option 2. 

Option 2 runs along the eastern edge of 
the retirement village just inside the 
country park. The bus stop would 
move 75m to between the changed 
route and Haverhill Road.  

Key outcomes of 2022 consultation:  

1. Option 1 has been taken forward 

as part of the Scheme. It was 

slightly preferred by those who 

responded to the consultation 

and keeps the bus route best 

connected to the village.  

2. In response to issues raised 

about access to the country 

park, two new controlled 

crossings are added to ensure 

safe access.  

3. Parking at the village stops has 

been consciously limited to 

strongly encourage users of the 

new bus route to park at the 

dedicated new travel hub near 

the A11/A1307 junction. 

4. Details such as cycle storage 

and light pollution will be dealt 

with as part of the scheme 

detailed design, with 

respondents’ concerns born in 

mind. 

Post- 

August 

2022 

Continued 

Stakeholder 

Engagement  

Engagement with individuals (including 

landowners) and organisations who had 

expressed an interest and wanted to ask 

further questions in respect of the next 

steps for the project and discuss any 

outstanding queries via email, letters and 

meetings. 

1. Following a review of the 

feedback received during the 

consultations as well as ongoing 

stakeholder engagement and 

technical work, GCP developed 

its proposed route alignment for 

the Scheme. 

 

 

 

Summary of project milestones from 2015 to 2022 

• Early stakeholder engagement and workshops in 2015 indicated that rail and road dualling concepts 
were found not to be affordable/deliverable within the scope of GCP.  

• Following the 2016 public consultation, preferred options were developed for an on-highway inbound 
bus lane. 

• Three strategies developed by LLF were presented to GCP Joint Assembly in 2017 and it was agreed 
to undertake public consultation on the three strategies, subject to Strategy 1 (devised by LLF) being 
considered as an off-road public transport corridor; with most appropriate strategy being subject to 
further consideration at a later stage of scheme development following outcome of this consultation. 

• 2018 public consultation indicated that Strategy 1 was most supported of the three Phase 2 
strategies. 29.3% stakeholders felt this strategy would encourage them to switch transport mode 
away from a car.  

• In 2019, it was agreed that no further work was to be done on identifying route alignment and travel 
hub locations for CSET2.  

• In 2020, the GCP Executive Board reaffirmed the Brown route as the preferred option for the scheme. 

• In 2021, GCP agreed to include the improvement of the linkage between Newmarket Road and 
Babraham High Street as part of CSET Phase 1 instead of Phase 2. Improvements to this linkage 
are expected to be in place before the scheme is complete. 

• After 2021, ongoing engagement is happening with stakeholders and impacted landowners to update 
them on the scheme and talk through any questions/concerns they have.  
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1.8. Key problems and case for change 
Informed by issues identified in the OBC 2020 as they remain credible, this OBC Strategic Dimension Refresh 
identifies the key movement issues within the CSET2 corridor. These include delays of around 7-minutes55 
recorded on the A1307 between the roundabout at Hinton Way and Cambridge City Centre along the A1307, 
unequal availability of travel options into Cambridge, limited public transport access from around the south east, 
leading to barriers to economic growth, including employment growth potential arising from the Biomedical 
Campus, the reliance on emission ladened road travel could challenge net-zero ambitions and environmental 
targets.. These issues provide the basis for a case for change as discussed in this section.  

 

The availability of public transport into Cambridge is not equal from all directions. Due to the lack of 
high standard public transport options, such as rail and bus travel with dedicated lanes, towns to the 
south-east of the city are not connected to Cambridge and its key employment sites. 

• Although there is a comprehensive public transport system within Greater Cambridge primarily 
composed of rail, the existing Guided Busway, five P&R services and a wide-reaching traditional bus 
network, the quality of these public transport provisions are not equal from all directions. 

• The rail network in the region provides efficient public transport connection to Cambridge City from 
the north, east, south and south -west, while the Guided Busway is a reliable option for the north-
west. However, the western and south-eastern parts of the city region are not serviced by high-
quality public transport options. 

• Following the full delivery of East West Rail which will establish a new rail connection from the west, 
and other schemes such as CtoC, the south-east will likely be the only remaining corridor that has 
substandard public transport linkage to Cambridge and its key employment sites. 

Limited public transport options from the south-east to key destinations in Greater Cambridge 
constrains access to employment, educational and leisure opportunities for its current and future 
residents. 

• The south-east is currently serviced by only two regular bus routes (13 and 7), both of which 
experience severe delays during peak periods along the A1307 and A1301 when travelling in 
Cambridge’s inner areas. 

• Such delays are not experienced when using higher quality public transport options such as rail or 
the Guided Busway, meaning commuters from other parts of the city region (where these services 
are available) can travel into Cambridge more efficiently than those from the south-east.  

• For example, it takes 50 minutes to travel to Cambridge from Haverhill by public transport, 5 minutes 
more than the journey time from Bury St Edmunds in the east, which is almost twice as far away 
from the city. This means residents in the south-east have access to fewer employment, educational 
and leisure opportunities when spending the same time travelling on public transport. 

• As a result, about 80% of existing commuters from the south-east drive to work in Cambridge City, 

making them the second most reliant on private vehicles out of seven segments of Greater 

Cambridge. Without intervention, residents in the south-east will continue to be reliant on cars as 

their main method of transport. 

• Further, without improved access to jobs, education and services, Greater Cambridge’s south -east 
area may struggle to attract future residents and contribute to Cambridgeshire’s population growth 
ambition. 

The economic growth ambition of Greater Cambridge and its status as a world-leading centre for 
research, innovation and technology may be compromised if it is not supported by sufficient 
investment in transport infrastructure 

• Cambridge is renowned for being a world-leading centre for research, innovation and technology. 
The CBC and other institutions in the city’s south-east makes Cambridge the heart of Britain’s life-
sciences industry, which will play a nationally strategic role going forward in reviving Britain’s 
currently sagging economy. This industry is key to the UK’s competitiveness in the world market and 
is vital to the “UK PLC” brand. 

 
55 CSET-19-00-00 Transport Assessment, Paragraph 5.63 
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• One of the key contributing factors to economic growth is access to the largest possible workforce. If 
workers from the south-east cannot travel to Cambridge and its growing employment centres 
efficiently, the companies and nationally important industries in the city will be missing out on a large 
pool of employee talent and may therefore be unable to fulfil their maximum growth potential. 

Roads in central and South East Cambridge are already experiencing congestion, limiting journey 
times and reliability for both car and bus. 

• Major periods of congestion are already being observed along the A1307 during peak periods. 

Between 8 and 9 AM, northbound traffic experiences severe delays for the entire section between 

Hinton Way and Cambridge city centre56. This is more than doubling the journey time between the 

Hinton Way roundabout and the CBC, affecting the journey time and reliability for drivers along the 

A1307. 

• Unlike the existing Guided Busway services which run on dedicated lanes, regular bus services 
along the A1307 (Routes 13 and 7) would share the same lanes with car traffic. They are therefore 
exposed to the same traffic congestions and would take a noticeably longer time to run during peak 
periods. 

• With the projected population growth along the A1307 corridor in the next two decades and the 
expansion of the CBC and other institutions in South East Cambridge, travel demand along the 
A1307 is expected to increase going forward. Without attractive and reliable alternative options, this 
increase in travel demand will likely lead to higher private vehicle volumes and worsening 
congestion. 

Without adequate alternative options, dependency on emission-intensive modes makes it 
challenging to achieve net-zero and other environmental targets. 

• The proportion of commuter trips to Cambridge undertaken by car or van is higher in the south-east 
than almost all other parts of the city region. Car ownership level is also higher in the south-east 
when compared to other parts of Greater Cambridge.  

• The lack of adequate alternative options highlights a significant dependency on private vehicles and 
high car usage, which contributes to environmental impacts, including carbon and other GHG 
emissions, noise and air pollution.   

• Unless significant improvements are made to the existing public transport provision in the south-east 
to make it more attractive and reliable, it will be hugely challenging to generate a meaningful shift 
away from private vehicle modes and overcome the high car dependency and usage in the area. 

The current and future problems outlined in this section 1.8 compromise GCP’s ability to deliver its vision to 
support and sustain Greater Cambridge as a place to live and work by provision of integrated transport with 
public transport routes and active travel options offering a viable alternative to driving. This is reflected within 
the logic map shown in Figure 1-39, and therefore GCP needs to deliver a solution to facilitate its continued 
growth and support the continuation of the ‘Cambridge Phenomenon’. CSET2 aligns strongly with GCP’s vision 
to transform the way people move in Cambridge and travel within greener transport links and its commitments 
to shift to zero carbon.  

  

 
56 CSET-19-00-00 “Congestion and Delay” Paragraph 5.63 
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1.9. Scheme objectives 
As part of OBC 2020, scheme objectives were developed by Mott MacDonald in consultation with GCP and 
apply to CSET as a whole, both Phase 2 and Phase 1. In light of the updates to the problems identified and the 
need for intervention in Section 1.8, these scheme objectives were revisited in this Strategic Dimension refresh. 
Those that were found relevant and address the updated transport problems and the case for change were 
retained and renumbered to align with the transport problems in the logic map (Figure 1-39).  

The new set of scheme objectives is set out below, and has been designed to be Specific, Measurable, 
Achievable, Realistic and Time Bound (SMART).   

Objective 1 - Improve connectivity to employment sites in South East Cambridge and central 
Cambridge 

Provide improved access to the Granta Park, Babraham Research Campus, Addenbrooke’s Hospital, 
Cambridge Biomedical Campus and a number of other employment sites in South East Cambridge.  

• Increase modal options for commuters travelling to and from employment sites in South East Cambridge 
and central Cambridge by delivering a high quality public transport network and improved active travel 
routes for users.  

Objective 2 - Support the continued growth of Cambridge and South Cambridge’s economy 

• Deliver journey time savings for commuters travelling by public transport to job opportunities in South East 
Cambridge and central Cambridge.  

• Improve journey time reliability for users of the A1307 corridor. 

• Provide the transport infrastructure necessary to sustain economic growth. 

Objective 3 - Improve road safety for all users of the A1307 corridor 

• Reduce the number of accidents at identified accident clusters along the corridor.  

• Reduce the number of speed related incidents along the corridor.  

• Improve the safety of crossing movements for cyclists, pedestrians and equestrians.  

Objective 4 - Relieve congestion and improve air quality in South East Cambridge 

• Encourage use of sustainable transport modes for journeys through South East Cambridge and into central 
Cambridge. 

• Enhance quality of life by relieving congestion and improving air quality in South East Cambridge. 

• Relieve pressure at network pinch points. 

Objective 5 - Improve active travel infrastructure and public transport provision in South East 
Cambridge 

• Deliver a High Quality Public Transport offer between Cambridge and Haverhill. 

• Increase frequency of public transport services during peak periods.  

• Reduce severance for cyclists, pedestrians and equestrians.  

• Increase uptake of sustainable transport modes for commuter journeys.  
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1.10. Logic map 
The logic mapping has been updated by AtkinsRéalis to illustrate the relationship between the opportunity and 
barriers, objectives, scheme inputs / outputs, outcomes and wider impacts. The logic presented in Figure 1-39 
flows throughout this Strategic Dimension and comprises the elements described below.  

1.10.1. Opportunity and barriers 
The current context and future growth and development detailed in Section 1.5 and 0 present an opportunity to 
support the ‘Cambridge Phenomena’ with growth and technological advancements, and planned expansion of 
the CBC by 2031. 

However, the current quality of public transport access to Cambridge is not equal from all directions, with towns 
and areas in the south-east of the city not as well connected to Cambridge and its key employment sites. 
Congestion is observed along stretches of the A1307, which is severe in and around the CBC, particularly 
during peak periods. The limited public transport options from the south-east to key destinations in Greater 
Cambridge and delays on the A1307 constrains access to employment, educational and leisure opportunities 
for its current and future residents. Constrains to a larger workforce with relevant skill base means that the 
economic growth ambition of Greater Cambridge and its status as a world-leading centre for research, 
innovation and technology may be compromised if it is not supported by sufficient investment in transport 
infrastructure. Without adequate sustainable alternative options, dependency on emission-intensive private 
vehicles will make it challenging for GCP to achieve its net-zero and other environmental targets. 

1.10.2. Scheme specific objectives  
The scheme objectives relating to the problems faced are detailed in Section 1.8.  

The objective of improving connectivity to employment sites in South East Cambridge and central Cambridge 
will address the problems of quality of public transport access in the south-east and reduce barriers and 
constraints to employment, educational and leisure opportunities for its current and future residents. The 
improved connectivity and access to employment hubs will support the continued growth of Cambridge and 
south Cambridge’s economy, as well as support the growth ambitions of Greater Cambridge to be a world-
leading centre for research, innovation and technology.  

CSET2 will provide an attractive and reliable public transport route connecting to Cambridge city centre, which 
can potentially attract modal shift from road users of the A1307 to the CSET2 scheme who experience delays 
on their journeys. This in turn will contribute to reduced congestion on the A1307 corridor. The Travel Hub will 
provide an interchange for modes and travel facilities such as covered cycle parking, changing rooms and 
waiting room with toilets, and positively impact the uptake of walking and cycling in the area while improving 
safety for all users.  

Measures of success have been defined to illustrate how each scheme objective tackles the identified transport 
problems. These measures of success are detailed in Section 1.14.   

1.10.3. Inputs 
Inputs to the scheme include the policy context in Section 1.4, funding in the Financial Dimension chapter, and 
inputs from stakeholders and partners in Section 1.7. 

1.10.4. Outputs 
The outputs delivered by CSET2 include the below:  

• New public transport route between the A11 and the CBC;  

• New services that would operate between Haverhill and Cambridge City Centre, utilising existing busway 
infrastructure from the Cambridge Biomedical Campus 

• A new travel hub near the A11/A1307/A505, to provide further opportunity for sustainable travel in addition 
to the existing Babraham Road Park & Ride. The Travel Hub will also provide an easy interchange between 
different modes of transport such as walking, cycling, existing bus services, and access to the new public 
transport route by car; and 

• New active travel facilities at a new Travel Hub including secured and covered cycle parking and waiting 
room with toilets. 
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1.10.5. Outcomes  
The inputs and outputs lead to outcomes of the CSET2 scheme, which define what the scheme aims to 
achieve. These outcomes present the overall impacts of the intervention in the short and medium term. Key 
impacts and benefits streams have been identified from the outcomes which are broader themes to assess the 
benefits delivered by the scheme.  

The CSET2 scheme will improve public transport access from the South East of Cambridge to the Centre of 
Cambridge as well as linking key employment sites. The improved access and connectivity will support the 
growth aspirations of CBC and support the growth in Cambridge's key employment sectors and continuation of 
the ‘Cambridge Phenomenon’. The scheme will support the growth of Cambridge and South Cambridge’s 
economy through improved access to key employment sites, providing employers and employees access to a 
wider labour pool.  

The new public transport route will increase sustainable mode share journeys, and in turn improve safety for 
the users of the A1307 corridor and connections to Cambridge City Centre. The improved public transport 
journey times could lead to more people using public transport and the potential modal shift could improve air 
quality in South East Cambridge. The scheme will support GCP’s vision and contribute to the shift to net zero 
carbon by facilitating sustainable transport movements in South East Cambridge.  

1.10.6. Impacts and benefit streams 
The outcomes have directly informed the key impacts and benefit streams, which are broader themes to assess 
the outcomes delivered by the scheme. These impacts and benefit streams have been further developed to 
form potential measures of success aligned with the scheme objectives to assess the performance of the 
scheme after its opening. These measures of success are presented in Section 1.14. 
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Figure 1-39 - Logic Map for CSET2 Scheme 
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1.11. Strategic links and interdependencies 
The CSET2 scheme is not dependent on any specific proposal to be delivered, however, the scheme has 
strategic links and interdependencies with other proposed projects in proximity. These strategic links and 
interdependencies with their indicative timelines are detailed below.  

City Access  

The City Access project includes measures to reduce congestion on routes into the city centre which will be key 
to reducing public transport journey times on sections of route where high quality public transport services are 
sharing road space with general traffic, therefore making the CSET2 Travel Hub more attractive and 
successful. In addition, the removal of traffic from the city centre will help create additional demand for the 
facility. 

The City Access Strategy will tackle the issues of congestion within the city centre and enhance the ability for 
people to get into, out of and around the city. These measures delivered through the City Access Strategy will 
be necessary for CSET2 to provide improved end to end connectivity between settlements and employment 
sites along the A1307 corridor and the city centre. 

CSET1 

The bus priority measures, junction improvements and road safety enhancements along the A1307 delivered 
as a part of CSET1 will complement the public transport route and Travel Hub proposed for CSET2.  

CSET1 includes the Linton Greenway improvement, which is a new multi-user path for cyclists, pedestrians and 
horse riders connecting Linton to Cambridge. The route alignment links with the proposed Travel Hub by 
improved active travel over the A11and public transport route of CSET2 and continues alongside the A1307 
between the Babraham Research Campus to the CBC. Linton Greenway’s connectivity to the proposed Travel 
Hub and public transport route complements CSET2 and provides further multi-modal opportunities on A1307 
corridor.  

East West Rail 

The preferred East West Rail route alignment (shown in Figure 1-36 in Section 1.6.2.1) currently has the 
potential to connect to the existing Shelford station which sits firmly within the CSET2 corridor.  

With Shelford being included in both proposals, there are risks to clashes in route alignments or interventions of 
two different schemes. However, given the close proximity of the proposals, there may also be an opportunity 
to extend the provision of new public transport infrastructure  much beyond South East Cambridge once both 
schemes are successfully delivered. Due to the close proximity, the proposals need to be developed to 
complement each other and enhance overall connectivity within the area.   

Key risks and constraints relating to East West Rail are detailed in Section 1.16.1.1. 

A505 Royston to Granta Park Strategic Transport Study 

The A505 Royston to Granta Park Strategic Transport Study will assess the current traffic problems and 
potential future demand on the A505 between Royston and the A11; a corridor which skirts the southern edge 
of the CSET2 scheme, and will investigate options for better provision for cyclists, pedestrians and public 
transport users.  

Details of interventions included within this Strategic Transport Study are in Section 1.6.2.2.  

The MRT recommended as a part of the Stage 2 could be an extension of the CSET2 from the proposed Travel 
Hub near the A11. Hence, the proposals put forward will need to be aligned to the CSET2 proposals, just as the 
development of CSET2 will need to take into account any emerging findings from this study to ensure a joined-
up approach to infrastructure delivery. 

Whittlesford Rural Travel Hub (RTH)  

Rural Travel Hubs are small, flexible transport interchanges at key locations in Cambridgeshire, allowing more 
people to access sustainable transport networks. Whittlesford was identified as one of the locations for a pilot 
RTH following a feasibility study of potential sites across Cambridgeshire in 2017. The Whittlesford RTH would 
include a larger car park at Whittlesford Parkway station which is highlighted in red in Figure 1-40. 

Improvements to connectivity along the A1307 corridor as a result of CSET2 could encourage demand at 
Whittlesford RTH as well as at the new CSET2 Travel Hub, given the locations of the two Travel Hubs. 



 

 

 

Strategic Dimension refresh 
CSET-21-01  
AtkinsRéalis Page 83 of 97 
 

Individuals travelling to Cambridge from the south-east could utilise parking facilities at either location. This 
suggests interdependencies between the usage of the two travel hubs. 

Figure 1-40 - Location of Whittlesford Rural Travel Hub 

 

Source: Rural Travel Hubs Feasibility Study Report, Cambridgeshire County Council, November 2017 

Cambridge Greenways 

The Cambridge Greenways project comprises of a network of 12 radial greenway routes into Cambridge from 
surrounding towns and villages. The proposed Cambridge Greenways Network is presented in Figure 1-38 in 
Section 1.6.2.4.  

The Linton Greenway and Sawston Greenway are both located within the same geographic area where the 
CSET2 project is proposed.  

The Linton Greenway is proposed to be an active travel route for walkers, cyclists and horse riders to travel 
from Linton into Cambridge. The route is being delivered as part of CSET Phase 1 and this includes providing 
access to the upgraded footbridge crossing over the A11. Although it has been determined that delivery of 
CSET2 should not be constrained by the Linton Greenway, and the development of the Greenway and its 
route/features will be adapted to accommodate CSET2. As both the schemes are being delivered in close 
proximity, provision needs to be made to ensure that the schemes are developed to complement each other 
and enhance overall connectivity within the area. 

The Sawston Greenway is proposed to be an active travel route for walkers, cyclists and horse riders to travel 
from Sawston into Cambridge. The proposed route would be built around the successful path that runs between 
CBC and Great Shelford, which is now so popular that it needs to be widened. The initial development of the 
Sawston Greenway proposals acknowledge that should CSET2 include an off-road cycle/pedestrian route, 
work undertaken to date could help the development of this element of the CSET2 scheme. Any off-road 
provision delivered through CSET2 will need to consider how it can address the need for intervention 
established by the Sawston Greenway whilst ensuring that there is no redundant duplication of infrastructure, 
gaps in provision or misaligned links between the two schemes. Table 1-20 summarises the strategic links and 
interdependencies with CSET2. 
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Table 1-20 - Summary of strategic links and interdependencies 

Proposed projects Strategic links and interdependencies with CSET2 

City Access  City Access measures to improve congestion and reduce public 
transport journey times will support the CSET2 and proposed Travel 
Hub. 

CSET1 Linton Greenway to be delivered as a part of CSET1 connects to the 
proposed Travel Hub and public transport route and complements the 
CSET2, and provides further multi-modal opportunities on the A1307 
corridor. 

East West Rail The preferred East West Rail route alignment currently has the potential 
to connect to the existing Shelford station which sits firmly within the 
CSET2 corridor. Due to the close proximity, the proposals need to be 
developed to complement each other and enhance overall connectivity 
within the area.   

A505 Royston to Granta Park 
Strategic Transport Study 

CSET2 development needs to consider emerging proposals from Stage 
1 to ensure a linked-up approach to infrastructure delivery. Stage 2 
includes MRT as an extension of CSET2 from the proposed Travel Hub 
near the A11 to continue south and parallel to the A11 terminating at a 
new Travel Hub close to the Stump Cross Roundabout. The Stage 2 
proposals and CSET2 will need to be aligned to ensure a joined-up 
approach to infrastructure delivery. 

Whittlesford Rural Travel Hub No potential impact on delivery of CSET2. Potential users of the CSET2 
facility may use Whittlesford site instead given its location, suggesting 
interdependencies between demand for the Whittlesford and CSET2 
Travel Hub. 

Cambridge Greenways Linton Greenways are being delivered as part of CSET1. Sawston 
Greenway proposals acknowledge that should CSET2 include an off-
road cycle/pedestrian route, work undertaken to date could help the 
development of this element of the CSET2 scheme. Any off-road 
provision delivered through CSET2 will need to consider how it can 
address the need for intervention established by the Sawston 
Greenway whilst ensuring that there is no redundant duplication of 
infrastructure, gaps in provision or misaligned links between the two 
schemes.  

As the schemes are being delivered in close proximity, provision needs 
to be made to ensure that the schemes are developed to complement 
each other and enhance overall connectivity within the area. 
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1.12. Option selection 
A number of route options have been recommended by consultees during the consultation process. These 
have been considered and assessed to determine whether they will be the ‘preferred option’. These are 
explained in more detail below.  

1.12.1. Pink Route Variant & Brown Route Options  

1.12.1.1. Pink Route Variant  

In May 2020, the Brown Route presented in the 2019 public consultation was identified as the recommended 
preferred route alignment for the scheme. This recommendation was documented in the OBC 2020 and 
approved by the GCP Executive Board in June 2020. 

As part of the stakeholder meeting with Babraham residents on 30 November 2020, a query was raised 
regarding why a route alignment option running between the Brown and Pink Routes presented in the 2019 
public consultation was not being considered during the Environmental Impact Assessment (EIA) Consultation 
on the preferred route. Four responses to the EIA Consultation received also requested consideration of a 
variation to the Pink Route.  

Consequently, a Pink Route Variant was established. Both the original Pink Route and the Pink Route Variant 
cross the River Granta in the same location immediately to the west of the A11 trunk road river crossing. The 
key differences between them are: 

• The variant takes a more direct route between the A11 Travel Hub and High Street, following an existing 
field boundary and avoiding land owned by Pampisford Estate; and  

• The variant alignment requires a tighter curve radius relative to the original Pink Route57 

Route alignments for the Brown Route, Pink Route and Pink Route Variant are presented in Figure 1-41. 

Figure 1-41 - Proposed Pink Route Variant shown alongside Brown and Pink Route alignments 

 

 

 

 

• 57 this curve radius for the Pink Route Variant, whilst tighter than the original Pink Route, is still an acceptable design solution 
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1.12.1.2. Assessment of Pink Route Variant against Pink and Brown Routes  

An initial qualitative assessment of the Pink Route Variant was undertaken in February 2021 to compare it 
against the Brown and Pink Routes. The outcome is that the Pink Route Variant was not considered or 
assessed at this stage as it was not conceptually different from other longlisted route alignment options. 
However, the multi-criteria assessment framework used during the OBC stage considers route alignment and 
travel hub options holistically. It is therefore relatively insensitive to varying one section of an existing alignment 
option. 

The Pink Route Variant was then assessed in terms of three mechanisms with the following results:  

• The Multi-criteria Assessment suggests that the Pink Route Variant would, in relative terms, perform 
better overall than the original Pink Route, but still worse than the Brown Route due to more land needed 
whilst affecting the same number of landowners.  

• In terms of relative Value for Money, the Pink Route Variant was expected to have a BCR comparable to 
or slightly better than the original Pink Route, but still worse than the Brown Route. This is due to longer 
travel times for both Pink Routes than the Brown Route which cannot be offset by higher cost savings.  

• Environmentally speaking, the Pink Route Variant would be unlikely to provide any environmental benefits 
of sufficient magnitude to make it a better route option than the Brown Route. 

1.12.1.3. Assessment of Pink Route Variant against the Brown Route 

Following submission of the earlier assessment work, Mott MacDonald were commissioned by GCP to 
undertake further analysis of the Pink Route Variant based on a single Pink Route Variant alignment to the 
same level of design as undertaken at the OBC stage. The Pink Route Variant alignment and the Brown Route 
alignment were compared to determine if there was any merit in adopting the Pink Route Variant instead of the 
Brown Route alignment as the preferred route. Further details are presented in the Pink Route Variant 
Alignment Further Assessment (CSET-21-17-00). The results are as follows:  

• In terms of costs, the overall scheme costs for the Brown Route alignment and Pink Route Variant 
alignment are similar. The Brown Route is £905,000 cheaper in construction costs and £2.042M lower in 
total cost. This is mainly due to the Pink Route Variant having a slightly longer alignment. 

• In terms of Value for Money, the Brown Route has a BCR of 0.7, 9% higher than that of the Pink Route 
Variant (0.64) due to shorter route and journey times58.  

• Environmentally, the Pink Route Variant performs slightly better on landscape and visual impacts but has 
a slightly higher embedded carbon and impact on biodiversity than the Brown Route.  

Overall, the Brown Route Variant still performs better than the Pink Route Variant according to the above 
criteria.  

1.12.2. Shelford Railway Line Option  
As part of the options generation process (documented in Section 18 of the Strategic Dimension of the OBC 
2020), longlisting and shortlisting exercises produced five options which were presented in the public 
consultation in autumn 2019.  

One of the options raised during the autumn 2019 consultation was an alignment that follows the disused 
Shelford Railway Line. This alignment runs via the former Haverhill railway through Shelford. A comparative 
assessment59 of this option was undertaken with the shortlisted options. The results concluded that options 
incorporating the former railway alignment would be less desirable than those which do not because:  

• A number of residential and commercial properties would need to be acquired;  

• The alignment would not provide full segregation, meaning reliability and compatibility with CAM 
requirements (which were relevant at that point in time) are reduced compared to the shortlisted options;  

• Journey times from the Travel Hub are expected to increase and overall patronage of the route will 
decrease; 

 
58 Figures reflect outcomes of the Pink Route Variant Alignment Further Assessment and are accurate as of when the assessment was 
performed. Further work has been undertaken to progress the value for money case for the Brown Route, which yields a higher BCR, as a 
different methodology is adopted. Details of this can be found in the Economic Dimension Addendum (CSET-21-02).   
59 https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Public-Transport/Cambridge-South-East-Transport/Documents-
2020/CSET-Ph2-Railway-Alignment-403394-MMD-TRA-00-RP-TA-0279-B.pdf  

https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Public-Transport/Cambridge-South-East-Transport/Documents-2020/CSET-Ph2-Railway-Alignment-403394-MMD-TRA-00-RP-TA-0279-B.pdf
https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Public-Transport/Cambridge-South-East-Transport/Documents-2020/CSET-Ph2-Railway-Alignment-403394-MMD-TRA-00-RP-TA-0279-B.pdf
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• The route is expected to have a greater noise impacts due to the close proximity to residential properties; 

• Scheme costs at outturn prices are expected to be approximately £29.1m greater; and  

• The railway alignment presents practical challenges which would seriously impact the deliverability of this 
option. This includes potential disruption to the A1301 and the Cambridge-Liverpool Street railway which 
will require Network Rail approvals and is associated with substantial cost and programme implications. 

Therefore, given the necessary acquisition and subsequent demolition of residential properties, increased noise 
impacts, increased journey times resulting in reduced patronage, and a significant increase in cost, this option 
was discounted from further consideration.  

1.12.3. On-road & Off-road Options  
The optioneering to arrive at a preferred option for the proposed public transport route and Travel Hub facility 
can be found in OBC 2020. A detailed assessment of options appraisal was undertaken by Mott MacDonald 
and documented in the Options Appraisal Report (OAR) in Appendix A of OBC 2020.  
 
A review of this was carried out by AtkinsRéalis in 2022This review has been summarised in the Review of On-
Road/Off-Road Options Technical Note (CSET-21-12-00).  
 
The 2022 review utilises similar criteria to evaluate the options. This is informed by the DfT TAG on option 
development process60, the Early Assessment and Sifting Tool (EAST)61 and the Appraisal Summary Table 
(AST)62. It also aligns with the five dimensions of a business case – Strategic (need), Economic (value for 
money and economic/environmental/social impacts), Financial, Commercial and Management. Some criteria 
from the previous optioneering assessment was not used (including the degree of route separation, impact on 
existing traffic and option flexibility to avoid double-counting and remove reference to CAM specific items due to 
its cancellation) while others were added (including impacts on greenhouse gases, journey 
quality/security/affordability/severance and funding mechanisms). The criteria adopted by AtkinsRéalis revolves 
around the following themes: 

• Strategic/Need Dimension – alignment with scheme objectives;  

• Value for Money Dimension – economic (e.g. journey times, reliability, wider impacts, value for money), 
social (e.g. physical activity, journey quality, security, affordability) and environmental (e.g. noise, air 
quality, biodiversity) impacts; 

• Financial Dimension – costs, revenue, risks and affordability; 

• Commercial Dimension – option flexibility, futureproofing, delivery timescales, engineering feasibility, 
construction impacts; and  

• Management Dimension – alignment with planning policies and frameworks, land acquisition, land use, 
stakeholder support, public acceptability. 

 
The following options were assessed: 

• Option 1 – P&R connection; 

• Option 2 – Hinton Way connection; and  

• Option 3 – Off-Road Option. 

 
All options were measured against the five scheme objectives. As shown in Figure 1-42, the assessment 

demonstrates that Option 3 out-performs Options 1 and 2 against all five scheme objectives, with higher overall 

scores and is therefore identified as the preferred option.  

  

 
60 TAG TPM - The Transport Appraisal Process (publishing.service.gov.uk) 
61 Early Assessment and Sifting Tool (EAST) Guidance.pdf (publishing.service.gov.uk) 
62 tag-worksheet-appraisal-summary-table.xlsx (live.com) 
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Figure 1-42 - Scoring of Options 1, 2 and 3 against the scheme objectives  

 

 

1.12.4. Summary of Options Selection and link to the Growth Agenda 
The Brown Option has been presented in OBC 2020 and this addendum as the preferred option which meets 

the strategic needs of this scheme. This has been tested through alternative proposals presented by 

stakeholders summarised in Section 1.12. This includes the Pink Route Variant option, Shelford Railway option 

and the on-road options. Above, the arguments of why these alternative options are not feasible or do not 

provide a better case than the preferred route have been presented based on strategic fit, value for money, and 

deliverability. These assessments were based on the appraisal undertaken at the time between 2020 to 2022. 

However, the needs case and the value for money assessment (provided in CSET-21-02-00) of the preferred 

option has been strengthened since that time. The logic map in Figure 1-39 demonstrates the clear link 

between the scheme, the delivery of CBC’s growth agenda and the wider biomedical industry in Cambridge and 

the UK. The CSET2 scheme presents the best option for achieving this growth, through an off-road option that 

has the greatest opportunity to deliver commuters from South East Cambridge to employment centres at CBC 

on Francis Crick Avenue. Sections 1.5, 0 and 1.8 detail the current demographics, employment opportunities 

and transport infrastructure capacity. They identify challenges which the proposed CSET2 scheme provides 

solutions to. The scheme also provides additional transport capacity to future housing developments, which will 

be coordinated by the Council and accelerated by the Cambridge Growth Company63 chaired by Peter 

Freeman (also chair of Homes England). These include housing developments presented in the Future Grwoth 

Note (CSET-21-06-00) and the recent announcements on Governments housing targets of 1.5 million new 

homes over the next five years64 by the UK Deputy Prime Minister, Angela Rayner. A golden thread connecting 

the economic growth based on the expansion of the CBC (including the announcements by Astra Zeneca), the 

demographics, employment and housing factors with the need for a transport infrastructure and appropriate 

outputs are shown in Figure 1.39. The preferred option will meet the strategic objectives of the scheme by 

delivering the desired outputs and outcomes.   

 
63 The Cambridge Growth Company is established under the Cambridge Delivery Group to develop and deliver an ambitious vision for 
growth in Cambridge. It enables and accelerates key developments in and around Cambridge, supports an infrastructure-first growth plan 
and identifies solutions to complex constraints that are inhibiting sustainable growth. 
64 https://www.gov.uk/government/news/planning-overhaul-to-reach-15-million-new-
homes#:~:text=Under%20the%20plans%2C%20councils%20will,new%20homes%20over%20five%20years.  

https://www.gov.uk/government/news/planning-overhaul-to-reach-15-million-new-homes#:~:text=Under%20the%20plans%2C%20councils%20will,new%20homes%20over%20five%20years
https://www.gov.uk/government/news/planning-overhaul-to-reach-15-million-new-homes#:~:text=Under%20the%20plans%2C%20councils%20will,new%20homes%20over%20five%20years
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1.13. Preferred option  
Following consideration of all appraisal perspectives and mechanisms outlined in OBC 2020, Mott MacDonald 
concluded that the Brown Option was the best performing option in terms of both route alignment and 
Travel Hub site. Further details of modelling and assessments undertaken to arrive at a preferred option by 
Mott MacDonald can be found in the OAR. 

Figure 1-43 illustrates the alignment of the Brown Option. 

Figure 1-43 - Preferred Option – Brown Option 

 
Source: OBC 2020 
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It should be noted that since the conclusion of route options, the Planning Inspectorate approved a planning 
application for a retirement village on land adjacent to Haverhill Road. This proposal sits upon the footprint of 
the brown route. However, the CSET2 alignment now deviates around the proposed development. Options for 
avoiding the development were consulted upon in June 2022.  Figure 1-44 illustrates the change in the 
alignment of the Brown Option (shown in green colour) post consultation. 

Figure 1-44 - Alignment changes in Brown Option post consultation 
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1.14. Measures of success 
Table 1-21 presents a set of measurable performance indicators from OBC 2020 aligned to the scheme 
objectives that would be assessed after CSET2 scheme opening. These performance indicators were reviewed 
and found relevant in line with the scheme objectives and logic map (Figure 1-39). A Monitoring and Evaluation 
Plan was developed by Mott MacDonald and is included as part of the Management Case Addendum (CSET-
21-05-00). This sets out how outcomes associated with successful achievement of objectives will be measured. 
The key performance indicators are categorised at two levels - project and programme level - and will be 
monitored to determine the success of the scheme.  

The key measures of success relate to improved access to public transport services and journey time reliability 
on these services, reduction in journey times and congestion, improved safety, higher uptake of walking/cycling 
and economic growth.   

Table 1-21 - Measures of Success 

Scheme Sub-Objectives Performance Indicator Level at which the benefits are 
measured  

Project Programme 

Deliver journey time savings 
for commuters travelling by 
public transport to job 
opportunities in South East 
Cambridge and central 
Cambridge. 

Reduction in journey times for 
commuter journeys. 

🗸 

 

 

Improve journey time 
reliability for public transport 
users along the A1307 
corridor. 

Improved journey time 
reliability for journeys 
undertaken by public transport. 
 

🗸 

 

 

Provide the transport 
infrastructure necessary to 
sustain economic growth. 
 

Economic growth across South 
East Cambridge. 

 🗸 

 

Encourage use of 
sustainable transport modes 
for journeys 
through South East 
Cambridge and into central 
Cambridge. 
 

Increased uptake of 
sustainable transport modes; 
reduced private 
car usage. 
 

🗸 

 

 

Enhance quality of life by 
relieving congestion and 
improving air quality in South 
East Cambridge. 
 

Reduction in cases of reported 
health problems associated 
with traffic congestion, 
including 
respiratory and heart related 
illnesses. 
 

 🗸 

 

Relieve pressure at network 
pinch points. 
 

Reduced pressure at identified 
network pinch points. 
 

🗸 

 

 

Deliver a High-Quality Public 
Transport offer between 
Cambridge and Haverhill. 
 

Increase uptake in public 
transport, reduced private car 
usage. 
 

🗸 

 

 

Increase frequency of public 
transport services during 
peak periods. 

Number of public transport 
services during peak periods. 
 

🗸 
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Scheme Sub-Objectives Performance Indicator Level at which the benefits are 
measured  

Project Programme 

 

Reduce severance for 
cyclists, pedestrians and 
equestrians. 
 

Increased number of cyclists, 
pedestrians and equestrians 
across the study area. 
 
  

🗸 

 

 

Increase uptake of 
sustainable transport modes 
for commuter journeys. 

Increased number of travel to 
work journeys undertaken by 
active travel modes. 

🗸 

 

 

Reduce the number of 
incidents at identified 
incidents cluster sites along 
the corridor.  

Reduction in the numbers 
Killed or Seriously Injured 
(KSI) along the A1307 corridor. 

🗸 

 

 

Reduce the number of speed 
related incidents along the 
corridor. 

Reduced number of speed 
related incidents recorded.  

🗸 

 

 

Improve the safety of 
crossing movements for 
cyclists, pedestrians and 
equestrians to encourage 
use of these modes. 

Increased number of cyclists, 
pedestrians and equestrians 
across the study area. 

🗸 

 

 

Source: OBC 2020 
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1.15. Strategic benefits 
The scheme objectives and desired outcomes are outlined in the logic map in Figure 1-39. This sets out the 
'theory of change' showing how the scheme will deliver against the desired outcomes. The benefits stream in 
the logic map represents the wider themes of strategic benefits of the scheme.  

CSET2 will alleviate congestion on the A1307 corridor and lead to transport benefits and wider impacts to the 
area. The scheme will improve access to Cambridge city centre and medical campuses, thus supporting the 
growth of a space for innovation as well as supporting the objective of accelerating business growth by 
supporting an internationally competitive growth hub. The scheme will also improve links between key 
employment centres and housing development along the corridor, and in turn increase the size of the labour 
market available for employers and employees.  
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1.16. Risks and constraints 
In the design and delivery of the CSET2 works, consideration will need to be given to how best to overcome, 
incorporate or mitigate impacts relating to the constraints set out below. 

1.16.1. Route Alignment 

1.16.1.1. East West Rail 

The preferred East West Rail route alignment is shown in Figure 1-36 in Section 1.6.2.1. The residents in towns 
along the route (e.g. Cambourne, Tempsford, Bedford, etc.) may raise objections to both a new major rail 
scheme (East West Rail) and a new public transport route (CSET2) in their immediate environment promoted 
within a relatively short space of time. This may have planning implications and cause delays to delivery.  

Furthermore, the section of the line in Cambridge is still under planning stage, and is dependent on final 
government funding and approval. While the actual delivery of this section is much later after 2030, the 
planning and preparation works may have implications on the delivery of CSET2. As CSET2 will be delivered 
first, it will not necessarily be constrained by any works of the East West Rail route. However, it should be 
conscious of any physical or environmental considerations surrounding the area as both schemes could have 
overlaps in geographical scope.  

Statutory consultation in 2020 and the non-statutory consultation in 2021 have collected feedback from 
stakeholders on the preferred route alignment. Consideration has been given to station sites, land and 
connections with local transport networks. The CSET2 development team has and continues to liaise  with the 
East West Railway Company to ensure synergies between the schemes. In this manner the benefits of both 
schemes can be maximised in a holistic manner that addresses the wider strategic objectives of economic 
growth and improved transport connectivity in the area. 

1.16.1.2. Potential Conflict with Non-Motorised Users 

There has been one fatality and one serious incident on Cambridge’s existing guided busway between 2019 
and 2020. One of these involved a cyclist who, to avoid pedestrians, swerved and collided with the kerb of the 
busway. This caused him to be thrown into the path of the oncoming vehicle, which had no ability to manoeuvre 
to avoid the cyclist. In June of 2019 a bus left the tracks to avoid a group of cyclists. Collisions with cyclists 
were also recorded in 2012, 2014 and 2017. 

1.16.1.3. Location of Utilities Infrastructure  

There is a high-pressure gas main which runs to the west of the A11, in the general area within which the 
Travel Hub facility is proposed. The pipeline is classified by the Health and Safety Executive as a hazardous 
installation and is therefore subject to Planning Advice for Developments near Hazardous Installations. This 
limits the range of possibilities for the scheme in terms of feasible options. Details of optioneering are covered 
in the OAR.   
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1.17. Summary of case for change 

1.17.1. Problems, policy fit and objectives  
The availability and quality of public transport access in South East Cambridge including connections to the city 
centre, CBC and other key employment sites needs to be improved. In the absence of frequent public transport 
services, the A1307 is the key corridor connecting South East Cambridge to CBC, the city centre and Greater 
Cambridge. Evidence shows congestion is observed along stretches of the A1307, which is severe in and 
around the CBC, particularly during peak periods. The limited public transport options and delays on the 
A1307 constrains access to employment, educational and leisure opportunities for its current and future 
residents. The residents in the south-east have access to fewer employment, educational and leisure 
opportunities.. Constraints to a larger workforce with relevant skill base means that the economic growth 
ambition of Greater Cambridge and its status as a world-leading centre for research, innovation and technology 
may be compromised if it is not supported by sufficient investment in sustainable transport infrastructure such 
as CSET2. Without adequate sustainable alternative options, dependency on emission-intensive modes, such 
as private cars, will make it challenging for GCP to achieve its net-zero and other environmental targets. 

Emerging Local Plans and policies show that significant growth is planned in South East Cambridge, 
South Cambridgeshire and Greater Cambridge. Without any intervention, current problems surrounding limited 
transport options, congestion and insufficient capacity for housing growth are expected to further deteriorate. 
The proposed allocation for major expansion of CBC within the emerging Local Plans is just one of the planned 
investments, and there are high aspirations and potential for growth of other hi-tech and biotech clusters in 
Greater Cambridge. Moreover, the Future Growth Technical Note provides robust evidence of significant 
growth beyond that contained in the existing and emerging Local Plans in the south east of Cambridge. 

These current and future problems compromise GCP’s ability to deliver its vision to support and sustain 
Greater Cambridge as a place to live and work, and therefore GCP needs to deliver a solution to facilitate its 
continued growth and support the continuation of the ‘Cambridge Phenomenon’.  

CSET2’s scheme objectives align closely with the identified problems and support GCP’s objectives and 
policies, and the wider aspirations of South Cambridgeshire and Greater Cambridge. This is reflected 
within the logic map, which illustrates the relationship between the problems, objectives, scheme inputs and 
outputs, and outcomes of the scheme.   

The scheme has a strong strategic fit with national, regional and local policies and holds the potential to 
unlock further undeveloped land across South East Cambridge and beyond, encouraging investment and 
sustained economic growth.  

1.17.2. Scheme options 
Following consideration of all of the appraisal perspectives and mechanisms outlined in OBC 2020, Mott 
MacDonald concluded that the Brown option was the best performing option in terms of both route 
alignment and Travel Hub site. This conclusion is based on an options appraisal that has assessed a long list 
of over two hundred options to a short list of six options. From these six options presented in OBC 2020, the 
preferred route – the Brown Option – has been determined as the preferred route. However, due to stakeholder 
challenges on this route, there have been a review of this option against alternatives that have been presented. 
Upon review of other route alignments including the Pink Route Variant, Shelford Rail Line and on-road and off-
road options, this Strategic Dimension refresh supports the conclusion reached by Mott MacDonald.  

It should be noted that since the conclusion of route options, the Planning Inspectorate approved a planning 
application for a retirement village on land adjacent to Haverhill Road. This proposal sits upon the footprint of 
the brown route and the CSET2 alignment now deviates around the proposed development. Options for 
avoiding the development were consulted upon in June 2022.   

1.17.3. Overall conclusion 
There is a clear alignment between the problem of the current transport network in the area: availability, quality, 
reliability, frequency and pollution; to the objective for economic growth aspirations for the locality, the region 
and the nation; and to the solutions that are presented through the outcomes of the CSET2 scheme, which 
meet the policy, strategic and environmental goals.  

Adopted and emerging Local Plans have indicated significant future growth in South East Cambridge, South 
Cambridgeshire and Greater Cambridge and emphasised the strategic importance of employment hubs in 
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these areas. The Future Growth note makes a strong case that the growth is expected to be significantly higher 
than identified in the adopted and emerging Local Plans.  Failure to provide adequate sustainable public 
transport infrastructure to facilitate the development will stifle future growth.  

The delivery of CSET2 should be seen as essential to supporting the ongoing and future growth of 
Greater Cambridgeshire, addressing existing issues across South East Cambridge and beyond, 
futureproofing the transport network and enabling future transport solutions. 

CSET2 can facilitate the future expansion of the CBC and other high-tech clusters of national and 

international importance by provision of sustainable public transport connecting South East Cambridge and 

Greater Cambridge to Cambridge city. CSET2 has the potential to deliver and act as a catalyst for future 

housing and employment growth beyond the Local Plan periods in Greater Cambridge, as well as support 

and capture the benefits of the ‘Cambridge Phenomenon’. 
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