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Introduction & Report Purpose

KMC Transport Planning Ltd (KMC) is appointed by the
Cambridge Biomedical Campus Landowner Collaboration
Group (LCG) to provide transport advice pertinent to the
enhancement, and expansion, of the campus as part of the
Greater Cambridge Local Plan Development process.

This Transport Strategy supports and relates to, the Allies and
Morrison (AAM) Emerging Spatial Framework. The AAM
Emerging Spatial Framework builds on previous work
undertaken by Hawkins Brown in 2022 and to which KMC also
contributed.

This report supplements analysis undertaken in 2022 and
NELI2NLISR o0& Ya/ +Fa LINIL 27F
{GNF GS38Qd

This report, and the previously published Movement and
Transport Strategy (2022), utilises to some extent the most
significant body of transport work undertaken to understand
the transport challenges associated with the Cambridge
.A2YSRAOIE /FYLdza 6KAOK A&
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Atkins on behalf of the Greater Cambridge Partnership and
Cambridgeshire County Council. It was first published in 2018
with an Addendum in 2019 and a more recent refresh in
2022. The Greater Cambridge Partnership (GCP)
commissioned the study to understand the growth in travel
demand at CBC and the resulting transport needs. The
relationship of the referenced documents sits alongside.

The purpose of this report is to propose the possible and
necessary transport interventions to support growth at the
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campus and support movement between it and the Greater
Cambridge area.

These measures are presented for the following key phases
which correlate with time slices proposed and assessed by
AAM:

20182022

A 2030
A 2035
A 2040
A 2050

To appreciate the highevel costs of the infrastructure and
transport related interventions, an indicative schedule of

costs have been prepared by AECOM.

Ultimately the full transport strategy and associated costs will
only be determined through a more detailed design process
as part of a planning application, but this work can and will be
used to inform the emerging Infrastructure Delivery Plan (IDP)
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Cambridge Biomedical Campus

Movement & Transport Strategy to
SuponﬂEmMunngpallIF ramework
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December 2022

In order to understand the consequences of not allocating
further land for development, beyond that already allocated,
a further section of report considers the improvement
schedule that could be delivered should only the existing
estate and allocated land come forward.

This work supplements work being undertaken by the Greater
Cambridge Shared Planning Service (GCSP) as part of the
development of their emerging Local Plan.

Summer 2023
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Cambridge Biomedical Campus Context

The site is located on the southern edge of patterns by increasing road accessibility to land
Cambridge. It is abutted by the London to Kings further away from existing urban centres. The
Lynn railway corridor to the west, Long Road to investment in these areas also then encourages
the north and Hills Road arBabrahanmRoad to the relocation of residents and businesses to

the east. South of CBC lies open landscape which cheaper, car dependent locations and

F2NX& LI NG 2F GKS OA (& QincenidgSlohdensBytdévaiopmeyit osl&nierS y q

into the Green Belt to the south of the campus is  value land. This can increase overall traffic
proposed as part of the emerging Local Plan volumes, congestion, air pollution, and carbon
emissions and have a greater environmental
impact across the region as a result of-based
journeys but without anything material by way of

The CBC is a major destination and generator of
travel demand. In 2017 it was estimated that
around 17,250 staff worked esite and a further

L . mitigation.
14,500 visitors came to the site each day. By the
end of 2023, it is estimated this will have Instead, growth should be focussed on areas that et
increased to around 23,000 staff and 18,200 can support public transport, walking, cycling and |- "=

visitors. Further committed growth to 2031 sees measures to reduce travel demand at source.
this increase again and therefore travel demand CBC is this scenario, where sustainable transport
needs ongoing management and growth beyond  investments are committed, car access and car
these figures needs both management and parking can be minimised and managed, and the
further investment. density of employment can ensure major public

| h i the rih transport investments remain viable. CBC has
Future development growth must be in the right demonstrated over a.number of years that

Lt F OS® ¢KS 5760 IKa SR RéSEf"%W rha@a%ement and travel planning,
as one of six strategic priorities for its Transport ., yrins can be managed down

Decarbonisation Plan. Rapid decarbonisation will

be difficult to achieve if transport investment is CBC is also uniquely placed to reduce private
focussed on road capacity to more rural motorised travel if development with higher
locations. levels of density, improved complementary land

use mix and greater levels of n@arbased

Poor spatial planning decisions will create an accessibility in conjunction with demand

imbalance which locin high carbon travel

management can be achieved.

Figure 1: Cambridge Biomedical Campus with Preferred Options Site Expansion Land
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Planning History & Current Position

In October 2009, the CBC Phase 1 outline planning application (06/0796/OUT) was approved. The
outline planning application proposed the following at CBC:

A

A total of 215,000m? floorspace of development consisting of the following:

0 60,000 m2 of clinical research and treatment;
0 115,000 m2 of biomedical and biotech research and development;
0 15,000 m2 of biomedical and biotech research and development or clinical research and

treatment; and o 25,000 m? of clinical research and treatment or higher education or sui generis

medical research institute uses.
o0 A new MSCP.

The following have since been delivered under the outline consent received:

A Medical Research Campus for Molecular Biology (MRC) (07/0651/FUL). The MRC was brought

To To To I T Do

¢

forward as a full planning application but is located within Phase 1 land;
MSCP2 (11/0780/REM);

Papworth Hospital (14/1411/REM);

AstraZeneca Phase la (14/1633/REM);

Plot 8 Anne McLaren Building (16/0653/REM);

Heart and Lung Institute (Project Atria) (16/1523/REM); and
AstraZeneca Phase 1b (20/0527/REM).

KS /I YONRRIS / KAfRNByYyQa |1 2aLAGFIt NBASNWBSR YIGGESNR FLILX AOFGARZ2Y & LI NI 2F GKS /[ ./
LX FyyAy3 FLLXAOFGA2Y onmknnoockw9ald &l a I LILINE SRV GaReer hosnitg| ig.curgeptly in the pfopess,pibging devglaped within thg camppys, Thjg dogsag!

46,300sgm of clinical land use, with a first phase building of 34,500 sgm due to open by 2028.

A 75,000 m2 floorspace comprised of:

o Research and Development;

o Clinical, sui generis and higher education;

0 Supporting activities within use class Al, A4, B1, D1 and / or D2.
A Two further MSCPs.

The Abcam development was brought forward as a full planning application located within Phase 2 land
Abcam and has since been delivered (16/0165/FUL). In January 2021, planning permission was granted
for Plot 1000, Discovery Drive, a reserved matters application (20/03950/REM) forséofieg mixed

use laboratory and office building. A MSCP is due to be brought forward shortly to support the
commercial uses, this is MSCP4 and is located at the western end of the Phase 2 land, adjacent Abcam,
subsuming the existing surface car park currently in operation.

The other MSCP is MSCP3, located to the east of the Phase 2 land. No programme for the delivery of
MSCP 3 is currently confirmed and the option for its delivery and use sits with CUH.

The adopted 2018 South Cambridgeshire Local Plan made provision for an expansion of the campus into
the Green Belt. This land is referred to as Phase 3 and is covered by Policy 8 E/2: Cambridge Biomedical
/' YLdza 9EGSyarzyod ¢KS LRfAOe &aidl GSa GkKFdG wry SE
supported on land shown on the Policies Map for biomedical and biotechnology research and
development within class B1(b) and related higher education andesugris medical research
AYyaiadAaiddziSaoeQ b2 LIEFYyYyAy3a LWL AOFGA2Yya KI @S &S
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yet have planning consent and sits outside of both thé Phase 1 and Phase 2 approvals. Much of the new
floorspace represents an improved cancer care facility from the services already on site as opposed to a

In September 2017, the CBC Phase 2 outline planning application (16/0176/0OUT) was approved. The new healthcare facility for services not currently provided. In transport terms this means that much of
outline planning application proposed the following to be developed at CBC:

the travel demand associated with the new Cancer Hospital will be present on the site currently.
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The Need for Further Growth

In September 2022, a report was published by CBC . This states that, as a global leader in healthcarémproved facilities using land within their control. The CUH masterplan, thinking, and aspiration has,
R&D, in 2021 alone CBC supported an aggregate economic footprint of £2.2 billion worth of Gross and continues to be, central to the emerging CBC Spatial Framework.
Value Added to the UK economy and a collaborative operating income of £1.9 billion, as well as

contributing £291million to the Exchequer through tax revenues. The CUH masterplan bases itself on the fact that there is a demand to progress forward with solutions

F2NJ GKS /FyOSNI wSaSHFNDOK | 2aLAGEE yR GKS / KAf RNJ
Whilst the development of the medical and research buildings, and larger institutional features basedl 002 YY2 Rl (iA2y 6KSNB (KSaS aSNBAOSa | NB OdzZNNByGf
on planning consents and earlier masterplans has been an undoubted economic success, the potentialodern healthcare delivery standards. As well as this, the current capacity of both services will soon

for shared amenity space and consistent high quality public realm has not fully come to fruition. The be insufficient to be able to cope with the demographic growth and increases in the workload across
essential infrastructure for CBC has been added alongside the growth, but the pace of the growth hashe region.

limited the ability of the partners to create the integrated, appealing quarter CBC needs to be to

enable further and world leading innovation to flourish. In the medium term, there are other services that will need to be replaced to fully allow the transition

to the integrated clinical model, which will be able to provide the additional capacity to meet the
Cambridge presents the ideal model for how to support talent and enable collaboration between future demand. This will include developing a new acute hospital with a dedicated planned care
different organisations. The city offers the quality of life, institutions, and finance for workers and facility and a new outpatient and diagnostic hub. Currently, business cases are being developed for
businesses; the accessible social spaces where chance encounters can take place; and the network 6fK Sa S LINP2S0OGa FyR I NBE O2ftt SOGA@Ste& NBEFSNNBR (2
mentors to guide fledgling entrepreneurs and researchers. Expanding on this system by creating a includes:
liveable, thriving quarter will enable CBC to fulfil its promise. CBC has the foundations in place to act
as a standout global centre of healthcare delivery, life sciences research and commercial activities, b
needs to be nurtured to become more.

A new acute hospital (early 2030s)
Planned care centre (early 2030s)
A Outpatient and diagnostic hub (early 2030s)
To reflect these ambitions and indeed global trends, CBC published their 2050 Vision in 2021. The A New clinical facilities to replace existing (prior to 2040)
Vision sets out an up to date forecast of a thriving, sustainable campus and the emerging Spatial A New clinical, administration and collaboration facilities (prior to 2040)
Framework prepared by CBC and Hawkins Brown seeks to progress this ambition. The 2050 Vision A Estates facilities and servicing facilities (prior to 2040)

seeks to ensure that the: Cambridge Biomedical Campus will be globally leading and locally rooted, The NHS has the ambition to be emission net zero by 2040 and one of the most effective methods to
the preferred destination for life sciences, where research, commercialisation andoelal achieve this goal is for the NHS to replace its environmentally inefficient and aging estate. Therefore,

application come together to create ligaving innovation in a vibrant local community. The updated  the Jongterm CUH aim is to implement their masterplan, replacing remaining Trust services by
AAM Emerging Spatial Framework maintains broad adherence to the Hawkins Brown proposals and relocating into modern accommodation, resulting in in the oldest parts of the hospital to be

therefore this Vision. demolished.

/' YONRRIS | yAGSNEAGE 128LAGHE ¢NHzadQa al adSNljhd o0H m&LENIANNEthe hospital estate portfolio seeks to align-téront projects (Cancer
CUH have produced their own masterplan in 2021 which makes the case for growth but primarily for \évef 'iei FNOK 1 2alhAabt FyR 0KS /KATRNbyQa |2aLAdbioz
vices.

v
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Existing CBC Staff & Visitor Estimates

The consents highlighted in Section 1 have meant that there has been, and will continue to be, an
increase in employment and visitors to the site.

In 2017, CBC confirmed that there were 17,250 employees estimated to be worksitg am
any given day with a further 14,500 daily patients/visitors on average.

It is now estimated that, with the occupation of several consented schemes, the number of jobs
across CBC at the end of 2023 will sit at 23,000 with a further 18,200 daily patients/visitors. The
schemes that have delivered this increase are as follows:

A Astrazeneca

A Jeffrey Cheah Building

A Royal Papworth

A Heart and Lung Institute

A Plot 8 (AnneviclarenBuilding)

Not all staff will be present on any single day and, for the purposes of assessing transport impacts,
this distinction is appreciated in Table 1 below. The proportion of staff present on any single day is
assumed to be 81% which is consistent with the Atkins Transport Needs Study and information
provided by CBC.

Daily Patients /

Total Jobs Visitors

Year Daily OnSite Staff

2023 23,000 18,697 18,200

Table 1: Existing Staff, Patient, and Visifdumbers

Location of Existing CBC Employees

CBC supplied postcode data shows that the areas of east Cambridgeshire mostly, but also East Suffolk with
Haverhill and Newmarket, provide the main areas for staff to reside. The overall catchment for staff is

wide, which is reflective of the specialist nature of many of the employers within the CBC but also housing
affordability in and around Cambridge. This shows that transport infrastructure from the south, east and
north are equally important, particularly for longer distance journeys outside the city itself. The lack of

staff shown to reside to the west of Cambridge will likely be due to the lack of accessibility from the west
currently.

Roadside Interview surveys undertaken by Atkins, showed that vehicular access to the Campus was
KSIF@Ate& o0AFaASR (G2 (KS a2dziKz 6A0GK F NRdzy R vy yi»
Babraham Road rather than the north. This significant weighting puts pressure on these southern
approaches and impacts the Hills Road corridor significantly given the lack of specific access provision
when compared to the Addenbrookes Access Road.

2T
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Figure 2: Heatmap dExistingEmployee Residences (Extract from Stantec Report)
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Staff Satisfaction with Travel Times

In 2020 Savills published a report for Cambridge University Hospitals NHS Foundation Trust
(CUH) which assessed the housing needs of hospital workers.

Within the research, an assessment of relative satisfaction of commuting travel times was
set out. The survey found that there was a relationship between commute time and
dissatisfaction with commute. The increase in dissatisfaction was found to be gradual until
60 minutes + length of commute, when the proportion of those that are very dissatisfied
more than doubles.

It should therefore be a focus of any transport strategy to reduce the amount of time spent
travelling to work to less than an hour. Overall, 45% of the survey respondents are
dissatisfied or very dissatisfied with their commute. Assuming this is representative of the
whole of CBC employees then over 10,000 employees are dissatisfied or very dissatisfied
with their commute.

70%
Moderately dissatisfied  mVery dissatisfied

60%

o
S
ES

40%

0%

Proportion of respondents

0-20 minutes 21-30 minutes  31-40 minutes  41-50 minutes  51-60 minutes 60 minutes +

Figure 3: Journey Time Satisfaction Survey Results (CUH Workers)
Source: CUH NHS Foundation Trust

Isochronal Accessibility Analysis

An existing accessibility analysis of the campus has been undertaken using PODARIS software. This utilise
walk times in combination with rail and bus timetables, stations and bus stops. The following time bands

have been considered-05 minutes, 1830 minutes, 335 minutes and 45 minutes to 60 minutes.
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Figure 4: Existing Bus, Rail and Walk Access in 60 minutes

At a strategic level it is possible to see that existing access to and from the campus by bus and rail covers

a relatively small part of the Greater Cambridge area. Even where trips originate along the railway

corridor the catchment remains limited due to the time spent travelling from Cambridge Railway Station

to the campus.

Any area east or west of the city is shown to have no access to the campus within the time parameters

selected.
10
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This lack of reasonable accessibility shown in the isochronal outputs is in stark contrast to the spread of = The number of staff residing within the time bands is shown in Table 2.
employees shown previously. Assessing them both in combination i.e., the employee's postcodes and
the public transport travel time has again been undertaken using PODARIS software. This is shown
below. To calculate access times, only full postcodes are able to be used and these have been used as
proxy for all staff to derive percentages of staff within each time band.

Of the employee postcodes provided, only 6% are within 15 minutes of the campus using modes other
than the car, 15% within 30 minutes, 24% within 45 minutes and only 38% in total within 60%.

As stated, the CBC Travel Survey has indicated that a stepped change in dissatisfaction with commutir
times occurs once travel times exceed 60 minutes (although noting that for many dissatisfaction occurs

5 before this threshold). Given that 62% of postcodes currently do not have public transport options that
RS would see them able to travel to the campus in under an hour, significant enhancements are needed tc
4;, . . avoid dependency on cdrased travel to provide a reasonable journey time to the campus.
I - :

It should be noted that the accessibility analysis is not able to accurately map the effects of P&R trips a
as such these trips are excluded.

S . 'ﬂ""- . o a o o .
2y il Travel Time Travel Times (Existing) for Cumulative % Staf

15-minutes 6%

e 30-minutes 15%
K o S -
e gt N = O 45-minutes 24%
-0 @ “esger @ i ]
P P B 60-minutes 38%
- ’mh- .‘fﬂ agrg® - Travel Time | Public Transport Accessibility
B o '*- : = Table 2: Existing Staff Travel Times using Public Transport

@
Tostmgen . 45 min
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Figure 5: Bus, Rail, and Walking Accessibility up ten@iQutes for Staff Postcodes (Existing)
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Existing City Scale Movement Challenges

In terms of effective bus operations, the challenge bus
operators face when trying to provide higlality bus services
are the following:

At a city scale, the site currently has a number of issues but
plentiful opportunities.

By 2030/31, the Greater Cambridge Partnership is planning to
have delivered a significant number of -offad busways
providing reliable and quick public transport options to and
from growth areas. However, the value of these connections is
somewhat lessened due them not connecting to one another.
¢CKSNEFT2NBI UKSNB Ad dAIYATAONK pedi Vafdadibal make K imBobsibié £ Broviedh Y I NE W
NREIFRQ 0dza O2NNAR2NA (2 &dzlLi2 NI edbr%r%ca@y@ﬁmer)ff S8 S RiNKND islatfactiled@NY = G K
corridors are dependent upon the relatively few crossings of passengers.

the rail network in order to connect the east of the city with
the west.

A Competition from the car, particularly where there is ample
low-cost parking;

A Delays to services by congestion;

Many outof-town business parks use a layout consisting of a
ring road off which business developments are locateduts
de-sac. These tortuous street layouts make it impossible to
provide an attractive and efficient bus service, even if it is

Despite having the benefit of two bridge connections across
the rail corridor, the CBC campus itself is currently a barrier to
LINAYF NB W2y NBIRQ 0dza NRdzi Sa ghisiddiy pbssibielid 4 bhyt&dhss ﬁlo%bJITHN% dudnZwMere
between the north south routes along Babraham Road, developments are appropriately located for bus provision, this
Cambridge Guided Busway (S), and services along Trumpington cannot be done because of the inadequate street layout

Road.
The opportunity for CBC is to address the existing challenges

which undermine the ability to deliver high quality bus services
and to provide a network that allows both bus and rail
orientated growth to be achieved for the benefit of the campus
and the wider city and southern fringe.

The implication of this compromised connectivity is that the
campus itself can be accessed by public transport, but it does
not support journeys through it, between other P&Rs and
growth areas. This fails to maximise the opportunity of
Cambridge South and in time, East West Rail. The campus
needs to be redesigned to do more for connectivity at a city
scale.

The Chartered Institute of Highways and Transportation has
provided guidance on how to support Buses in Urban
Developments. It states:
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Figure 6: Existing City Scale Movement
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Existing Local Level Challengg
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Pedestrian Infrastructure & Network

The pedestrian network within the campus lacks continuity, legibility,
and quality. Often key pedestrian routes into the campus from
surrounding areas are shared with cyclists which creates conflicts due
to different speeds and design requirements when volumes are high.
Conflicts have been observed on Addenbrookes Road, the shared path
that crosses the railway alongside the busway and at Main Drive close
to the Hills Road main entrance.

Within the campus itself the quality of footways are in places poor,
narrow in many places with obstructions from street furniture and ==\ N :
f0|iage_ At junctions, footways are broken to give way to turning traffic. Main Drive and Adrian Way — Guardrail and Desire Lines P East West Movements compromised by Addenbrookes = | | Richard Howe Way lack activity and quality infrastructure
Additionally, surveillance along many routes is poor and this is

particularly the case with regard to routes to Park and Ride sites which

Key pedestrian issues:

becomes less attractive at night. A Fragmented and indirect pedestrian network.

- - . . . - A Key north south and east west connections lack directness and or completeness.
Wayfinding within the campus is particularly challenging for visitors, A At crossings priority is often not afforded to pedestrians
patients and for those who d_o not come to the campus often. This is A Some walking routes, particularly to Park and Rides lack activity.
due to a lack of a coherent signage strategy but also as a result of A Street furniture clutters and narrows footways
consistency of routes and built form to provide the visual prompts. A Condition of footways is inconsistent

. . A Legibility / wayfinding is poor

In terms of key movement corridors, both the primary eastst and A Ga%ewzg/s o s):/if[e car? bephostile or lack notable features
nor.th-south route§ are compromlsed by buildings and lack clearly. A Lack of quality infrastructure on approaches to site with shared infrastructure astag® crossings.
define routes. This not only impacts campus users but also the wider A Dame Mary Archer Way signed for 20mph but designed for 30 mph
communities who use the campus as a means to go elsewhere or A Lack of direct connectivity to south and Babraham Road from heart of canafth®ugh Knightly Avenue and link to Babraham Read
access transport services. strong connection

13
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Existing Local Level Challeng
by Mode

Cycle Infrastructure & Network

The National Cycle Route 11 connects CBC into Cambridge and to the
north towards St Ives and into surrounding villages such as Great
Shelford andsawstorto the south. This is a hugely beneficial asset for
the campus. However, the cycle path is extremely well used and
conflicts with pedestrians and other cyclists occur regularly. A lack of
lighting along the length to Great Shelford can exacerbate these
conflicts at night.

However, east west cycling connectivity is ieas@urablewith limited
longer distance strategic connections available. The campus itself also
acts as a barrier to east west movement.

The gateways to the site are largely hostile environments for cyclists.
The Hill Road main entrance has been subject to some recent
improvement works but requires cyclists and pedestrians to mix for
cyclists to be able safely negotiate thignalisedoundabout.
Addenbrookes Road also requires the convergence of cyclists and
pedestrians at the Roundabout with Francis Crick Avenue and Dame
Mary Archer Way as higluality segregated infrastructure does not
exist to enable full and safe segregated movements to occur. There are
particular pressures in this location as it provides a route from
southern communities towards the city centre. Robinson Way at the
junction with Long Road has no segregated cycle infrastructure and
highway design is for the benefit of vehicular traffic.

n |

Hills Road Entrance - 2 stage toucan cros:

DNA Path’ — 2.0 m width

Key cycling issues:

Fragmented and indirect cyclist network

As with pedestrian network, key north/ south and east / west connections lack directness and or
completeness.

Lack of consistent segregated infrastructure with little provision able to meet LTN 1/20 standards.
Hostile junctions/ gateways especially Hills Road and at Francis Crick Avenue.

Crossings external to the site are often shared with pedestrians asth@e

No coherent story as to how campus links with some offsite GCP proposals

DNA path limited in usable width and condition but important asset

/| 2yySOGAz2ya FNRY tawQa I O] adiNBSAttFryOS FyR FOGAGAGER
Lack of direct connectivity to south and Babraham Road from heart of caslpasugh Knightly Avenue and
link to Babraham Road is strong connection

To o o To To To o To Io
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Existing Local Level Challenges
by Mode

Other Micro-mobility & Shared Transport Solutions

Technological advances and changes in personal choice have, in recent years,
transformed micro mobility in our towns and citiess€ooters, ebikes and other
forms of micro mobility have the potential to cut the congestion, emissions and
noise pollution and represent a real tangible solution to the figstd lastmile
transportation gap. The potential at CBC is significant.

Currently there is very little infrastructure apgnisancef micro mobility (beyond
cycling) design needs or storage. Generally, e powered micro mobility can share
cycle infrastructure if segregated and of good design quality to enable smooth and
consistent journeys. Scooters in particular work well as part of a bus journey and for
the first and last mile.

Shared transport solutions which typically include car clubs and micro mobility hire
are only partially provided for on site. Voi scooter hire which exists across the city
has a number of getenced parking areas within the campus but car club operators
do not have spaces. Voi scooters only operate within the city and thus do not
provide connectivity to the villages south of CBC. No mobility hubs, which provide a
physical andecognisabldocation for transport solutions, currently exist. There are

a number of individual occupier schemes for pool bikes and cars which are distinct
from a campus wide offer.

Key micremobility issues:

A Lack of segregated infrastructure within and to campus

A Lack of shared transport solutions

A Lack of mobility hubs teationaliseand advertise sustainable transport choices
A No electric bike battery lockers or scooter parking ,

Enterprise Car Club Spaces and App 15



kmc

transport planning

by Mode

LEli ting Hills Road Bus Station

O

Public Transport Network

Public transport routes are a vital component of the CBC environment
given constraints to car parking and the lack of affordable housing in the
area meaning that longer distance journeys are inevitable.

However, currently there is a varying quality and inconsistency in public | = ===
transport routes and waiting facilities around CBC, as well as a lack of .
quality interchange facilities between other modes and public transport
which includes a lack of cycle parking adjacent to stops or limited crossir
facilities within the immediate vicinity of bus stops. There is a lack of
consistent information at bus stops which serves as a barrier to people
visiting the campus or wanting to switch to buses from other modes.

Babraham Road Bus Corridor

Existing Bus Network Bus Stop Provision on Dame Mary Archer Way

There are however 19 bus services that currently stop at CBC. However,

the majority of these services originate within the city, resulting in a lack Key public transport issues:
of direct and fast services from the west and east of Cambridge. In ) o ) )
addition, few of these services pass through the campus to connect the A Poor interchanges (physical infrastructure and information)

SFaG G2 GKS 6536 2NJ GKS FoNFKFY wh A ponsirgingd apc\ppevafigRajly=Fizalienaing Addeabsogkes Bus station which results in conflicts with other

users.
As stated previously there is a lack of physical connections that exist to A Alack of east west connectivity
provide east west connections and currently north south (the Cambridge A Suboptimal orbital bus routing
Guided Busway runs north south but west of the campus). The orbital A Alack of bus layovers
routes are substandard for public transport as it adds journey time and A The Babraham Road bus corridor suffers from congestion and therefore delays and reliability
reduces legibility. A Alack of rail access

A lack of bus layovers restricts some flexibility around bus timetabling in
the area.

There is currently no direct rail access into the campus. 16
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Existing Local Level Challenges
by Mode

Private Vehicle Network

Welcome to
Addenbrooke's Hospital

il Road Enr e

The road network around and inside CBC operates in a low oot
traffic/congestion level for most of the day and night. However, during the =™ """ «
two peak hours of the day (08@B00 in the morning and 1760800 in the AW PeakTraffic MasterData
evening) the network gets close to capacity, notably Babraham Road and ., pearratiic master bata
lAffta w2FR Ay GKS !'a tSI1 FyR LI Mp\!

In terms of the performance of the local highway network;site
observations found that although traffic was slow with points of congestiol

around junctions, there was not flow breakdown.

Arrival Experience

FU I N

Through traffic is prohibited from using the CBC road network and enforc:
through the use of Automatic Number Plate Recognition (ANPR) cameras™*’,
This enforcement was a planning obligation from the Phase 1 S106

agreements. Despite ANPR technology being used, through traffic contin =

) Average PM Peak Vehicle Speeds (16:00-1900)
to be an issue. e e

Network Around MSCP 2

Currently vehicular traffic accesses many parts of the campus as the roaa
network lacks clear definition and hierarchy. The penetration of vehicular _ _ _
traffic into most areas of the campus results in conflict with other users andKey issues of the private vehicle network:

worsening environmental outcomes. A The private car dominates the campus and can make the environment for pedestrians and cyclists unpleasant.

A primary orbital network which runs around the perimeter of the site with one secondary route (Robinson Way) which runs
north to south through the centre .

Congestion at key gateways and at peak hagrgnificant pressure on Babraham Road and Hills Road access.

The primary network in particular is designed around the needs of the car. A
A
A Dame Mary Archer Way has higher vehicle speeds making it difficult for people crossing who may have mobility difficulties
A
A

Roads are straight and junctions are designed to provide vehicular traffic
with priority over pedestrians or crossing cyclists.

Whilst a number of the major car parks are located off or close to the Some rat running traffic and a lack of effective prohibition from existing ANPR cameras

primary road network, there are many smaller surface car parks that are Dispersed parking model in conjunction with a lack of hierarchy of routes which results in car penetrating all partsiptie ¢
spread across the campus which means car proliferation into many areas of and bringing them into conflict with pedestrians and cyclists.

the campus results from dispersed car parking. A A clustering of road traffic collisions mainly focused on Main Drive

17
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Existing Travel Patterr
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kl I l ‘ Figure 7: Existing Staff Mode Share

transport planning 200

180
Existing CBC Staff & Visitor Mode Share

140
Understanding the existing challenges and issues faced by CBC from a transport perspective, provides usefaf
context to existing travel patterns of all CBC staff, patients, and visitors. 100

. . 80
Each year in October, the CBC undertakes a Travel Survey to understand the transport patterns of its staff.
The classified counts consider camyige entries/exits and can be used to calculttte combined mode
share of all staff and visitoraMlode shares for the campus, as reported in the April 2022 CBC report 40
prepared by Advanced Transport Research, are summarised as follows: 20 I
o al a Bl al sl A0 b . )
. 2017 % Mode 2018 % Mode 2019 % Mode 2020 % Mode |2021 % Mode _
Inbound |Share 201{Inbound [Share 201]inbound |Share 201|Inbound |Share 202]inbound |Share 202 Monday Tuesday  Wednesday Thursday Friday Saturday Sunday
Car Driver 11354 36.7 11453 36.5 13105 37% 12723 42% 12634 40% m Walk Bicycle Electric Scooter m Bus m Motorbike m Car Sharem Car m Car Club m Taxi
Car Passenger 4890 15.8 3557 113 4455 12% 5528 18% 3768 12%
gyc'et 5855 | 189 | 6186 | 197 | 6161 | 17% | 3969 | 13% ‘112771 11?;/" In terms of overall directional arrival patterns, the following diagrams indicate 88% of employees
cooter (] . . .. .

Pedestian 2636 8.7 2666 | 149 | 4722 | 13% | 3203 | 1% | 2109 | 13% arrive from the south and 80% of patients and visitors arrive from the south.
Bus Passenger 4313 14.0 3941 12.6 4583 13% 2058 7% 3133 10%
HGV (Includes passenger) 244 0.8 242 0.8 168 0% 169 1% 292 1%
LGV (Includes passenger) 1382 45 1131 3.6 989 3% 1088 4% 1468 5% North North North North
Motorcycle (Includes passengelr) 183 0.6 194 0.6 199 1% 173 1% 259 1% West East West East
Ambulance (Driver only) 133 0% 208 1% 204 1%
Taxi (Includes driver) 1110 3% 868 3% 1165 4%
Total 30907 | 1000 | 31370 100 35645 | 100% | 30077 | 100% | 31970 | 100%

Table 3: Existing Staff, Patient, and Visitor Mode Share

Interms ofstaf2 yf @ Y2RS &AKI NBX GKS o6FNJ OKFNI 2LI1aArdsS
for staff. University of Cambridge staff also undertook a survey during the same period across their estate.

This indicates that around 35% of staff drive and overall, around 40%, arrive via car whether as a passeng @ @ ‘
driver. These proportions are consistent with the mode shares presented as part of the Transport Needs S ¢
for CBC which has also used data from previous annual travel surveys. South South

West East g South
Highway demand to the site has been captured through surveys of the number of vehicles at key locations West East
0KS KAIKgl e ySig2Nl® ¢KA&A aK2ga GKFG RANAYy3I GKS LISF| K2dzNAZ | Affa w2 ) ] . EXS
KSI @Afe dzasSR 00884 LRAYGAT 6AGK yut OSKAOL Sa | FouseBsDireetpn of Rl AccqsgiaCBE, | TigRR & Pieeiignof Patieny/Visjios AcresspaeRk
and 640 departing in the PM Peak. Hills Road has 663 vehicles inbound in the AM peak and 590 vehicles
outbound in the PM Peak. Over the course of the survey period (@621000), 15,569 vehicles entered the 19

CBC site via the entrances shown.

Qx
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Existing Car Parking Provision

Car parking across the campus is already managed carefully. Limited supply has been used
effectively as a demand management measure for a number of years, but this results in demand
exceeding supply and therefore any changes resulting from new buildings requires a car parking
strategy to be produced to understand and manage the change.

These priodically produced management plans provide a high degree of granularity on the
approach being adopted. The most recent submitted document relates to the Cambridge Cancer
Hospital which illustrates the cumulative impact of the proposals on parking. It relies on
temporary facilities to address demand prior to the opening of Cambridge South Station and
other strategic infrastructure investments.

The current parking supply within CBC is 5,837. The total parking provision for CBC is made up
mostly of multiStory Car Parks but also includes surface car parking and temporary car parks.
These space totals for each car park have been reviewed with key CBC stakeholders.

Using this dataset, it has been possible to derive a 2023 base understanding of the existing car
parking stock categorised by one of the three principal land uses moving forwards: commercial,
CUH, and education. A summary is provided below.

It should be noted that this summary includes a number of temporary car parks that are
operational and managing specific needs in the shorter term.

I T N R

3,977 1,158 5,784

Table 4: Existing Staff, Patient, and Visitor Mode Share

| B o

Existing Car Parks by Use

CBC Existing CUH Car Parks

[ CBC Existing Commercial Car Parks
CBC Existing Education Car Parks

0 100 200 m

Figure 10: Existing Car Parks by Use

20
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Full Masterplan by 2050

Allies & Morrison have prepared the Emerging Spatial Framework which inclu
the full masterplan set out alongside in Figure 11. This masterplan proposal s¢
create a betterestablished, bettedefined edge to the southern gateway to the

city. Framed by a significant green edge the masterplan will also seek to betts
AYyiS3aNIGS 620K LKeaAOltte yR az20Al

This masterplan proposal has been developed through close discussion with
Transport Planning and many of the aspects reported further into this Transpc

CBC 2050 Vision -

[llustrative Site Plan

x
<
<3
a
S
o
“
3

%
,‘}?::::;gs.‘.\:,‘* g
g o

Proposed
Cambridge South
Train Station
WORrg CAUSEY,,

Strategy report are evident within this masterplan proposal. o,
{OBSON'S )
PARK S oan Y,
The masterplan will deliver a significant amount of additional floorspace, and t . 4 %,
is set out below. For the full detail on the proposals and the way in which they g ' "”%
could be phased over time, the Allies & Morrison Emerging Spatial Frameworl " i i
report should be read. LE'S RD n
O
z“\%‘ -
o° =5
The implications from a transport perspective are considered in the next sectic 5 5
of this report. ’é :»
B |EWVELL
TOTAL PHASES (EQUALS TOTAL AREAS OF v
ENHANCEMENT) 1225277 2
TOTAL OVERALL CBC 2050 (Existing & =
Proposed) EBA] e Figure 11: Emerging Spatial Framework Full Masterpla
Lab/ Office Residential Leisure Utilities Parking
594,529 66,300 62,393 19,214 222,050

22
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Demand Forecasts

Building upon the baseline travel patterns and the additional floorspace created by the Emerging
Spatial Framework and summarised in Section 4, a first principles approach to forecasting future trip
generation and travel demand has been undertaken. The approach and the forecasts is fully set out
in Appendix A.

Employees

Using the combined consented and proposed floorspace areas for the 2050 horizon year, broken
down by the primary land uses, employment densities have been applied to establish the net
additional jobs that the CBC expansion is forecast to generate. Given that all density ratios are
expressed in terms of Net Internal Area (NIA), the GEA totals provided in the AAM masterplan have
been reduced by 19% to be consistent with the broader project team assumptions. The density
assumptions are set out below Trable 5

Lab/Office 1 person per 35 sgm NI HCA Guide
University of Cambridge information. This is
Academic 1 person per 25 sqm Nlconsidered a blended density accounting for
students and staff.
Healthcare 1 person per 26 sgm NI, Derived from existing healthcare staff & floorspa
Residential 1.3 persons per unit NIA60 sgm per unit assumed
Leisure 1 person per 120 sqm NIHCA Guide

Table 5: Density Assumptions

As with the calculation of existing staff numbers (Section 2), the proportion of future employees

present on any single day is assumed to be 81%, which is consistent with the Atkins Transport Needs

Study.

Table 6Gindicates that the net additional floorspace (consented & proposed) could gen2gap27
new daily onsite employees

Lab/Office 532,471 430,290 12,294 9,994
Academic 116,200 93,901 3,756 3,053
Healthcare 368,425 297,724 11,451 9,309
Residential 62,900 50,829 652 530
Leisure 62,393 50,428 420 342
Total 1,142,389 923,165 28,573 23,227

Table 5: Forecasting Methodology for Future Employee Population

Patient & Visitors

In addition to new jobs, there will be an increase in the number of visitors that will be generated by

any proposals. This will be most significant in terms of additional healthcare uses, which will result in
increased patient numbers to the site as these facilities are expanded. The reflect this, a 4% growth
rate per annum has been applied up to 2031 in line with estimates provided by Atkins (TNR, Part 3).
Beyond 2031, new development will be limited predominantly to commercial uses rather than
healthcare and a reduced growth rate of 1% per annum for visitors has been assumed beyond 2031 up
to 2050. A further11,892 patients and visitorare forecast in 2050 compared with 2023 resulting in a
total of 30,092patients and visitors

Summary

The following table provides a summary of existing and future population totals for the CBC campus
comprised of employees, patients, and visitors. Overall, CBC is projected to accommodate 72,016 daily
person trips in 2050; an increase of 34,382 from a 2023 baseline.

Existing 18,697 18,200 36,897
Consented/Proposed 23,227 11,892 35,119
Total 41,924 30,092 72,016

Table 7: Daily Oisite Employees, Patients, and Visitors for 2050

24
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AM Peak Hour PM Peak Hour
Demand ForecaStS 2017 Baseline 2,730 2,169
Daily & Peak Hour Vehicle Trips 2050 Forecast_ (No Interventions) 6,192 4,920
Net Difference +3,462 +2,751
The projected growth of daily esite employees, patients, and visitors has been translated into Table 8: Net Difference Between 2050 Forecast and 2017 Baseline (Car Driver Tvifzs;)2
growth in terms of CB@ide daily and peak hour vehicle trips. A summary of this process is outlined
below: If no action was taken and travel patterns continued in accordance with patterns observed in 2017, Table
. o ) ) 8 indicates there would be approximately 4,96200 twoway car driver trips during the weekday peak
A The most recent baseline for determining the number of person trips to CBC was derived by hours. This stethange from 2017 is further illustrated below, along with other key horizon years
Atkins using CBC data for 2017. Whllst forecasts were also provided by Atkins for 2022 and 2031*exam|ned in this assessment.
iKSaS KIS aAyO0S 0SSy &adzZJSNESRSR o6& Yal/ Qa dzLJRI7%O%R I-aaSaaYSYuqJ
A An uplift equal to the increase in CBC population estimates from 2017 to 2050 (+127%) has been z
applied to 2017 daily person trips to estimate the daily person trips for 2050. Across all modes, % 6,000
approximately 94,000 daily person trips (eway) are forecast for 2050. % 5.000
o
A To derive peak hour vehicle trips, the following assumptions were applied to these daily person = 4.000
trip forecasts: %
< 3,000
Avy SEAaGAYTI /./ Y2RS AKINB T2N WLISNE2Y OIND 6O RNA& &M b g LIf e syagd J N3 0 2F cdir o
A Average vehicle occupancy rate of 1.83 people per vehicle, per Atkins assumptions. 3 2,000
A Daily trips were converted to peak hours based on the ratio of existing traffic volumes at T 1.000
CBC, i.e., 8.8% and 7.0% of daily trips occurred during the AM and PM peak hour, T
respectively. Q 0
2017 2023 2030 2035 2040 2050

It should be noted that the 2017 trip observations have been compared simply based on the timing M Peak Hour m PM Peak Hour

2F GKS !''G1Aya {ddzRéx IyR !'G1AyaQ RSaANB G2 yzIli'lguréE%i%t%red"(ﬁoj‘wf’h(Ntoﬁﬁt@r%ﬁnlorfas)mv'éwe%ngsj\ G GKSANI K2NRT 2y

A comparison between the resulting 2050 peak hour car driver trip forecasts and the 2017 baseline

is presented inable 8 This assumes unfettered growth with no interventions. CKASE KAIKEAIKGAE GKS GNIYEF2NNXNIGASBS OKIy3aS NBI dzi N
forecast Given this position there is a clear and pressing need for interventions to change the trajectory
FNRY (GKS WR2 y20KAYy3Q LRaAlGA2Yy 2dzift AYySR F0620So
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Demand Forecasts

Future Baseline: With Interventions

. 6,000
Effects of Transport Interventions
To reduce levels of vehicle tripaking at CBC in order to accommodate growth, a suite of transport 5,000
interventions will be required, and these are outlined further into this Transport Strafdgyimpact 4.000

of these interventions has been calculated through a variety of methods which are more fully set out
in Appendix A and are consistent with the KMC Transport and Movement report prepared in 3.000
December 2022. ’

Inherent in the effectiveness of the interventions is that car parking is used as a demand 2,000

management tool whereby the availability of car parking spaces on the campus is matched to the

. . 1,000
necessary vehicle trip outcomes.

¢KS NBadzA GAy3I LISF | K2dzNJ OF NI RNAGOSNI GNAL) SaidAYlIi%a WwoAUK AYUSNOSYyUAZYaQ NS LINSaSyudsSR AJ uKS
opposite, paired with their unfettered growth counterparts. 2017 2023 2030 2035 2040 205

Figure 12: Effects of Transport Interventions on AM Peak Hour Car Driver Trips
Based on the measures and interventions discussed in this Transport Strategy, our analysis indicates

that sufficient demand management and sustainable transport investment can be relied upon to help Future Baseline: With Interventions

YAGATIFGS GKS FTRRAGAZYFE ANRBGOGKSD ! WENRL) 6dzRISTHQ 6Aff 06S RSGSN¥YAYSR o6lFlasSR 2FF GKS tS@St 2F RS
and the measures and interventions discussed in this Transport Strategy (discussed further in Section 6,000

6 of this report).

5,000
Sensitivity of Interventions
. . . . . e 4,000
The Demand Forecasting Topic Paper contained in Appendix A reports on a number of sensitivity
tests undertaken using the Spreadsheet Tool developed. This exercise considers the sensitivity of
transport interventions assumed and the impact of their removal. It should be noted that this is not a 3,000
transport model and therefore the results are an indication of impact.
2,000
1,000
0

2017 2023 2030 2035 2040 2050
Figure 13: Effects of Transport Interventions on PM Peak Hour Car Driver Trips 26
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|< I I l ‘ In range setting a trip budget for CBC at this early stage of the masterplanning and transport assessmer
process, previous studies and evidence has been sourced and reviewed.
transport planning
From this process it has been determined that the traffic flows assessed and ultimately approved as part

Trans Ort Strate Plan n | n CO ntro IS of a full EIA and Transport Assessment process for the Phase 2 Outline planning consents, would

p gx g represent a robust and defensible position for any future masterplan.

The Emerging Trip Budget The adoption of flows assessed for Phase 2 for a Trip Budget do not account for any traffic that was
forecast to occur from Phase 3 allocated as part of the adopted 2018 Local Plan and do not assume a

work to, and within, a Trip Budget. As a refresher, the principle of a Trip Budget is defined by CCC as: that ata trip budget at this level continues to reflect a commitment to more sustainable travel over time
and would reflect the significant infrastructure investments being made at the campus.

A transport policy approach that sets a limit on the level of vehicular trips that can be generated from a
particular development. It seeks to ensure through all stages of the planning process that there are
tools and mechanism in place to measure performance with reference back to this level of trip making.

The flows approved as part of the Ph2 Outline Planning Consents, and which are therefore being
proposed as a Trip Budget at this stage in the process are set out below.

Phase 2 (Ref: 16/0176/0OUT) Tweay Peak Hour Vehicle Trips.

The Trip Budget approach should consist of distinct stages that allow proportionate evidence at each
stage of the plan making progress, planning application, delivery, and occupation. The stages are
schematically shown belaw

AM 849 3,625

2,776

PM 864 2,372 3,236

r Specific Trip 0
Budget
monitored and

[ Aggregatesite™ |
wide Trip Budget
supplemented

[ specifictip |
Budget
established by
full network
operational

and refined by
targeted
L. standalone _J
models

managed through

Regulation 18 Regulation19 Planning Application Post Planning &
Phased Delivery

Range Refinement Specific

Figure 15: Stages for Determining Trip Budget

The range finding stage is considered appropriate for CBC as it reflects tregpk8 stage of

the Greater Cambridge Local Plan. 28
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Transport Strategy Planning Controls

The Emerging Trip Budget

Not only is it important to understand the Trip Budget options in terms of peak hour trips, but the
feasibility from a mode share must also be considered. This is a critical consideration from a highway
authority perspective i.eis the car driver mode share both ambitious but also credible to support the
trip budget selected?

To calculate the car driver mode share, the car trips outlined in the above scenarios have been divided
by the 2050 person trips forecast of 16,461 and 13,078\way person trips during the AM and PM
peak hours, respectively, for the fully built out masterplan (inclusive of the Phase 4 land).

The car driver mode share for each of the Trip Budget scenarios outlined above when considered
against these twawvay peak hour person trip totals.

CB@Ph. 2 Assessed and Approved Flows

22% 25%

Table 10: Car Driver Mode Share of Trip Budget

Compared to other strategic employment sites on the fringes of Cambridge, a target mode share in
this range positions CBC lower than all. However, given that the site is the most accessible in Greater
Cambridge (once committed infrastructure is delivered) this could be considered reasonable and to be
expected:

Babraham Research Campps0.2%

GrantaParkg 53.6% (2021)

Melbourn Science Park79.5%

Peterhouse Technology Park7%

WellcomeTrust Genome Campsh5.1%

St Johns Innovation Centggs3%

NECAAP Target Mode Shgr29% (for employment)

The Local Plan transport evidence paper, calculated a car (rather than car driver) mode share
proportion of 36% for the CBC model zone without-sipecific mitigation.

From this comparative assessment, a car driver mode share in the region of ~22% to ~25% appears a
reasonable and/or defendable at the range finding stage of identifying a trip budget. It would be a
significant reduction from existing car driver mode share of 36% reflecting a positive direction of

travel and the significant investments being made at the campus but does not reflect a shift which is
likely to be unachievable or too restrictive for healthcare operations in particular.

Car Parking Provision and Management

Given that car parking provision has a strong relationship with vehicular trip generation it is
anticipated that parking provision will have an important role to play in helping to manage traffic
levels associated with development. Additional to this, the level of car parking provision needs to be
evidenced as being required when compared back to the trip budget being considered.

However, at this stage, the level of car parking has not been specified as ultimately it is a product of
an agreed trip budget and specific user requirements. The commitment to only provide car parking
that supports the adherence to the trip budget is made by the LCG through this report.

The broad locations for car parking are set out further into this report with the absolute scale of the
provision to be determined through more detailed assessment work. The broad locations for car
parks reflect the design ambitions of the masterplan and seek to consolidate car parking into multi
storeys so as to avoid inefficient and visually impactful surface parking.

29
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Transport Vision & Objectives

Transport Vision 2.

Achieving the targeted car driver mode share and, consequently, the ultimate trip budget and

O2NNBaLRyRAY3

The Cambridge Biomedical Campus will evolve and improve. From a transport and movement perspective
less impactful modes will rrioritised and the campus will become inclusive to all. All stakeholders and 3.

LI NJ Ay3 adzlid & NBO2YYSyREGAZ2YS /.

visitors will be benefit from increased accessibility and a less hostile environment to work, visit and spend
time. Transport, through placemaking, will stitch the campus together. Any growth will be sustainable
growth predicated on transport investments that maintain and increase access, but which positively
contribute to reaching lower carbon future.

4,

/

This vision is based (and can only be fully achieved) on the presumption that current challenges and issues
with access to and within the Campus are addressed. Without positive intervention, transport and access
to the site has the potential to become a detriment. Providing capacity and easier access for sustainable
modes instead of cars is imperative. This shift is consistent with the policy objectives of stakeholders
within the campus and decision makers in local government. Delivering the vision will ensure that the
campus can become a more attractive place to invest and enable continued economic growth. It would
help CBC to contribute to the economic growth targets set for the Cambridgee§idn by both the

CPCA and GCP and attract further investment. 5.
Objectives
In order to deliver this vision, the following objectives have been developed. These are objectives 6.

identified through this work but will exist longer term and should be used to validate subsequent choices
through different stages of the planning process and, in the much longer term, implantation and delivery.
They seek to address identified shortcomings and provide the platform and framework for an improved

future. 7.

1.

Appreciating Adjacencies and the importance of Land Use §xansport is a derived need. Even at

a local level the relationship of separate buildings and uses can create or reduce travel demand,
conflict and the reliance of infrastructure and capacity. Promoting a better mix of uses and a sensible
distribution of buildings is part of the transport solution.

Design inclusivity, legibility, and wayfinding Ensure that the design of infrastructure, the use of
materials and signage are both in keeping with best practice but also consistent within the campus
and city. Ensure that infrastructure caters for all users aracimisesnclusivity and reduces
aparehénblan yiieh IzsiNgispages andl @ofsing rodd$. PedeStBaRs aiidecyclistS shdlil lod akfdrdSdR
infrastructure that is coherent, direct, safe, comfortable, and attractive. Gateways to the site will be
welcoming and safe.

Increased permeability and priority for selected user group& hierarchy of users and connections

will be reflected in designs and movement strategies. Sensible design responses to the car will allow
increased granular connectivity for pedestrians, cyclists and improved reliability and penetration for
public transport. Delivering east west public transport connectivity to connect into the north south
corridors must be achieved.

Managed parkingg Adopt, over time, a campus wide approach to car parking whereby mutually
exclusive peak demands are used to achieve more equitable and efficient use of car parks across the
campus. Accept that growth cannot be predicated on increased car use and car parking and that the
SEAaGAY3 aG20] ySSRa (2 085 t20F3SR |+ LILINE LINA | (
.fdz2S . FR3IS tIFNJAYy3A:Z a{/tQad akKz2dAZR 06S GKS Y2RSE
use of land, allow technology to support management. Support changes to parking controls in
neighbourhoods surrounding the campus. Cycle parking will be plentiful. Its location and design will
be cognisant of user distinction and needs.

Designing to reduce the dominance of the aafhrough sensibly located car parks and a hierarchy

of routes that serve them. The blight of car traffic within the campus will be managed and designed
for. The strategy for cars allows the strategy for other users to be successful.

Support and complement infrastructure investmenqtSignificant investment in and policy direction

for sustainable transport infrastructure is being made. CBC cannot dictate the pace of delivery but
will embrace it and will seek to maximise the effectiveness of it. Designs will seek to allow ease of
interchange, increased integration with the campus environment, iandntivisationto use.

Conditional Support to City Wide and Regional Policidsonger term transport solutions are

needed to support continued growth. CBC will continue to support the transport authorities in the
Greater Cambridge area to deliver radical and sustainable change. Interventions need to be timely.
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Key Moves to Unlock Movement & Connectivity

To achieve the Vision and many of the stated objectives, two key
moves have been identified as part of the evolution of the
transport strategy and the Emerging Spatial Framework. These
are reported in this section of the report and are then
subsequently reflected in the structure of the masterplan and
many of the supporting transport measures and interventions.

Structurally, the addition of two key connections are able to
transform public transport connectivity in the south of the city:

i.  Anenhanced gateway from Hills Road coupled with an East
West High Street would provide the opportunity for bus
based journeys to and from east Cambridge and the
significant growth area at Cambridge Airport, through the
campus via Cambridge South station and onwards to the
southern Fringe and the Southwest Travel Hub.

ii. A connection from Babraham Park and Ride to CBC,
Cambridge South, and the Cambridge Guided Busway (S)
provides the opportunity for buses to bypass congestion
along Babraham Road and access the city centre via the
existing segregation afforded by the CGB(S). Additionally,
P&R to P&R services via CBC and Cambridge South station
provide the potential for dedicated high frequency buses to
link P&R sites and the campus.

The structural connectivity, as described, assists with the
interception of car trips on the most appropriate radial corridors
for their origins rather than cars navigating to the corridors upon

which their destinations lie i.e., a network is created, and CBC sits
at the heart of it.

These two key moves in combination with other strategic
investments being made at the campus would help to address
YIye 2F GKS wOAde
section of this report. Clearly many other issues also exist or will
as a result of further growth and that will require different
measures to be implemented. However, from an Access and
Movement perspective these structural moves have been central
to the thinking and development of the Emerging Spatial
Framework.

al0ltsSQ Y20SYSlyl

Figure 19: Existing City Scale Movement
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Transport Strategy
to Support Growth
2030

The following section in an interpretatiof the potential phasing of
development, and how a progressive and incremental approach to
infrastructure delivery, could support that growth. This is a first draft and
anticipated to iterate as the Spatial Framework and evidence base is
developed further to inform the first full draft Infrastructure Delivery Plan.
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Cambridge Biomedical Campus at 2030

The AAM Emerging Spatial Framework has proposed that additional grt
up to 2030 would be as follows and as set out alongside:

A The continual buildout of the Phase 2 land with the Prologis commer
space being opened;

A The first buildings of the Phase 3 allocation being built with the
Confluence commercial space built and occupied;

A The completion of the Astra Zeneca site on the west of the campus ¢
the associated multi story car park (along with Cambridge South
Station);

A Plot 9 commercial building to the south of the AZ site; and

A The Cancer Research Hospital (RSC20) and the Childrens Hospital
(RCS56) buildings (not resulting in any additional floorspace), will be
operational by 2030.

These changes and growth assumptions would see 200,315 m? of
additional floorspace delivered beyond the existing total. Of this figure
103,814 m2 is already consented through the previous Phase 1 and 2
consents obtained.

To support this growth a number of transport related measures are
deemed to be necessary and appropriate. These are documented on th
following pages of this section of the report and include:

A Public Sector Investments (both on and off siteJo be delivered by
public bodies with potential that some further funding would be
sourced through new planning consents.

A On Site Shared Infrastructure Deemed to be primary and critical
infrastructure that relates to the Emerging Spatial Framework and ce
not be expected to be delivered through plot development

A Other Transport Measureg Other transport measures or managemer

strategies deemed necessary to support growth, but which are not tc

be delivered by public bodies or considered to be primary physical
infrastructure necessary to support the overarching principles of the
Emerging Spatial Framework.

Existing RSC20 and RCS56 (no uplift) ~

Q - Clinical Core
Total GEA: 75,513 sqm
RH: 29,213 sqr
CCH: 46,300 sqr
E - AstraZeneca Site
Total GEA: 45,095 sqm
At Grade Car Parking
N - Plot 9
Total GEA: 14,193 sqm

Note: University and Healthcare building GEA areas include engineering allowances for plant.

Phase 2 Land cial R&D building GEA areas

lude plant.

Retained Plots
o Forthcoming On Plot Development

O« d On Plot Develop
% Existing Addenbrooke’s Food-Court

Existing RSC40 (no uplift)

’-ﬂﬁ—-;'--A----—---——-—-\-; ------- At Grade Car Parking

S ____________-________--;’; ------- D - Confluence (Exp)*
1 / Total GEA: 26,500 sqm

ase
brought

(ca. 26,500sqm

2030 CBC Future Uplift Total:
(of which Consented Uplift Total):
(of which Live App Uplift -CCRH-Total):
Grand Total CBC 2030:
Phase 3 Land Development - at 2030

196,508 sqm (GEA)

103,814 sqm (GEA)
29,213 sqm (GEA)

808,914 sqm (GEA)
26,500sqm (GEA) (excl. plant)

O Live Applications
Active Travel Link

Existing Addenbrooke’s Bridge
€> Necessary Pedestrian Link to the east

Figure 20: AAM 2030 Masterplan
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Public Sector Investments On Site Shared Infrastructure Other Transport Measures

Mobility Hub as part of Amenity building and west of high street bus

interchange with CSET and Cambridge South (CBC) (i) EEEmmeEn Ml FHlas

Cambridge South Station (Network Rail)

kmc

transport planning

Cambridge Biomedical Campus
at 2030

The transport additions to be delivered by 2030 which will support and
enable growth as envisaged by the Emerging Spatial Framework are
shown in the following table.

Cambridge Southeast Transport Study
Phase 2 (CSET) (GCP) (on pause but still p.
of the GCPs schedule)

ﬁdditional pedestrian cycle connection from Babraham Road south of Nine Temporary parking strategies linked to
Wells (CBC) infrastructure delivery

Tactical small scale mobility Improvements within the campus (Phase 1 Lan
(CBC)

LYAGALFE Ay idSNBSY i Aayitas 8 ReanwRiIR &g) ONE 2 BuSfass subddidor new / relocated
allow for east west public through route for pedestrians and cycles (CBC)  staff

SWTH (GCP) dI%ncourage WoHrrom-Home practices

Foxton Travel Hub (GCP)

Enhanced north south routes connecting Phase 2 into Phase 1 and western _

Planned OsStreet Parking Controls (GCP) end of High Street

Sawston Greenway (GCP) - -

] ) ] Cambourne to Cambridge (GCP) -
The status of the public sector investments is that they can be expected

to be delivered regardless of the further growth anticipated by the
Emerging Spatial Framework although their business cases would be
improved. These investments will therefore help to address an existing
infrastructure deficit, support much needed accessibility improvements
as well providing a platform for further growth as envisaged.

FendonRoad Cycle Plus (GCP) - -
Hills Road Cycle Plus (GCP) - -

Table 13: Transport Measures in Place by 2030

Key Change Triggers:

ange Trigger: N
Primary Mobility Hub 1. Station (ca. 2026

an: st of High

. . . . i . Street Bus Interchange / Tl L 2.CSET (ca. 2027
The onsite shared infrastructure by 2030 is limited given the quantum of i Siccen

additional floorspace beyond that which has already been consented.
These measures largely relate to schemes that improve access,
movement, and safety.

It is proposed that 26,500m2 of the Phase 3 land is brought forward by
2030 which is less than the 30,685m2 allocation and hence, there is no
reliance on significant transport infrastructure beyond that which was
assumed at the time of the allocation. However, the delivery of Primary
Mobility Hub is an important intervention that brings a transport focus
and interchange to coincide with Cambridge South Station and CSET.

The Shared Infrastructure for 2030 is shown alongside and further detail
on all measures is provided in the remaining pages of this report.

Figure 21: CBC at 2030 Shared Infrastructure

Initial Interventions to
Addenbrooke’s Food-
court to allow for east
west public through
route for pedestrians
and cycles

nh th Soutl

Routes connecting
Phase 2 and 3 int

Phase 1 and western
End of High Street

Tactical small scale
mobility Improvements
within the campus

Existing Addenbrooke’s Food-Court

Existing Addenbrooke’s Bridge

Note: Shared Infrastructure currently under review by LOB. lllustrative items to H«mﬁrmed.

€ Necessary Pedestrian Links
<> Early E-W Pedestrian/Cycle Connectivity

4.CCH

5. Car Parks and
Connection back to

CCRH (until 2034

6. (Potential) Phase 3
Land first buildings

Additional ped cycle

connection from

Pedestrian Crossings
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Transport Strategy to support Growth to 2030:

Public Sector Investments Scheme Summaries

Cambridge South Railway Station
(Network Railg Programmed opening
2025)

Cambridge South Railway Station is a new
railway station that is located to the west of
and adjacent to the campus. It will be
accessed via Francis Crick Avenue to the
east for drop offs, taxi, walking and cycling,
and via Hobsons Park to the west on foot
and by bicycle only.

There is to be cycle parking provided to
both east and west of the railway, adjacent
to the entrances, and bus stops are located
on Francis Crick Avenue and on the Green
where access to the existing Cambridge
Guided Busway is provided. These stops
and interchange will be enhanced through
the Primary Mobility Hub proposed in this
area.

Direct rail access will transform transport
accessibility for the campus which will be
enhanced further through longer term
strategic rail investments such as East West
Rail and Ely Area Capacity enhancement
(EACE).

Funding is in place and construction has
begun. It is anticipated that the station will
open for passengers in 2025.

Cambridge Southeast Transport Study
(Phase 2) (GCPProgrammed Opening
2026)¢ CURRENTLY PAUSED

The Cambridge Southeast Transport project
will offer better public transport and active
travel options for the A1307 and A1301
area. It will improve journey times,

reliability and link communities and
employment sites in the area southeast of
Cambridge.

.

Figure 21: Cambridge South Station Forecou
Phase 1 of the CSET project focused on th
safety of walk, cycle, and bus routes
between Haverhill and Cambridge along
the A1307 and will encompass part of the

Linton Greenway.

= Proposed route
[0 Proposed travel hub sites N
0 Preposed stop locations
~ we= Proposed purple route {site A)
w— Proposed pink route (site B)
Proposed brown route (site B)
w— Proposed black route (site C)
Proposed blue route (site C)
High pressure gas main and
development restricted area
= = = Existing busway
Local plan housing allocation
ww POtential connecting bus services
and cycle routes
P, & === Proposed Sawston Greenway
T Possible future extension to

Phase 2 includes a new segregated public ;
transport route from a new Parké& Ride at
the A1l to CBC via stops in Sawston,

Wandeoury
| County Parkc
Babeahamy. -2
Road Park & Ride.

™" new pubilc transport route

N L G P #

f

Stapleford and Great Shelford. After serving ?% g‘ ]
CBC and Cambridge South Station the rout ¥ '% -

would continue via the Cambridge Guided
Busway to central Cambridge.

"y ___Hayerhil Road T

rﬁ'

- i
N e oD P T
]

An application is planned to be submitted
to Secretary of State for Transport as part -

of the Transport and Works Act Order : Y & % (il
Application in 2023. ,,-:2«;55,;,;::3;:::& !
%%;kuu«:mh \@\’)\ PRl : A ) 3 6

Figure 22: Cambridge Southeast Transport Study Phas
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Transport Strategy to support Growth to 2030:
Public Sector Investments Scheme Summaries

Southwest Travel Hub (GGHProgrammed Opening

2026)

Junction 11 of the M11 is a key entry point into Cambridge
from the south. A new travel hub is proposed by the GCP,
thus helping reduce the number of cars travelling into the
city.

The draft layout is shown alongside. A planning application
for the hub was submitted in 2020 and the proposals
include for 2,150 car parking bays and a segregated public
transport route which link the Travel hub west of the M11
with the A1309/Hauxton Road north of the M11,

bypassing M11 Junction.

The application was passed to the Secretary of State for
final approval, which was granted in July 2022
CCC/20/040/FUL). An opening year of 2026 is anticipated.

The CSWTH will provide significant benefits to the campus
with car trips able to be intercepted at Junction 11 and
then a fully segregated public transport trip to the heart of
the campus or a fully segregated cycle trip alongside the
busway.

In addition to the delivery of the SWTH, the GCP plans to
expand the existing Trumpington Park & Ride site, thus
helping to reduce the number of cars travelling into the
city.

Foxton Travel Hub (GGPProgrammed Opening 2026)
The Foxton Travel Hub is planned to provide in the region
of 500 car parking spaces and 150 cycle parking spaces to

provide more people with the opportunity to travel into
Cambridge and the campus by train.

Similar to the CSWTH, the Foxton Travel Hub will interce
car trips before the city fringes and in this case along the
A10 rather than the M11The Foxton Travel Hub in
combination with Cambridge South Station provides a
further opportunity for expanded rail access for the
campus.

Figure 23: Cambridge South West Travel Hub
The application for the Foxton Travel Hub was submitted
G2 GKS D/tQ&a 02FNR Ay 5S8S0°
approval togo ahead with work to submit a planning
approval by the GCP Executive Bo&ubject to funding, a
planning application is expected in 2021/2022 with
construction and opening in 2023/2024

Planned ORStreet Parking Controls (GCP Schegridid
2020s)

As part of the City Access Strategy, it is proposed to
extend the Orstreet Parking Controls, already in place in
the City Centre to areas around CBC, amongst others. Ir
combination with parking restrictions esite, this means
that existing orstreet parking is displaced, forcing drivers
to make alternative travel choices that may include
making use of a Park and Ride site.

37
Figure 24: Foxton Travel Hub
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Transport Strategy to support Growth to 2031«--,.2
Public Sector Investments Scheme Summar

Sawston Greenway (GGQFProgrammed opening
2025)

The Sawston Greenway will provide a safer and
better route for people using active travel modes
between Sawston and CBC. The Sawston
Greenway will connect into Stapleford, and Great
Shelford.

The Sawston Greenway will include a new high
quality pedestrian and cycle crossing at the
junction of Long Road and Robinson Way and
safer, more direct cycle tracks on Robinson Way
0 KNRdzAK GKS
This will transform this existing hostile gateway.

Further to this the Linton Greenwallelbourn
Greenway, and the Chisholm Trail will connect
into CBC. The Linton Greenway is under
construction and partially completed, with full
completion by 2025/26. Th®lelbourn Greenway
will run from Royston and connect into the Foxton
Travel Hub, Trumpington and then branch off to
CBC. The Chisholm Trail will connect the current
two train stations in Cambridge and then connect
into the Greenways to connect into CBC.

The Greater Cambridge Greenways will follow off
road paths, along quiet streets or provide
improved facilities along busier roads to provide
more people with safer, easier and more direct
routes in and out of Cambridge.

' RRSy o NE 21 S Qiycentieaind /R pedhtodr to/CBCY LIdza @

Proposed Layout ~ ot 3 e B »' \\‘«/‘«@

T <

sy, i
U L

ﬁﬁ CAMBRIDGE °
LFORD STATION i@y
: \ I

LLONG RO

Cambourne to Cambridge Programmed
opening 2026) o
The C2C is one of four major corridor schemes Rorrd

, ; ; Great Shelford B - 3 \ :
that form part of the GCPs Sustainable Transport ‘ el il
: s

Program. The route is to link Cambourne to /——mm-/'} : o

OBINSON WAY )U

Cambridge via the new Bourn Airfield
development anch new Travel Hub at Scotland
Farm, Hardwick and West Cambridge campus. - o
Outside of the city the route will be segregated
from general traffic.

Sawston

Figure 25: Sawston Greenway

The proposals include a 6 buses per hour to the

The route is made up of three key elements:

A A public transport route between Cambourne
and Cambridge, providing reliable and
sustainable services bypassing general traffic
congestion.

A A new travel hub at Scotland Farm, off the
A428/A13083.

A New cycling and walking links.

Cambourne Fitness
and Sports Centre

<

? Bourn
4 ¢ Highfields

Caldecote

A Transport & Works Act Order (TWAO) is being e CaC b TR TG AL
prepared to approve the route and authorise the
scheme to be builtThe draft application

documents for the TWAO were presented and
discussed at the full council meeting at

Cambridgeshire County Council on 21 March 2023

Figure 26: Cambourne to Cambridge (C2C)
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Transport Strategy to support Growth to 2030: .
Public Sector Investments Scheme Summaries rendonrosd cyce

Plus

Figure 26:

Addenbrookes

Roundabout
Changes as part of

Fendon Road Cycle Plus (GCProgrammed Opening 2027)

The Fendon Road Cycle Plus scheme will see much improved cycle infrastructure provide along the Fendon
Road corridor from CBC towards the east of the city. It will also include upgradesAddieabrookes
Roundaboutupgrade.

The new design will also remove the two stage crossings on the Addenbrookes Roundabout and proposes to
replace them with single stage crossings allowing pedestrians and cyclists to cross in one stage. The new
design aims to make it safer and easier for all road users to access Addenbrooke's Hospital and CBC. The
GCP has secured the funding from the Cambridgeshire and Peterborough Combined Authority (CPCA) and
aims to deliver the scheme by 2024.

The current designs do not account for changes in traffic flows or wider redevelopment around the junction
as part the Emerging Spatial Framework. Whilst the proposals are positive further reaching and more
transformative arrangements could be delivered if undertaken in conjunction with the masterplanning of
the campus. Figure 27:
lllustrative
Alternative
Addenbrookes
Roundabout
Changes enabled
by the Emerging
Spatial Framework

A potential alternative arrangement that utilises some land outside of the public highway is shown
alongside. This is an illustrative arrangement but demonstrates that a comprehensive redesign, in
conjunction with the opportunities that can be provided through the Emerging Spatial Framework, can see
a more complete design solution and a gateway more befitting the loteger vision of the campus.

ADDENBROOKE'S /
HOSPITAL 7

\
\\ { \
\

\ \ \

\

Existing two-stage | \

toucan crossing \

converted to \ - A

single-stage ®\<—_ —

toucan crossing \‘ =
P » 1

\
\ @ Widened, off-carriageway, segregated
\

cycle lane (2.5m) and footpath (2-3m)

o
&
S Widened, off-carriageway, ~
X segregated two-way cycle lane (3m)
QY' and footpath (2m)
L9
Q]V'
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Transport Strategy to support Growth to 2030:
Public Sector Investments Scheme Summaries

Hills Road Cycle Plus (GEProgrammed Opening 2027)

Hill Road is a key route into the Centre of Cambridge as well as connecting into CBC, but the active travel infrassumbptérial. Currently the GCP have a live consultation to allow people
to comment on the two proposed options for Hill Road. The consultation is live until the 24th of July. The proposal€Mil@RS junctions, extended cycle lanes, and floating bus stops to
provide cyclists with a continuous path. Some of the aims of the scheme are to improve pedestrian and cycle safetysaibad &filtl reduce bus journey times along Hills Road wherever

practicable.

'\\::“:w“ Cambridge

>

Vinter Terrace

Botanic
Garden

Hills Road Sixth
Form College

Indicative image only

Figure 28: Hills Road Cycle Plus Proposals
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Transport Strategy to support Growth to 2030:
Onsite Shared Infrastructure

Mobility Hub as part of Amenity Building and west of High Street with Bus Interchange with CSET and
Cambridge South (CBC Transport Stratedyy 2030)

A mobility hub type facility will be located at the west end of the High Street and will be located close to
Cambridge South Station and at the convergence of CSET and the existing Cambridge Guided Busway.

¢KS RS&A3IY o6Aff dzdS GKS SEA&AGAY3T LMzt AO &LI OS | NRdzy
connectivity. The facility can be part of a planned amenity building and would be a front door to the campus

for transport and travel information. The majority of the infrastructure is already in place or part of the plans

for CSET or Cambridge South.

COMO UK Guidance states that:

Mobility hubs are highly visible, safe, and accessible spaces where public, shared and active travel modes
are cclocated alongside improvements to public realm, along with community facilities where relevant. The
redesign and reallocation of space away from the private car enhances the experiendeaiallersand

creates a more pleasant environment for everyone.

The mobility hub will be designed and spatialiganisedso as to facilitate access to and transport between
modes, including humapowered and shared modes, as well as provide extra transptated and digital
services. In this location it will provideaecognisablenetwork of defined areas providing services to connect
people through sustainable travel and the public realm. It will have a direct and obvious relationship to
Cambridge South station and CSET and any passenger's arrival experience.

An illustrative example of a Primary scale mobility hub is shown alongside whilst spatially, the area proposed,
is also shown alongside its relationship to bus stops and Cambridge South Station.

Interchange Area with
western Mobility Hub

-

41

Figure 30: lllustrative location of Primary Mobility Hub
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Transport Strategy to support Growth to 2030:
Onssite Shared Infrastructure

Additional pedestrian and cycle connection froBabraham Enhanced North South Routes connecting Phase 2 into Phase
Road south of Nine Wells (CBC Transport Strategpyy 2030) 1 and western End of High Street

This would see an extension of the existing Shared User Path By 2030 the early delivery of what will become the North

from BabrahamRoadwhich currently connects into Knightly South route will be delivered. At this stage of the masterplan,

Avenue and the Nine Wells residential area to the east of CBC. the proposal will need to work with many of the constraints
that exist within the current campus and prior to the

The extension of this route would be to the south of Nine 0SYSTAGAYI FTNRY (KS WONBIGKAYTI aLl O0SQ I FF2NRSR (KNRdzAK (KS
Wells and would conne@abrahamRoadinto the Phase 3 Phase 4 land.
land meaning better and more direct access from CSET Phase
A andthe BabrahanRoad Park & Ride CBC. Nonetheless a better demarcated and legible connection will
be delivered that will connect the Confluence to the South . . . .
Tactical small scale mobility Improvements within the with the Western Primary Mobility Hub and Cambridge South Figure 31: Additional Ped/Cycle Connection from Babraham Road, south of Nine W
campus (Phase 1 Land) (CBC Transport Stratdiy2030) Station. Minor early interventions may include:
In advance of the delivery of more significant streetscape and
infrastructure improvements afforded by further - Resurfacing road and pavement
development a number of smadkale tactical improvements - Removal of canopy on West side of road;
would be implemented. These would include dropped kerbs, - Provision of trees and associated pits at regular intervals
pedestrian and parallel crossings, and sreallle connections - update/refresh of external lighting
provided to address failings in the existing campus. - road widening for new cycle way?

- soft landscaping
A number of such improvements are proposed as part of CUH
temporary car parking proposals.

One location where a smatale improvement could be
implemented is improving pedestrian and cycle connections
between Francis Crick Avenue and Robinson Way south of the
Royal Papworth Hospital.

Figure 32: Example of Parallel Crossing installation 42



