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Purpose / Summary

The purpose of this report is to update Cabinet on the March Future High
Street Fund (FHSF) project and to provide Members with the information
required to make a decision on the location of the March Fountain, following
consideration of a petition at Full Council.

This paper summarises progress to date and outlines options for the fountain
relocation and the risks and issues for Members to be aware of regarding
potential alternative locations.

Key Issues

This document is in response to the petition received by Fenland District
Council concerning the location of the Fountain located within Broad Street in
March.

This document follows the decision by Council on the 17 July to refer the
matter to Cabinet for a decision regarding the proposed relocation of the
fountain and consideration of the other potential options for its location.

Recommendations

That Cabinet notes the positive progress of the project as detailed in the
report.

That Cabinet takes a decision to either:

Instruct officers to progress the project as planned with the current, approved
location of the fountain, or

Instructs officers to progress necessary investigatory and detailed design
works regarding relocating the fountain to one or more of the potential
alternative positions detailed within this report in Section 9 and delegate to the
Section 151 officer and Cabinet Members for Finance and Heritage to
determine how these investigations are funded. A report to be tabled at a
future Cabinet meeting in regard to the outcome of the detailed investigative
work.
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BACKGROUND AND INTENDED OUTCOMES
Background to existing location and summary of project work to date.

Project Background

Several streams of work came together fortuitously to develop the plans
included in the Future High Street Fund project.

Growing Fenland

CPCA funded the Growing Fenland project, with a strategy developed for
each Fenland market town. The March Masterplan states that March’s most
under-utilised assets are Broad Street and the river front. When surveyed as
part of the Growing Fenland work, March residents top three favourite ideas
were:

e Improvements along the Broad Street
e Reducing congestion in the town centre
¢ Riverbank seating

The town team, comprising of young people as well as local elected
Members, supported by officers, approved the report that is also supported by
the Combined Authority, Fenland District Council, March Town Council, and
the County Council.

The CPCA allocated £1m to address the issues highlighted by the Growing
Fenland report. Members of the Growing Fenland town team allocated
£900,000 to the Future High Street Fund bid to Government as match funding
with the remaining being allocated to the Civil Parking Enforcement project.

March Area Transport Study (MATS)

The MATS study was developed to consider traffic within March in the context
of future growth of the town. One junction that will not function correctly in the
future due to traffic volume is the traffic light-controlled junction at the northern
end of Broad Street.

Following extensive traffic assessment work across the town, using nationally
recognised techniques, the MATS study developed the large ICD roundabout
scheme to improve traffic flow in the Broad Street / Station Road and Dartford
Road.

This work was informed by the Growing Fenland report regarding reduction of
congestion and improving the town centre. The cost of these road alterations
will be approximately £4.3m.

To achieve the necessary changes to the northern junction of Broad Street, it
is necessary to move the fountain to an alternate location.



1.12 Future High Street Fund

1.13 Whilst the Growing Fenland work was being finalised and MATS had
commenced, Government set up the Future High Street Fund. FDC
successfully bid to Government for support to develop a coherent bid for
substantial funding to develop a full FHSF bid. Bid development work took
about 9 months and was led by a Member Steering Group that included
Town, District and County elected Members. Consultation was undertaken in
April 2020 with the local community prior to bid submission, alongside the
Town Council as well as March FDC elected Members. Support for the bid
was given by March Town Council, Fenland District Council, the Combined
Authority and County Council prior to submission to Government. The
Combined Authority added an additional £1.1m in match funding to the final
bid, alongside the £900k Growing Fenland support. In a highly competitive
process FDC bid for just over £9m and was awarded £6.45m. A change to the
only scalable part of the project (Acre Road) was made to adapt the schemes
to the reduction in grant. A Member Steering Group was set up in summer
2021 as the project commenced.

1.14 The total funding for the MATS Broad Street Scheme and FHSF comprises.
o £8447m FHSF (£6.447m DLUHC & £2m CPCA funding)
e £4.367m MATS Broad Street (CPCA Funded)
e £12.814m total investment in March
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Consultation summary regarding development of the scheme
Growing Fenland - March Masterplan

As highlighted above, the community were consulted regarding the future of
the town, its challenges and what improvements they would like to see. Key
dislikes were traffic in the town centre and a key improvement highlighted was
to improve the quality and appeal of the centre of town.

Key proposals of the Masterplan are:
a) Appearance and appeal

Delivery of a range of transformational interventions that will improve the
overall appearance of the high street and increase footfall.

b) Increasing traffic flow through the town and reducing standing
traffic/congestion

Support and inform the Local Transport Strategy where it delivers an
improved town centre that assists with the development of the town centre
economy, whilst factoring the planned growth of the town.

March Area Transport Study (MATS)

Consultation was carried out regarding the changes to junctions in the town
following extensive traffic survey work. Results of the consultation may be
found in Appendix 1 — MATS — Future March Consultation Report and
Appendices and conclusions of the options within Appendix 2 - MATS -
marchoption-assessment-reportv3.

Future High Street Fund — scheme development

Whilst the MATS work was underway, FDC submitted an outline application to
DLUHC as stage 1 of the Future High Street Fund application process. This
Stage 1 application was approved, leading to £125,000 of funding to appoint a
group of specialists to consider how significant improvements could be
implemented to improve March town centre for the community and visitors —
ensuring that the town would remain vibrant in the future — following the
March Masterplan feedback.

This process took many months to complete and reported back to a Member
steering group at regular intervals. The lead consultant also presented to
March Town Council and feedback was also sought from the CPCA and
Middle Level Commissioners.

e Feedback from March Town Council and the project team responses may
be found at Appendix 3 — Feedback regarding MTC meeting April 2020.
This was following development of the final project plans prior to
submission in May 2020.

e FDC, CPCA, CCC and Middle Level all supported the final proposed
scheme that was submitted to DLUHC in May 2020.

Face to face consultation events with the local community were planned in
April 2020 prior to bid submission in May 2020. Unfortunately, Covid
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restrictions were put in place, so consultation had to be carried out online. The
consultation survey was seen by 24,230 people, with 15,988 engagements
(views of the video highlighting the proposals as artists impressions). The
survey was shared 23 times - including on the March Free Discussion page
and March Society page. 614 people clicked to fill in the survey, with 83
responses. These can be seen in Appendix 4, Community consultation —
narrative responses.

The responses did not raise significant concern regarding the proposed
repositioning of the fountain.

Throughout this process the project team and lead Members were aware that
moving the fountain was a prerequisite of both the MATS and FHSF fund
works. There was no highway solution that could be achieved whilst leaving
the fountain in-situ. Relocation also required both Listed building consent and
planning permission. As, historically, the fountain bookends the street with
the war memorial, it was decided to move the fountain as small a distance as
possible, keeping that historic link with the northern end of the street.

Programme Summary

March represents one of seventy-two chosen towns across England to be
awarded a FHSF grant following a successful bid by FDC. In common with
many rural towns, March has suffered from the national trends affecting town
centre usage. However, there are specific local factors that are affecting the
vitality of the town centre.

Broad Street is the focal point of the town. Currently the carriageway cuts the
town centre in half, providing the only connection over the river Nene. Broad
Street is difficult to cross (six lanes of moving or stationary traffic) and
experiences significant congestion which discourages visitors and shoppers.
Similarly, the River Nene waterfront is hidden from public view, being difficult
to access and appreciate.

There are also several derelict, unused, and underused buildings throughout
the town centre.

To address these challenges, the FHSF programme consists of the following
five transformational projects:

e A dramatic intervention to transform Broad Street

e Opening up the Riverside areas to improve visibility and access
¢ Redeveloping the historic Market Place

e Bringing forward regeneration sites

¢ Reactivating Vacant Units and Flats Over Shops grant programme.

Capital Project Programme Update:
Broad Street/Riverside:
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Following a successful tender process, Octavius — the main contractor - has
taken control of the site in Broad Street and works are underway. Phase one,
planing of the old road surface, removal of kerbs, street furniture and trees is
now complete. Vacuum excavation of the old subsurface material has also
been completed where required.

Members will be aware of the delay to the initial removal of the fountain,
caused by a nesting dove. Following an independent ecological survey
undertaken by Green Willows Associates, it was deemed that the bird had
fledged and works to remove the fountain continue.

The team have begun implementation of the wider communications plan with
a summary of initial communications below:

e Publication of introductory letter detailing works and programme

e Ongoing weekly and monthly operational updates (to be distributed to
residents and businesses fronting the site and shared with
CCC/CPCA/FDC for uploading to websites)

e Publications on site and in the former Barclays Bank window (the
Octavius office)

e Engagement with businesses and residents in properties fronting the
site.

e Weekly drop-in surgery/coffee morning on site (Thursday 11-1pm)

There are currently no further changes to the road layout planned until the
MATS work begins with installation of the roundabout following removal of the
fountain.

To keep the community up to date with all progress across the Future
Highstreets project, several web pages with information relating to the
workstreams is available on FDC's website: March Future High Streets Fund -
Fenland District Council

These pages are kept up to date with news and project updates to ensure a
consistent stream of information from FDC to the public. There is also a
Frequently Asked Questions page which should assist in answering general
questions about the programme.

A communications plan is in place with an officer group meeting monthly to
ensure delivery. This has become increasingly important as we began
significant construction works.

Informing businesses and the local community regarding roadworks in Broad
Street remains critical to ensuring that the town does not become congested
and for us to do everything possible to ensure the public are aware that
businesses remain open.

For a detailed plan of communications to date please see Appendix 5

Marketplace:
March marketplace enhancement is now complete, on time and on budget.

Development Site Creation:
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Members will be aware that FDC successfully purchased the former Barclays
bank building — No2 Broad Street in January 2023. This site has been
earmarked for demolition and a regeneration opportunity.

At present this site is being used as a site office for Octavius Infrastructure
and will continue to be used for this purpose until such time as the works in
the town centre are completed.

An initial demolition survey has been undertaken to inform a quote for
demolition, however further investigation is required until a firm cost can be
established.

No demolition works will take place until the town centre works are completed.

A further development site is under consideration. Due to negotiations
regarding purchase, this site remains a commercially confidential issue.

Vacant Unit and Residential Unit Grants:

To date, 2 Vacant unit activation scheme grants have been successfully
awarded.

To date, 2 Living above the shop’s grants have been successfully awarded.

The total amount of grant support provided to owners at time of writing is
£100,000, this has resulted in supporting the successful delivery of two new
retail units in the town (with tenants) and 2 residential conversions to floors
above shops. — this is in line with the aims and objectives of the grant as set
out by the DHLUC.

Forthcoming works:

Broad Street is currently in Phase 1 of delivery. This includes the initial
removal of all kerbs and islands, dismantling the historic fountain, and general
clearing of the site in preparation for Phase 2.

Phase 2 focusses on the highway area in involves reinstatement of a new
carriageway and all associated infrastructure.



4.26 Project timeline (as at mid-July 2023)
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4.27 Visual Works Programme timeline
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4.28 Current Position of the Fountain

4.29 Given the Listed status of the fountain and its importance to the town, the aim
and objective of the relocation aspect of the project was to move it the least
distance possible.

4.30 This has been for two specific reasons:

e To have the least impact on its historic relevance as is possible in the
context of the installation of a new roundabout.

e To incorporate the structure into the new public realm, to be enjoyed and
interacted with by interested members of the public.

Current location:

NS TR
4.31 The image above is taken from the current general arrangement plan for the
new road and public space.
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For the avoidance of doubt, the plans currently move the existing structure to
the proposed location by:

e 12.55m from its current location (centre of fountain to centre of fountain)

e 5.29m away from the closest shopfront (i.e. into the middle of the 2
existing road lanes.)

The layout approved through the planning and listed building applications
affords an extra 3m of additional usable footway adjacent to the shopfronts;
i.e. at present the footpath stops after 2m from the shopfront and becomes a
loading and unloading bay and has permenantly had vehicles in this location —
prior to the ongoing scheme road alterations. After the loading bay there is the
road with constant traffic moving through, or sitting still at the traffic light point.

The current approved location adds an additional 3m of footpath on top of the
space already in front of the shop — significantly increasing the space in front
of the shop window (Appendix 6).

The approved location is also currently painted on the roadway in Broad
Street for clarity.

Planning consent and Listed Building consent

Planning and Listed Building Consent were granted in February 2023 for the
relocation of the Listed fountain following a positive recommendation by
Council planning officers and approval from Planning Committee for
applications F/YR22/1332/FDC (Planning Permission) and F/YR22/1318/LB
(listed building consent). The applications were supported by the Council’s
conservation officer and by Historic England.

The associated conditions were discharged as part of application
F/YR23/3055/COND approved in June 2023.

Historic England have voiced support for the proposed relocation,
commenting on the original application as follows:

“The dismantling and re-erecting of the cast iron canopy near its current
location would not, in this instance, cause demonstrable harm fto its
significance. The repositioned fountain would be in an enhanced setting
because of the Broad Street public realm works. Historic England therefore
support the relocation and consider that the proposed relocation position
would put the fountain in an enhanced setting.”

Further adding that:

“We do not normally consider relocation of a listed structure to be defensible,
as its significance is generally diminished through separation from its historic
location. However, we acknowledge that the canopy is formed of a
prefabricated kit that can be dismantled and re-erected without causing harm
to its historic fabric. We also recognise that its relocation to an enhanced
setting nearby needs to be considered in relation to paragraph 202 of the
NPPF, where less than substantial harm to the significance of the designated
asset should be weighed against the public benefits of the proposal. We are
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of the view, therefore, that in this instance relocation of the grade Il listed
fountain canopy is acceptable.”

For further on the applications and a third-party letter from a conservation
specialist regarding the role of Historic England please see Appendix 7 and 8.

Opposition to the approved site

FDC is in receipt of several letters from the business Malletts (Appendices 9 &
10) and is aware of comments on social media showing dissatisfaction with
the decision.

A petition was then set up by the Malletts shop owner.

Petition

A petition was handed in by Clir Paul Hicks to FDC on 24t May 2023. The
petition wording was as follows:

Stop the Fountain going in front of Mallets

“As part of the March Regeneration project, Fenland District Council have
approved the moving of The Fountain. The intended location is in front of
Malletts, without any consultation with the proprietors or their near
neighbours.

It is unacceptable to place The Fountain in front of a retail unit with a shop
window for display and this petition is to ask for your support with the appeal
to have it at another location.”

The number of valid signatures met the threshold for discussion in Full
Council. Following the Council discussion, a motion was passed to ask
Cabinet to reconsider the current proposal and any alternative locations for
the Fountain, and to make a decision regarding the final location.

Current proposed fountain location

Planning application documentation makes the approved position of the
fountain clear.

However, it is worth highlighting that the public petition was carried out prior to
the new location of the fountain being marked on the road in Broad Street.

It is clear that the new location is in what is currently vehicle carriageway.
That is to say that as the street is at present there is a path and then a loading
bay immediately outside Mallets. The new fountain location is not in the
loading bay, nor even in the first lane of traffic — it straddles both lanes.
Instead of there being a parked van and then a lane of traffic in front of
Mallets in the future, there would be a significantly larger pathway, no traffic
and then the fountain.

This allows significantly more public realm for pedestrians to view the shop
front.
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Assessing an alternative location for the fountain.
Implications of choosing an alternative location.

Financial issues;

Before assessing alternatives, it is essential to be transparent about the
financial risks associated with reopening the planning and design process for
fountain relocation. The original FHSF budget for the scheme did not account
for such additional expenditure, and any major changes to the project's scope
will require careful consideration. In the event of pursuing an alternate site,
Members should be mindful of the potential impact on the overall budget and
project timeline. Specifically, that any changes within the existing project are
now chargeable to the project via a compensation event from Octavius
Infrastructure as the project is currently under contract.

There are three potential methods of funding the financial implications of
redesign for an alternate location:

Investment from FDC may be necessary to accommodate the financial
implications of revisiting the planning and design process. There is no budget
allocation for redesign during the delivery phase.

Use of yet unrealised risk budget, however this budget is currently allocated to
identified and potential risks which, if they occur, will still result in a funding
gap.

Scope reduction of the wider scheme to fund the changes. (However,
reducing the scope during the contract will also incur a financial penalty of its
own.)

Planning approval and Listed Building consent

A further Listed building consent application and planning application will be
required for any alternative location. This will involve the necessary statutory
consultation with Historic England. To date Historic England have voiced
support for the current proposed relocation, commenting on the original
application as follows:

“The dismantling and re-erecting of the cast iron canopy in close proximity to
its current location would not, in this instance, cause demonstrable harm to its
significance.

The repositioned fountain would be located in an enhanced setting as a result
of the Broad Street public realm.”

Historic England therefore supported the relocation and consider that the
proposed relocation position would put the fountain in an enhanced setting.
Further adding that:

“We do not normally consider relocation of a listed structure to be defensible,
as its significance is generally diminished through separation from its historic
location.
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However, we acknowledge that the canopy is formed of a prefabricated kit
that can be dismantled and re-erected without causing harm to its historic
fabric.

We also recognise that its relocation to an enhanced setting nearby needs to
be considered in relation to paragraph 202 of the NPPF, where less than
substantial harm to the significance of the designated asset should be
weighed against the public benefits of the proposal. We are of the view,
therefore, that in this instance relocation of the grade Il listed fountain canopy
is acceptable.”

Further Consideration Regarding Statutory Consultee - Historic England

Historic England will be a statutory consultee on any further Listed building
consent and planning applications regarding the fountain. It is important that
Members are aware of the process involved in potentially choosing a location
that challenges the view of Historic England.

In the first instance, planning permission and Listed building consent would be
sought through the normal planning process. The Planning Committee would
make the decision, but the Committee should be cognisant of statutory
consultees.

In determining any application for relocation of the Fountain, the duty to the
Local Planning Authority would be to bear in mind the statutory duty of section
16(2) of the Planning (Listed Buildings and Conservation Areas) Act 1990 to
have special regard to the desirability of preserving listed buildings or their
setting or any features of special architectural or historic interest which they
possess and section 72(1) of the Planning (Listed Buildings and Conservation
Areas) Act 1990 to pay special attention to the desirability of preserving or
enhancing the character or appearance of conservation areas.

Legally, Historic England do not have a right of veto over any decision made
by FDC in this matter, however if Historic England were sufficiently concerned
about any proposal being progressed they do have powers to take action to
seek to prevent us from effecting the proposal they objected to, this process
would likely result in both delays and additional costs to the project and can
often take a significant amount of time to resolve, most likely concluding
following the completion of the Broad Street scheme.

If a strong objection was received from Historic England and the Council were
still minded to approve the application, Historic England does have call-in
powers to the Secretary of State and could ask that the application is referred
to them for determination, this process can take up to two years.

This is unlikely unless a significant change of location was proposed, i.e. an
alternative location outside of Broad Street or one significantly closer to the
war memorial within Broad Street.

If a decision from the Secretary of State is sought, the fountain would remain
in storage and the Broad Street scheme would need to be completed without
the fountain being re-instated to any position. The re-installation would then
be solely the responsibility of FDC through a newly tendered contractor for
installation.
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General Identified Risks regarding alternative locations:

Delivery Delay — Relocating the fountain to an alternative site could lead
to delays in overall programme delivery. The need for reassessment,
redesign, and potential modifications to a new location could significantly
extend the project timeline.

Increased (unspecified) Cost — Any change to existing design and location
will incur varying levels of cost.

Planning Approval Risk — The project currently has all planning approvals
in place. A change to the design will require the planning process to be re-
opened. Risk exists that revised plans may not be approved through the
statutory planning process, leading to the risks identified above. Taking
the 2 applications through the planning process will take at least 6 months
— that time is on top of redesign and survey works.

Historic England — As a statutory consultee Historic England may not
support a relocation proposal. Approval was given to the existing plan
because the relocation was “the least possible distance from the current
location”.

FDC has attempted to relocate the fountain to the marketplace in the past,
but this was not supportedby Historic England.

The planning process to approve an alternative location could take up to 6
months to complete.

Reputational Damage of a failed attempt to relocate — any attempt at
relocation which is denied by the planning process on any grounds could
cause significant reputational damage to the authority as applicant and
planning authority.

By opting for an alternative location for the fountain FDC is making a
complex intervention into an existing contract with both Octavius
infrastructure, the County Council and FDC.

Options Analysis

The options below are locations that officers believe could theoretically
accommodate the fountain. No further work has been undertaken to identify or
survey the areas to assess viability outside of initial conversations with
stakeholders.

At this point there are costs are estimates which would be funded by FDC.

Options:

Slight movement of the fountain from the approved position closer to
the new carriageway (within the planned public realm area)

Positive impacts:

May not require further planning permission
Low design cost
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Minimal changes to underground infrastructure design
No changes to programme

Negative impacts:
As per text from the petition;

The intended location is in front of Malletts.
It is unacceptable to place The Fountain in front of a retail unit with a shop
window for display.

Assessment:

Upon further investigation with the team and designers, the location as
proposed is already in the furthest possible position from the shopfronts
possible within existing guidelines. Moving the fountain any further
towards the highway would increase vehicle strike risk to an
unacceptable level and would also breach Road Safety Assessment
guidance for pedestrian sightlines at the nearby crossing. It is also not
possible to move it slightly to the north or south for the same reasons.
This was the first item reviewed by the team given it would likely be supported
by Historic England.

An alternative location on Broad Street
Positive impacts:

Would not have a major impact on the wider public realm scheme.
Minimal changes to underground infrastructure design

Low design cost

Minimal impact to wider scheme

Negative impacts:

Removes the fountain from its historic position at the northern end of Broad
Street.
Moves the fountain closer to the war memorial
Would require planning permission and Listed building consent.
Would heavily constrain the ability of the Broad Street public realm area to be
utilised for events by placing an immovable object in the middle of what has
been designed to be a shared use/future events space.
Would remain in front of a shop. No guarantee on further petitioning of this
location leading to the same discussion;
Location does not resolve the underlying premise of the petition |.e.:

o The intended location is in front of [a shop].

o Itis unacceptable to place The Fountain in front of a retail unit with a

shop window for display.

Assessment:

This option is not viable to consider if the decision is taken to not locate it in its
current approved location, leading to no guarantee that an alternative location
in front of an alternative retailer will not attract the same criticism, with the



additional issue of reducing viable, usable space within the public realm
scheme.

7.15 Other potential locations for consideration

7.16 All of the locations below have been assessed at a high level against four
categories of risk:

Technical risk — How challenging the location would be to install the
fountain onto.

Heritage Risk — Likelihood of support through the planning process from
Historic England and conservation assessments.

Cost Risk — The level of cost anticipated for a location.

The options have also been supplied with an estimated cost to
undertake the works.

Programme Risk — The risk posed to the wider Future Highstreets Fund
scheme programme by location in a position.

7.17 Estimated costs are based on:

Level of design involved
Potential drainage issues
Site preparation

Site access

Impact on other works

Utilities impact

7.18 Riverside

7.20 Technical risk — VERY HIGH

7.19 Location in the vicinity of the new riverbank area.
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A full redesign of the riverside corner would be required to accommodate this
location. All design works to date would be abortive works.

Works to redesign the drainage channels, seating, public realm would need to
be completed by Atkins. This new design would then comprise a change of
contract with Octavius and would be subject to Compensation Event claims
against the change. A road safety audit would need to be undertaken to
ensure safe use of the space by users as well as a new full planning
application and listed building consent.

Heritage Risk — HIGH

Following discussion with Historic England and the Conservation Officer, it is
likely that this location would not be supported as a suitable location. The site
is too far from the original location and is too close to the war memorial,
potentially detracting for the war memorial’s individual historic significance.
Furthermore, the proposals for riverside include removing the shelter and
toilets to open up views of the river. Relocating the fountain here would not
achieve this objective.

Cost Risk — VERY HIGH

It is likely that this location would have the most significant cost impact of all
options due to the significant amount of redesign and reprogramming work
needing to be undertaken. It is assumed that Octavius would be required to
undertake these works as part of the High Street works meaning the project
would be subject to a yet unspecified amount of compensation events.

Note — FDC would be required to fund any additional spend to deliver this
scheme above the existing contract value for the existing scheme.

Estimated costs: £150,000 - £200,000
Programme Risk — HIGH

Given this location requires a change to the existing design, it is highly likely
that the programme will extend further than the existing planned completion
date, with associated cost risk.

Land outside Iceland store

Location within the public realm space to the southern end of High Street
outside of the existing Iceland building. It should be noted, however, that this
location would be outside shops, potentially raising the same issues as the
current location on the road in Broad Street.
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Technical risk — MEDIUM

This area would require extensive public realm works to accommodate the
fountain and a full design including new utility connections. However, there
would be a smaller impact on the area as it is currently in need of investment
and already exists as public realm. A road safety audit would need to be
undertaken to ensure safe use of the space by users as well as a new full
planning application and listed building consent.

Heritage Risk — HIGH

It is likely that this location would not be supported as a suitable location for
the fountain. Historic England indicates that they would like to see the fountain
as close to its original location as possible.

Cost Risk — MEDIUM

Given this area is already relatively clear and already public realm in need of
intervention, the costs for locating the fountain here are anticipated to be
moderate. Further investigation into cost would be required through surveying
and design work.

Note — FDC would be required to fund this scheme
Cost estimate: £20,000 - £35,000
Programme Risk - LOW

This location lies outside of the Broad Street project boundary and therefore
would have minimal impact on the completion programme for Broad Street —
being seen as a separate project. The Broad Street design would need to be
revised to show no inclusion of a fountain, but this would not impact the
delivery programme.

A location adjacent to the Marketplace
Public Space on / adjacent to the Marketplace Car Park
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Technical risk — MEDIUM

Works to marketplace have been recently completed. A full design including
new utility connections would need to be commissioned. A road safety audit
would need to be undertaken to ensure safe use of the space by users as well
as a new full planning application and listed building consent. There may be
utility constraints given existing infrastructure.

This area does pose an operational risk for events given that the area shown
above is used for vehicular access for larger vehicles for events, this would
then be blocked off.

Note — Locating the fountain on the marketplace carpark was discounted due
to the net loss in recently installed parking spaces that this would create.

Heritage Risk — HIGH

It is likely that this location would not be supported as a suitable location for
the fountain. Historic England indicate that they would like to see the fountain
as close to its original location as possible.

Cost Risk - MEDIUM

Given this area is already relatively clear and already public realm in need of
intervention, the costs for locating the fountain here are anticipated to be
moderate, subject to survey and what is under the ground (drainage / power /
fibre / etc). Further investigation into cost would be required through surveying
work.

Note — FDC would be required to fund this scheme
Cost estimate: £20,000 - £35,000
Programme Risk - LOW

This location lies outside of the Broad Street project boundary and therefore
would have minimal impact on the completion programme for Broad Street —
being seen as a separate project. The Broad Street design would need to be
revised to show no inclusion of a fountain, but this would not impact delivery
programme.
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Outside the library on the green space known locally as Tellytubby hill, with
the hill removed and transformed to a level managed open space adjacent to
the river

Technical risk — VERY LOW,

This area would require levelling and landscaping. The land is already
maintained by Fenland District Council. Given proximity to the library and
open space, the fountain could be framed well within the landscape. Full
planning consent and listed building consent would need to be sought.

Heritage Risk — HIGH

It is likely that this location would not be supported as a suitable location for
the fountain. Historic England indicates that they would like to see the fountain
as close to its original location as possible.

Cost Risk - VERY LOW

Given this area is already clear and is soft landscaped public realm, the costs
for locating the fountain here are anticipated to be low. Further investigation
into cost would be required through surveying work.

Cost estimate: £15,000 - £25,000
Programme Risk - VERY LOW

This location lies outside of the Broad Street project boundary and therefore
would have minimal impact on the completion programme for Broad Street —
being seen as a separate project. The Broad Street design would need to be
revised to show no inclusion of a fountain, but this would not impact delivery
programme.

Location within West End Park
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Locating the fountain in an open space in West End Park
Technical risk - LOW

This area would require new utilities connections to be created. A road safety
audit would not be required, and the land is already maintained by Fenland
District Council. The fountain could be framed well within the landscape. Full
planning consent and listed building consent would need to be sought.

Heritage Risk — HIGH

It is likely that this location would not be supported as a suitable location for
the fountain. Historic England indicates that they would like to see the fountain
as close to its original location as possible.

Cost Risk — MEDIUM

Given this area is already clear and is soft landscaped public realm, the costs
for locating the fountain here are anticipated to be moderate due to the
requirement for utilities (power / water) and also the need for substantial
pathways and a surround allowing access by the public to the fountain.

Note — FDC would be required to fund this scheme
Cost estimate: £15,000 - £25,000
Programme Risk - LOW

This location lies outside of the Broad Street project boundary and therefore
would have minimal impact on the completion programme for Broad Street —
being seen as a sperate project. The Broad Street design would need to be
revised to show no inclusion of a fountain, but this would not impact delivery
programme.

Final option Redacted Annex 11

Please see Appendix 12 for a risk assessment for each location. This
appendix lays out the risks in a clear manner allowing easy comparison of the
risks of each of the potential options.

Financial Implications

If the fountain is left to be in the planning approved position, there are no
financial implications.

If an alternative location is chosen there will be a varying degree of financial
implication for the Council. Initially, as indicated in this report this would be
survey, design / investigatory work, and planning applications. Following this
would be installation costs that are not considered in this report. The costs are
yet unknown, estimates have been provided but are not based on quotations,
so should be treated with caution.

Legal Implications

None other than potentially a new planning application and listed building
consent application.
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Executive Summary

Between 15 May and 28 June 2020 Cambridgeshire County Council undertook a
consultation, on behalf of the Combined Authority, in to the possible transport schemes
that could improve the congestion and network connectivity in and around March, creating
a more resilient town for the future.

The key findings of this piece of work are:

e The majority of respondents supported most schemes for the Study, with the
exception of:
o ‘scheme 7: St Peter's Road junction improvement’, which was supported by
just over half of respondents,
o and ‘scheme 5: Broad Street large mini-roundabout and high quality public
space’, which was also supported by just over half of respondents, however
just over a third opposed this scheme

e Most respondents provided detailed comments. From these it was clear that;

o There were debates about the effectiveness of ‘scheme 5: Broad Street large
mini-roundabout and high quality public space’ on reducing congestion and
concerns about the location of the pedestrianised area in relation to well-
used businesses

o There were discussions around the need for alternative routes through and
around March, particularly in relation to an Eastern Bypass



Methodology Summary

The consultation adopted a multi-channel approach to promote and seek feedback including
through traditional, online, owned and earned media.

Due to the COVID-19 pandemic, it was not possible to pursue face-to-face methods of
engagement. A virtual drop-in event was held in a virtual consultation room to engage
instead, and this linked to a consultation survey page.

This virtual drop-in event was run at https://futuremarch.consultation.ai/ for the duration of the
consultation, where visitors were encouraged to visit the online consultation survey page in
order to submit feedback.

Quantitative and qualitative data was recorded through a formal consultation questionnaire
(online) with 115 complete responses in total recorded.

This report summarises the 115 online responses to the consultation survey.

Key findings

Views on Broad Street’s current arrangements

Quantitative

e 115 respondents answered the question on their views on how Broad Street works
for pedestrians and traffic now
o The majority of respondents felt that Broad Street was ‘Very poor’ or ‘Poor’
for traffic (63%)
o Just under half of respondents felt that Broad Street was ‘Very poor’ or ‘Poor’
for pedestrians (47%)

Qualitative

e 102 respondents left comments on question 3, which asked respondents to explain
the reasons for their answers to question 2 (‘What is your view on how Broad Street
works now?’).

o The main themes for those who felt Broad Street was ‘Poor’ or ‘Very poor’ for
pedestrians were:
= Concerns about the high volume of traffic and its impact on
pedestrian safety
= Concerns about the location of parking spaces
= Concerns about the size of footpaths
= Concerns about the locations of crossing points
= Concerns about the limited availability of alternative routes
= Concerns about the responsiveness of the traffic lights


https://futuremarch.consultation.ai/

= Discussion about individuals’ behaviours being the cause of issues in
the area

= Concerns about the loss, limited variety, and condition of shops in the
area

= Discussions about the main congestion issues only occurring during
peak periods

= Concerns about the lack of safe cycle routes on Broad Street

o The main themes for those who felt Broad Street was ‘Neutral’ for
pedestrians were:
= Concerns about the high volume of traffic
= Discussions about there being adequate crossing points available
= Concerns about the limited availability of alternative routes
= Discussions about there being no issues on Broad Street
= Debate about the space available on footpaths

o The main themes for those who felt Broad Street was ‘Effective’ or ‘Very
effective’ for pedestrians were:
= Concerns about the limited availability of alternative routes
= Concerns about the high volume of traffic
= Discussions about there being adequate crossing points available
= Discussions about there being no issues on Broad Street
= Concerns about the responsiveness of the traffic lights

o The main themes for those who felt Broad Street was ‘Poor’ or ‘Very poor’ for
traffic were:
= Concerns about the high volume of traffic
= Concerns about the limited availability of alternative routes
= Concerns about the locations of crossing points
= Concerns about the location of parking spaces
= Concerns about the size of footpaths
= Concerns about the responsiveness of the traffic lights
= Discussions about the main congestion issues only occurring during
peak periods
= Concerns about the loss, limited variety, and condition of shops in the
area
= Concerns about the lack of safe cycling routes
= Discussion about individuals’ behaviours being the cause of issues in
the area

o The main themes for those who felt Broad Street was ‘Neutral’ for traffic
were:
= Concerns about the high volume of traffic
= Concerns about the size of footpaths
= Debate about the number of crossing points available for pedestrians
= Concerns about the limited availability of alternative routes



o The main themes for those who felt Broad Street was ‘Effective’ or ‘Very
effective’ for traffic were:
= Discussions about there being no issues on Broad Street
= Discussions about congestion issues only when the bypass was closed
= Discussions about there being adequate crossing points available

Support for the main schemes
Quantitative

e 115 respondents answered the question on to what level they agreed with each of
the 7 schemes that form part of the Study.
o The majority of respondents supported 5 of the schemes:
= ‘Scheme 3: A141/Hostmoor Roundabout (funded by developer)’ (76%)
= ‘Scheme 1: Northern Industrial Link Road’ (70%)
= ‘Scheme 2: A141/Twenty Foot Road signals’ (63%)
= ‘Scheme 4: A141/Peas Hill Roundabout’ (62%)
= ‘Scheme 6: Creek Road/Station Road mini-roundabout’ (61%)
o Just over half of respondents supported ‘scheme 7: St Peter's Road junction
improvement’ (53%)
o Over half of respondents supported ‘scheme 5: Broad Street large mini-
roundabout and high quality public space’ (57%), however just over a third of
respondents also opposed this scheme (39%)

Qualitative

o 72 respondents left comments on question 5, which asked if respondents had any
additional comments on the main schemes. The main themes were:

o Debate about how effective scheme 5 ‘Broad Street large mini-roundabout
and high quality public space’ would be on reducing congestion and the
location of the pedestrianised area

o Concerns about the lack of alternative routes through and around March

o Debate about the effectiveness of scheme 6 ‘Creek Road/Station Road mini-
roundabout’ on reducing congestion

o Concern about the effectiveness of roundabouts on traffic flow

Other
Qualitative

e 35 respondents left comments on question 6, which asked for respondents’
comments on whether they felt the proposals would positively or negatively affect
or impact any person/s or group/s with protected characteristics. The main themes
were:

o Debate about the negative impact the schemes, particularly scheme 5, would
have on those with visual or mobility disabilities



o Discussions about the positive impact of the proposals on those with
protected characteristics

o Discussions about the proposals having no impact on those with protected
characteristics

e 47 respondents left comments on question 7, which asked respondents if they had
any further comments on the March Area Transport Study. The main themes were:
o Discussions about the need for further improvements to traffic reduction,
particularly from limiting on road parking
o Discussions about the need for more alternative routes, particularly an
Eastern Bypass
o Discussions about the need for further improvements to public transport
access and availability
o Discussions about the need for speed management measures to be putin
place for personal vehicles
o Discussions about the need for more, safe, cycling routes through March



Introduction

Background

The March Area Transport Study was commissioned in November 2017 to examine existing
congestion problems in March, Fenland and to provide capacity for housing and
employment growth identified in the Fenland Local Plan.

The study is funded by the Cambridgeshire and Peterborough Combined Authority but led
by Cambridgeshire County Council on their behalf, in collaboration with Fenland District
Council. It is further supported by local members who sit on a Member Steering Group that
was established in July 2018.

The study has examined a wide range of options developed from officer led workshops
which were subsequently reviewed by the Member Steering Group. Study outcomes are
detailed in an Options Assessment Report! and the options described in this report were
due to be the subject of a face to face public consultation events between March and May
2020.

This consultation was postponed due to the national lockdown introduced on 23 March
2020 because of the Covid-19 global pandemic.

Despite this there was a desire to press ahead with the study so alternative consultation
methods were examined.

To this end, between 15 May and 28 June 2020 Cambridgeshire County Council undertook
an online only consultation, on behalf of the Combined Authority, on the seven transport
schemes outlined in the Options Assessment Report.

1 The March Area Transport Study Options Assessment Report is located here:
https://www.cambridgeshire.gov.uk/residents/travel-roads-and-parking/transport-funding-bids-and-
studies/march-transport-study
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Consultation and Analysis Methodology

Background

The consultation strategy for this stage of the Future March study was designed by the
County Council’s Transport Strategy and Funding team with input from the County Council’s
Research Team. During the design process reference was made to the County Council’s
Consultation Guidelines, in particular taking into account the following points:

- The consultation is taking place at a time when proposals are at a formative stage
(with a clear link between this consultation round and the previous consultation);

- Sufficient information and reasoning is provided to permit an intelligent response
from the public to the proposals;

- Adequate time given for consideration and response given the significance of the
decision being taken;

- Plans in place for a full analysis of the results and for these to be presented at a
senior level to enable the consultation to be conscientiously taken into account in
finalising any proposals.

Consultation Strategy

Identification of the Audience

The consultation was open for anyone to contribute to. The key target audience were
individuals or organisations that are interested because they live in the community the
scheme may affect, for example interested parties, potential users of the scheme, local
businesses, bus operators, developers, landowners and local action groups.
Government agencies and local authorities. For example district and parish councils,
Environment Agency, Highways England and Natural England. This understanding of the
audience was then used as a basis upon which to design the consultation materials,
guestions and communication strategy.

Design of Consultation Materials

It was identified that the audience for the consultation required a great deal of detailed
information upon which to base their responses. So whilst the key consultation questions
were relatively straight forward (people were asked to express their views on the current
setup for Broad Street and to what level they agreed with the 7 options for the scheme)
documentation was produced and supplemented with additional information available
online.



This documentation explained the County Council’s strategy and the time-scales to which it
was working and discussed the reasons why transport schemes were being developed for
March. It also provided detailed maps, information and costings on each of the options to
enable residents to compare the pros and cons for each element.

Design of Consultation Questions

The consultation questions themselves were designed to be neutral, clear to understand
and were structured to enable people to comment on all the key areas of decision making.
This was done in order to help people to understand and comment on both the County
Council’s strategy and the local implications of this.

For the first half of the consultation survey there was a focus on questions relating to the
options for the Future March schemes. Questions then moved on to capture the detail of
why respondents were choosing particular options. The second half of the survey focused
on multiple choice questions relating to respondents’ journeys and personal details,
allowing measurement of the impact of the Future March schemes on various groups.

The survey included the opportunity for ‘free text’ responses and the analysis approach
taken has enabled an understanding of sentiment as well as the detailed points expressed.

Diversity and Protected Characteristics

A complete set of questions designed to monitor equality status (gender, ethnicity,
sexuality) were not included within the direct questions on the survey. This was because
previous feedback from the public has suggested that these questions were overly intrusive
given the context of providing comments on the strategic aspects of a new transport route.
Previous consultation has highlighted the importance of taking into account accessibility at
the detailed scheme design stage.

It was decided therefore to only collect information on matters pertinent to travel, that is to
say age and disability (although not the nature of disability). A free text option provided
opportunity for respondents’ to feedback on any issues they felt may impact on protected
groups.



Analysis

The strategy for analysis of the consultation was as follows:
e Aninitial quality assurance review of the data was conducted and a review with the
engagement team carried out to identify any issues or changes that occurred during
the consultation process.

e Aset of frequencies were then produced and checks made against the total number
of respondents for each question and the consultation overall. A basic sense check of
the data was made at this point with issues such as checking for duplicate entries,
data entry errors and other quality assurance activities taking place.

o Duplicate Entries. Measures were in place to avoid analysing duplicated
entries. The online survey software collects the timestamp of entries so
patterns of deliberate duplicate entries can be spotted and countered.

o Partial Entries. The system records all partial entries as well as those that
went through to completion (respondent hit submit). These are reviewed
separately and in a few cases, where a substantial response has been made
(as opposed to someone just clicking through) then these are added to the
final set for analysis.

o Within the analysis a search for any unusual patterns within the responses
was carried out, such as duplicate or ‘cut and paste’ views being expressed
on proposals.

e Closed questions (tick box) are then analysed using quantitative methods which are
then presented in the final report through charts, tables and descriptions of key
numerical information.

e Data was also cross-tabulated where appropriate, for example, to explore how
respondents in particular areas or with different statuses answered questions.
Characteristic data was then used to provide a general over-view of the ‘reach’ of
the consultation in terms of input from people of different socio-economic status
and background.

e Free text questions were analysed using qualitative methods, namely through
thematic analysis. Key themes are identified using specialist software and then
responses tagged with these themes (multiple tags can be given to the same
response). At this stage totals of tagged themes are created and sample quotes
chosen for the final report that typify particular tagged themes. Comment themes
are listed in order of the number of comments received, from most to least. In the
reporting of themes ‘most’ represents where over 50% of respondents’ comments
were applicable, ‘some’ represents 25%-49%, and ‘few’ represents less than 25% of
comments.



e The final report is then written to provide an objective view of the results of the
consultation.

Quality Assurance

Data Integrity

e Avisual check of the raw data show no unusual patterns. There were no large blocks
of identical answers submitted at a similar time.

e Date /time stamp of submissions showed no unusual patterns.

e Text analysis showed no submissions of duplicate text.



Survey Findings

Respondent Profile

In total, there were 115 respondents to the consultation survey.

Respondent location

Respondents were asked for their postcodes during the survey, but were not forced to enter
a response. 105 respondents entered recognisable postcodes, while under a tenth did not
(10 respondents).

Based on the postcode data provided the largest areas of response were:
e March (78%)

A full breakdown of respondent locations can be found in Appendix 1.

The following map shows the rate of response by parish/ward:



Figure 1: Map to show areas of response
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Respondents were asked a series of questions about their personal circumstances and the
results can be seen below. Please note that respondents did not have to enter information

on these questions.

Respondent connection to the project

115 respondents answered the question on their interest in the project. Respondents could
select multiple answers for this question.

Figure 2: Connection to the project
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e The majority of respondents indicated they:
o ‘live in or around March’ (93%)

o ‘shop

in March’ (56%)

e Under a quarter indicated they ‘work in March’ (23%)




Respondent usual mode of travel in the area

115 respondents answered the question on how they usually travel in the area.
Respondents could select multiple answers for this question.

Figure 3: Usual mode of travel
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e The majority of respondents indicated:
o They were a ‘car driver’ (90%)
o They usually ‘walk’ (71%)

e Over a quarter of respondents indicated they usually ‘cycle’ (32%)



Respondent age range
115 respondents answered the question on their age range.

Figure 4: Age range
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e Average working ages from ‘25-34’ to '55-64’ were well represented when compared
to the general Cambridgeshire population

e Ages from '16-24" were under represented, accounting for 6% of respondents
Respondent disability status

115 respondents answered the question on whether they had a disability that influences the
way they travel.

Figure 5: Disability
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e 8% of respondents indicating that they did.



Question 1: Have you read the supporting documentation for the overarching
vision for March and the March Area Transport Study? (If not, please refer to

the consultation material located here before continuing with this survey:
https://futuremarch.consultation.ai/)

112 respondents indicated they had read the supporting documentation, with 3 indicating
they were completing the survey without reading the supporting material

Question 2: What is your view on how Broad Street works now?

115 respondents answered the question on their views on how Broad Street works for
pedestrians and traffic now.

Figure 6: Views on how Broad Street works now
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N.B Figures in the graph may not exactly match the text in the report due to rounding

e The majority of respondents felt that Broad Street was ‘Very poor’ or ‘Poor’ for
traffic (63%)
e Just under half of respondents felt that Broad Street was ‘Very poor’ or ‘Poor’ for
pedestrians (47%)
o Just over a quarter of respondents felt it was ‘Effective’ or ‘Very effective’ for
pedestrians (28%), however, few respondents felt it was ‘Very effective’ (7%)



Question 3: Please explain the reason for your response below:

102 respondents left comments on question 3, which asked respondents to explain the
reasons for their answers to question 2.

Respondents who felt Broad Street is “Poor” or “Very Poor” for pedestrians

Summary of main themes

Comment theme Respondent comments
Volume of e Respondents who discussed this theme felt there was too
motorised traffic high a volume of traffic. Most of these respondents felt this,

along with the limited space available on footpaths and the
location of parking spaces, made it unsafe for pedestrians
Parking e Most of the respondents who discussed this theme felt that
the parking was poorly located and contributed to the high
volume of traffic
o Some of these respondents discussed the parking
located in the centre of Broad Street, feeling
accessing these spaces contributed to congestion. A
few of these respondents felt that this central
parking was useful for short term access to the area,
however
o Some of these respondents discussed the amount of
kerbside parking, which they felt contributed to
congestion and made crossing the road more
dangerous
o Afew of these respondents discussed issues around
illegal parking on double yellow lines and a lack of
parking enforcement
Footpaths e Respondents who discussed this theme felt that the
footpaths were too narrow for pedestrians to safely navigate
around each other without risking entering the main road
Crossing points e Most of the respondents who discussed this theme felt that
the crossing points were difficult to navigate and located in
the wrong locations. Comments included:
o Concerns about the lack of a safe crossing to/from
the central parking locations
o Issues with the need to wait for two sets of lights
when crossing the Station Road junction
o Concerns that the limited crossing points was leading
to a loss of business
Route availability e Most of the respondents who discussed this theme felt that
for motorised the road layout, particularly the dual lanes for entering
traffic Station Road, and limited route availability, with




respondents discussing closures on the bypass as examples,
was leading to increased congestion

Traffic lights

Most of the respondents who discussed this theme felt that
the traffic lights were too slow and not responsive to the
levels of traffic

Individual e Respondents who discussed this theme indicated that issues

behaviour in the area were caused by individuals not behaving
appropriately. For example, drivers running red lights or
pedestrians crossing the road in between cars

The shops e Respondents who discussed this theme were concerned
about the loss, lack of variety, and poor condition of the
shops along Broad Street and in March

Rush hour e Respondents who discussed this theme indicated that the
main issues around congestion appeared during peak, rush
hour, sections of the day

Cycling e Respondents who discussed this theme felt there was no

safe cycle routes on Broad Street. Some of these
respondents indicated this resulted in cycles using the
footpaths

Respondents who felt Broad Street is “Neutral” for pedestrians

Summary of main themes

Comment theme

Respondent comments

Volume of
motorised traffic

Respondents who discussed this theme felt there was too
high a volume of traffic.

Crossing points

Most of the respondents who discussed this theme felt there
was adequate provision for pedestrians to cross Broad Street
A few of the respondents who discussed this theme felt that
the crossing points were difficult to navigate

Route availability
for motorised
traffic

Respondents who discussed this theme felt that the road
layout and limited route availability, with respondents
discussing closures on the bypass as examples, was leading
to increased congestion

No issue e Respondents who discussed this theme felt there was little
in the way of issues with Broad Street and that it functioned
well

Footpaths e Respondents who discussed this theme were conflicted, with

some respondents feeling the footpaths were too narrow
and some feeling they were wide enough




Respondents who felt Broad Street is “Effective” or “Very effective” for pedestrians

Summary of main themes

Comment theme

Respondent comments

Route availability
for motorised
traffic

Respondents who discussed this theme felt that the limited
route availability, with respondents discussing closures on
the bypass as examples, was leading to increased congestion
o Some of these respondents discussed the need for
another bypass to the east

Volume of
motorised traffic

Most of the respondents who discussed this theme felt there
was too high a volume of traffic
o Some of these respondents discussed the need for
another bypass to the east
o Afew of these respondents indicated traffic volume
was acceptable as long as the bypass wasn’t closed

Crossing points

Most of the respondents who discussed this theme felt there
was adequate provision for pedestrians to cross Broad Street
Some of the respondents who discussed this theme felt that
there were limited crossing points which were difficult to
navigate

No issue

Respondents who discussed this theme felt there was little
in the way of issues with Broad Street and that it functioned
well

Traffic lights

Respondents who discussed this theme felt that the traffic
lights were too slow and not responsive to the levels of
traffic

Respondents who felt Broad Street is “Poor” or “Very Poor” for traffic

Summary of main themes

Comment theme

Respondent comments

Volume of
motorised traffic

Respondents who discussed this theme felt there was too
high a volume of traffic.

Route availability
for motorised
traffic

Respondents who discussed this theme felt that the road
layout and limited route availability, with respondents
discussing closures on the bypass as examples, was leading
to increased congestion
o Some of these respondents discussed the need for
another bypass to the east
o Afew of these respondents felt the locations of the
taxi and bus bay exacerbated congestion

Crossing points

Most of the respondents who discussed this theme felt that
the crossing points were difficult to navigate and located in
the wrong locations. Comments included:




o Concerns about the lack of a safe crossing to/from
the central parking locations

o Issues with the need to wait for two sets of lights
when crossing the Station Road junction

o Concerns that the limited crossing points was leading
to a loss of business

Parking

Most of the respondents who discussed this theme felt that
the parking was poorly located and contributed to the high
volume of traffic
o Some of these respondents discussed the parking
located in the centre of Broad Street, feeling
accessing these spaces contributed to congestion. A
few of these respondents felt that this central
parking was useful for short term access to the area,
however
o Some of these respondents discussed the amount of
kerbside parking, which they felt contributed to
congestion and made crossing the road more
dangerous
o Some of these respondents discussed issues around
illegal parking on double yellow lines and a lack of
parking enforcement

Footpaths

Most of the respondents who discussed this theme felt that
the footpaths were too narrow for pedestrians to safely
navigate around each other without risking entering the
main road

Traffic lights

Respondents who discussed this theme felt that the traffic
lights were too slow and not responsive to the levels of
traffic

Rush hour Most of the respondents who discussed this theme indicated
that the main issues around congestion appeared during
peak, rush hour, sections of the day

The shops Respondents who discussed this theme were concerned
about the loss, lack of variety, and poor condition of the
shops along Broad Street and in March

Cycling Respondents who discussed this theme felt there was no
safe cycle routes on Broad Street.

Individual Respondents who discussed this theme indicated that issues

behaviour in the area were caused by individuals not behaving

appropriately. For example, drivers running red lights or
pedestrians crossing the road in between cars




Respondents who felt Broad Street is “Neutral” for traffic

Summary of main themes

Comment theme

Respondent comments

Volume of e Respondents who discussed this theme felt there was too
motorised traffic high a volume of traffic.
Footpaths e Most of the respondents who discussed this theme felt the

footpaths were too narrow

Crossing points

Some of the respondents who discussed this theme felt
there were too few safe crossing points for pedestrians

A few of the respondents who discussed this theme felt
there was adequate provision for pedestrians to cross Broad
Street

Route availability
for motorised
traffic

Most of the respondents who discussed this theme felt that
the road layout and limited route availability, with
respondents discussing closures on the bypass as examples,
was leading to increased congestion

Respondents who felt Broad Street is “Effective” or “Very effective” for traffic

Summary of main themes

Comment theme

Respondent comments

No issue

Respondents who discussed this theme felt there was little
in the way of issues with Broad Street and that it functioned
well

Route availability
for motorised
traffic

Most of the respondents who discussed this theme felt that,
so long as the bypass wasn’t closed, Broad Street worked
well for traffic and pedestrians

Crossing points

Most of the respondents who discussed this theme felt there
was adequate provision for pedestrians to cross Broad Street




Question 4: Listed below are all the main schemes that form part of the Study.

Please tell us to what level you agree
further to detailed design:

if each scheme should be progressed

115 respondents answered the question on to what level they agreed with each of the 7

schemes that form part of the Study.

Figure 7: Level of agreement with main schemes
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e The majority of respondents supported 5 of the schemes:
o ‘Scheme 3: A141/Hostmoor Roundabout (funded by developer)’ (76%)
‘Scheme 1: Northern Industrial Link Road’ (70%)

‘Scheme 4: A141/Peas Hill Roundabout’ (62%)

o
o ‘Scheme 2: A141/Twenty Foot Road signals’ (63%)
o
o

‘Scheme 6: Creek Road/Station Road mini-roundabout’ (61%)

e Just over half of respondents supported ‘scheme 7: St Peter's Road junction

improvement’ (53%)

e Over half of respondents supported ‘scheme 5: Broad Street large mini-
roundabout and high quality public space’ (57%), however just over a third of
respondents also opposed this scheme (39%)




o Further exploration of the reasoning respondents who opposed this
scheme gave is provided in appendix 2

Question 5: Do you have any additional comments on the Main schemes?

Please include details of the location you are referring to (number of scheme)
in your response.

72 respondents left comments on question 5, which asked if respondents had any additional
comments on the main schemes.

Summary of main themes

Comment theme Respondent comments

Scheme 5: Broad e Some of the respondents who discussed this theme were
Street large mini- concerned this scheme would increase congestion due to
roundabout and the reduction in lanes, lack of alternative routes, and
high quality public concerns about the space available on a mini-roundabout
space and driver behaviour

e Some of the respondents who discussed this theme
indicated they approved of the idea of increasing pedestrian
space on Broad Street however, some of these respondents
were concerned the increased space was on the wrong side
of Broad Street away from the most used shops

o A few of the respondents who discussed this theme felt
improvements needed to be made to the variety of business
available on Broad Street for the increased pedestrian space
to be viable

o A few of the respondents who discussed this theme were
concerned the removal of all car parking on Broad Street
would deter visitors/shoppers which would adversely affect
businesses and disabled users

Alternative routes e Respondents who discussed this theme felt that more routes

through March needed to be available, particularly in

relation to scheme 5: Broad Street large mini-roundabout
and high quality public space.
o Most of these respondents felt an Eastern Bypass
was needed for these schemes to effectively reduce

congestion
Scheme 6: Creek e Most of the respondents who discussed this theme felt that
Road/Station Road a mini-roundabout would adversely affect traffic flow and
mini-roundabout increase congestion

e Some of the respondents who discussed this theme
indicated they supported this scheme, with a few of these




respondents indicating they felt it would help traffic flow
from Sainsbury’s

Roundabouts e Respondents who discussed this theme indicated they were
opposed to the use of roundabouts in the schemes, feeling
they adversely affected traffic flow. Particular concern was
shown towards the proximity of some of these roundabouts
to each other, namely those on Norwood Road and in
scheme 6: Creek Road/Station Road mini-roundabout

Question 6: We have a duty to ensure that our work promotes equality and
does not discriminate or disproportionately affect or impact people or groups
with protected characteristics under the Equality Act 2010

(www.legislation.gov.uk/ukpga/2010/15/section/4). Please comment if you
feel any of the proposals for the March Area Transport Study would either
positively or negatively affect or impact on any such person/s or group/s.

35 respondents left comments on question 6, which asked for respondents’ comments on
whether they felt the proposals would positively or negatively affect or impact any person/s
or group/s with protected characteristics.

Summary of main themes

Comment theme Respondent comments
Disability e Most of the respondents who discussed this theme felt the
proposals would have a negative impact on those with
disabilities, particularly those with visual or mobility issues
o Most of these respondents discussed this in relation
to the reduction in parking as part of scheme 5:
Broad Street large mini-roundabout and high quality
public space
o Afew of these respondents discussed potential
issues for those with visual impairments navigating
crossing points
e A few of the respondents who discussed this theme felt the
proposals would have a positive impact on those with
disabilities, particularly the increase in pedestrian space
available on Broad Street
e A few of the respondents who discussed this theme queried
if designers/planners had taken disabled users need into
consideration, feeling there would be a positive impact if
they had
Positive impact e Respondents who discussed this theme left comments
indicating they felt the proposals would have a positive
impact on those with protected characteristics




No issues

Respondents who discussed this theme felt that the
proposals would have no impact on those with protected
characteristics

Question 7: If you have further comments to make about the March Area

Transport Study, please provide them here:

47 respondents left comments on question 7, which asked respondents if they had any
further comments on the March Area Transport Study.

Summary of main themes

Comment theme

Respondent comments

Traffic reduction

Most of the respondents who discussed this theme felt that,
in order to reduce traffic around March, illegal parking and
parking on the sides of roads should be stopped
o Most of these respondents discussed issues with the
parking on the sides of the road around Market Place
and Elwyn Road, feeling this reduced visibility, made
crossing difficult/dangerous for pedestrians, and was
a cause of congestion in the area
A few of the respondents who discussed this theme felt the
scheme would help reduce traffic in March and felt more
should be done to discourage further personal vehicle usage

Alternative routes

Respondents who discussed this theme felt that more routes
should be available to get through and around March
o Most of these respondents discussed the need for an
Eastern Bypass

Public transport

Respondents who discussed this theme felt there needed to

improvements be more improvements to public transport access and
availability in order to reduce congestion in March

Speed e Respondents who discussed this theme felt that more

management needed to be done to reduce speeding by vehicles in March.
This was mentioned in particular regards to Knights End
Road, ElIm Road, Creek Road, and Deerfield Road

Cycling e Respondents who discussed this theme felt more

improvements were needed for cycling across March as
current infrastructure was dangerous




Appendices

Appendix 1: Appendix 1: Respondent profile breakdown for quantitative

guestions

Question 2

For Pedestrians

| Very poor ‘ Poor ’ Neutral ’ Effective | Very effective | Total

Total | 25 (21.7%) | 29 (252%) | 29 (25.2%) | 24 (209%) | 8 (7%) | 115
Connection to March:
I live in or
around March 21 (19.6%) | 27 (25.2%) | 27 (25.2%) | 24 (22.4%) 8 (7.5%) 107
| work in March 6 (23.1%) 5 (19.2%) 7 (26.9%) 5 (19.2%) 3 (11.5%) 26
| am a business
owner 1 (33.3%) 0 (0%) 1 (33.3%) 0 (0%) 1 (33.3%) 3
IshopinMarch | 14 (21.9%) | 16 (25%) 18 (28.1%) | 11 (17.2%) 5 (7.8%) 64
| visit March 5 (41.7%) 4 (33.3%) 2 (16.7%) 1 (8.3%) 0 (0%) 12
| go to school in
March 0 #DIV/0! 0 #DIV/0! 0 #DIv/0! 0 #DIV/0! 0 #DIV/0! 0
Other 1 (25%) 0 (0%) 2 (50%) 0 (0%) 1 (25%) 4
Usual mode of travel:
Walk 18 (22%) 20 (24.4%) | 20 (24.4%) | 20 (24.4%) 4 (4.9%) 82
Cycle 9 (24.3%) 9 (24.3%) 10 (27%) 8 (21.6%) 1 (2.7%) 37
Mobility Scooter 1 (25%) 1 (25%) 0 (0%) 1 (25%) 1 (25%) 4
Car/Van 21 (20.2%) 28 (26.9%) 26 (25%) 23 (22.1%) 6 (5.8%) 104
Bus 1 (14.3%) 2 (28.6%) 2 (28.6%) 1 (14.3%) 1 (14.3%) 7
Train 4 (23.5%) 4 (23.5%) (17.6%) 5 (29.4%) 1 (5.9%) 17
Other 0 (0%) 0 (0%) (50%) 1 (50%) 0 (0%) 2
Age range:

Under 16 0 #DIV/0! 0 #DIV/0! 0 #DIv/0! 0 #DIV/0! 0 #DIV/0! 0
16-24 0 (0%) 2 (28.6%) 1 (14.3%) 2 (28.6%) 2 (28.6%) 7
25-34 4 (20%) 4 (20%) 7 (35%) 4 (20%) 1 (5%) 20
35-44 5 (20.8%) 4 (16.7%) 8 (33.3%) 4 (16.7%) 3 (12.5%) 24
45-54 4 (23.5%) 5 (29.4%) 3 (17.6%) 5 (29.4%) 0 (0%) 17
55-64 7 (29.2%) 8 (33.3%) 7 (29.2%) 1 (4.2%) 1 (4.2%) 24
65-74 5 (25%) 5 (25%) 3 (15%) 6 (30%) 1 (5%) 20
75 - 84 0 (0%) 1 (33.3%) 0 (0%) 2 (66.7%) 0 (0%) 3
85+ 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0




Disability that

influences
travel decisions: 4 (44.4%) 1 (11.1%) 2 (22.2%) 1 (11.1%) 1 (11.1%) 9
For traffic

‘ Very poor ‘ Poor ‘ Neutral ‘ Effective | Very effective | Total
Total | 32 (27.8%) | 41 (357%) | 23 (20%) | 16 (13.9%) | 3 (2.6%) | 115

Connection to March:
I live in or
around March 28 (26.2%) 38 (35.5%) 22 (20.6%) 16 (15%) 3 (2.8%) 107
| work in March 5 (19.2%) | 11 (42.3%) 5 (19.2%) 4 (15.4%) 1 (3.8%) 26
| am a business
owner 0 (0%) 2 (66.7%) 0 (0%) 1 (33.3%) 0 (0%) 3
I'shopin March | 16 (25%) 24 (37.5%) | 14 (21.9%) 8 (12.5%) 2 (3.1%) 64
| visit March 3 (25%) 6 (50%) 3 (25%) 0 (0%) 0 (0%) 12
| go to school in
March 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIv/o! 0 #DIv/o! 0
Other 1 (25%) 1 (25%) 2 (50%) 0 (0%) 0 (0%) 4
Usual mode of travel:
Walk 22 (26.8%) 31 (37.8%) 15 (18.3%) 12 (14.6%) 2 (2.4%) 82
Cycle 10 (27%) 15 (40.5%) 6 (16.2%) 6 (16.2%) 0 (0%) 37
Mobility Scooter 1 (25%) 1 (25%) 2 (50%) 0 (0%) 0 (0%) 4
Car/Van 27 (26%) 39 (37.5%) | 20 (19.2%) | 15 (14.4%) 3 (2.9%) 104
Bus 2 (28.6%) 2 (28.6%) 3 (42.9%) 0 (0%) 0 (0%) 7
Train 3 (17.6%) 5 (29.4%) 6 (35.3%) 3 (17.6%) 0 (0%) 17
Other 1 (50%) 1 (50%) 0 (0%) 0 (0%) 0 (0%) 2
Age range:

Under 16 0 #DIV/0! 0 #DIVv/0! 0 #DIV/0! 0 #DIv/0! 0 #DIv/o! 0
16-24 1 (14.3%) 2 (28.6%) 1 (14.3%) 2 (28.6%) 1 (14.3%) 7
25-34 3 (15%) 8 (40%) 5 (25%) 4 (20%) 0 (0%) 20
35-44 7 (29.2%) 9 (37.5%) 5 (20.8%) 1 (4.2%) 2 (8.3%) 24
45 - 54 5 (29.4%) 7 (41.2%) 4 (23.5%) 1 (5.9%) 0 (0%) 17
55-64 10 (41.7%) 7 (29.2%) 5 (20.8%) 2 (8.3%) 0 (0%) 24
65-74 5 (25%) 8 (40%) 2 (10%) 5 (25%) 0 (0%) 20
75 - 84 1 (33.3%) 0 (0%) 1 (33.3%) 1 (33.3%) 0 (0%) 3
85+ 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIv/0! 0 #DIv/0! 0
Disability that
influences
travel decisions: 4 (44.4%) 2 (22.2%) 2 (22.2%) 1 (11.1%) 0 (0%) 9




Question 4

Scheme 1: Northern Industrial Link

Road

Strongly Strongly

support Support No opinion Oppose oppose Total
Total | 33 (287%) | 48 (41.7%) | 24 (209%) | 4 (3.5%) 6 (5.2%) | 115

Connection to March:
| live in or
around March 32 (29.9%) 44  (41.1%) 22 (20.6%) 4 (3.7%) (4.7%) 107
| work in March 10 (38.5%) 8 (30.8%) 5 (19.2%) 2 (7.7%) 1 (3.8%) 26
| am a business
owner 0 (0%) 2 (66.7%) 1 (33.3%) 0 (0%) 0 (0%) 3
I shop in March 21 (32.8%) 24 (37.5%) 15 (23.4%) 1 (1.6%) 3 (4.7%) 64
| visit March 2 (16.7%) 5 (41.7%) 3 (25%) 0 (0%) 2 (16.7%) 12
| go to school in
March 0 #DIv/0! 0 #DIv/o! #DIV/0! 0 #DIv/0! 0 #DIv/0! 0
Other 1 (25%) 2 (50%) 1 (25%) 0 (0%) 0 (0%) 4
Usual mode of travel:
Walk 29 (35.4%) | 32 (39%) 12 (14.6%) 4 (4.9%) 5 (6.1%) 82
Cycle 11 (29.7%) 14 (37.8%) 5 (13.5%) 2 (5.4%) 5 (13.5%) 37
Mobility Scooter 2 (50%) 0 (0%) 1 (25%) 1 (25%) 0 (0%) 4
Car/Van 29 (27.9%) 44 (42.3%) 23 (22.1%) 3 (2.9%) 5 (4.8%) 104
Bus 2 (28.6%) 3 (42.9%) 1 (14.3%) 0 (0%) 1 (14.3%) 7
Train 8 (47.1%) 5 (29.4%) (17.6%) 0 (0%) 1 (5.9%) 17
Other 1 (50%) 0 (0%) 1 (50%) 0 (0%) 0 (0%) 2
Age range:

Under 16 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0
16-24 0 (0%) 4 (57.1%) 3 (42.9%) 0 (0%) 0 (0%) 7
25-34 3 (15%) 10 (50%) 5 (25%) 1 (5%) 1 (5%) 20
35-44 8 (33.3%) 13 (54.2%) 2 (8.3%) 1 (4.2%) 0 (0%) 24
45 -54 4 (23.5%) 7 (41.2%) 3 (17.6%) 1 (5.9%) 2 (11.8%) 17
55-64 8 (33.3%) 7 (29.2%) 7 (29.2%) 0 (0%) 2 (8.3%) 24
65-74 8 (40%) 6 (30%) 4 (20%) 1 (5%) 1 (5%) 20
75-84 2 (66.7%) 1 (33.3%) 0 (0%) 0 (0%) 0 (0%) 3
85+ 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0
Disability that
influences
travel decisions: 2 (22.2%) 5 (55.6%) 1 (11.1%) 0 (0%) 1 (11.1%) 9

Scheme 2: A141/Twenty Foot Road signals




Strongly Strongly

support Support No opinion Oppose oppose Total
Total | 35 (304%) | 38 (33%) | 25 (21.7%) | 9 (7.8%) | 8 (7%) | 115

Connection to March:
| live in or
around March 34 (31.8%) 35 (32.7%) 23 (21.5%) 8 (7.5%) 7 (6.5%) 107
I work in March 10 (38.5%) 7 (26.9%) 5 (19.2%) 2 (7.7%) 2 (7.7%) 26
| am a business
owner 0 (0%) 1 (33.3%) 0 (0%) 1 (33.3%) 1 (33.3%) 3
I shop in March 15 (23.4%) 25 (39.1%) 15 (23.4%) (7.8%) (6.3%) 64
| visit March 2 (16.7%) 6 (50%) 2 (16.7%) 1 (8.3%) 1 (8.3%) 12
| go to school in
March 0 #DIV/0! 0 #DIV/0! #DIV/0! #DIV/0! #DIV/0! 0
Other 0 (0%) 1 (25%) 1 (25%) 1 (25%) 1 (25%) 4
Usual mode of travel:
Walk 28 (34.1%) | 28 (34.1%) 14 (17.1%) 6 (7.3%) 6 (7.3%) 82
Cycle 11 (29.7%) 12 (32.4%) 6 (16.2%) 6 (16.2%) 2 (5.4%) 37
Mobility Scooter 2 (50%) 0 (0%) 1 (25%) 1 (25%) 0 (0%) 4
Car/Van 31 (29.8%) | 36 (34.6%) | 23 (22.1%) 7 (6.7%) 7 (6.7%) 104
Bus 2 (28.6%) 3 (42.9%) 0 (0%) 1 (14.3%) 1 (14.3%) 7
Train 6 (35.3%) 5 (29.4%) 3 (17.6%) 0 (0%) 3 (17.6%) 17
Other 0 (0%) 0 (0%) 0 (0%) 1 (50%) 1 (50%) 2
Age range:

Under 16 0 #DIv/o! 0 #DIv/0! 0 #DIV/0! 0 #DIv/0! 0 #DIv/o! 0
16-24 0 (0%) 3 (42.9%) 3 (42.9%) 0 (0%) 1 (14.3%) 7
25-34 7 (35%) 6 (30%) 4 (20%) 1 (5%) 2 (10%) 20
35-44 4 (16.7%) 13 (54.2%) 5 (20.8%) 2 (8.3%) 0 (0%) 24
45 -54 7 (41.2%) 2 (11.8%) 2 (11.8%) 3 (17.6%) 3 (17.6%) 17
55-64 8 (33.3%) 5 (20.8%) 9 (37.5%) 2 (8.3%) 0 (0%) 24
65-74 7 (35%) 9 (45%) 1 (5%) 1 (5%) 2 (10%) 20
75-84 2 (66.7%) 0 (0%) 1 (33.3%) 0 (0%) 0 (0%) 3
85+ 0 #DIv/o! 0 #DIv/o! 0 #DIV/0! 0 #DIv/0! 0 #DIv/0! 0
Disability that
influences
travel decisions: 1 (11.1%) 4 (44.4%) 2 (22.2%) 1 (11.1%) 1 (11.1%) 9
Scheme 3: A141/Hostmoor Roundabout (funded by developer)

Strongly Strongly

support Support No opinion Oppose oppose Total
Total | 44 (383%) | 43 (374%) | 13 (113%) | 9 (78%) | 6 (5.2%) | 115




Connection to March:

| live in or
around March 42 (39.3%) | 40 (37.4%) | 12 (11.2%) 8 (7.5%) 5 (4.7%) 107
I work in March | 17 (65.4%) 2 (7.7%) 2 (7.7%) 3 (11.5%) 2 (7.7%) 26
| am a business
owner 1 (33.3%) 0 (0%) 0 (0%) 1 (33.3%) 1 (33.3%) 3
I shop in March 26 (40.6%) 24 (37.5%) 7 (10.9%) (6.3%) (4.7%) 64
| visit March 5 (41.7%) 4 (33.3%) 0 (0%) 1 (8.3%) 2 (16.7%) 12
| go to school in
March #DIV/0! #DIV/0! 0 #DIv/o! 0 #DIV/0! #DIV/0! 0
Other 1 (25%) 1 (25%) 1 (25%) 0 (0%) 1 (25%) 4
Usual mode of travel:
Walk 35 (42.7%) 30 (36.6%) 8 (9.8%) 4 (4.9%) 5 (6.1%) 82
Cycle 15 (40.5%) 14 (37.8%) 3 (8.1%) 2 (5.4%) 3 (8.1%) 37
Mobility Scooter 2 (50%) 1 (25%) 1 (25%) 0 (0%) 0 (0%) 4
Car/Van 39 (37.5%) 40 (38.5%) 13 (12.5%) 8 (7.7%) 4 (3.8%) 104
Bus 1 (14.3%) 3 (42.9%) 0 (0%) 1 (14.3%) 2 (28.6%) 7
Train (35.3%) (35.3%) (11.8%) 1 (5.9%) 2 (11.8%) 17
Other 0 (0%) 1 (50%) 1 (50%) 0 (0%) 0 (0%) 2
Age range:

Under 16 #DIV/0! 0 #DIv/0! 0 #DIV/0! 0 #DIv/0! 0 #DIv/o! 0
16-24 1 (14.3%) 2 (28.6%) 1 (14.3%) 2 (28.6%) 1 (14.3%) 7
25-34 10 (50%) 5 (25%) 1 (5%) 2 (10%) 2 (10%) 20
35-44 11 (45.8%) 9 (37.5%) 3 (12.5%) 1 (4.2%) 0 (0%) 24
45 -54 6 (35.3%) 7 (41.2%) 2 (11.8%) 0 (0%) 2 (11.8%) 17
55 -64 8 (33.3%) 9 (37.5%) 4 (16.7%) 3 (12.5%) 0 (0%) 24
65-74 8 (40%) 8 (40%) 2 (10%) 1 (5%) 1 (5%) 20
75-84 0 (0%) 3 (100%) 0 (0%) 0 (0%) 0 (0%) 3
85 + 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0
Disability that
influences
travel decisions: 2 (22.2%) 5 (55.6%) 1 (11.1%) 0 (0%) 1 (11.1%) 9
Scheme 4: A141/Peas Hill Roundabout

Strongly Strongly

support Support No opinion Oppose oppose Total
Total | 31 (27%) | 40 (34.8%) | 24 (209%) | 13 (113%) | 7 (61%) | 115

Connection to March:

| live in or
around March 30 (28%) 37 (34.6%) 21 (19.6%) 13 (12.1%) 6 (5.6%) 107




| work in March 8 (30.8%) 6 (23.1%) 7 (26.9%) 3 (11.5%) 2 (7.7%) 26
| am a business
owner 1 (33.3%) 0 (0%) 0 (0%) 1 (33.3%) 1 (33.3%) 3
| shop in March 19 (29.7%) | 23 (35.9%) 14 (21.9%) 5 (7.8%) 3 (4.7%) 64
| visit March 3 (25%) 5 (41.7%) 2 (16.7%) 0 (0%) 2 (16.7%) 12
| go to school in
March 0 #DIv/o! 0 #DIv/o! 0 #DIV/0O! 0 #DIV/0! 0 #DIV/0! 0
Other 0 (0%) 2 (50%) 1 (25%) 0 (0%) (25%) 4
Usual mode of travel:
Walk 27 (32.9%) 27 (32.9%) 15 (18.3%) 7 (8.5%) 6 (7.3%) 82
Cycle 11 (29.7%) 10 (27%) (24.3%) 4 (10.8%) 3 (8.1%) 37
Mobility Scooter 2 (50%) 0 (0%) 1 (25%) 1 (25%) 0 (0%) 4
Car/Van 29 (27.9%) 37 (35.6%) 20 (19.2%) 13 (12.5%) 5 (4.8%) 104
Bus 3 (42.9%) 1 (14.3%) 1 (14.3%) 0 (0%) 2 (28.6%) 7
Train 6 (35.3%) 7 (41.2%) 2 (11.8%) 0 (0%) 2 (11.8%) 17
Other 0 (0%) 0 (0%) 0 (0%) 2 (100%) 0 (0%) 2
Age range:

Under 16 0 #DIV/0! 0 #DIV/0! 0 #DIv/0! 0 #DIV/0! 0 #DIV/0! 0
16 -24 1 (14.3%) 3 (42.9%) 1 (14.3%) 1 (14.3%) 1 (14.3%) 7
25-34 7 (35%) 6 (30%) 3 (15%) 2 (10%) 2 (10%) 20
35-44 6 (25%) 11 (45.8%) 6 (25%) 1 (4.2%) 0 (0%) 24
45 -54 3 (17.6%) 6 (35.3%) 2 (11.8%) 4 (23.5%) 2 (11.8%) 17
55-64 5 (20.8%) 8 (33.3%) 8 (33.3%) 3 (12.5%) 0 (0%) 24
65-74 9 (45%) 4 (20%) 3 (15%) 2 (10%) 2 (10%) 20
75-84 0 (0%) 2 (66.7%) 1 (33.3%) 0 (0%) 0 (0%) 3
85 + 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0
Disability that
influences
travel decisions: 1 (11.1%) 2 (22.2%) 5 (55.6%) 0 (0%) 1 (11.1%) 9
Scheme 5: Broad Street large mini-roundabout and high quality public
space

Strongly Strongly

support Support No opinion Oppose oppose Total
Total 42 (365%) | 23 (20%) | 5 (43%) | 19 (165%) | 26 (22.6%) | 115

Connection to March:

| live in or
around March 37 (34.6%) 22 (20.6%) 5 (4.7%) 18 (16.8%) 25 (23.4%) 107
| work in March 10 (38.5%) 4 (15.4%) 0 (0%) 6 (23.1%) 6 (23.1%) 26
| am a business
owner 1 (33.3%) 0 (0%) 0 (0%) 1 (33.3%) 1 (33.3%) 3
I shop in March 26 (40.6%) 13 (20.3%) 3 (4.7%) 8 (12.5%) 14 (21.9%) 64




| visit March 9 (75%) 1 (8.3%) 0 (0%) 0 (0%) 2 (16.7%) 12
| go to school in
March 0 #DIv/0! #DIV/0! 0 #DIV/0O! 0 #DIV/0! 0 #DIV/0! 0
Other 1 (25%) 1 (25%) 0 (0%) 0 (0%) 2 (50%) 4
Usual mode of travel:
Walk 30 (36.6%) 17 (20.7%) 3 (3.7%) 11 (13.4%) 21 (25.6%) 82
Cycle 15 (40.5%) 1 (2.7%) 2 (5.4%) 6 (16.2%) 13 (35.1%) 37
Mobility Scooter 1 (25%) (25%) 1 (25%) 1 (25%) 0 (0%) 4
Car/Van 36 (34.6%) 23 (22.1%) 5 (4.8%) 17 (16.3%) 23 (22.1%) 104
Bus 3 (42.9%) 2 (28.6%) 1 (14.3%) (0%) 1 (14.3%) 7
Train 7 (41.2%) 4 (23.5%) 0 (0%) 1 (5.9%) (29.4%) 17
Other 0 (0%) 0 (0%) 0 (0%) (50%) 1 (50%) 2
Age range:

Under 16 0 #DIv/0! 0 #DIVv/0! 0 #DIV/0! 0 #DIVv/0! 0 #DIV/0! 0
16 - 24 2 (28.6%) 0 (0%) 1 (14.3%) 1 (14.3%) 3 (42.9%) 7
25-34 10 (50%) 2 (10%) 0 (0%) 3 (15%) 5 (25%) 20
35-44 8 (33.3%) 7 (29.2%) 1 (4.2%) 6 (25%) 2 (8.3%) 24
45 -54 6 (35.3%) 2 (11.8%) 1 (5.9%) 2 (11.8%) 6 (35.3%) 17
55-64 10 (41.7%) 7 (29.2%) 1 (4.2%) 2 (8.3%) 4 (16.7%) 24
65-74 6 (30%) 4 (20%) 1 (5%) 3 (15%) 6 (30%) 20
75 -84 0 (0%) 1 (33.3%) 0 (0%) 2 (66.7%) 0 (0%) 3
85 + 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0
Disability that
influences
travel decisions: 3 (33.3%) 2 (22.2%) 2 (22.2%) 1 (11.1%) 1 (11.1%) 9
Scheme 6: Creek Road/Station Road mini-roundabout

Strongly Strongly

support Support No opinion Oppose oppose Total
Total | 26 (226%) | 44 (383%) | 18 (15.7%) 16 (13.9%) | 11 (9.6%) | 115

Connection to March:

| live in or
around March 25 (23.4%) 40 (37.4%) 17 (15.9%) 15 (14%) 10 (9.3%) 107
| work in March 5 (19.2%) 9 (34.6%) 3 (11.5%) 5 (19.2%) 4 (15.4%) 26
| am a business
owner 0 (0%) 1 (33.3%) 0 (0%) 1 (33.3%) 1 (33.3%) 3
| shop in March 13 (20.3%) 24 (37.5%) 9 (14.1%) 13 (20.3%) (7.8%) 64
| visit March 3 (25%) 5 (41.7%) 0 (0%) 3 (25%) 1 (8.3%) 12
| go to school in
March 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0 #DIV/0! 0
Other 0 (0%) 2 (50%) 1 (25%) 0 (0%) 1 (25%) 4




Usual mode of travel:

Walk 18 (22%) 33 (40.2%) | 13 (15.9%) 10 (12.2%) 8 (9.8%) 82
Cycle 4 (10.8%) 16 (43.2%) 6 (16.2%) 6 (16.2%) 5 (13.5%) 37
Mobility Scooter 1 (25%) 2 (50%) 0 (0%) 1 (25%) 0 (0%) 4
Car/Van 24 (23.1%) 40 (38.5%) 17 (16.3%) 14 (13.5%) 9 (8.7%) 104
Bus 2 (28.6%) 2 (28.6%) 1 (14.3%) 1 (14.3%) 1 (14.3%) 7
Train 4 (23.5%) 6 (35.3%) 4 (23.5%) 1 (5.9%) 2 (11.8%) 17
Other 0 (0%) 0 (0%) 2 (100%) 0 (0%) 0 (0%) 2
Age range:

Under 16 0 #DIv/0! 0 #DIVv/0! 0 #DIV/0! 0 #DIVv/0! 0 #DIV/0! 0
16 - 24 1 (14.3%) 2 (28.6%) 1 (14.3%) 2 (28.6%) 1 (14.3%) 7
25-34 5 (25%) 6 (30%) 3 (15%) 2 (10%) 4 (20%) 20
35-44 4 (16.7%) 11 (45.8%) 4 (16.7%) 4 (16.7%) 1 (4.2%) 24
45 -54 2 (11.8%) 8 (47.1%) 3 (17.6%) 2 (11.8%) 2 (11.8%) 17
55 -64 6 (25%) 9 (37.5%) 5 (20.8%) 3 (12.5%) 1 (4.2%) 24
65-74 6 (30%) 7 (35%) 2 (10%) 3 (15%) 2 (10%) 20
75-84 2 (66.7%) 1 (33.3%) 0 (0%) 0 (0%) 0 (0%) 3
85 + 0 #DIV/0! 0 #DIV/0! 0 #DIv/0! 0 #DIV/0! 0 #DIV/0! 0
Disability that
influences
travel decisions: 1 (11.1%) 4 (44.4%) 0 (0%) 4 (44.4%) 0 (0%) 9
Scheme 7: St Peter's Road junction improvement

Strongly Strongly

support Support No opinion Oppose oppose Total
Total 23 (20%) | 38 (33%) | 30 (26.1%) 17 (14.8%) | 7 (61%) | 115

Connection to March:
| live in or
around March 23 (21.5%) 32 (29.9%) 29 (27.1%) 17 (15.9%) 6 (5.6%) 107
I work in March 5 (19.2%) 6 (23.1%) 4 (15.4%) 8 (30.8%) 3 (11.5%) 26
| am a business
owner 0 (0%) 0 (0%) 0 (0%) 2 (66.7%) 1 (33.3%) 3
I shop in March 15 (23.4%) 17 (26.6%) 17 (26.6%) 12 (18.8%) (4.7%) 64
| visit March 1 (8.3%) 7 (58.3%) 2 (16.7%) 1 (8.3%) 1 (8.3%) 12
| go to school in
March 0 #DIv/o! 0 #DIv/o! 0 #DIV/0O! 0 #DIv/0! #DIV/0! 0
Other 0 (0%) 1 (25%) 1 (25%) 1 (25%) 1 (25%) 4
Usual mode of travel:

Walk 21 (25.6%) 26 (31.7%) 17 (20.7%) 13 (15.9%) 5 (6.1%) 82
Cycle 8 (21.6%) 11 (29.7%) 4 (10.8%) 10 (27%) 4 (10.8%) 37




Mobility Scooter 0 (0%) 1 (25%) 3 (75%) 0 (0%) 0 (0%) 4
Car/Van 21 (20.2%) | 34 (32.7%) | 28 (26.9%) 15 (14.4%) 6 (5.8%) 104
Bus 1 (14.3%) 2 (28.6%) 2 (28.6%) 1 (14.3%) 1 (14.3%) 7
Train 5 (29.4%) (23.5%) 6 (35.3%) 0 (0%) 2 (11.8%) 17
Other 0 (0%) 1 (50%) 0 (0%) 1 (50%) 0 (0%) 2
Age range:

Under 16 0 #DIv/0! 0 #DIv/o! 0 #DIV/0! 0 #DIv/0! 0 #DIv/0! 0
16-24 0 (0%) 2 (28.6%) 3 (42.9%) 1 (14.3%) 1 (14.3%) 7
25-34 3 (15%) 8 (40%) 6 (30%) 1 (5%) 2 (10%) 20
35-44 4 (16.7%) 8 (33.3%) 6 (25%) 5 (20.8%) 1 (4.2%) 24
45 -54 1 (5.9%) 6 (35.3%) 5 (29.4%) 4 (23.5%) 1 (5.9%) 17
55-64 7 (29.2%) 8 (33.3%) 5 (20.8%) 3 (12.5%) 1 (4.2%) 24
65-74 8 (40%) 5 (25%) 3 (15%) 3 (15%) 1 (5%) 20
75-84 0 (0%) 1 (33.3%) 2 (66.7%) 0 (0%) 0 (0%) 3
85 + 0 #DIv/0! 0 #DIv/0! 0 #DIV/0! 0 #DIv/0! 0 #DIv/0! 0
Disability that

influences

travel decisions: 0 (0%) 4 (44.4%) 4 (44.4%) 1 (11.1%) 0 (0%) 9

Appendix 2: Opposition to Scheme 5: Broad Street large mini roundabout and

high quality public space

45 respondents indicated they were either ‘opposed' or ‘strongly opposed’ to ‘scheme 5:
Broad Street large mini-roundabout and high quality public space’. Analysis of their
comments, notably for question 5 where 35 of these respondents left comments, indicated
the reasons given for their opposition. Other questions comments were too disparate to
conduct a thematic analysis, although similar themes were raised by respondents as those

below.

Comment theme Respondent comments

Alternative routes °

Respondents who discussed this theme felt that more routes
through March needed to be available, making particular
mention to ‘scheme 5: Broad Street large mini-roundabout
and high quality public space’ causing increased congestion
due to the loss of a lane of traffic
o Most of these respondents felt an Eastern Bypass
was needed for these schemes to effectively reduce
congestion

Business impact °

Some of the respondents who discussed this theme were
concerned the increased space was on the wrong side of
Broad Street away from the most used shops




Some of the respondents who discussed this theme felt the
businesses available on Broad Street did not justify the level
of pedestrianisation

A few of the respondents who discussed this theme were
concerned the removal of all car parking on Broad Street
would deter visitors/shoppers which would adversely affect
businesses and disabled users

Roundabouts

Respondents who discussed this theme indicated they were
opposed to the use of roundabouts in the schemes, feeling
they adversely affected traffic flow
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Executive Summary

Introduction

The March Options Assessment Report (OAR) sets out the development and assessment of improvement
options identified within the March Area Transport Study (MATS). The report details the technical work
undertaken in relation to traffic modelling and economic assessment, and identifies several packages of

schemes that should be taken forward for development.

Assessment Process

The assessment process used has been broken down into three distinct phases, with each informing the

next. The three phases are:

e Strategic Assessment
e Operational Assessment
e Packaging Assessment.

Strategic Assessment

The Strategic Assessment, using a bespoke SATURN model developed for MATS has considered larger
infrastructure improvements and has been used for two purposes. Firstly to undertake an economic
assessment of the larger options to determine at an early stage if they offer value for money. Secondly, to
generate different sets of traffic flows, which account for the rerouting created by larger options, for use in

the Operational Assessment. Specifically, the Strategic Assessment has considered options for a:

e New River Crossing, both within March Town, and as part of an Eastern Bypass
e Northern Industrial Link Road
e Al41 Re-alignment Options.

Operational Assessment

The Operational Assessment was undertaken using a bespoke VISSIM micro-simulation model developed
for MATS, and provides a detailed assessment of how each of the options assessed perform. The options
that performed well within the Operational Assessment were then taken forward for use within the

Packaging Assessment.

Packaging Assessment

The Packaging Assessment has taken the best performing options from the Strategic and Operational
Assessments and combined these into packages of schemes that could be implemented in March. This
Packaging Assessment was done using the MATS SATURN model. Multiple different packages have been
assessed, representing different levels of impact within March. The Packaging Assessment again used
economic assessments to determine whether each package offered value for money, and would stand a

reasonable chance to secure funding.
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Future High Streets Fund

In parallel to the MATS project, Fenland District Council has developed a proposal for the Future High Street
Fund (FHSF) to fundamentally change the way in which March functions as a Town Centre. This includes
improvements in Broad Street which will improve pedestrian flow and footfall, changes to densification in
use which will support a 24-hour economy and support resilience, and public realm improvements which

will open up underused and derelict areas for commercial development.

The purpose of this investment is to arrest the decline in March Town Centre and enable the area to make
the most of its untapped potential. This opportunity for funding has presented itself at an opportune time
for March as it builds on the recently adopted Growing Fenland Strategy for the development of Fenlands

towns and has linked closely with the development of the MATS.

There has been regular dialogue between the two projects to ensure that any proposals considered within

this study for the Town Centre, and particularly Broad Street, are consistent with the FHSF aspirations.

Option Development

A series of Option Development workshops were held to devise improvement options to be considered as
part of the MATS. The workshops were attended by approximately twenty five stakeholders from various

transport, planning and engineering disciplines, with delegates representing:

e Cambridgeshire County Council

e Fenland District Council

e Highways England

e King's Lynn and West Norfolk Borough Council
e Skanska / Capita.

During each workshop, attendees were divided into smaller groups, and each group was tasked with
identifying and developing a range of improvement options. These options were then presented to the

remaining groups, and were challenged by the rest of the delegates on technical or delivery grounds.

Option Review

Following the workshop, the options were reviewed by the project team and presented to the Member
Steering Group for further discussion and approval to assess. Several options were discounted during this
stage, with the remaining options taken forward for assessment in either the MATS SATURN model or the
VISSIM model.

Further Option Evolution

Many of the options also evolved during the assessment process, with amendments made based on the
results of traffic modelling or highway design review. The options that emerged from the Strategic
Assessment and the Operational Assessment are taken forward to the Packaging Assessment.
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Strategic Assessment Summary

Strategic Assessments have been undertaken on numerous options for a New River Crossing, Northern
Industrial Link Road (NILR) and A141 Re-alignment. The assessments have used the MATS SATURN model
to measure the impact of each of the options on a localised scheme level and on the wider network as a
whole. Network wide model results have then been extracted for the options and these have been entered
into the transport user benefit appraisal (TUBA) model, along with high level scheme cost estimates, to
allow a value for money assessment to be undertaken, and from this a benefit to cost ratio (BCR) to be

calculated.

The secondary purpose of the Strategic Assessment is also to determine a set of traffic flows to be used in

the Operational Assessment.

The Strategic Assessment of the New River Crossing options identified Option 10 (a new river crossing to
the west of the existing Town Bridge) as the best performing option. Further sensitivity testing was
undertaken on Option 10 to determine whether the option could support public realm improvements
around the existing Town Centre Bridge, and specifically along Broad Street. The sensitivity testing indicated
that there is the potential for public realm improvements to be made along Broad Street, at the expense of
highway capacity, and possibly without the new river crossing. This is tested further within the Operational
Assessment. All Eastern bypass options were identified in the Strategic Assessment as offering poor value

for money and were not progressed further.

The Strategic Assessment of the NILR options identified Option 1 (the alignment running north-south along
Hundred Road and east-west along Longhill Road) as the best performing option, which is consistent with

the assessment undertaken in the 2011 March Area Transport Study.

The Strategic Assessment of the A141 Re-alignment options has shown that no options performed well
within the economic assessment, largely due to the associated infrastructure costs, and therefore none of
these options are being progressed further as part of this study. However, online improvements to the A141

have been considered, and these are discussed further within the Operational Assessment chapter.

The next stage of assessment was a detailed Operational assessment of the remaining options to identify a

preferred set of options to be considered within the Packaging Assessment.
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Operational Assessment Summary

The Operational Assessment has used the March VISSIM model to test the operational performance of

options along the A141 corridor and within March Town Centre.

The Operational Assessment has identified that the following options offer operational benefits, serve to

mitigate against future year growth, and are compatible with the FHSF aspirations for the Town Centre:

e Peas Hill Roundabout Option 5.2 (60m ICD), in conjunction with the A141 / Hostmoor Avenue
roundabout (developer funded scheme)
e Town Centre Package 2 (TC2), consisting of:
o Broad Street/Dartford Road / Station Road mini roundabout, with Broad Street made one
lane in each direction (and the provision of public realm improvements)
o StPeter's Road Traffic Signal Improvements
e Town Centre Package 3 (TC3), consisting of:
o Station Road/ Creek Road Mini Roundabout
o Broad Street/Dartford Road / Station Road mini roundabout, with Broad Street made one
lane in each direction (and the provision of public realm improvements)
o A New River Crossing, joining Dartford Road to the north and City Road to the south, with
a new roundabout at Burrowmoor Road / City Road and High Street

o St Peter's Road Traffic Signal Improvements.

These options have been progressed to the Packaging Assessment along with the NILR Option 1 from the
Strategic Assessment and the signalisation of the A141 / Twenty Foot Road from the Quick Wins work

stream.
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Packaging Assessment Summary

The Packaging Assessment has taken the best performing options from the Strategic and Operational
Assessments and combined these into packages of schemes that could be implemented in March. Multiple
different packages have been assessed, representing different levels of extremity in terms of impact within
March.

Each of the options within the packages has been costed using a high level costing tool, the costs provided

for each option include:

e Design and Supervision Fees

e Stats, Landscaping and Preliminaries Allowance

e Land and Property Acquisition Allowance

e 20% Risk Allowance

e 44% Optimism Bias Allowance (66% for structures)

e  Future year inflation (5% per annum) and Maintenance Costs (1.7% per annum) for use in the

Economic Assessment.

The Project Team developed a series packages which included a mix of short term and long term schemes.
The packages have been built into the MATS SATURN model and traffic assignments have been run for the

future year scenarios 2026 and 2031.

The Transport User Benefits Appraisal (TUBA) program was used to quantify the transport user benefits

resulting from all packages, and to calculate a Benefit to Cost Ratio (BCR).

The TUBA assessment uses the output files from the March Area Transport Study (MATS) SATURN model to
quantify the change in journey time and distance for each package compared to a Do Minimum Scenario,
and hence quantify the journey time and vehicle operating cost benefits (if any). This information is then
used to calculate a 60-year whole life Present Value of Benefits (PVB) which when compared to a Present
Value of Costs (PVC) is then used to calculate a Benefit Cost Ratio (BCR).
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The packages assessed are described beneath:

e Package 1 - Signalisation of the A141/ Twenty Foot Road, Peas Hill Roundabout improvements (in
conjunction with the developer funded roundabout at A141 / Hostmoor Avenue) and the High

Street/ St Peter’s Road Signal improvements.

e Package 1a - Package 1 plus the Northern Industrial Link Road.

e Package 3 - Package 1 plus reducing Broad Street to one lane in each direction and replacing the
signalised junction at Dartford Road / Station Road with a mini roundabout (FHSF Option).

e Package 3a - Package 3 plus the Northern Industrial Link Road.

e Package 4 - Package 3 plus the creation of a New River Crossing between Dartford Road and City
Road.

e Package 4a - Package 4 plus the Northern Industrial Link Road.
The resultant BCRs for these packages are shown below in Table 1.

Table 1: Package BCR Results
Net Benefit/BCR Impact

Package Package Package Package Package Package
1 1a 3 3a 4 4a

P;e:rf:fti ; 1:,‘:;’; 10225 | 23019 | 22711 | 35091 | 37163 | 47094

Precssgtts \af\l,”c‘; ofl 4501 | oazs | 5122 | 9679 | 33609 | 38682
y::uzrf:"e,'\'/; 5724 | 13713 | 17589 | 25412 | 3464 | 8412
B;;?;i:écczs)t 23 2.5 4.4 3.6 11 12

VFM Statement High High High High Low Low

The assessment of the packages has shown that all serve to mitigate the impact of the Local Plan growth to
varying degrees, and all are expected to perform well. Packages 1 and 1a do not include any changes to
Broad Street, whereas the remaining packages facilitate the creation of a significant public realm along
Broad Street which is in line with Fenland District Council's FHSF aspirations for the regeneration of March

Town Centre.

Packages 3 and 3a are closely aligned to the FHSF proposals and have the highest BCRs relative to their
counterpart Packages (Package 3 is higher than Package 1 and 4, Package 3a is higher than la and 4a).
Packages 3, 3a, 4 and 4a all require the repositioning of March Town Fountain, which would be
incorporated into wider public realm and landscape design. This study has not considered the detail of that
design, and this would need to be undertaken in consultation with environment, conservation and heritage

specialists, as well public engagement in some form.



SKANSKA CAPITA

As a result of the Packaging Assessment, it is recommended that Packages 1, 1a, 3 and 3a are considered
for further development.

Packages 4 and 4a provide the best network wide statistics, but involve significant disruption (and cost)
within the Town Centre. It is recommended that these packages are not considered any further at this stage,

but can be revisited in future should further capacity enhancements be needed in March Town Centre.

Of the packages recommended for further development, Packages 3 and 3a are closest to the FHSF
aspirations for March Town Centre, and are considered the preferred Packages at this stage of the study.
Package 3a builds upon Package 3 with the addition of the NILR, the cost of which suppresses the BCR in
comparison to Package 3, however the addition of the NILR will generate far greater benefit than shown in
the Package omitting it. The NILR will attract additional trips away from the residential areas (particularly

Norwood Road) and the Town Centre to the south, and so should be investigated further.



1.1.

1.1.1.

1.1.2.

1.1.3.

1.1.4.

1.1.5.

1.1.6.

1.1.7.

SKANSKA CAPITA

Introduction

Introduction

The vision of Fenland District Council is set out within the Local Plan (2014), which aims ‘to maximise the
potential of the area and deliver jobs, skills, improved housing and new infrastructure’, making Fenland ‘a

better place to live, work and visit'.

The Local Plan includes the delivery of 4,200 new homes in March as well 30 hectares of employment land
to provide new jobs. The broad locations for this housing are set out in the ‘Proposals for Place’ section of

the plan for March.

The 2011 March Area Transport Study provided the transport evidence base for the Local Plan, and assessed
the impact of traffic growth resulting from the Local Plan and proposed measures to improve the towns
transport network under current and future traffic demand. The current March Area Transport Study

(MATS) builds upon this work and assesses potential improvement options to deliver this growth.

The March Options Assessment Report (OAR) sets out the development and assessment of improvement
options identified within the March Area Transport Study (MATS). The report details the technical work
undertaken in relation to traffic modelling and economic assessment, and recommends several packages

of schemes to be taken forward for development.
The OAR forms part of the MATS suite of reports, and follows on from the following reports:

e March Existing Conditions and Data Collection Report (v4.0)
e March Sustainable Travel Report (v4.0)

e March SATURN LMVR (v4.0)

e March SATURN Forecasting Report (v3.0)

e March VISSIM LMVR (v2.0).

The OAR is the final report within the MATS, and concludes the technical work undertaken to prepare

packages of schemes for this stage of the study.

Note that a separate work stream considering potential ‘Quick Wins’ within March has also been progressed

alongside the main MATS and is reported separately to the MATS.
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Assessment Process

The assessment process used within the MATS is shown in Figure 1.1 beneath. The assessment has been

broken down into three distinct phases, with each informing the next.

Strategic Operational Packaging

Assessment Assessment Assessment

Figure 1.1: March Area Transport Study (MATS) Assessment Process

Each of these stages are discussed further beneath.

Strategic Assessment

The Strategic Assessment (using a custom built SATURN model) has considered the larger infrastructure
improvements, such as a potential Eastern Bypass or Northern Industrial Link Road (NILR), which would

significantly impact on vehicle routing around March.

The Strategic Assessment has been used for two purposes, firstly to undertake an economic assessment of
the larger options to determine at an early stage if they offer value for money. The second purpose was to
generate different sets of traffic flows, which accounted for the rerouting created by larger options, for use
in the Operational Assessment. This created the traffic demand for the Do Minimum Scenario, as well as

two additional scenarios which included larger infrastructure changes.

This first phase of assessment has generally considered new roads and junctions, whereas the Operational
Assessment focused on improving existing infrastructure. Specifically, the Strategic Assessment has

considered options for a:

e New River Crossing, both within March Town, and as part of an Eastern Bypass
e Northern Industrial Link Road

e Al141Re-alignment Options.

Operational Assessment

The Operational Assessment was undertaken using the VISSIM model, and provides a detailed assessment
of how the options perform. This assessment has been used to identify the best performing options, and in

conjunction with input from highway design engineers, has enabled these options to be further refined.

The options that performed well within the Operational Assessment were then taken forward for use within

the Packaging Assessment.
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Packaging Assessment

The Packaging Assessment also used the March Saturn model and has taken the best performing options
from the Strategic and Operational Assessments and combined these into packages of schemes that could
be implemented in March. Multiple different packages have been assessed, representing different levels of
extremity in terms of impact within March, ranging from a package with a small number of schemes that
would make a modest impact, to a large transformative package that consists of multiple schemes and

would dramatically change the transport network in and around March.

The Packaging Assessment again used an economic assessment to determine whether each package
offered value for money, and would stand a reasonable chance to secure funding. The Packaging

Assessment provides with a series of viable packages, to be taken to public consultation.

Report Structure

This report is structured as follows:

e Executive Summary

¢ Introduction - An explanation of the purpose and structure of the MATS Option Assessment
Report, and the assessment process used.

e Option Development Chapter - An explanation of how the various improvement options
considered within this study were devised.

e Strategic Assessment Chapter - Sets out the Strategic Assessment of the larger improvement
options, and specifically considers the value for money that these would offer.

e Operation Assessment Chapter - Assesses the options in detail, and explains how these have been
further revised based on the traffic modelling results and input from highway design engineers.

e Packaging Assessment Chapter - Sets out a series of packages of options, and demonstrates the
impact and value for money that these would produce.

e Summary - A summary of the options considered and the assessment process, and

recommendations on packages of schemes for further development.
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Option Development

Overview

A series of Option Development workshops were held to devise improvement options to be considered as
part of the MATS. Three workshops were held in total to consider the different areas of March, these were

held on the following dates:

e January 31st 2019 - Town Centre Options
e February 14th 2019 - A141 Corridor Options
e March 14th 2019 - Northern Industrial Link Road and Eastern Bypass Options.

Option Development Workshops

The workshops were attended by approximately twenty five stakeholders from various transport, planning

and engineering disciplines, with delegates representing:

e Cambridgeshire County Council

e Fenland District Council

e Highways England

e King's Lynn and West Norfolk Borough Council
e Skanska/ Capita.

During each workshop, attendees were divided into smaller groups and presented with data and
information on the existing conditions, planned growth and expected future conditions. Delegates then

shared knowledge based on their specific fields of expertise and local knowledge.

Following this, each group was tasked with identifying and developing a range of improvement options at
each location. These options were then presented to the remaining groups, and were challenged by the rest

of the delegates on technical or delivery grounds.

Option Review

The list of options generated during the workshops are presented in Appendix A. Following the workshop,
the options were reviewed by the project team and presented to the Member Steering Group (MSG) for
further discussion and approval to assess. Several options were discounted during this stage, based on

further consideration or additional local knowledge, and these are shown in grey in Appendix A.

The options shown in blue were identified for the Strategic Assessment using the MATS SATURN model,
and are discussed further in Chapter 3 (Strategic Assessment). The remaining options were either assessed
using the March VISSIM model and are discussed in Chapter 4 (Operational Assessment), or were

incorporated into wider options.

The options that were assessed, and are discussed within this report, are shown in Table 2.1 beneath.
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Scheme Area

New River
Crossing Options

Northern
Industrial Link
Road Options

A141 Options

Scheme Area

Peas Hill
Roundabout

Town Centre

CAPITA

Table 2.1: Options Assessed as part of the Strategic Assessment

Option Description

1 Bypass from B1101/ Flaggrass Hill Road to B1101/Lambs Hill Drove

2 Bypass from Creek Road/ Flaggrass Hill Road to Upwell Road/ Silt Road

3 New town centre bridge from North Drive to Wigstone's Road

4 Bypass from B1101/ Flaggrass Hill Road to B1101/Lambs Hill Drove

5 Bypass from Creek Road (Level Crossing) to Upwell Road (Level Crossing)

6 Bypass from B1101 / Longhill Road to B1101 / Lambs Hill Drove

7 Bypass from Coldham Bank to B1101/Lambs Hill Drove

8 Bypass from B1101/ Flaggrass Hill Road to Mill Hill Roundabout

9 Bypass from B1101/Flaggrass Hill Road to A141 Isle of Ely Way

10 New River Crossing to the West of exsiting town centre bridge

11 New River Crossing to the East of existing town centre bridge

1 Improvements to Hundred Road and link through to Longhill Road
2a Improvements to Hundred Road and new link to A141
2b Improvements to Hundred Road and links to A141 and Longhill Road

3 Improvements on Twenty Foot Road

4 New link connecting Hostmoor Avenue and Hundred Road

5a/b New link from Melbourne Avenue/Hundred Road roundabout to B1101 Elm Road

6 Improvements to Hundred Road and link to Twenty Foot Road

7 Extension of Thorby Avenue to the north

8 New link road between A141 and B1101 to the north of March

9 Upgrade Norwood Road

11 Continue B1101 south with a new Bridge over Twenty Foot River and connect to Longhill Road

1 Realignment of A141 from north of Hostmoor Avenue Roundabout to south of Peas Hill Roundabout
2 Create a new access over the railway line from Peas Hill roundabout via the Meadowlands Estate
3 A141 Dualling

4 New junction on A141, closure of Burrowmoor and Knights End junctions with A141

5 Realign A141 to the west from Gaul Road junction in the south to Hostmoor Avenue Junction in the

north
6 Create a new A141 route from Mill Hill roundabout to north of Hostmoor Avenue. Existing alignment
to remain as a local/ development access road
7 Creation of a new grade separated junction at Peas Hill Roundabout

Table 2.2: Options Assessed as part of the Operational Assessment

Option Description
5.2 Creation of a new larger roundabout on the existing site, involving land acquisition
5.3 Realign Whittlesey Road approach to join the A141 to the south (in the vicinity of Marina Drive)
5.7 Realign Meadowlands approach to join Wisbech Road east of the roundabout and enlarge the
roundabout to the west of the existing site.
Package 1 Creek Road Improvements, Signal Upgrade at Broad Street, Roundabout Improvements at Burrowmoor
Road and Signal Upgrade at St Peters Road
Creek Road Improvements, Roundabout at Broad Street, Partial Public Realm Scheme, New Link Road
Package 3 |and River Crossing, Roundabout Improvements at Burrowmoor Road and Signal Upgrade at St Peters

Road

2.4, Further Option Evolution

2.4.1. Many of the options also evolved during the assessment process, with amendments made based on the

results of traffic modelling or highway design review. The options that emerged from the Strategic

Assessment and the Operational Assessment are discussed in Chapter 5 (Packaging Assessment).
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Future High Streets Fund

In parallel to the MATS project, Fenland District Council has developed a proposal for the Future High Street
Fund (FHSF) to fundamentally change the way in which March functions as a Town Centre. This includes
improvements in Broad Street which will improve pedestrian flow and footfall, changes to densification in
use which will support a 24-hour economy and support resilience, and public realm improvements which

will open up underused and derelict areas for commercial development.

The purpose of this investment is to arrest the decline in March Town Centre and enable the area to make
the most of its untapped potential. This opportunity for funding has presented itself at an opportune time
for March as it builds on the recently adopted Growing Fenland Strategy for the development of Fenlands

towns and has linked closely with the development of the MATS.

There has been regular dialogue between the two projects to ensure that any proposals considered within

this study for the Town Centre, and particularly Broad Street, are consistent with the FHSF aspirations.
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Strategic Assessment

Introduction

The Strategic Assessment considers the larger schemes within the March Area Transport Study (MATS) that
have the potential to significantly impact on vehicle routing in and around the town. The Strategic

Assessment uses a high level economic assessment to assess the potential for each of these schemes.
The purpose of the Strategic Assessment is to:

e Determine the economic viability of larger infrastructure schemes at an early stage, to identify
whether they are likely to offer value for money, which in turn will...

e Determine which traffic flows to use in the Operational Assessment.
The Strategic Assessment has considered the following areas:

e New River Crossing (Town Centre and the concept of an Eastern Bypass)
e Northern Industrial Link Road

e A141 (Re-alignment) Options.
This chapter sets out:

e The Economic Assessment Process, explaining how options have been modelled, and benefits and
costs have been calculated for use in the economic assessments undertaken

e The Strategic Assessment of a New River Crossing

e The Strategic Assessment of a Northern Industrial Link Road

e The Strategic Assessment of A141 re-alignment options.

The Economic Assessment Process

The economic assessment process essentially measures the benefit versus cost of each potential option.

These two elements are discussed in greater detail beneath.

Calculating Benefits

The MATS SATURN model has been used to assess options for the Strategic Assessment. For more
information on the MATS model, please see the associated Local Model Validation Report (LMVR). Using
the Do Minimum (DM) models as a starting point, the options have been coded into the highway network
to create Do Something (DS) models. By comparing the DM (without option) and DS (with option) model
outputs it is possible to calculate the impact of the option on traffic flow, vehicle routing, travel times and

travel distances. Figure 3.1 below displays the extent of the road network in the MATS model.
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SKANSKA CAPITA

Figure 3.1: March Area Transport Study (MATS) SATURN Model Network

This information, along with the high level scheme cost information, is then passed through the Transport
User Benefits Appraisal (TUBA) programme to monetise the benefits and calculate a Benefit to Cost Ratio
(BCR). TUBA has been developed for the DfT to undertake economic appraisals for multi-modal transport
schemes. TUBA carries out transport economic appraisals in according with the DfT's Transport Analysis
Guidance (WebTAG). The BCR determines the expected value for money and gives an indication of the
likelihood that a scheme would achieve funding based on transport user benefits such as journey time

savings.

It should be noted that other considerations, such as wider economic benefits and environmental impacts,
are also important in determining whether a scheme receives funding. Benefits and dis-benefits from these

wider considerations can be added to the transport user benefits as part of the scheme business case.

Option Costing

Options have been costed using 2019 unit rates which are based on costs from recent major schemes that
have been designed and built within the Cambridgeshire and Peterborough area, with a 20 - 30 week
construction programme. Option costs have been calculated using a high level costing tool that costs
schemes based on the road type and length, the number and form of junctions, the size and type of

structures required and the amount of land acquisition required.

Aerialimagery and local mapping have been used to calculate the length, size and component parts of each

option in order to generate an option cost.
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Once costed, the following uplifts were applied:

e Stats (10% of construction cost)

e Preliminaries (15% of construction cost)

e Design (10% of construction cost)

e  Supervision (11% of construction cost)

e Land and property acquisition (costed based on number of dwellings and area of land)
e Risk Allowance (20% of construction cost)

e  Optimism Bias (Concept Stage: 44% for Highway / 66% for Structures).

Optimism Bias (OB) refers to the tendency for those involved in projects, such as funders, managers or
beneficiaries, to be too optimistic in terms of forecasting project costs, scale, timing and benefits. To redress
this tendency appraisers should make explicit, empirically based adjustments to the estimates of a project’s
costs, benefits, and duration. Accordingly, any appraisal should make an appropriate Optimism Bias
adjustment based on how much is known about a potential scheme and how much preparatory and design
work has been undertaken. Further information on the application of Optimism Bias can be found in the
Department for Transport's (DfT) TAG guidance note A1.21. Table 3.1 below shows the OB percentages

that should be added to the schemes at the various stages of their development.

Table 3.1: Recommended Optimism Bias Adjustments (WebTAG Unit A1.2 Scheme Costs)

Table 8 Recommended optimism bias uplifts for different projects at different
stages of the life of a transport project

Category Types of projects Stagel Stage2 Stage3

Motorway, Trunk roads, Local
roads, Bicycle Facilities, Park and o a o h
s ride, Bus lane schemes, Guided e 1% S48
buses on wheels
Light Rail Metro, Light rail, Guided buses 66%** 0% 69 **
on tracks
Conven'tlonal Network rail f-znhancement 64% * 18%* 4% *
Rail projects
Fixed Links Bridges and Tunnels 66%** 23% 6%**
Building Projects | Stations and Terminal buildings | 51%** - A% **
IT Projects [T system development 200%** - 10%**
Sources: Flyvbjerg (2004), UCL (2015)* and Mott Macdonald (2002)**

An example of an option cost, showing the various components and how they are costed, is shown beneath

in Figure 3.2.

TAG unit A1-2 Scheme Costs, https:/Awww.gov.uk/government/publications/webtag-tag-unit-al-2-scheme-costs-july-2017
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Option EB_1
Unit Quantity Cost
Main Carriageway Off line D2AP (m) £ 2,600 m £ -
Off line D2AP on Embankment (m) £ 3,200 m £ -
On Line D2AP (m) £ 1,600 m £ -
Off line S2AP (m) £ 1,735 6,368 m £ 11,048,480
Width - Excavation m
Width - Embankment (D2) m
Excavation Depth m
Embankment Height m
Junctions Grade Separated (ea) £ 15,000,000 No £ -
Roundabouts (ea) £ 430,000 4 No £ 1,720,000
Roundabouts on Embankment (ea) £ 482,988 No £ -
Major/Minor (ea) £ 247,800 2 No £ 495,600
Major/Minor on Embankment (ea) £ 266,876 No £ -
Leftin/out (ea) £ 105,000 No £ -
Left infout on Embankment (ea) £ 124,076 No £ -
Structures Accommodation Structures (ea) £ 500,000 No £ -
Cut/Cover Tunnel (m) £ 80,625 m £ -
Retaining walls (m) £ 26,875 m £ -
Bridge (m) £ 268,750 89 m £ 23,918,750
Large Culvert (2-4 m) (ea) £ 75,000 No £ -
Small Culvert (<2m) (ea) £ 20,000 7 No £ 140,000
Earthworks Excavation (m3) £ 7 0 m3 £ -
Disposal (m3) £ 23 0 m3 £ -
Import (m3) £ 28 0 m3 £ -
Sub Total £37,322,830
Percentages Accommodation works 2.50% £ 933,071
Preliminaries 15.00% £ 5,598,425
Statutory Undertakers 10.00% £ 3,732,283
Landscaping 3.00% £ 1,119,685
Supervision 11.00% £ 4,105,511
Design 10.00% £ 3,732,283
Sub Total £19,221,257
Land (cost £)
Agricultural (hectare) (ha) £ 37,500 13 £ 479,271.60
Residential Properties (ea) £ 277,500 £ -
Part 1
Sub Total £479,272
Risk Allowance 20% £ 11,404,672
Optimism Bias Concept Stage 45% £ 30,792,614
Option Cost Grand Total £99,220,645

Figure 3.2: Example of Option Costing (Eastern Bypass Option 1)

The Strategic Assessment of the New River Crossing, NILR and the A141 Re-alignment Options are discussed

in turn beneath.
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New River Crossing (Eastern Bypass and Town Centre)
Options Assessed

The options assessed for a New River Crossing include options developed for both an Eastern Bypass and
for a New River Crossing in the Town Centre. The options devised for a new Town Centre river crossing were
developed as an alternative to options for an Eastern Bypass in an attempt to reduce infrastructure costs

and to maximise the potential to re-route trips from Broad Street and the existing Town Bridge.

Eleven options have been assessed for a potential New River Crossing. For assessment purposes, some
conceptual alignments for these options were selected. The conceptual alignments of these options, as used
for modelling and costing, are shown in Figure 3.3, with further information about each provided in Table
3.1
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Figure 3.3: Eastern Bypass and Town Centre River Crossing Option Locations
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SKANSKA

Table 3.2: Description of New River Crossing Options

CAPITA

Option From To Length
1 B1101/Flaggrass HillRoad | B1101/Lambs Hill Drove 6.4km
2 Creek Road/Flaggrass Hill Upwell Road/ Silt Road 2.1km

Road
3 North Drive Wigstone's Road 0.5km
4 B1101/Flaggrass HillRoad | B1101/Lambs Hill Drove 5.8km
5 Creegrzgsaig S;I)_evel Upweclt(ljfseia:g()Level 17km
6 B1101/Longhill Road B1101/Lambs Hill Drove 6.6km
7 Coldham Bank B1101/Lambs Hill Drove 6.1km
8 B1101/Flaggrass Hill Road Mill Hill Roundabout 6.4km
9 B1101 /Flaggrass Hill Road A141 Isle of Ely Way 7.1km
10 B1099 Dartford Road Brewin Chase / City Road 0.5km
11 B1101/Creek Road B1101/Market Place 0.3km

Impact on Town Centre Trips

One of the expected benefits of a New River Crossing is that it would provide an alternative route for trips

that are currently using the bridge in the Town Centre, particularly for trips to/ from eastern areas of March

where there is no alternative route. These trips contribute significantly to congestion along Broad Street
and through the Broad Street / Dartford Road / Station Road junction.
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To understand the level of benefit that each options has in reducing trips through the Town Centre, an
assessment of the potential reduction in vehicle trips over the existing town bridge has been undertaken for
the AM and PM peak hours for the horizon forecast year (2031). Tables 3.2 and 3.3 below show the
reduction in vehicle trips for each option compared to the Do Minimum scenario.

Table 3.3: Vehicle Trips, March Town Centre 2031 AM Peak Hour (08:00 - 09:00)

2031 AM Northbound Southbound
Option Town Bridge Impact of Town Bridge Impact of
Demand Flow Option Demand Flow Option

DM 1,111 745

1 837 -274 518 -227
2 945 -166 658 -87
3 954 -157 623 -122
4 846 -265 550 -195
5 998 -113 690 -55
6 886 -225 589 -156
7 866 -245 573 -172
8 823 -288 538 -207
9 769 -342 517 -228
10 608 -503 426 -319
11 800 -311 466 -279

The results show that all of the modelled options remove vehicle trips from March Town Centre, and
specifically the Town Centre bridge. Options 9, 10 and 11 are the best performing options in terms of
removing both northbound and southbound vehicle trips from the current town bridge. Both Options 10
and 11 are Town Centre -based options and are therefore relatively close to the existing river crossing,
meaning that they will have the greatest potential for rerouting traffic from the existing Town Centre
bridge. Option 9 is the longest bypass option, travelling from the north of March, bypassing the town
completely from Flaggrass Hill Road in the north to the A141 Isle of Ely Way to the south of March.
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Table 3.4: Vehicle Trips, March Town Centre 2031 PM Peak Hour (17:00 - 18:00)

2031 PM Northbound Southbound
Option Town Bridge Impact of Town Bridge Impact of
Demand Flow Option Demand Flow Option

DM 904 773

1 661 -243 523 -250
2 763 -141 666 -107
3 770 -134 681 -92
4 668 -236 577 -196
5 762 -142 709 -64
6 729 -175 611 -162
7 693 -211 613 -160
8 663 -241 543 -230
9 593 -311 551 -222
10 567 -337 508 -265
11 674 -230 558 -215

As with the AM peak hour, all of the modelled options remove vehicle trips from March Town Centre. The
results show the directionality of vehicles travelling through March in the AM and PM peak hours. All of the
options remove more vehicle trips from the town bridge in the southbound direction during the AM peak
hour, although more vehicle trips are removed in the northbound direction in the PM peak hour. This would
indicate that many vehicles are travelling from the north of March to the south in the AM peak hour, and

vice versa in the PM peak hour.

As with the AM peak hour, Option 10 removes the most vehicles in both the northbound and southbound
direction, with Options 8, 9 and 11 also removing a significant number of vehicle trips.
Network Wide Benefits

The following tables highlight the impact of each of the options on the overall model network. These
statistics demonstrate how each option affects the network as a whole rather than just the river crossing in

March Town Centre.

A key indicator within the network wide statistics is Over Capacity Queues (OCQ), which represents the

number of vehicles still queuing on the network at the end of the one-hour modelled time period.

An OCQ is caused by a junction or link operating beyond capacity and indicates whether the increased

vehicle demand on the highway network can be accommodated.
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Table 3.5: Network Wide Statistics 2031 AM Peak Hour (08:00 - 09:00)

Over Link Total

Transient X X rave Fuel
2031 AM Capacity  Cruise Free Flow Delays Travel : .
Queues ) ) Consumption
Peak Hour Queues Time (pcu.hrs) (pcu.hrs) Time pee X
(pcu.hrs) . (litres)
(pcu.hrs) (pcu.hrs) (pcu.hrs)
DM 249 48 596.8 562.9 33.9 893.8 29270.3 32.7 2714.5
Op1 177.1 21.2 565.5 543.8 21.6 763.8 29881.6 39.1 2558.2
Op2 201.9 26.7 585.6 559.9 25.7 814.2 29490.1 36.2 2600.8
Op3 204.6 29 592 565.5 26.5 825.6 29240.2 35.4 2597.9
(o]} 178.8 21.2 566.5 543.9 22.6 766.5 29897.4 39 2563.9
(o]13 210.3 30 588 560.8 27.3 828.3 29324.3 35.4 2614.2
Op6 183.9 23.6 568.2 545.1 23 775.6 29869.9 38.5 2578.6
Op7 180.6 21.6 563.8 542.8 21.1 766.1 29849 39 2565.3
Op8 178 18.7 569 549.9 19.2 765.7 30169.8 39.4 2579.6
Oop9 178 12.5 575.7 555.1 20.7 766.3 31083.5 40.6 2621.9
Op10 187.9 20.7 584.5 558.2 26.3 793 29043 36.6 2520.1
Op1l1 211.8 25.9 589.3 562 27.3 826.9 29148.9 35.2 2605.9

Table 3.4 above shows that all options would reduce the OCQ from 48 passenger car unit hours (PCU. Hr)
in the AM peak hour 2031 DM scenario to an OCQ within the 20 - 30 PCU. Hr range. Option 9 is the best
performing option for reducing OCQ on the network, with a result of 12.5 PCU. Hr.

Table 3.6: Network Wide Statistics 2031 PM Peak Hour (17:00 - 18:00)

) Over Link Total Overall

Transient . X Travel Fuel

2031 PM Capacity  Cruise Free Flow Delays Travel X Average .
Queues . . Distance Consumption
Peak Hour Queues Time (pcu.hrs) (pcu.hrs) Time Speed .
(pcu.hrs) (pcu.kms) (litres)
(pcu.hrs) (pcu.hrs) (pcu.hrs) (kph)

DM 223.8 22.7 602.9 570.9 32 849.3 29585.8 34.8 2636.3
Op1 168.9 5.7 569.3 547.2 22.1 743.9 30450.2 40.9 2525.4
Op2 186.5 5.7 591.4 566 25.3 783.6 29810.9 38 2537.6
Oop3 196.7 5.5 596.2 569 27.2 798.4 29479.7 36.9 2541.5
Op4 171.2 5.5 569.8 546.9 22.9 746.5 30447.8 40.8 2530.7
Op5 192.8 9.1 592.7 566.9 25.8 794.6 29592.1 37.2 2538.7
(o]]3) 179.1 5.4 572.2 548.6 23.7 756.8 30383.3 40.1 2551.4

Op7 176.8 5.1 566.5 545.8 20.7 748.3 30469.4 40.7 2547
(0]31] 170.6 5 569.9 550.7 19.3 745.6 30745.5 41.2 2555.2
Oop9 177.6 64 568 549 19.1 809.6 31560.9 39 2690.6
Op10 184.5 6 587.5 563.2 24.3 778 29249.8 37.6 2492.2
Op1l1 201.3 5.4 595.4 566.1 29.3 802.1 29380.4 36.6 2550.1

Table 3.5 above shows that all options except Option 9, would reduce the OCQ from 22.7 PCU. Hr in the PM
peak hour 2031 DM scenario to an OCQ within the 5 - 10 PCU. Hr range. Option 9 significantly increases
OCQ in the PM peak and further investigations has revealed that this is caused by the new roundabout on

the A141 at Eastwood End, where the bypass joins the existing road network.

The results show that all of the options apart from Option 9 lead to an overall reduction in the amount of
queuing across the network as a whole during the PM peak hour. Option 9 leads to an increase in overall
queuing and further investigation has revealed that the majority of this extra queuing is located at the new
roundabout junction that is created on the A141 at Eastwood End where the bypass joins the existing
network.
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Option Costing

High level cost estimates have been produced for each of the options. Table 3.6 below shows the
assumptions made when generating these costs as well as the Total Cost. The scheme cost includes a 20%

Risk Allowance and 44% Optimism Bias (or 66% for structures).

Table 3.7: Option Costs for New River Crossing Options (2019 prices)

Approximate Approximate

Option Length (m) Rounggbou ts l\:zlnlzrtii(()):iy s trul\ift)l'xres No. Culverts Cost £m Cost £m

(excl OB) (incl OB)
1 6.4km 4 2 2 7 68 99
2 2.1km 2 0 0 3 52 75
3 0.5km 1 0 1 0 16 23
4 5.8km 4 2 2 5 62 89
5 1.7km 2 1 1 1 22 32
6 6.6km 4 2 2 6 65 94
7 6.1km 3 1 2 5 57 82
8 6.4km 3 2 2 11 64 92
9 7.1km 4 2 2 12 67 96
10 0.5km 1 0 1 0 16 23
11 0.3km 1 0 1 0 16 23

Economic Assessment (Value for Money)

The model results and scheme costs for each of the options have been run through TUBA to calculate a BCR
for each option. TUBA gives a BCR figure for each option, and the Department for Transport uses the

following categories to determine the Value for Money that BCR represents:

e Low Value for Money if BCR=1.0to 1.5
e Medium Value for Money if BCR = 1.5 t0 2.0
e High Value for Money if BCR = 2.0 to 4.0
e VeryHigh Value for Money if BCR > 4.0.

A breakdown of the economic assessment results from TUBA is shown beneath in Table 3.8.
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Table 3.8: New River Crossing Options Benefit Cost Ratios

Net Benefit/BCR Impact

Option Option Option Option Option Option Option Option Option Option
2 3 4 5 6 7 8 ) 10 11

Net Present Value
(NPV)
Benefit/Cost Ratio
(BCR)

-27805 | -28512 | 489 |-21914 | -5187 |-28557 | -16849 | -25626 | -41812 | 19368 | 17386

0.6 0.4 1.0 0.6 0.8 0.5 0.7 0.6 0.4 2.3 2.1

Poor Poor Low Poor Poor Poor Poor Poor Poor High High
Value | Value | Value | Value | Value | Value | Value | Value | Value | Value | Value
for for for for for for for for for for for
Money [ Money | Money | Money | Money | Money | Money | Money | Money | Money | Money

VFM Statement

Table 3.8 shows that the majority of the Eastern Bypass Options return a low BCR and VFM Statement of
‘Poor Value for Money'. However the two Town Centre river crossing options (10 and 11) offer ‘High Value
for Money' with BCRs of 2.3 and 2.1 respectively, although it should be noted that these fall within the
lower range of the ‘High Value for Money’ category which describes BCRs of between 2.0 and 4.0.

The Strategic Assessment for the New River Crossing has shown that Option 10 and Option 11 are the only
two to offer an acceptable value for money (BCR of greater than 2.0). This is because both of these options
are closest to the existing Town Centre Bridge and therefore have the greatest potential to attract trips away
from the existing bridge with a minimal impact on journey distance (a key factor in driver route choice and
the economic assessments). Options 1 to 9 are all located further out from the Town Centre, where demand
is much lower, and therefore appeal to fewer users and attract less trips. These options also have longer
routes and therefore much higher infrastructure costs. Options 10 and 11 have significantly lower costs over
all of the other options (excluding option 3). As a result of these two factors, Options 1 to 9 all return a poor

value for money.

Further consideration has been given to Option 10 and Option 11 based on the results of the economic
assessment, with Options 1 to 9 being dismissed from this study. It should be noted that although lower
than New River Crossing options, the costs of Option 10 and 11 are still significantly higher than other

options being considered within the study.

A review of Option 10 and Option 11 has highlighted that Option 10 offers the better use of existing
infrastructure and provides more opportunity for building a new bridge to provide the river crossing. The

salient points from the review are shown beneath.
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Option 10

e Less constrained site

e Existing adjoining network more appropriate - makes use of existing routes through March Town
Centre without too much diversion.

e Ties in with Fenland District Council's strategy to consolidate car parking.

e Fenland District Council own some land to the south of the river

e Has abetter BCR than Option 11, offering greater transport user benefits.
Option 11

¢ Adjoining network much more constrained, particularly along Elwyn Road and Market Place, with
a one-way system currently in place and housing along the roads.

e There are more buildings in the area to the east than in the area to the west of the current town
bridge, so there is more scope for impact on the built form.

e Less appropriate for HGV movements due to narrow and constrained road network.

The review of location of Option 10 and Option 11 has identified that Option 10 (to the west of the existing
bridge) would be preferable to Option 11 (to the east of the existing bridge). On this basis, Option 10 has
been retained as a potential viable option for further assessment. Any new River Crossing would be subject

to funding decisions and further work.

Option 10 Sensitivity Testing

A series of modelling sensitivity tests have been undertaken on Option 10 to understand what impact the
New River Crossing would have on the potential for public realm schemes within the Town Centre, and
specifically along Broad Street. Fenland District Council and March Town Council have an aspiration to
improve the public realm via developing the cultural, retail and leisure offer in March, to make the town an

even more engaging and attractive place to visit.

The sensitivity tests also test the impact of the current Future High Street Fund (FHSF) proposals to
significantly increase the amount of public realm space along Broad Street by removing traffic lanes.
Although designs are still being finalised for the FHSF bid, the concepts are based on the provision of one
lane of traffic in each direction along Broad Street, with a roundabout at the junction of Broad Street with
Dartford Road and Station Road.

The purpose of the sensitivity tests is to understand the impact that removing varying degrees of capacity
from the Town Centre would have on the economic viability of a New River Crossing, providing insight into

whether or not a New River Crossing is required to realise the aspirations for regenerating the Town Centre.
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3.3.25. The tests undertaken were:

e Option 10 - New bridge to the west + Broad Street/ Town Bridge remains fully open (in its current
form)

e Option 10a - New bridge to the west + Broad Street/ Town Bridge as a single lane in each direction
(allowing for approximately half of Broad Street to become public realm)

e Option 10b - New bridge to the west + Broad Street / Town Bridge completely closed to traffic
(allowing for all of Broad Street to become public realm)

e Option 10c - No new bridge to the west + Broad Street / Town Bridge completely closed to traffic
(allowing for a full public realm scheme)

e Option 10d - No new bridge to the west + Broad Street / Town Bridge reduced to one lane in each
direction with the creation of a roundabout at the junction of Broad Street/ Dartford Road / Station

Road (allowing for approximately half of Broad Street to become public realm)
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3.3.26.  Figure 3.4 beneath provides a graphical representation of Option 10, 10a, 10b, 10c and 10d. Note that
where a single lane of traffic in each direction along Broad Street is shown, there is no significance in
strategic traffic modelling terms as to which side of the street is occupied by the road and which side is

occupied by the public realm, this would be determined at later design stages.

Option 10 Option 10a

Dartford Road Station R: Dartford Roa

2

Station Road

2

oad cad
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e T sl P il

New Bridge (Opt. 10) Town Bridge New Bridge (Opt. 10) Town Bridge
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= - e - e
! | Broad Street i Broad Street
River Nene \/ River Nene
New Bridge (Opt. 10) Town Bridge Town Bridge
Option 10d

Dartford Road Station Road

| Broad Street

River Nene

Town Bridge

Figure 3.4: Options 10, 10a, 10b, 10c and 10d Sensitivity Tests

3.3.27. Each of these options have been modelled, and an economic assessment undertaken using TUBA to
calculate BCRs for Options 10, 10a, 10b, 10c and 10d to give an indication of the level of benefit to transport

users. Analysis of the model outputs and resultant BCRs are discussed beneath.
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Table 3.9: AM Peak Hour (08:00 - 09:00) Network wide statistics for Options 10, 10a, 10b, 10c and 10d

. Over Link Total Overall
Transient X X Travel Fuel
2031 AM Capacity  Cruise Free Flow Delays Travel : Average .
Queues ) ) Distance Consumption
Peak Hour (pcu.hrs) Queues Time (pcu.hrs) (pcu.hrs) Time (pcu.kms) Speed (litres)
B (pcu.hrs) (pcu.hrs) (pcu.hrs) 2 (kph)

DM 249 48 596.8 562.9 33.9 893.8 29270.3 32.7 2714.5
Op10 187.9 20.7 584.5 558.2 26.3 793 29043 36.6 2520.1
Op10a 185.4 22 585.5 559.2 26.3 792.9 29096.4 36.7 2520
Op10b 204.4 68.4 607.1 572.7 34.5 879.9 29579.4 33.6 2693.2
Op10c 332 1080 763.8 670 93.9 2175.8 36613 16.8 4732.6
Op1o0d 234.8 50.7 593.4 561.4 32 879 29071.7 33.1 2651.8

Table 3.9 above shows that the DM OCQ is 48 PCU hours in the 2031 AM peak hour scenario, and Delays
are 33.9 PCU hours. Options 10 and 10a reduce the OCQ and delays experienced compared to the DM

scenario.

However, Options 10b and 10c increase the OCQ and delays. Option 10c significantly increases both OCQ
and delays compared to the other options. This is easily explained, as Option 10c is the complete closure of
the existing river crossing with no new provision made. Instead, vehicles must re-route around the town
using the A141.

Option 10d shows a slight increase in OCQ compared to the DM scenario. Further investigation within the
model indicates that Option 10d removes delay at the top of Broad Street, however it adds a small amount

of delay south of the Town Centre at St Peters Road.

Figure 3.5 beneath shows the difference in delay from the DM and Option 10d scenario, with green
indicating an increase in delay and blue indicating a decrease. The network wide statistics also show Option
10d leads to a decrease in delay as well as Total Travel Time and Travel Distance when compared to the DM

scenario.
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Figure 3.5: Delay Comparison between the DM and Option 10d Scenarios in the AM Peak Hour

3.3.32.  Option 10a performs the best of all the options in the 2031 AM peak hour with a lower overall Total Travel
Time and a higher Overall Average Speed. Total Travel Time and Overall Average Speed are calculated from
all vehicle trips undertaken on the model network during the modelled time period. A lower Total Travel
Time indicates that the network is operating in a less constrained manner, whilst a higher Overall Average
Speed indicates vehicles are able to move more freely around the network.

3.3.33.  However, it should be noted that all options apart from 10b and 10c, offer a general improvement over the

DM scenario during the AM peak hour.

3.3.34.  Figure 3.6 below shows where the delays would occur in the Option 10c scenario, with green showing an
increase in delay and blue indicating a decrease in delay. The thicker the line the greater the increase /

decrease in delay.
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Figure 3.6: AM Peak Hour (08:00 - 09:00) Delay (seconds) for Option 10c
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3.3.35. Theresults of the 2031 sensitivity test for the PM peak hour are shown in Table 3.10 beneath.

Table 3.10: PM Peak Hour (17:00 - 18:00) Network wide statistics for Options 10, 10a, 10b, 10c and 10d

. Over Link Total Overall
Transient ) X Travel Fuel
2031 PM Capacity  Cruise Free Flow Delays Travel . Average .
Queues ) . Distance Consumption
Peak Hour (peu.hrs) Queues Time (pcu.hrs) (pcu.hrs) Time (pcu.kms) Speed (litres)
s (pcu.hrs) (pcu.hrs) (pcu.hrs) e (kph)

DM 223.8 22.7 602.9 570.9 32 849.3 29585.8 34.8 2636.3
Op10 184.5 6 587.5 563.2 24.3 778 29249.8 37.6 2492.2
Op10a 178.5 5.2 588.3 563.9 24.4 772 29301.8 38 2483.8
Op10b 204.9 9.8 615.1 582.6 325 829.8 39993.2 36.1 2615.4
Op10c 286.8 876.8 741.2 672.3 68.8 1904.8 | 36158.7 19 4345.7
Op1od 194.9 5.1 595.5 566.5 29 795.5 29309.2 36.8 2512.2

3.3.36.  As with the 2031 AM peak hour scenario, Table 3.10 shows Options 10 and 10a decrease the OCQ and

delays from that shown in the DM scenario.

3.3.37.  Unlike the AM peak hour (which saw a slight increase), Option 10d shows a significant decrease in OCQ
compared to the DM scenario. Option 10b also decreases the OCQ experienced during the PM peak hour

compared to the DM scenario.
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Again, Option 10c has a significant impact on increasing OCQ and delays experienced against the DM

scenario, due to the complete closure of Broad Street as a through route.

Similar to the 2031 AM peak hour, Option 10a has a lower overall Total Travel Time and higher Overall
Average Speed in the 2031 PM peak hour than the other options.

Figure 3.8 below shows where the delays would occur under option 10c, with green showing an increase in

delay and blue indicating a decrease in delay. The thicker the line the greater the increase/decrease in delay.

Figure 3.7: PM Peak Hour (17:00 - 18:00) Delay (seconds) for Option 10c
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The BCRs for the sensitivity test options are shown beneath in Table 3.11. Please note that the benefits only
represent transport user benefits, and not wider economic benefits from any subsequent regeneration of

the Town Centre.

Table 3.11: Sensitivity Test BCRs

Net Benefit/BCR Impact

Option Option Option Option Option
10 10a 10b 10c 10d

Net Present Value | 15365 | 19786 |-12129 | 720243 | 14058
(NPV)
Benefit/Cost Ratio
(BCR) 2.3 2.3 0.2 |-1078.8 | 9.7
\::?uhe \I/_|a:?uhe \Z\) lﬁre Very Poor \::[quhe
VFM Statement Value for
for for for Mone for
Money | Money | Money y Money

The sensitivity testing has highlighted Options 10a and 10d to be the best performing. Option 10d returns a
significantly better BCR due to the much lower costs involved than Option 10a. Option 10d removes the
construction costs and difficulties associated with building a New River Crossing in the centre of town, whilst
still providing network wide benefits. Although 10a includes some significant construction costs associated
with the New River Crossing, its overall network wide benefits are the greatest of all the sensitivity test

options. Both Options 10a and 10d have been progressed for further Operational Assessment.

New River Crossing Summary

The modelling of the New River Crossing options has identified that a new crossing in the Town Centre is
considered to be more viable than an Eastern Bypass alignments for a number of reasons. The model results
indicate that a new Town Centre crossing has the greatest potential to divert existing vehicle trips away
from the current Town Centre road infrastructure. Aligned with these results, the potential costs of a new

crossing in the Town Centre are considerably less than the costs of any new bypass option.

Of the two potential Options for a River Crossing in the Town Centre, Option 10 (river crossing to the west
of the existing crossing) is considered more viable than Option 11 (river crossing to the east of the existing
crossing). Option 10 offers the better use of existing infrastructure and provides more opportunity for

building a new bridge to provide the river crossing.
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Further sensitivity testing on Option 10 suggests that there is the potential for public realm improvements
to be made along Broad Street, at the expense of highway capacity, without the need for a New River

Crossing. The Operational Assessment will test this further.

The reduction of Broad Street to a single lane in each direction enables the removal of the existing traffic
signals at the junction with Dartford Road and Station Road (as pedestrians can safely cross one lane of
traffic). The removal of the signals takes away transient delay which in turn provides further capacity to

offset the loss of one lane in each direction.

It should be noted that the Operational Assessment using more detailed microsimulation modelling
software may identify capacity issues that are not identified by strategic transport modelling, particularly at
junctions. To guard against this, both options 10a and 10d will be considered during the Operational

Assessment phase of the study.

Northern Industrial Link Road

Twelve initial options have been assessed for the NILR. These alignments were developed during the Option
Development Workshop and in subsequent discussions with highway designers. Proposals for a NILR were
also investigated as part of the 2013 March Area Transport Strategy, and have been incorporated into this

assessment.

These alignments that have been assessed are shown in Figure 3.8 with a more detailed description provided
beneath in Table 3.12.
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Figure 3.8: Northern Industrial Link Road (NILR) Option Locations

36




34.3.

SKANSKA

CAPITA

Table 3.12: Description of Northern Industrial Link Road Options

Option From To Length Notes
N dabout at Longhill
1 Hundred Road Longhill Road 1.9km ew roundabout at Longhi
Road/B1101
N . .
2a Hundred Road A141 Wisbech Road 2.6km ew round.about atjunction
with A141
A141 Wi hR N Al41
b Hundred Road |sbe.c oad and 3.3km ew roundabout at and
Longhill Road B1101
Upgrade of exisitng Twent
3 Twenty Foot Road/A141 Twenty Foot Road/B1101 2.7km Pe g ¥
Foot Road
4 Hundred Road Hostmoor Avenue 0.3km Would |Te.qUIre CPO and
demolition of houses
Requi brid th
5a Melbourne Avenue Marwick Rd/B1101 0.9km equires new. ridge overthe
railway
Requires new bridge over the
Sb Melbourne Avenue Longhill Road/B1101 1.3km quires W dge ov
railway
Requires new bridge over
6 Hundred Road Twenty Foot Road 2.5km )
Twenty Foot River
7 Thorby Avenue A1101 and Longhill Road 3.4km New roundabout at A1101
New roundabouts at B1101 and
8 B1101 Al4l 2.6km
Al41
9 Hundred Road B1101 0.9km Upgrade of Norwood Road
N daboutsat T t
B1101/Longhill Road and ew rolindabouts at Twenty
11 B1101/Twenty Foot Road 1.7km Foot Road, Longhill Road and

B1101/Flaggrass Hill Road

Flaggrass Hill Road

Option Modelling and Results

An initial sifting of the NILR options was undertaken at a steering group meeting. Potential issues with some

of the options were highlighted, which included the need for land acquisition, as well as some options

requiring considerable infrastructure over the Network Rail Marshalling Yard. Table 3.13 below summarises

the discussions from the Member Steering Group meeting. As a result of this exercise, only Options 1, 2a,

2b, 6, 7, 8 and 11 were progressed to the Strategic Assessment.
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Table 3.13: Initial Sifting of Northern Industrial Link Road (NILR) Options

Progress to

Option Option Description Comments Strategic
Assessment
Improvements to Hundred Road and . - . .
1 link through to Longhill Road There is a need to liaise with HMP Whitemoor Yes
% Improvements to Hundred Road and | Assess this option but without the closure to Yes
links to A141 and Longhill Road Twenty Foot Road
Little benefit seen in pursuing this option, due
3 Improvements on Twenty Foot Road | to it being located north of March and not in No
the immediate study area
4 New link connecting Hostmoor Does not address issues to the east of March No
Avenue and Hundred Road
New link from Melbourne Concerns about the number of businesses that
5a/b  |Avenue/Hundred Road roundabout to would be affected by works. Also large No
B1101 Elm Road amounts of infrastructure needed.
Improvements to Hundred Road and N
6 link to Twenty Foot Road Opens significant parcals of land for growth Yes
. Private road with increasing number of
7 Extension of Thorby Avenue to the businesses. Will need close consultation with Yes
north
stakeholders
New link road between A141 and .
8 B1101 to the north of March May remove trips through the centre of March Yes
9 Upgrade Norwood Road Concerns with proximity of scheme tg .a.nature NG
reserve. Concerns over land acquisition.
Continue B1101 south with a new
11 Bridge over Twenty Foot River and No comments Yes
connect to Longhill Road

3.4.4. To understand the potential impact on vehicle routing of each option assessed, the demand flows have been
extracted from the central point of each NILR alignment, by direction. These are shown in Table 3.14

beneath.
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Table 3.14: Expected Demand Flow (No. of vehicles) 2031 AM Peak Hour

SKANSKA

Southbound
(No. of vehicles)

2031 AM

Northbound
Option (No. of vehicles)

Two Way Flow
(No. of vehicles)

1
1a 59 74 133
2a 42 40 82
2b 38 41 79
6 46 82 128
7 47 77 124
7a 47 77 124
8 35 167
1 205 [0

Whilst all of the options experience demand in the AM peak hour in both directions, it is evident that some
of the options experience greater demand, these are options 1, 8 and 11. The demand flow for Option 11 is
fairly balanced in both directions, whereas Options 1 and 8 attract more trips in one direction that the other.
Option 1 has greater flow in the southbound direction, indicative of vehicles commuting from the north of
March (and beyond) to the industrial area and the A141. Option 8 has a greater flow in a northbound
direction from the B1101 to the A141.

Further Select Link Analysis work on Options 1, 8 and 11 indicates that the demand flows represent strategic
trips rather than local. That is, the vehicles travelling through the option links are mainly originating from

outside of the March Town Urban Area.

Table 3.15: Expected Demand Flow (No. of vehicles) 2031 PM Peak Hour

2031 PM Northbound Southbound Two Way Flow
Option (No. of vehicles) (No. of vehicles) (No. of vehicles)
2a 57 46 103
2b 78 32 110
6 149 93 242
7 42 7 49
7a 42 7 49
8 139
11 254

Table 3.15 shows that all of the options attract traffic in the PM peak hour. As with the AM peak hour
Options 1, 2b, 8 and 11 attract the highest volumes. Unlike the AM peak hour however, the flows for these
options are fairly well balanced in both directions in the PM peak hour. Option 1 is expected to experience

the highest overall level of demand.

Similar to the AM peak hour, the majority of the demand through the modelled options represents strategic

trips through the network.
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As with the New River Crossing options, the following tables highlight the overall network wide statistics
for each option. These results highlight how each option affects the network as a whole and not just the

trips travelling in and around the immediate area.

Table 3.16: Network Wide Statistics 2031 AM Peak Hour

) Over Link
Transient : )
2031 AM Capacity  Cruise Free Flow Delays . .
Queues ) Distance Consumption
Peak Hour (pcu.hrs) Queues Time (pcu.hrs) (pcu.hrs) (pcu.kms) Speed (litres)
5 (pcu.hrs) (pcu.hrs) (pcu.hrs) 5 (kph)

DM 249 48 596.8 562.9 33.9 893.8 29270.3 32.7 2714.5
Op1 242.1 48.8 590 557 33 880.9 29178.7 33.1 2696.8
Opla 246.6 48.1 594.8 561 33.8 889.5 29272.7 32.9 2709.5
Op2a 256.4 46.4 593.6 561.2 324 896.4 29200.1 32.6 2713.9

Op2b 249.7 48.9 589 556.1 32.8 887.6 29101.1 32.8 2700
(o]]3) 252 51.3 596.4 564.3 32.1 899.7 29201.2 325 2737.3
Op7 249.1 47.9 586.8 555.6 31.2 883.7 29037.5 32.9 2692.8
(0] 313 256.2 45.4 591.7 552 39.6 893.2 28625.9 32 2671.8
Op11 252.7 48.2 595.3 561.5 33.8 896.2 29288.8 32.7 2719.8

The network statistics in Table 3.16 above show that in the AM peak hour, none of the options significantly
affect the network wide OCQ or Delays. Options 2a and 8 slightly reduce the OCQ whilst the rest of the
options slightly increase this statistic. In terms of network delay, all of the options apart from Option 8 show
aslight decrease in overall delay. Option 8 produces an increase in network delay during the AM peak hour.

This demonstrates the benefit of the NILR options are fairly localised to the area during the AM peak hour.

Table 3.17: Network Wide Statistics 2031 PM Peak Hour

) Over Link Total Overall

Transient . ' Travel Fuel

2031 PM Capacity  Cruise Free Flow Delays Travel . Average .
Queues ) X Distance Consumption
Peak Hour (pcu.hrs) Queues Time (pcu.hrs) (pcu.hrs) Time (pcu.kms) Speed (litres)
e (pcu.hrs) (pcu.hrs) (pcu.hrs) 7 (kph)

DM 223.8 22.7 602.9 570.9 32 849.3 29585.8 34.8 2636.3
Opl 212.2 10.3 584.9 554.5 30.4 807.4 29209 36.2 2570.5
Opla 212.5 16.5 593.5 564.5 29 822.6 29396.6 35.7 2585.6
Op2a 225.2 18.6 598.4 568.3 30.1 842.1 29500.4 35 2616.8
Op2b 216.6 5.2 583.1 553.3 29.8 804.9 29118.1 36.2 2552.5
Op6 212.6 18.4 598.6 570.1 28.4 829.5 29471.7 35.5 2591.9
Op7 216.4 5.2 582.4 553.1 29.3 804 29088.3 36.2 2548.4
(o] 1] 222.8 6.5 591.9 554.9 37 821.2 28934.7 35.2 2550.2
Opill 227.4 22.6 600.6 569.7 30.9 850.6 29588.1 34.8 2633.4

Unlike the AM peak hour, the network wide statistics shown above in Table 3.17 demonstrate that all of
the options show a decrease in OCQ. None of the options has a significant impact on network delay, with
all options except Option 8 showing a slight decrease in delay. This suggests that the introduction of a NILR
has much wider network benefits during the PM peak hour.
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Option Costing

High level cost estimates have been calculated for each of the options. Table 3.18 below shows the
assumptions made when generating these costs as well as the current Total Cost. The scheme cost includes
a 20% Risk Allowance and 44% Optimism Bias (or 66% for structures).

Table 3.18: Option Costs for Northern Industrial Link Road Options (2019 prices)

No Approximate Approximate

No. Priority No.

Option Length (m) Roundabouts  Junctions Structures No. Culverts Cost £m (Eost £m
(excl. OB) (inc. OB)
1 1.9km 1 1 0 0 4 6
2a 2.6km 1 0 0 2 9 13
2b 3.3km 1 0 0 3 10 13
6 2.5km 0 1 1 3 30 43
7 3.4km 1 2 0 1 12 17
8 2.6km 2 0 0 3 10 15
11 1.7km 3 0 1 2 23 33

Economic Assessment
The results from the Economic Assessment of the NILR options are shown in Table 3.19.

Table 3.19: Northern Industrial Link Road Benefit Cost Ratios

Net Benefit/BCR Impact

Option 1 0p2t;on Opzt;on Option 6 Option 7 Option 8
Net P t Val
€ '?:I‘:RI) € 407091 | 9916 | 3595 | 26236 | 1216 | -3914 | -23987
Benefit/Cost Ratio
(BCR) 3.8 -0.2 14 0.1 1.1 0.6 -0.1
High Negative Low Poor Low Poor | Negative
VFM Statement |Value for|Value for | Value for | Value for | Value for | Value for | Value for
Money | Money | Money | Money | Money | Money | Money

The BCRs in Table 3.19 above indicate that whilst the majority of options (2a, 2b, 6, 7, 8 and 11) offer ‘Low,
Poor, or Negative Value for Money’, Option 1 offers ‘High Value for Money'.

Further investigation of Option 1 has shown that the benefit comes from creating a direct link between
Hundred Road and B1101 Elm Road, which provides an alternative east - west route to Norwood Road. This
is highlighted in Figure 3.9 below, where the blue indicates a decrease in vehicles and green indicates an
increase in vehicles. Option 1 also attracted the highest demand flow (both directions) of any option during
the PM peak hour, which is when the NILR had the most network wide benefit. Another significant factor
in the higher BCR for Option 1 is that the cost of this option is less than half of any other option, as it has a
shorter route and makes good use of the existing infrastructure along Longhill Road.
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Figure 3.9: Demand flow difference between DM and Option 1 scenarios

As stated, Figure 3.9 above shows the change in vehicle flows between the DM scenario and Option 1. The
blue lines represent a decrease in vehicle flows. With the addition of the new link road, more vehicles are
using the link and no longer having to travel down the B1101 and across Norwood Road. Norwood Road
contains a signal controlled single lane crossing over the railway bridge which adds considerable delay in

the DM scenario. The link road in Option 1 contains no such constraint.

It should be noted that within the SATURN model it is not possible to (visually) compare data between two
modelled scenarios if the infrastructure has not been coded into both networks. This can be seen in Figure
3.9 above at the western end of Longhill Road, where the light grey link representing the new connection

has no comparison of traffic flows.

Northern Industrial Link Road Summary

An initial sifting exercise was undertaken with the relevant members steering group to gain an
understanding of the potential issues and level of acceptance of each individual option. This exercise
resulted in several options being dismissed with the remaining options to be included within the Strategic

Assessment modelling.

The Strategic Assessment of the remaining options has indicated that all of the assessed options have
varying levels of anticipated demand, with some options attracting a greater demand than others. Network
wide statistics have also been interpreted to assess how each option affects the wider road network around

March and not just the localised impact of each option.

Using the results from the Strategic Assessment modelling, and the option costs derived from the high level
cost estimates, an economic assessment has been undertaken on each option to generate a BCR. The
economic assessment has shown that only Option 1 has a BCR of greater then 2.0, primarily as the cost is

significantly lower than for the other options.
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Based on the economic assessment, it is recommended that Option 1 is explored in further detail to fully

understand the complexities associated with delivering this scheme.

A141 Re-alignment Options

This assessment considers options that alter the alignment of the existing A141, and therefore may have a
significant impact on vehicle routing, or have higher infrastructure costs than options along the existing

alignment.

There are further options for junction improvements along the A141 corridor, particularly at the A141/
B1099 Wisbech Rd junction, known locally as Peas Hill Roundabout, and these are assessed in the following

chapter, which reports the Operational Assessment.

Seven initial options have been assessed for the wider A141 corridor. The alignments of these options are

shown in Figure 3.10, whilst Table 3.20 contains some further information about each alignment.
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Figure 3.10: A141 Re-alignment Options
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Table 3.20: Description of A141 Re-alignment Options

Option Description From To Length

Realignment of A141 from north of A141/Hostmoor A141 south of Peas Hill

1 Hostmoor Avenue Roundabout to Avenue Roundabout 0.5km
south of Peas Hill Roundabout

Create a new access over the railway .

2 line from Peas Hill roundabout via the Al4l Peas Hil Hostmoor Avenue 0.5km
Roundabout
Meadowlands Estate
3 A141 Dualling A141/A605 ALA1 Mill Hill 8.3km
Roundabout
New junction on A141, closure of
4 Burrowmoor and Knights End Burrowmoor Road Knights End Road 0.5km
junctions with A141

Realign A141 to the west from Gaul

5 Road junction in the south to Al41southof Westry |  A141/Gaul Road 2.2km
Hostmoor Avenue Junction in the
north

Create a new A141 route from Mill

6 Hill roundat.)ogt to porth of Hostmogr A141 south of Westry A141 Mill Hill 6.7km
Avenue. Existing alignment to remain Roundabout

as a local / development access road

Creation of a new grade separated
/ junction at Peas Hill Roundabout Alal Aldl 0.5km

Option Modelling and Results

Tables 3.21 and 3.22 highlight the network wide statistics for the entire model network for each option.
These results highlight how each option affects the network as a whole and not just the trips travelling in
and around the A141 corridor.

Table 3.21: Network Wide Statistics 2031 AM Peak Hour (08:00 - 09:00)

Over Link Total Overall

Transient . X Travel Fuel
2031 AM Capacity  Cruise Free Flow Delays Travel . Average .
Queues : . Distance Consumption
Peak Hour (pcu.hrs) Queues Time (pcu.hrs) (pcu.hrs) Time (peu.kms) Speed (litres)
s (pcu.hrs) (pcu.hrs) (pcu.hrs) - (kph)
DM 249 48 596.8 562.9 33.9 893.8 29270.3 32.7 2714.5
(o i 216.7 1.5 595 562.5 32.5 813.2 29417.9 36.2 2560.8
(oI LW 244.3 50.7 594 561.6 32.4 889.1 29211.1 32.9 1707
Option 5 190.7 0 580.5 560.6 19.9 771.2 29790.6 38.6 2515.5
Option 6 Pl 0 588.7 565.7 23 798.5 30026.1 37.6 2598
Option 7 Ewivc=R: 0.4 596.4 560.8 35.6 806.2 29540.3 36.6 2549.8

Table 3.21 above shows that Options 1, 5, 6 and 7 perform exceptionally well in reducing the OCQ on the
network in the AM peak hour. This is due to the fact that all four of these options bypass Peas Hill
Roundabout in one form or another. Options 5 and 6 are bypasses of considerable length whereas Option

1is a localised bypass of Peas Hill Roundabout. Option 7 is a flyover of the A141 over Peas Hill Roundabout.

All of the options reduce network wide delay in the AM peak hour, with Option 5 being the best performing
option in this regard. All of the options also reduce the Total Travel Time of trips throughout the model
network.
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Table 3.22: Network Wide Statistics 2031 PM Peak Hour (17:00 - 18:00)

) Over Link
Transient : )

2031 PM Capacity  Cruise Free Flow Delays . .

Queues ) Distance Consumption
Peak Hour (pcu.hrs) Queues Time (pcu.hrs) (pcu.hrs) (pcu.kms) Speed (litres)

5 (pcu.hrs) (pcu.hrs) (pcu.hrs) . (kph)

DM 223.8 22.7 602.9 570.9 32 849.3 29585.8 34.8 2636.3

(o S1iiM 219.7 14.2 601.8 570.3 315 835.7 29715.8 35.6 2601
Option 2 223 25.5 600.8 569.9 30.9 849.3 29521.6 34.8 2636.1
Option 5 IR 11.2 586.8 567.9 18.9 788.8 30031.1 38.1 2545.4
(o S1ieliN-M 195.8 11.6 596.3 573.9 22.4 803.7 30442.9 37.9 2598.5
(o sli.iWA 208.3 15.7 603 568.8 34.2 827 29786.4 36 2576.8

3.5.7. Table 3.22 above shows that as with the AM peak hour, Options 1, 5, 6 and 7 all reduce the Over Capacity
Queues experienced across the network in the PM peak hour. All of the options reduced the Delay and Total

Travel Time of trips throughout the network.

Option Costing

3.5.8.  High level cost estimates have been calculated for each of the options. The table below shows the
assumptions that have been made when generating these costs as well as the estimated Total Cost. The

final scheme cost includes a 20% Risk Allowance and 44% Optimism Bias (or 66% for structures).

Table 3.23: A141 Re-alignment Option Costs (2019 prices)

Approximate Approximate

No. of No. Priority No. of No. of . e

Roundabouts Junctions Structures Culverts oSt &M .os m

(excl. OB) (inc. OB)
1 0.5km 1 1 1 1 18 26
2 0.5km 1 0 1 1 15 21
5 2.2km 3 1 2 2 37 53
6 6.7km 3 1 2 9 52 75
7 0.5km 0 0 1 0 27 39

3.5.9. Table 3.23 shows that the options have costs (excluding OB) ranging from £15m to £52m. The presence of

bridges (structures) on all options contributes significantly to the scheme costs.

3.5.10. Table 3.23 beneath presents the results from the economic assessment undertaken using TUBA, including

an indicative BCR for each option.
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3.5.11. Table 3.24 beneath shows the results of the Economic Assessment of the A141 Re-alignment options.
Table 3.24: A141 Re-alignment Options Benefit Cost Ratios
Net Benefit/BCR Impact
Option 1 Option 2 Option 5 Option 6 Option 7
Net P \Y
etPresentValue | /o3¢ | 13339 | 7733 | 31803 | -17223
(NPV)
Benefit/Cost Ratio
(BCR) 0.2 0.1 0.7 0.2 0.3
Poor Poor Poor Poor Poor
VFM Statement | Value for | Value for | Value for | Value for | Value for
Money | Money | Money | Money | Money
3.5.12. Table 3.24 shows that all of the BCRs for the A141 Re-alignment options return ‘Poor Value for Money'.
Although all of the options showed some benefits across the network wide statistics, the significant amount
of infrastructure needed and associated costs mean that the benefits are far outweighed by cost. Every
option requires at least one bridge, with Options 5 and 6 requiring two bridges, which significantly increases
the costs of these options.
3.5.13. The model shows that although there is delay along the A141 corridor, it is mostly localised delay at a couple

of junctions, rather than delay experienced along the entirety of the A141. Itis therefore likely that localised
schemes to address these congestion hotspots would offer better value for money over much larger
realignment of the A141. As a result of the Poor Value for Money, these options will not be considered for
further assessment. The Operational Assessment will however, considered local junction improvements

along the A141 corridor.
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A141 Re-alignment Option Summary

The Strategic Assessment has only considered A141 options that re-align the existing route. This is due to
the scale of impact and cost associated with these options. As stated all of the options require at least one
bridge structure, with Options 5 and 6 requiring two bridges. As well as the structures the majority of these

options require some large scale off-line highways infrastructure.

All of the A141 re-alignment options return a poor value for money, this is predominately due to the high
infrastructure costs, and will therefore not be progressed further. However, online improvements to the
A141 have been considered, and these are discussed further within the Operational Assessment chapter

below.

Core Scenarios

As well as assessing the impact and viability of larger options, the Strategic Assessment has produced
demand flows for use in the Operational Assessment. This allows options to be tested in detail with different
sets of traffic flows representing vehicle rerouting as a result of larger infrastructure changes. The different

demand sets are discussed in greater detail in the Operational Assessment Chapter, and include:

e Do Minimum

e Core Scenario 1 (Do Minimum + Northern Industrial Link Road Option 1)

e Core Scenario 2 (Do Minimum + Northern Industrial Link Road Option 1 + New River Crossing in
the Town Centre).

e Core Scenario 3 (Do Minimum + Northern Industrial Link Road Option 1 + Broad Street one lane in

each direction with a roundabout at the junction with Dartford Road / Station Road).
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Strategic Assessment Summary

Strategic Assessments have been undertaken on numerous options for a New River Crossing, NILR and A141
Re-alignment. The assessments have used the MATS SATURN model to measure the impact of each of the
options on a localised scheme level and on the wider network as a whole. Network wide model results have
then been extracted for the options and these have been entered into the transport user benefit appraisal
(TUBA) model, along with high level scheme cost estimates, to allow a value for money assessments to be
undertaken, and from this BCRs to be calculated. Note that these BCRs are calculated purely on transport
user benefits, and do not include wider economic benefits and environmental considerations, which have

not been considered at this stage.

The secondary purpose of the Strategic Assessment is to determine sets of traffic flows to be used in the

Operational Assessment. These will be discussed further in the next chapter.

The Strategic Assessment of the New River Crossing options has identified a New River Crossing nearby to
the west of the existing town bridge (Option 10) as the best performing option. This is primarily because
Option 10 is closest to the existing Town Centre Bridge and therefore has the greatest potential to attract
trips away from that bridge with a minimal impact on journey distance (a key factor in driver route choice
and economic assessments). All other options are located further out from the Town Centre, and therefore
attract fewer trips. These options also have longer routes and therefore much higher infrastructure costs.

Option 10 has significantly lower construction costs compared with all of the other options.

Further sensitivity testing was undertaken on Option 10 to examine whether the option could support public
realm improvements around the existing Town Centre Bridge, and specifically along Broad Street to the
north of the river. These improvements are in line with current aspirations for March Town Centre, which

are currently being developed by the FHSF project.

The sensitivity testing indicated that there is the potential for public realm improvements to be made along
Broad Street, at the expense of highway capacity, potentially without the need for a New River Crossing.

This will be explored further in the Operational Assessment.

The Strategic Assessment of the NILR identified Option 1 as the best performing option, which is consistent
with the assessment undertaken in the 2013 March Area Transport Study. This is because transport user
benefits come from creating a direct link between Hundred Road and the B1101 Elm Road, which provides
an alternative to the current low capacity east - west route on Norwood Road. Another significant factor
for Option 1 being the preferred option, is that the cost of this option is less than half of any of the other

options, making it more affordable.

The Strategic Assessment of the A141 Re-alignment options has shown that no options performed well
within the economic assessment, and therefore none of these options are being progressed further as part
of this study. However, online improvements to the A141 have been considered, and these are discussed

further within the Operational Assessment chapter below.
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The next stage is to undertake a detailed Operational Assessment of the remaining options to identify a

preferred package of schemes which will be considered within the Packaging Assessment.

It should also be noted that this study is mindful of the potential for the rail link between March and Wisbech
to be re-established, and the options assessed as part of the Strategic Assessment, or at any other stage of

the assessment, do not predicate this from happening.
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Operational Assessment

Introduction

The Operational Assessment has been undertaken using the PTV micro-simulation modelling software
VISSIM. A 2018 base VISSIM model has already been constructed for use in this project, and this report
should be read in conjunction with the ‘VISSIM Local Model Validation Report March Area Transport Study’,
dated July 2019.

Do Minimum Model (DM)

A Do Minimum model (DM) builds upon a validated base model to add in additional infrastructure that has
either been built since the traffic surveys were undertaken, or is known to be coming forwards in the future
independently of the other schemes being assessed. DM models also use forecast traffic flows to represent
a future year scenario, and are used as the reference case against which to test the schemes being assessed

(Do Something scenarios).

The Operational Assessment within the MATS has been undertaken using DM models for 2026 and 2031 to
ensure compatibility with the SATURN model forecast years which is based on Fenland District Council Local

Plan growth forecasts. The DM VISSIM model includes the following changes to the 2018 base model:

e  Application of future traffic growth for the forecast years 2026 and 2031

e Addition of the A141/ Gaul Road traffic signals, which were completed in February 2019

e Creation of afour arm roundabout on the A141/Hostmoor Avenue junction, to replicate developer
proposals

¢ Implementation of a 40mph speed restriction on Upwell Road to the east of the existing 60-30mph
speed limit transition point

e Addition of Norwood Road Traffic Signals, which were completed after the model was built

e Traffic Signal Optimisation of B1099 Dartford Road /B1101 Broad Street/B1101 Station Road.

Each of these amendments are discussed in more detail beneath.

Application of Future Traffic Growth

The percentage or absolute difference between the 2018 base and 2026 and 2031 base year SATURN flows
were applied to the VISSIM 2018 balanced peak hour flows. The percentage difference was utilised unless
the difference was greater than 25% either way. In those instances, a sensitivity check was used to see any
differences and the absolute difference applied. The AM and PM peak hour traffic flows were balanced for
all vehicles and then profiled as per the base model for the 15 minute intervals. New entries to / exits from
the network were added to represent future development accesses. These additions to the VISSIM model
simulate where the development traffic enters the network and were kept consistent with the locations
used within the SATURN model.
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A141/ Gaul Road Traffic Signals

Installation of the A141/Gaul Road traffic signals was completed on the 12t February 2019, after the traffic
surveys undertaken in March 2018, which were used to build the base model. The junction operates on the
signal type MOVA (Microprocessor Optimised Vehicle Actuation) and was coded into VISSIM as per the
signal specifications and MOVA dataset using TRL PC MOVA. In the absence of pedestrian counts at this
location, the junction has been simulated with 20 pedestrians per hour in each direction. This is likely to be
higher than the actual number of pedestrians crossing at this location, but provides a robust assessment of
the junction and prevents the impacts of the pedestrian phase being called from being underestimated.

Figure 4.1 shows the layout of the Gaul Road signals in VISSIM.

Al41 Isle of Ely Way
North

Gaul Road

Al141 Isle of Ely Way
South

Figure 4.1: Gaul Road Traffic Signals
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A141/Hostmoor Avenue Roundabout

The Hostmoor Avenue junction with the A141 Wisbech Road was coded in the DM as a roundabout with a
45-metre inscribed circular diameter (ICD), as per the drawing provided by CCC (DWG no 1368A - PL1105),
which is a medium sized roundabout for an A-road with a speed limit of 40 - 50mph. The roundabout
scheme is part of a development plan to allow access to the west of the site. Based on results from initial
runs of the VISSIM DM, the east arm (Hostmoor Avenue) is expected to be heavily congested during the PM
peak hour in future years. Therefore, the design was updated to include a three-lane flare allowing two
lanes to turn left to the A141 Wisbech Road south. The layout of the roundabout in VISSIM is shown below

in Figure 4.2 and is coded to operate on give way with default parameters for the priority rules.

Al141 Wisbech Road
North

Hostmoor Ave

New Development
Access

A141 Wisbech Road
South

Figure 4.2: A141/Hostmoor Avenue Developer Junction

53



4.2.7.

4.2.8.

4.2.9.

4.3.

4.3.1.

4.3.2.

SKANSKA CAPITA

Upwell Road

A 40 mph speed restriction was added on Upwell Road to the east of the current 60-30mph speed limit
transition point to reflect changes proposed by one of the MATS Quick Win schemes.

Norwood Road Traffic Signals

The new signals at Norwood Road located at the railway bridge were introduced in October 2018, after the
traffic surveys were conducted in March 2018. The new signals were coded into the model as per the signal
specification layout and timings provided by CCC. Due to the narrowing of the road over the railway line,

the new signals operate to control traffic so it operates in one direction at a time.
Broad Street Traffic Signal Optimisation

The Broad Street traffic signal green times were updated in the 2026 and 2031 models to optimise the
operation of the junction and help balance queueing due to the changes in traffic in the forecast years. Any

changes made to the green time were minimal (maximum 10 seconds in the AM peak hour).

DM Model: Core Scenario 1 (CS1)
A second traffic demand scenario has been exported from the SATURN model following the Strategic
Assessment. This is known as Core Scenario 1 (CS1) and captures the impacts of vehicles re-routing as a

result of some of the larger options tested such as the NILR.

The CS1 builds on the DM model and incorporates schemes from the Strategic Assessment and Quick Wins
(QW) streams of work for the MATS project. The CS1 model used traffic demand based on the SATURN
model including the following options. The purpose of the CS1 scenario is to understand how the

operational performance of options are impacted by other schemes, including:

e Northern Industrial Link Road: CS1 includes NILR Option 1 which is shown Figure 4.3 beneath.

N
i
\
\
Legend
— Northern Industrial Link Road_Option_1
) / 0 500 1000 1500 2000 m
(© OpenStreetMap contributors. — — )
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Figure 4.3: Northern Link Road (NILR)
A141 March Road / Twenty Foot Road: The signalisation of the A141 March Road / Twenty Foot
Road junction was identified within the Quick Wins work stream due to safety issues at the junction.
This signalisation scheme was included in CS1 and the proposed signal information was provided
by traffic signal engineers for the modelling. The junction was coded in using Vehicle Actuation

(VA) operation using VisVap in VISSIM. The layout of the junction is shown below in Figure 4.4.
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SCALE: 1:200

Contains OS data ® Crown copyright and database rights 100023206.2020

Figure 4.4: A141/ Twenty Foot Road

4.3.3. The strategic SATURN model was then re-run with these changes incorporated and the CS1 traffic flows
extracted. The same process used for the DM model was then used to convert these traffic flows from
SATURN into VISSIM.

56



434,

4.3.5.

4.3.6.

SKANSKA CAPITA

DM and DM (CS1) Results

The DM and DM CS1 model results for overall junction operation for the AM peak hour are shown below
in Table 4.1. The table compares the 2018 base model to the 2026 and 2031 model in terms of traffic
volume, queue, delays and LOS. LOS is an American concept derived from their Highway Capacity Manual

(2000). It rates performance based upon delay thresholds on an A to F grading as follows:

e LOSA-0to 10 seconds delay

e LOSB-101to 20 seconds delay (10 to 15 seconds delay for un-signalised junctions)
e LOS C-20to 35seconds delay (15 to 25 seconds delay for un-signalised junctions)
e LOSD-35to 55 seconds delay (25 to 35 seconds delay for un-signalised junctions)
e LOSE-55to 80 seconds delay (35 to 50 seconds delay for un-signalised junctions)

e LOS F - Over 80 seconds delay (over 50 seconds delay for un-signalised junctions).
A LOS E is considered to be at capacity whilst a LOS F is considered to be over capacity.

LOS E or F have been highlighted in the table to show junctions/movements that operate over capacity.
Please note that VISSIM only calculates queue and delay node to node. Also note that, although a junction

overall might not be over capacity, individual movements at the junction could be.
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Table 4.1: 2018 Base vs 2026 and 2031 DM and CS1 Results - AM Peak Hour

Junction Model Volume Max QL (m) Avg Delay (s) LOsS

Name 2026 2026 2031 2026 2026 2031 Base 2026 2026 2031 2031

Ccs1 Cs1 Cs1 Cs1
A141 March Road / A605 1775 | 1877 | 2005 | 2026 | 2103 119 167 180 205 202 11.0 12.5 13.4 143 | 144 B B B B B
A141 Wisbech Road / Twenty Foot Road 1626 | 1862 | 1855 | 2002 | 1953 48 180 143 245 160 4.6 10.6 10.3 14.3 | 10.8 A B B B B
B1101 / Twenty Foot Road 490 631 574 644 584 21 26 27 23 24 2.3 25 2.4 2.4 2.4 A A A A A
A141 Wisbech Road / Hostmoor Avenue 1884 | 2459 | 2490 | 2672 | 2643 56 113 136 166 178 7.7 10.2 10.4 12.3 | 135 A B B B B
Hostmoor Avenue / Martin Avenue / Superstore 742 1050 1126 | 1189 | 1253 16 45 53 57 82 16 28 33 34 5.1 A A A A A
Hundred Road / Melbourne Avenue Roundabout 423 497 523 558 554 10 19 20 19 23 13 1.8 17 2.2 1.9 A A A A A
Norwood Road / Hundred Road 554 551 509 611 537 28 25 20 27 22 4.2 6.3 4.2 6.6 4.4 A A A A A
Longhill Road / B1101 Elm Road 488 522 570 536 582 29 24 31 19 31 52 5.4 52 5.3 4.9 A A A A A
B1101 Elm Road / B1101 Station Road / Estover Road / Norwood Road Mini 788 864 660 883 662 156 173 152 181 140 26.4 30.1 26.7 31.7 27.3 D D D D D
Estover Road / Creek Road 280 299 207 206 296 14 15 17 15 14 7.9 8.2 7.8 7.7 7.2 A A A A A
Flaggrass Hill Road / Creek Fen / Creek Road 201 175 175 175 176 6 6 6 5 6 0.5 0.3 0.3 0.3 0.3 A A A A A
A141 Isle of Ely Way / A141 Wisbech Rd / B1099 Wisbech Rd / Whittlesey Road / Retail Park 2274 2709 | 2743 | 2839 | 2809 162 650 660 965 962 10.2 51.2 59.5 91.3 111.8 B F F F F
B1099 Wisbech Road / Peas Hill Road 1145 | 1354 | 1347 | 1394 | 1335 34 170 157 197 206 5.2 16.4 184 | 259 | 343 A C C D D
B1099 Wisbech Road / Russell Avenue 1062 | 1275 | 1279 | 1337 | 1298 44 112 137 183 243 4.6 6.4 7.4 11.2 | 189 A A A B Cc
B1099 Wisbech Road / Norwood Road 1175 1384 1397 1469 1443 78 122 115 167 167 8.9 10.6 10.8 15.0 15.7 A B B B C
Norwood Road / Robingoodfellow’s Lane 580 573 589 619 620 27 28 25 26 27 5.6 5.1 52 5.4 5.4 A A A A A
B1099 Wishech Road / Elliott Road / B1099 Dartford Road 774 987 1022 | 1077 | 1074 87 131 143 226 199 4.6 9.3 11.0 | 218 | 217 A A B C c
B1099 Dartford Road / Rookswood Road / Westwood Avenue 887 1085 | 1115 | 1184 | 1172 46 263 268 318 284 33 27.8 | 30.3 | 445 | 402 A D D E E
B1099 Dartford Road / Superstore 864 1048 1088 1092 1110 49 85 85 86 89 2.8 15.8 16.0 21.2 20.1 A C C C C
B1099 Dartford Road / Darthill Road / Grays Lane / Darthill Road 967 1148 | 1161 | 1193 | 1180 136 157 159 159 160 252 | 457 | 425 | 53.0 | 484 D E E F E
Darthill Road / Robingoodfellow's Lane 247 303 265 315 272 11 14 1 14 12 16 1.7 1.6 1.7 1.5 A A A A A
B1099 Dartford Road / B1101 Broad Street / B1101 Station Road / Robingoodfellow's Lane 1539 1732 1708 1785 1768 147 158 158 159 158 26.3 31.7 29.4 33.1 32.9 C C C C C
B1101 Station Road / Creek Road 818 855 806 865 861 82 126 86 141 107 7.1 19.3 105 | 24.0 | 177 A [+ B C C
B1101 Station Road / St John's Road / Norwood Avenue 694 742 693 761 709 25 34 27 35 26 4.6 5.0 4.5 5.1 4.4 A A A A A
B1101 Station Road / County Road 681 746 641 763 648 78 139 78 145 72 14.0 23.8 18.0 24.0 18.4 B C C C C
Creek Road / St John's Road / Wigstone's Road 303 354 352 351 399 13 15 14 12 16 17.7 5.1 5.0 5.2 5.1 C A A A A
B1101 Broad Street / Grays Lane / Nene Parade 1415 | 1565 | 1550 | 1628 | 1605 87 105 94 102 96 8.3 9.6 9.6 9.9 9.8 A A A A A
B1101 High Street / Elwyn Road 1415 1550 1546 1609 1601 62 64 65 65 67 3.2 4.7 4.6 5.3 5.6 A A A A A
Elwyn Road / Badgeney Road 549 561 589 618 607 21 19 20 24 20 2.6 2.7 2.8 2.9 341 A A A A A
B1101 High Street / Market Square 1257 | 1386 | 1372 | 1506 | 1450 136 180 177 213 212 13.1 17.9 17.0 | 242 | 26.6 B ¢ [+ C D
Creek Road / Mill View 295 305 307 303 356 33 72 42 89 65 4.9 29.0 10.4 52.1 28.4 A D B F D
A141 Isle of Ely Way / Gaul Road 1543 1834 1864 1905 1954 53 251 302 497 452 35 20.5 215 40.4 38.8 A C C E =
A141 Isle of Ely Way / Burrowmoor Road 1530 | 1894 | 1912 | 2003 | 2109 35 32 36 190 87 3.0 5.0 53 9.1 7.2 A A A A A
Gaul Road / Burrowmoor Road 538 590 538 755 743 26 29 25 45 38 5.8 6.5 57 10.1 10.7 A A A B B
B1101 High Street / City Road / Burrowmoor Road 1328 | 1530 | 1487 | 1653 | 1607 | 229 312 277 364 367 18.8 | 289 | 25.0 | 5741 54.7 C D ¢ F F
B1101 The Causeway / B1101 High Street / B1099 St Peter's Road 1164 1348 1349 1348 1321 188 466 529 598 599 42.7 83.0 90.2 156.3 | 167.7 D 7 7 7 F
B1099 St Peter's Road / Elwyn Road / Eastwood Avenue 672 728 735 721 753 26 33 28 30 42 4.2 4.5 4.4 4.5 10.4 A A A A B
B1099 St Peter's Road / Morton Avenue / Cavalry Drive 579 602 597 596 613 25 36 34 33 31 5.5 5.8 5.6 5.7 5.7 A A A A A
B1101 The Avenue / Cavalry Park 1064 | 1251 | 1266 | 1259 | 1209 31 70 73 338 352 8.3 11.7 10.0 | 425 | 403 A B B E E
Cavalry Drive / Hunters Chase 341 347 345 345 347 8 7 9 11 8 3.3 3.2 3.2 3.0 3.2 A A A A A
A141 Isle of Ely Way / Knights End Rd 1493 1801 1800 1909 1975 29 74 69 98 100 5.0 15.1 14.4 16.8 17.9 A C B C C
Knight's End Road / Church Street 270 314 277 390 393 10 10 8 254 125 4.0 35 3.2 26.0 | 11.8 A A A D B
B1101 Wimblington Road / Jobs Lane / Barker's Lane 901 1069 | 1005 | 1128 | 1050 72 76 73 320 274 7.7 8.7 8.4 37.0 | 314 A A A E D
B1101 Wimblington Road / Neale-Wade Academy / Service Station / Church Street 1238 | 1411 | 1389 | 1416 | 1369 57 92 75 171 178 4.3 52 4.8 175 | 16.8 A A A C Cc
A141 Isle of Ely Way / B1101 Wimblington Road / March Road 1760 | 2034 | 2055 | 2120 | 2122 80 317 317 297 337 9.5 27.1 27.0 | 278 | 294 A D D D D
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Table 4.1 shows that there is an increase in traffic and therefore the model expects an increase in queues
and delays in the 2026 and 2031 AM peak hour for both demand scenarios. In 2026 in both scenarios, three

junctions are now predicted to be over capacity compared to the base 2018 model including:

e Al41 Isle of Ely Way / A141 Wisbech Rd / B1099 Wisbech Rd / Whittlesey Road / Retail Park (Peas
Hill)

e B1099 Dartford Road / Darthill Road / Grays Lane / Darthill Road

e B1101 The Causeway/B1101 High Street/B1099 St Peter's Road.

Due to the further increase in traffic, the following additional junctions are also over capacity in the 2031
DM and DM CS1 in the AM peak hour:

e B1101 High Street/ City Road / Burrowmoor Road
e B1101 The Avenue/ Cavalry Park
e B1099 Dartford Road / Rookswood Road / Westwood Avenue.

From observing the simulation, the issue at a number of these junctions is the high congestion levels at both
the A141 Isle of Ely Way / A141 Wisbech Rd / B1099 Wisbech Rd / Whittlesey Road / Retail Park (Peas Hill)

and the Town Centre, causing queuing issues back through the network.

Table 4.1 shows that the proposed new roundabout at A141 Wisbech Road / Hostmoor Avenue is expected

to operate within capacity in all years.

It should be noted that due to the congestion in some locations, the 2031 model is processing less vehicles
than the 2026 models, as vehicles queue at the edges of the modelled network and are unable to enter
during the simulation period. These trips will either be reported as unmet demand, or be released into the
network by proposed schemes which improve capacity, and be reported as vehicles processed. The total
amount of traffic demand applied to the modelled networks remains consistent between the DM and

various DS scenarios.

The 2026 and 2031 DM and DM CS1 model results compared to the 2018 base for overall junction operation
for the PM peak hour, is shown below in Table 4.2 .
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Table 4.2: 2018 Base vs 2026 and 2031 DM and CS1 Results - PM Peak Hour

Junction Model Volume Max QL (m) Avg Delay (s) LOS
2026 2026 2026 2026 2031

Name 2026 2031 2026 2031 Base 2026 2031

Cs1 Cs1 Cs1 Cs1
A141 March Road / A605 2096 | 2208 | 2270 | 2257 | 2332 | 200.3 | 220 235 251 252 15.0 174 | 1841 18.4 19.0 B B B B B
A141 Wisbech Road / Twenty Foot Road 1949 | 2192 | 2096 | 2233 | 2152 | 97.8 435 143 308 166 7.0 456 | 112 | 439 11.5 A E B E B
B1101 / Twenty Foot Road 611 681 640 690 624 67.03 40 46 37 41 3.1 2.5 2.2 2.5 2.1 A A A A A
A141 Wisbech Road / Hostmoor Avenue 2478 | 3043 | 3157 | 3196 | 3261 | 131.7 | 248 225 239 273 11.6 125 | 12.0 | 138 14.9 B B B B B
Hostmoor Avenue / Martin Avenue / Superstore 1155 | 1455 | 1668 | 1614 | 1769 | 29.51 78 56 96 143 24 3.8 4.4 4.9 7.9 A A A A A
Hundred Road / Melbourne Avenue Roundabout 377 340 354 405 374 8.87 9 8 10 9 16 1.5 13 1.8 15 A A A A A
Norwood Road / Hundred Road 545 482 434 570 457 | 23.56 27 15 31 17 4.3 7.9 4.1 8.4 4.3 A A A A A
Longhill Road / B1101 Elm Road 611 550 643 570 610 36.2 33 30 38 30 4.2 3.6 2.8 3.6 3.0 A A A A A
B1101 Elm Road / B1101 Station Road / Estover Road / Norwood Road Mini 965 902 585 1020 620 94.62 115 51 11 53 19.1 18.2 13.1 213 125 C C B C B
Estover Road / Creek Road 271 253 266 252 258 | 22.05 20 22 20 23 15.7 13.3 | 13.7 | 137 13.5 C B B B B
Flaggrass Hill Road / Creek Fen / Creek Road 135 124 129 123 125 2.99 2 3 2 2 0.8 0.7 0.8 0.7 0.7 A A A A A
A141 Isle of Ely Way / A141 Wisbech Rd / B1099 Wisbech Rd / Whittlesey Road / Retail Park 2744 | 2963 | 3148 | 3126 | 3183 |173.47 | 583 614 791 899 11.5 38.0 46.7 61.0 87.8 B E E F F
B1099 Wisbech Road / Peas Hill Road 1200 | 1358 | 1393 | 1407 | 1334 | 5565 | 115 84 99 108 4.7 5.4 5.3 5.5 6.2 A A A A A
B1099 Wisbech Road / Russell Avenue 1113 | 1264 | 1299 | 1305 | 1227 | 43.49 81 62 74 65 4.9 5.7 5.5 5.8 5.5 A A A A A
B1099 Wisbech Road / Norwood Road 1186 1293 1380 1360 1337 | 74.62 141 123 134 136 7.7 8.9 9.4 9.4 9.4 A A A A A
Norwood Road / Robingoodfellow's Lane 452 389 462 459 472 16.62 16 17 16 17 3.9 3.5 3.9 3.7 4.1 A A A A A
B1099 Wisbech Road / Elliott Road / B1099 Dartford Road 914 1054 | 1172 | 1096 | 1128 | 30.02 | 122 76 90 136 4.4 8.2 7.3 8.9 12.9 A A A A B
B1099 Dartford Road / Rookswood Road / Westwood Avenue 940 1062 | 1152 | 1094 | 1092 | 45.27 | 260 230 256 273 3.2 383 | 328 | 410 | 462 A E D E E
B1099 Dartford Road / Superstore 986 1095 1189 1130 1151 | 40.45 91 86 93 92 2.8 21.9 18.6 21.2 23.7 A C C C C
B1099 Dartford Road / Darthill Road / Grays Lane / Darthill Road 1012 | 1061 | 1179 | 1112 | 1147 |137.42| 158 158 158 159 293 | 504 | 462 | 513 | 484 D F E F E
Darthill Road / Robingoodfellow's Lane 215 214 202 264 209 | 10.23 9 9 9 9 1.6 1.8 1.6 1.7 1.6 A A A A A
B1099 Dartford Road / B1101 Broad Street / B1101 Station Road / Robingoodfellow's Lane 1742 1724 1880 1833 1831 | 156.18 [ 159 160 159 158 33.6 37.9 38.0 39.2 40.2 C D D D D
B1101 Station Road / Creek Road 980 922 989 952 997 [118.28 | 195 139 243 224 11.4 | 28.1 245 | 55.1 457 B D C F E
B1101 Station Road / St John's Road / Norwood Avenue 796 797 736 898 791 36.17 85 19 72 72 57 5.4 4.3 7.2 5.5 A A A A A
B1101 Station Road / County Road 756 733 605 842 641 72.63 130 64 120 78 13.4 12.8 10.3 13.4 10.7 B B B B B
Creek Road / St John's Road / Wigstone's Road 308 303 384 326 428 | 10.88 1 13 14 17 11.0 3.9 4.4 4.0 4.4 B A A A A
B1101 Broad Street / Grays Lane / Nene Parade 1641 | 1624 | 1741 | 1727 | 1682 | 107.61| 138 115 137 138 9.5 10.8 | 10.7 | 109 12.0 A B B B B
B1101 High Street / Elwyn Road 1691 1629 1731 1734 1675 | 65.72 69 69 67 69 4.2 5.1 5.3 5.6 6.4 A A A A A
Elwyn Road / Badgeney Road 704 734 818 738 750 | 24.86 58 48 44 79 3.4 4.6 1.3 4.8 10.1 A A B A B
B1101 High Street / Market Square 1432 | 1335 | 1392 | 1467 | 1368 | 187.53 | 248 227 265 321 23.0 | 297 | 344 | 350 | 465 [+ D D E E
Creek Road / Mill View 409 392 488 378 499 45.21 86 77 100 178 12.2 29.9 36.4 85.7 11.7 B D E F F
A141 Isle of Ely Way / Gaul Road 1710 1874 1983 | 2030 | 2073 | 92.29 193 217 265 307 3.7 15.8 16.6 20.3 23.7 A C C C C
A141 Isle of Ely Way / Burrowmoor Road 1636 | 1852 | 1943 | 2080 | 2114 | 18.59 29 27 50 106 2.4 3.6 3.5 4.7 5.6 A A A A A
Gaul Road / Burrowmoor Road 529 508 503 626 620 | 2237 71 25 52 74 4.7 5.1 5.2 5.3 5.9 A A A A A
B1101 High Street / City Road / Burrowmoor Road 1559 | 1431 | 1472 | 1656 | 1583 | 2154 | 234 152 365 318 195 | 20.0 | 15.0 | 486 | 38.2 ¢ C C E E
B1101 The Causeway / B1101 High Street / B1099 St Peter's Road 1269 1161 1198 1312 1265 |265.46 313 219 566 416 40.1 46.5 342 1235 | 68.7 D D C F E
B1099 St Peter's Road / Elwyn Road / Eastwood Avenue 41 775 823 820 848 | 31.22 55 40 49 57 4.6 4.9 5.1 4.8 5.3 A A A A A
B1099 St Peter's Road / Morton Avenue / Cavalry Drive 663 653 680 723 752 | 29.16 31 30 30 33 4.8 4.7 4.7 5.1 5.4 A A A A A
B1101 The Avenue / Cavalry Park 1186 | 1106 | 1167 | 1256 | 1213 | 30.05 82 39 237 85 6.3 6.6 6.2 39.0 10.2 A A A E B
Cavalry Drive / Hunters Chase 360 370 393 418 428 7.45 6 7 11 13 4.2 4.5 4.6 4.7 4.6 A A A A A
A141 Isle of Ely Way / Knights End Rd 1584 1772 1901 2006 | 2050 | 26.22 82 99 147 138 4.4 8.3 8.8 16.2 16.5 A A A C C
Knight's End Road / Church Street 175 252 262 411 399 45 29 9 43 9 2.3 2.6 2.5 7.7 3.6 A A A A A
B1101 Wimblington Road / Jobs Lane / Barker's Lane 1032 | 1059 | 1106 | 1285 | 1235 | 49.96 | 173 60 196 120 6.6 7.6 7.4 18.7 9.3 A A A c A
B1101 Wimblington Road / Neale-Wade Academy / Service Station / Church Street 1132 | 1084 | 1135 | 1258 | 1199 | 39.5 76 55 118 74 4.1 4.3 4.2 9.5 4.5 A A A A A
A141 Isle of Ely Way / B1101 Wimblington Road / March Road 2158 | 2285 | 2421 | 2473 | 2488 [117.73| 334 324 385 373 11.4 18.4 | 203 | 29.0 | 30.0 B C C D D
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Table 4.2 shows that, like the AM peak hour in 2026 and 2031 DM and DM CS1, there is an increase in traffic
causing expected increases in delays and queues. The main junctions over capacity in both the 2026 and / or
2031 DM and DM CS1 include:

e A141 Isle of Ely Way / A141 Wisbech Rd / B1099 Wisbech Rd / Whittlesey Road / Retail Park (Peas
Hill)

e B1099 Dartford Road / Darthill Road / Grays Lane / Darthill Road

e B1099 Dartford Road / Rookswood Road / Westwood Avenue

e B1101 Station Road/ Creek Road

e Creek Road/Mill View

e B1101 High Street/ City Road / Burrowmoor Road

e B1101 The Causeway/B1101 High Street/B1099 St Peter's Road

The A141 March Road / Twenty Foot Road is over capacity in the DM and but not in the DM CS1 scenario.
This is due to the proposed signalisation scheme that is operating in CS1, showing the signals should offer

a congestion benefit at this junction, particularly in the PM peak hour.

The new proposed roundabout at A141 Wisbech Road / Hostmoor Avenue is also predicted to operate

within capacity in all years.

From observing the simulation and like in the AM peak hour, the issues at a number of junctions in 2031 are
due to the high queues and delays at both the A141 Isle of Ely Way / A141 Wisbech Rd / B1099 Wisbech Rd
/ Whittlesey Road / Retail Park (Peas Hill) and the Town Centre, causing queue issues back through the

network.

Do Something Models

Once the future year reference case (DM model) had been established, the Do Something models were then
created to test the impacts of various options identified within the MATS study. The details of the options

assessed, and the results of these assessments, are presented beneath.

Please note that at this stage of the study, designs are only at concept level and subject to further design
work. Itis recommended that these options should be re-tested in the model if any changes are made during

the preliminary or detailed design stages.
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Peas Hill Roundabout Options

The A141 Isle of Ely Way / A141 Wisbech Rd / B1099 Wisbech Rd / Whittlesey Road / Retail Park (Peas Hill)
Roundabout has been identified for capacity improvements within the DM modelling. Three options have
been modelled which incorporate lane closures, re-routing and expansion of the roundabout. These options

were progressed from the Option Development Workshop and subsequent discussions, and are:

e Option 5.2 - Creation of a new larger roundabout on the existing site, involving land acquisition

e Option 5.3 - Realignment of Whittlesey Road approach to join the A141 to the south (in the vicinity
of Marina Drive)

e Option 5.7 - Realignment of Meadowlands approach to join Wisbech Road east of the roundabout

and enlarge the roundabout to the west of the existing site.

Peas Hill Option 5.2

Option 5.2 proposes to increase the size of the roundabout (which would require some land acquisition).
Three layouts with differing Inscribed Circle Diameters (ICD) were tested. The ICD is the diameter of the

largest circle that can be fitted into the junction outline?.

e 40mICD
e 50mICD
e 60mICD.

Although the ICD of the roundabout was increased, the current lane allocation and approach flare length
was left the same as the existing conditions. From initial modelling it became clear that, with the forecast

flows, the roundabout would not operate within capacity even with a 60m ICD.

The junction layout was therefore updated to allow two lanes ahead on the A141 Isle of Ely Way (NB) and
Wisbech Road (NB and SB). To accommodate these two lane sections, the northbound carriageway
between Peas Hill Roundabout and the A141 Wisbech Road \ Hostmoor Roundabout, was also upgraded to
two lanes. Also to prevent any weaving issues in this two lane section, an additional two lane section of
carriageway was added on the A141 Wisbech Road north of Hostmoor roundabout to allow northbound
traffic to use 2 lanes through this junction. This traffic merges into a single lane north of the Hostmoor

Avenue Roundabout.

Figure 4.5, Figure 4.6 and Figure 4.7 show the layout of the Peas Hill Roundabout option for 40m, 50m and
60m ICD. Figure 4.8 shows the Peas Hill Roundabout 60m ICD and the A141 Wisbech Road \ Hostmoor
Avenue Roundabout layout, together with the two lanes northbound and the two lane northbound exit

from Hostmoor Roundabout.

2 http://www.standardsforhighways.co.uk/ha/standards/dmrb/vol6/section2/td 1607.pdf
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Figure 4.5: Peas Hill Roundabout Option 5.2 (40m ICD)
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Figure 4.6: Peas Hill Roundabout Option 5.2 (50m ICD)
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[ | il | Contains OS data ® Crown copyright and database rights 100023206.2020
d i =

Figure 4.7: Peas Hill Roundabout Option 5.2 (60m ICD)

4.6.5. Note that the dashed red line shows the existing highway boundary, and that options for either a 50m or

60m ICD roundabout require small amounts of land take to the east and south west of the circulatory.
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Figure 4.8: Peas Hill Roundabout Option 5.4 (60m ICD) Peas Hill and Hostmoor Avenue Roundabout
Option 5.2 Results

4.6.6.  The overall junction operation for the AM peak hour is shown beneath in Table 4.3 and Table 4.4 for 2026
and 2031 AM peak hour respectively. The table compares the DM to Option 5.2 40m, 50m and 60m ICD,
using the DM traffic flows and results include traffic volume, queue, delays and LOS for the Peas Hill
Roundabout only.
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Table 4.3: 2026 DM vs. Option 5.2 Results - AM Peak Hour

Queue Length Delay (secs)
Max QL (m) Avg QL (m)
40m  50m  60m DM 40m  50m  60m 60m Dl

Movement Volume

H
'S
S
E
o
S
E
=
=3
E

Wisbech Road North Industrial Park . . . . A A A A
Wisbech Road North Wisbech Road South 271 270 267 271 144 135 164 132 19 18 19 13 7.6 7.2 7.4 7.2 A A A A
Wisbech Road North A141 643 643 638 645 144 135 164 132 19 18 19 13 17.7 17.4 16.0 14.0 (o] (o] (o] B
Wisbech Road North i Rd 30 30 30 30 144 135 164 132 19 18 19 13 171 17.4 16.3 13.3 [} [} [} B
Wisbech Road North Wisbech Road North 0 0 0 0 144 135 164 132 19 18 19 13 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 8 8 8 8 17 18 18 18 0 0 0 0 5.9 12.4 10.2 11.3 A B B B
Industrial Park A141 4 4 4 4 17 18 18 18 0 0 0 0 9.1 19.5 1.7 12.6 A Cc B B
Industrial Park Whittlesey Rd 0 0 0 0 17 18 18 18 0 0 0 0 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 4 4 4 4 17 18 18 18 0 0 0 0 1.7 15.1 15.0 13.7 B [} [} B
Industrial Park Industrial Park 0 0 0 0 17 18 18 18 0 0 0 0 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South  |A141 270 274 265 274 242 159 92 79 83 28 13 8 40.2 33.3 18.7 14.1 E D Cc B
Wisbech Road South  |Whittlesey Rd 60 60 59 60 242 159 92 79 83 28 13 8 40.8 32.8 18.3 14.1 E D Cc B
Wisbech Road South | Wisbech Road North 482 486 473 487 242 159 92 79 83 28 13 8 41.0 30.6 16.1 12.0 ! D [¢] B
Wisbech Road South Industrial Park 4 4 4 4 242 159 92 79 83 28 13 8 41.0 28.8 18.5 12.2 E D Cc B
Wisbech Road South  |Wisbech Road South 0 0 0 0 242 159 92 79 83 28 13 8 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 8 7 7 650 111 104 89 242 17 12 9 116.5 | 31.8 22.6 22.7 F D Cc (9]
A141 Wisbech Road North 621 641 617 640 650 111 104 89 242 17 12 9 115.2 31.4 257 234 F D D Cc
A141 Industrial Park 4 4 4 4 650 111 104 89 242 17 12 9 126.5 | 37.7 334 25.8 IF ! D D
A141 Wisbech Road South 149 153 147 153 650 111 104 89 242 17 12 9 116.5 38.5 32.1 28.1 F E D D
A141 A141 0 0 0 0 650 111 104 89 242 17 12 9 0.0 0.0 0.0 0.0 A A A A
Whittlesey Rd Wisbech Road North 24 24 24 24 26 36 34 32 1 3 2 1 7.5 15.8 10.3 1.2 A Cc B B
Whittlesey Rd Industrial Park 3 3 3 3 26 36 34 32 1 3 2 1 8.0 15.3 13.0 10.8 A Cc B B
Whittlesey Rd Wisbech Road South 39 39 38 39 26 36 34 32 1 3 2 1 7.9 17.0 12.0 12.8 A [¢] B B
Whittlesey Rd A141 55 55 54 55 26 36 34 32 1 3 2 1 8.3 17.3 10.0 11.6 A Cc A B
Whittlesey Rd Whittlesey Rd 0 0 0 0 26 36 34 32 1 3 2 1 0.0 0.0 0.0 0.0 A A A A

TOTAL 2709 | 2740 | 2675 | 2742 650 174 173 136 45 13 8 6 51.2 25.0 18.2 15.8 & D c c

Table 4.4: 2031 DM vs. Option 5.2 Results - AM Peak Hour

Queue Length Delay (secs)

Lot Max QL (m) Avg QL (m)

40m  50m  60m 60m DM 40m  50m  60m

Wisbech Road North Industrial Park 21 21 21 21 178 206 191 162 37 43 41 28 14.8 15.2 16.7 10.7 B C C B
Wisbech Road North Wisbech Road South 334 335 334 335 178 206 191 162 37 43 41 28 12.8 15.0 15.1 11.6 B B C B
Wisbech Road North A141 7 718 7 718 178 206 191 162 37 43 41 28 27.7 31.7 30.1 21.7 D D D C
Wisbech Road North Whittlesey Rd 19 19 19 19 178 206 191 162 37 43 41 28 274 302 284 20.1 D D D C
Wisbech Road North Wisbech Road North 0 0 0 0 178 206 191 162 37 43 41 28 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 8 8 8 8 16 18 19 18 0 0 0 0 6.5 14.2 10.5 15.4 A B B C
Industrial Park A141 4 4 4 4 16 18 19 18 0 0 0 0 11.8 22.6 15.9 15.0 B C C C
Industrial Park Whittlesey Rd 0 0 0 0 16 18 19 18 0 0 0 0 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 4 4 4 4 16 18 19 18 0 0 0 0 13.4 16.5 14.5 17.5 B C B C
Industrial Park Industrial Park 0 0 0 0 16 18 19 18 0 0 0 0 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South _ |A141 231 239 241 240 244 229 165 82 128 62 25 11 56.6 50.8 30.0 17.4 F F D C
Wisbech Road South _ |Whittlesey Rd 65 67 68 68 244 229 165 82 128 62 25 11 54.4 57.0 29.3 18.1 F F D C
Wisbech Road South _ |Wisbech Road North 499 512 515 515 244 229 165 82 128 62 25 11 57.4 57.9 27.2 15.1 F F D C
Wisbech Road South _|Industrial Park 7 8 8 8 244 229 165 82 128 62 25 1" 527 55.0 30.6 16.7 F F D C
Wisbech Road South _ |Wisbech Road South 0 0 0 0 244 229 165 82 128 62 25 11 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 8 8 8 965 128 153 114 614 17 19 12 2342 | 351 349 30.0 F E D D
Al41 Wisbech Road North 645 704 705 697 965 128 153 114 614 17 19 12 2336 | 336 35.0 29.2 F D D D
Al41 Industrial Park 1" 13 13 12 965 128 153 114 614 17 19 12 2276 | 421 42.9 33.4 F E E D
Al141 Wisbech Road South 141 154 155 153 965 128 153 114 614 17 19 12 234.8 | 402 419 35.2 F E E E
Al41 A141 0 0 0 0 965 128 153 114 614 17 19 12 0.0 0.0 0.0 0.0 A A A A
Whittlesey Rd Wisbech Road North 26 26 26 26 30 43 34 38 1 4 2 2 7.5 216 12.5 13.3 A C B B
i y Rd Industrial Park 3 3 3 3 30 43 34 38 1 4 2 2 8.1 211 14.3 18.1 A C B C
Whittlesey Rd Wisbech Road South 39 39 39 39 30 43 34 38 1 4 2 2 8.9 22.2 12.9 16.0 A C B C
Whittlesey Rd A141 58 58 58 58 30 43 34 38 1 4 2 2 9.7 213 11.6 14.6 A C B B
Whittlesey Rd Whittlesey Rd 0 0 0 0 30 43 34 38 1 4 2 2 0.0 0.0 0.0 0.0 A A A A
TOTAL 2839 | 2939 | 2944 | 2936 965 243 222 172 95 25 16 10 91.3 37.6 28.8 211 F E D c
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Table 4.3 shows in the 2026 AM peak hour DM, the model predicts that Peas Hill Roundabout will operate
over capacity. The table also shows that in 2026 the model predicts that under Option 5.2 with any of the

proposed ICDs, the junction will operate within capacity.

Table 4.4 shows that in the 2031 AM peak hour, Peas Hill Roundabout is expected to operate over capacity
in both the DM and proposed 40m ICD options. Both the 50m and 60m ICD options are predicted to operate
within capacity in the 2031 AM peak hour.

The 60m ICD roundabout is predicted to be the optimum performer for the 2026 and 2031 AM peak hour.

The overall junction operation is shown beneath for the AM peak hour for Option 5.2 with the CS1 traffic
flows for the 2026 and 2031 AM peak hour respectively.
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Table 4.5: 2026 CS1 DM vs. Option 5.2 Results - AM Peak Hour

Queue Length

Movement

Volume

40m

50m

Max QL (m)

40m

50m

60m

DM

Avg QL (m)

40m

50m

60m

CAPITA

Delay (secs)

60m DM

S
S
£

o
S
=

=
=3
£

Wisbech Road North Industrial Park . B B B A
Wisbech Road North Wisbech Road South 280 281 281 281 172 154 174 141 33 29 30 19 11.2 9.7 11.2 8.6 B A B A
Wisbech Road North A141 705 705 707 706 172 154 174 141 33 29 30 19 26.0 23.7 24.3 17.1 D C C C
Wisbech Road North Whittlesey Rd 20 20 20 20 172 154 174 141 33 29 30 19 232 22.6 22.1 14.9 9] 9] 9] B
Wisbech Road North Wisbech Road North 0 0 0 0 172 154 174 141 33 29 30 19 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 8 8 8 8 18 20 19 18 0 0 0 0 7.6 15.2 15.2 16.0 A C C C
Industrial Park A141 4 4 4 4 18 20 19 18 0 0 0 0 7.6 15.1 10.9 16.8 A C B C
Industrial Park Whittlesey Rd 0 0 0 0 18 20 19 18 0 0 0 0 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 8 8 8 8 18 20 19 18 0 0 0 0 13.4 13.1 14.5 13.6 B B B B
Industrial Park Industrial Park 0 0 0 0 18 20 19 18 0 0 0 0 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South  |A141 244 250 246 247 244 213 124 87 107 45 17 10 49.7 46.8 23.4 16.8 E E C C
Wisbech Road South  |Whittlesey Rd 59 60 59 60 243 213 124 87 107 45 17 10 50.7 455 229 16.8 F E C C
Wisbech Road South  |Wisbech Road North 490 500 494 497 243 213 124 87 107 45 17 10 50.7 44.9 20.8 14.7 [ 2 C B
Wisbech Road South Industrial Park 4 4 4 4 243 213 124 87 107 45 17 10 48.7 41.0 18.8 16.0 E E 9] 9]
Wisbech Road South  [Wisbech Road South 0 0 0 0 243 213 124 87 107 45 17 10 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 8 7 8 660 110 107 107 272 14 14 10 1263 | 27.5 26.7 22.9 F D D C
A141 Wisbech Road North 621 639 627 638 660 110 107 107 272 14 14 10 127.9 289 29.4 26.1 F D D D
Al41 Industrial Park 4 4 4 4 660 110 107 107 272 14 14 10 129.3 | 39.5 41.6 34.4 [ 2 2 D
A141 Wisbech Road South 147 151 148 151 660 110 107 107 272 14 14 10 1304 36.1 36.1 31.5 F E E D
A141 A141 0 0 0 0 660 110 107 107 272 14 14 10 0.0 0.0 0.0 0.0 A A A A
Whittlesey Rd Wisbech Road North 24 24 24 24 27 35 30 35 1 3 1 2 7.5 17.8 9.0 12.0 A C A B
Whittlesey Rd Industrial Park 3 3 3 3 27 35 30 35 1 3 1 2 8.8 18.5 10.6 10.4 A C B B
Whittlesey Rd Wisbech Road South 41 41 41 41 27 35 30 35 1 3 1 2 8.6 16.9 124 13.4 A C B B
Whittlesey Rd A141 53 52 53 53 27 35 30 35 1 3 1 2 8.3 17.4 10.8 12.6 A 9] B B
Whittlesey Rd Whittlesey Rd 0 0 0 0 27 35 30 35 1 3 1 2 0.0 0.0 0.0 0.0 A A A A

TOTAL 2743 | 2783 | 2759 | 2778 660 218 186 156 55 18 12 8 59.5 30.1 23.3 18.4 F D [ [

Movement

Table 4.6: 2031 CS1 DM vs. Option 5.2 Results - AM Peak Hour

Queue Length

Max QL (m)

40m

50m

60m

Avg QL (m)

40m

Delay (secs)

60m DM

40m

50m

60m

Wisbech Road North Industrial Park 22 20 26 25 339 420 232 208 120 193 55 49 53.8 74.2 20.8 10.6 F F C B
Wisbech Road North Wisbech Road South 279 250 335 325 339 420 232 208 120 193 55 49 49.3 68.6 17.7 11.6 E F C B
Wisbech Road North A141 780 704 702 686 339 420 232 208 120 193 55 49 72.2 | 1002 | 335 22.6 F F D C
Wisbech Road North Whittlesey Rd 19 17 19 19 339 420 232 208 120 193 55 49 67.2 97.4 208 19.8 F F D C
Wisbech Road North Wisbech Road North 0 0 0 0 339 420 232 208 120 193 55 49 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 8 8 8 8 18 20 22 26 0 1 1 2 7.1 14.4 17.5 17.5 A B C C
Industrial Park A141 4 4 4 4 18 20 22 26 0 1 1 2 104 19.5 17.2 16.7 B C C C
Industrial Park Whittlesey Rd 0 0 0 0 18 20 22 26 0 1 1 2 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 8 7 8 7 18 20 22 26 0 1 1 2 14.3 13.0 17.4 15.9 B B C C
Industrial Park Industrial Park 0 0 0 0 18 20 22 26 0 1 1 2 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South _ |A141 210 212 201 193 247 225 111 84 154 77 17 9 70.8 66.0 237 15.7 F F C C
Wisbech Road South _ |Whittlesey Rd 55 56 62 58 246 225 11 84 154 i 17 9 .7 65.9 23.7 15.7 F F C C
Wisbech Road South _ |Wisbech Road North 496 496 489 467 246 225 111 84 154 7 17 9 71.6 65.7 23.0 14.0 F F C B
Wisbech Road South _|Industrial Park 3 3 7 7 246 225 111 84 154 7 17 9 62.6 65.6 26.8 16.9 F F D C
Wisbech Road South _ |Wisbech Road South 0 0 0 0 246 225 111 84 154 7 17 9 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 8 19 19 962 224 162 179 614 54 21 33 236.7 | 342 339 30.7 F D D D
Al41 Wisbech Road North 615 629 696 683 962 224 162 179 614 54 21 33 2327 | 348 34.4 31.0 F D D D
Al41 Industrial Park 4 4 12 12 962 224 162 179 614 54 21 33 2415 | 436 441 39.5 F E E E
Al141 Wisbech Road South 178 184 149 143 962 224 162 179 614 54 21 33 232.0 | 421 423 36.6 F E E E
Al41 A141 0 0 0 0 962 224 162 179 614 54 21 33 0.0 0.0 0.0 0.0 A A A A
Whittlesey Rd Wisbech Road North 26 24 26 25 29 63 40 49 1 11 3 8 7.4 237 12.0 12.8 A C B B
i y Rd Industrial Park 3 3 3 3 29 63 40 49 1 11 3 8 10.3 28.1 16.1 13.1 B D C B
Whittlesey Rd Wisbech Road South 43 41 42 40 29 63 40 49 1 1 3 8 8.3 25.9 13.1 15.6 A D B C
Whittlesey Rd A141 49 46 51 50 29 63 40 49 1 11 3 8 8.9 243 13.3 14.2 A C B B
Whittlesey Rd Whittlesey Rd 0 0 0 0 29 63 40 49 1 1 3 8 0.0 0.0 0.0 0.0 A A A A
TOTAL 2809 | 2715 | 2857 | 2773 962 466 245 239 116 67 19 20 111.8 | 63.8 28.6 2.7 F F D c
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4.6.11.

4.6.12.

4.6.13.

4.6.14.

SKANSKA CAPITA

Table 4.5 shows that in the 2026 AM peak hour CS1 scenario, the model predicts that Peas Hill Roundabout
will operate over capacity overall in the DM but within capacity with Option 5.2 for all size ICD roundabouts
tested.

Table 4.6 shows that in the 2031 CS1 scenario, Peas Hill Roundabout is expected to operate over capacity in
both the DM and with the proposed 40m ICD roundabout.

The 60m ICD roundabout is predicted to be the optimum performing option in the 2031 AM peak hour.

The overall junction operation for the PM peak hour is shown below in Table 4.7 and Table 4.8 for 2026 and
2031 PM peak hours respectively. The table compares the DM to Option 5.2 with 40m, 50m and 60m ICD
roundabouts, using the DM traffic flows.
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Table 4.7: 2026 DM vs. Option 5.2 Results - PM Peak Hour

Queue Length

Delay (secs)

Movement

Volume

40m

50m

Max
40m

QL (m)
50m

60m

DM

Avg QL (m)

40m  50m

60m

60m

o
H
8
3
g
3
3
3

Wisbech Road North Industrial Park 42 42 41 X . X . A A A A
Wisbech Road North Wisbech Road South 460 473 469 464 186 151 158 151 30 21 19 19 8.4 8.4 8.4 7.6 A A A A
Wisbech Road North A141 734 754 751 743 186 151 158 151 30 21 19 19 18.2 18.0 15.6 12.1 C C C B
Wisbech Road North Whittlesey Rd 50 51 51 51 186 151 158 151 30 21 19 19 17.8 16.6 14.7 11.3 9] 9] B B
Wisbech Road North Wisbech Road North 0 0 0 0 186 151 158 151 30 21 19 19 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 39 39 39 39 28 24 29 29 1 2 2 2 8.4 17.9 14.9 16.8 A C B C
Industrial Park A141 20 20 20 19 28 24 29 29 1 2 2 2 10.5 20.0 16.6 18.2 B C C C
Industrial Park Whittlesey Rd 0 0 0 0 28 24 29 29 1 2 2 2 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 27 27 27 27 28 24 29 29 1 2 2 2 13.1 17.6 14.6 15.7 B 9] B 9]
Industrial Park Industrial Park 0 0 0 0 28 24 29 29 1 2 2 2 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South  |A141 161 165 165 164 169 114 65 55 22 24 9 5 21.5 36.7 17.8 12.7 C E C B
Wisbech Road South  |Whittlesey Rd 39 42 41 41 169 114 65 55 22 24 9 5 209 37.4 17.5 12.7 C E C B
Wisbech Road South  |Wisbech Road North 420 432 430 431 169 114 65 55 22 24 9 5 21.7 38.1 17.7 12.1 C 2 C B
Wisbech Road South Industrial Park 17 17 17 17 169 114 65 55 22 24 9 5 216 39.7 215 14.9 9] E 9] B
Wisbech Road South  [Wisbech Road South 3 4 4 4 169 114 65 55 22 24 9 5 17.2 455 20.0 16.1 C E C C
Al41 Whittlesey Rd 21 20 20 21 578 91 91 111 203 10 10 9 89.6 19.0 19.1 17.2 F C C C
A141 Wisbech Road North 690 687 683 704 578 91 91 111 203 10 10 9 90.7 214 209 18.2 F C C C
Al41 Industrial Park 11 12 12 12 578 91 91 111 203 10 10 9 91.0 25.4 29.0 22.5 [ D D C
A141 Wisbech Road South 146 147 146 149 578 91 91 111 203 10 10 9 90.8 252 255 21.9 F D D 9]
A141 A141 4 4 4 4 578 91 91 111 203 10 10 9 105.9 26.5 27.0 23.6 F D D C
Whittlesey Rd Wisbech Road North 34 35 34 34 30 27 22 30 1 1 1 2 6.7 13.6 8.9 9.2 A B A A
Whittlesey Rd Industrial Park 2 2 2 2 30 27 22 30 1 1 1 2 8.3 10.3 9.0 9.5 A B A A
Whittlesey Rd Wisbech Road South 28 29 28 28 30 27 22 30 1 1 1 2 7.9 14.1 9.4 10.7 A B A B
Whittlesey Rd A141 16 17 17 17 30 27 22 30 1 1 1 2 8.3 15.3 8.9 11.3 A 9] A B
Whittlesey Rd Whittlesey Rd 0 0 0 0 30 27 22 30 1 1 1 2 0.0 0.0 0.0 0.0 A A A A

TOTAL 2963 | 3019 | 3001 3011 583 157 159 157 31 12 8 8 38.0 21.8 16.3 13.5 2 [ [ B

Table 4.8: 2031 DM vs. Option 5.2 Results - PM Peak Hour

Queue Length Delay (secs)
Movement Max QL (m) Avg QL (m)
40m 50m 60m DM 40m 50m (]

Wisbech Road North _|Industrial Park 43 43 44 44 249 259 225 170 58 56 42 27 16.0 | 16.7 | 13.1 10.1 c c B B
Wisbech Road North _[Wisbech Road South 468 463 471 475 249 259 225 170 58 56 42 27 16.5 | 16.1 13.9 | 11.0 [9 [9 B B
Wisbech Road North  [A141 818 810 825 831 249 259 225 170 58 56 42 27 328 | 30.8 | 26.1 19.2 D D D 9
Wisbech Road North Whittlesey Rd 55 54 55 56 249 259 225 170 58 56 42 27 32.7 30.2 25.5 19.7 D D D C
Wisbech Road North _|Wisbech Road North 0 0 0 0 249 259 225 170 58 56 42 27 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 40 40 40 41 27 40 30 30 1 5 2 2 9.5 259 | 19.3 | 238 A D c c
Industrial Park A141 24 23 24 24 27 40 30 30 1 5 2 2 1.2 | 262 | 21.0 | 23.9 B D [9 [9
Industrial Park Whittlesey Rd 0 0 0 0 27 40 30 30 1 5 2 2 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 27 26 27 27 27 40 30 30 1 5 2 2 15.3 24.7 19.2 20.1 C C C C
Industrial Park Industrial Park 0 0 0 0 27 40 30 30 1 5 2 2 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South  |A141 181 175 182 186 211 198 82 67 36 54 14 9 29.3 75.0 24.0 17.0 D [ C C
Wisbech Road South _|Whittlesey Rd 41 39 41 42 211 198 82 67 36 54 14 9 301 | 763 | 242 | 1741 D F [9 [9
Wisbech Road South _|Wisbech Road North 426 413 427 437 211 198 82 67 36 54 14 9 297 | 789 | 247 | 16.1 D F 9 9
Wisbech Road South _|Industrial Park 14 13 14 15 211 198 82 67 36 54 14 9 27.0 82.9 29.3 19.7 D F D C
Wisbech Road South _|Wisbech Road South 4 4 4 4 211 198 82 67 36 54 14 9 294 | 999 [ 313 | 195 D F D 9
Al41 Whittlesey Rd 21 21 21 22 791 144 105 82 373 17 16 9 1474 | 333 35.3 28.9 [ D 2 D
A141 Wisbech Road North 709 721 730 732 791 144 105 82 373 17 16 9 1465 | 33.0 | 344 | 29.4 F D D D
A141 Industrial Park 12 13 13 13 791 144 105 82 373 17 16 9 1461 | 42.3 | 456 | 32.5 F E E D
Al41 Wisbech Road South 160 159 164 165 791 144 105 82 373 17 16 9 147.0 | 381 41.2 35.1 F E E E
A141 A141 4 4 4 4 791 144 105 82 373 17 16 9 156.3 | 36.7 | 426 | 40.7 F E E E
Whittlesey Rd Wisbech Road North 34 34 34 34 28 39 22 25 1 3 1 1 6.9 15.3 8.1 9.6 A C A A
i y Rd Industrial Park 2 2 2 2 28 39 22 25 1 3 1 1 7.5 14.2 9.4 10.6 A B A B
Whittlesey Rd Wisbech Road South 28 28 28 28 28 39 22 25 1 3 1 1 8.5 15.3 9.3 11.6 A 9 A B
Whittlesey Rd A141 17 17 17 17 28 39 22 25 1 3 1 1 9.3 16.4 9.2 12.9 A C A B
Whittlesey Rd Whittlesey Rd 0 0 0 0 28 39 22 25 1 3 1 1 0.0 0.0 0.0 0.0 A A A A
TOTAL 3126 | 3101 3168 | 3197 791 273 225 170 57 27 15 10 61.0 38.4 26.0 20.5 F E D [+
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4.6.15.

4.6.16.

4.6.17.

4.6.18.

SKANSKA CAPITA

Table 4.7 shows that in the 2026 PM peak hour DM, the model is predicted to operate over capacity at Peas
Hill Roundabout. The table also shows that in 2026 the model predicts that Option 5.2 with any of the ICDs

will operate within capacity.

Table 4.8 shows that in 2031 Peas Hill Roundabout is expected to operate over capacity in both the DM and
the proposed 40m ICD roundabout option.

Overall, in the 2031 PM peak hour, the 60m ICD roundabout is predicted to be the optimum performer.

The overall junction operation for the PM peak hour for Option 5.2 is shown beneath in Table 4.9 and Table
4.10 for the 2026 and 2031 PM peak hours respectively.
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SKANSKA

Movement

Table 4.9: 2026 CS1 DM vs. Option 5.2 Results - PM Peak Hour

Queue Length

Volume Max QL (m)

40m  50m

Avg QL (m)

40m  50m 60m DM 40m  50m  60m

CAPITA

Delay (secs)

60m

o
H
8
3
g
3
3
3

Wisbech Road North Industrial Park 43 43 40 43 21 . C B B A
Wisbech Road North Wisbech Road South 499 500 476 500 233 205 210 161 44 39 61 21 14.8 12.8 12.6 9.8 B B B A
Wisbech Road North A141 826 829 789 828 233 205 210 161 44 39 61 21 28.2 26.5 24.3 16.1 D D C C
Wisbech Road North Whittlesey Rd 53 53 51 53 233 205 210 161 44 39 61 21 27.0 246 23.1 15.7 D 9] 9] 9]
Wisbech Road North Wisbech Road North 0 0 0 0 233 205 210 161 44 39 61 21 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 39 39 37 39 25 30 30 28 1 3 8 2 10.1 22.6 18.7 22.3 B C C C
Industrial Park A141 20 20 19 20 25 30 30 28 1 3 8 2 12.6 241 19.4 21.3 B C C C
Industrial Park Whittlesey Rd 0 0 0 0 25 30 30 28 1 3 8 2 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 28 27 26 27 25 30 30 28 1 3 8 2 16.3 23.3 18.3 17.5 9] 9] 9] 9]
Industrial Park Industrial Park 0 0 0 0 25 30 30 28 1 3 8 2 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South  |A141 153 151 146 153 187 175 82 61 27 40 23 7 25.1 58.8 22.7 15.7 D F C C
Wisbech Road South  |Whittlesey Rd 38 38 36 38 187 175 82 61 27 40 23 7 247 59.3 23.7 15.9 C F C C
Wisbech Road South  |Wisbech Road North 429 427 406 429 187 175 82 61 27 40 23 7 25.0 60.5 23.6 15.2 C [ C C
Wisbech Road South Industrial Park 17 17 15 16 187 175 82 61 27 40 23 7 23.1 64.2 27.2 171 9] F D 9]
Wisbech Road South  [Wisbech Road South 4 4 4 4 187 175 82 61 27 40 23 7 223 77.0 31.7 18.5 C F D C
Al41 Whittlesey Rd 21 21 20 21 614 96 84 80 253 10 11 8 103.2 | 221 19.7 17.3 F C C C
A141 Wisbech Road North 725 733 693 732 614 96 84 80 253 10 11 8 107.4 21.6 21.1 19.1 F C C C
Al41 Industrial Park 13 13 12 13 614 96 84 80 253 10 11 8 110.1 25.6 27.8 23.2 [ D D C
A141 Wisbech Road South 135 136 129 136 614 96 84 80 253 10 11 8 108.1 249 258 23.1 F 9] D 9]
A141 A141 4 4 4 4 614 96 84 80 253 10 11 8 106.0 245 31.1 24.2 F C D C
Whittlesey Rd Wisbech Road North 57 57 55 57 25 33 34 28 1 2 9 1 7.6 15.0 8.4 10.3 A B A B
Whittlesey Rd Industrial Park 2 2 2 2 25 33 34 28 1 2 9 1 8.4 209 14.1 21.7 A C B C
Whittlesey Rd Wisbech Road South 26 26 25 26 25 33 34 28 1 2 9 1 8.6 15.4 10.3 1.7 A C B B
Whittlesey Rd A141 17 17 16 17 25 33 34 28 1 2 9 1 8.8 17.7 8.9 111 A 9] A B
Whittlesey Rd Whittlesey Rd 0 0 0 0 25 33 34 28 1 2 9 1 0.0 0.0 0.0 0.0 A A A A

TOTAL 3148 | 3158 | 3001 3159 614 224 210 161 40 19 24 8 46.7 29.3 19.7 15.9 2 D [ [

Table 4.10: 2031 CS1 DM vs. Option 5.2 Results - PM Peak Hour

Delay (secs)

Movement

Max QL (m) Avg QL (m)
40m  50m 50m 60m DM 40m  50m  60m

Wisbech Road North Industrial Park 45 45 43 46 375 355 329 248 152 136 104 48 49.5 44.4 27.4 16.2 E E D C
Wisbech Road North Wisbech Road South 495 495 482 505 375 355 329 248 152 136 104 48 51.0 445 28.6 17.4 F E D 9]
Wisbech Road North A141 906 904 877 921 375 355 329 248 152 136 104 48 709 65.4 445 27.6 F F E D
Wisbech Road North Whittlesey Rd 57 57 55 58 375 355 329 248 152 136 104 48 7141 64.8 43.8 26.9 [ [ 2 D
Wisbech Road North Wisbech Road North 0 0 0 0 375 355 329 248 152 136 104 48 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road South 42 42 42 42 30 40 37 32 2 5 6 3 12.3 29.3 24.8 29.6 B D C D
Industrial Park A141 24 24 23 24 30 40 37 32 2 5 6 3 14.4 29.9 229 29.0 B D 9] D
Industrial Park Whittlesey Rd 0 0 0 0 30 40 37 32 2 5 6 3 0.0 0.0 0.0 0.0 A A A A
Industrial Park Wisbech Road North 27 27 26 27 30 40 37 32 2 5 6 3 19.7 314 24.0 26.5 C D C D
Industrial Park Industrial Park 0 0 0 0 30 40 37 32 2 5 6 3 0.0 0.0 0.0 0.0 A A A A
Wisbech Road South  |A141 138 139 136 138 195 221 101 66 39 86 20 9 340 | 112.0 | 313 19.5 D [ D C
Wisbech Road South  |Whittlesey Rd 35 35 35 36 194 221 101 66 39 86 20 9 327 108.7 31.7 21.2 D F D 9]
Wisbech Road South  [Wisbech Road North 404 406 396 404 194 221 101 66 39 86 20 9 342 120.9 32.6 18.9 D F D C
Wisbech Road South _|Industrial Park 14 14 14 14 194 221 101 66 39 86 20 9 323 | 1349 | 413 22.0 D F E C
Wisbech Road South  [Wisbech Road South 4 4 4 4 194 221 101 66 39 86 20 9 36.1 138.5 35.1 26.9 E F E D
Al41 Whittlesey Rd 21 20 20 21 899 117 200 89 489 15 36 10 177.8 | 36.1 333 30.0 [ 2 D D
A141 Wisbech Road North 741 748 733 735 899 17 200 89 489 15 36 10 1791 34.7 34.8 30.4 F D D D
A141 Industrial Park 12 13 13 13 899 117 200 89 489 15 36 10 176.8 42.3 42.1 33.0 F E E D
Al41 Wisbech Road South 126 128 128 130 899 17 200 89 489 15 36 10 179.3 | 404 41.4 35.2 F E E E
A141 A141 4 4 4 4 899 117 200 89 489 15 36 10 178.3 35.6 441 37.3 F E E E
Whittlesey Rd Wisbech Road North 45 46 44 46 28 30 38 23 1 2 5 1 6.7 14.7 8.3 9.3 A B A A
i y Rd Industrial Park 2 2 2 2 28 30 38 23 1 2 5 1 6.7 19.4 10.2 6.5 A 9] B A
Whittlesey Rd Wisbech Road South 25 26 25 26 28 30 38 23 1 2 5 1 8.4 16.6 10.7 11.8 A C B B
Whittlesey Rd A141 17 17 17 17 28 30 38 23 1 2 5 1 8.5 16.5 9.8 10.5 A C A B
Whittlesey Rd Whittlesey Rd 0 0 0 0 28 30 38 23 1 2 5 1 0.0 0.0 0.0 0.0 A A A A
TOTAL 3183 | 3195 | 3118 | 3211 899 355 373 248 88 49 36 15 87.8 60.5 35.4 24.8 F F E [+
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4.6.19.

4.6.20.

4.6.21.

4.6.22.

SKANSKA CAPITA

Table 4.9 shows that during the 2026 PM peak hour, with CS1 traffic flows, the model predicts that Peas Hill
Roundabout will operate over capacity in the DM but within capacity overall for Option 5.2 with any of the

proposed ICDs.

Table 4.10 shows that 2031 PM peak hour, with CS1 traffic flows, Peas Hill Roundabout is expected to
operate over capacity in both the DM scenario and with the proposed ICD 40m and 50m roundabouts. Table
4.10 shows that in the 2031 CS1 PM peak hour, the only option that is predicted to operate within capacity
is the 60m ICD roundabout.

Option 5.2 Summary

Table 4.11 below shows a summary of the Overall Level of Service (LOS) for Peas Hill Roundabout for the
DM and Option 5.2 (DM and CS1 forecast flows). LOS A-C have been coloured as green, LOS D has been

coloured as orange and LOS E and F have been coloured as red.

Table 4.11: Option 5.2 Results Summary

40m

2026 D |

2026 CS1
2031
2031 Cs1
2026
2026 CS1
2031
2031 Cs1

AM Peak

OO0 m (OO0 |O0O

Overall Table 4.11 shows that all options are expected to offer benefits at Peas Hill Roundabout over the
DM but that the predicted optimal performer which operates within capacity for all years and scenarios, is
the 60m ICD roundabout.

74



SKANSKA CAPITA

47. Peas Hill Option 5.3

4.7.1. Proposed Option 5.3 reduces Peas Hill Roundabout from a 5-arm to 4-arm approach roundabout, by closing
the Whittlesey Road approach. Vehicles that once used Whittlesey Road would use Marina Drive with a new

link road that offers direct access to the A141 Isle of Ely Way, as shown in Figure 4.9 below.

Whittlesey road

Arm closed \

Traffic re-routed
to new junction

on Al41 \

Figure 4.9: Peas Hill Roundabout Option 5.3 Design Layout

4.7.2.  Tomodel this option the vehicle input and routes from Whittlesey Road were moved to a new link on Marina
Drive that connects to the A141 Isle of Ely Way. The new junction operates on give way coded into the

model with priority rules. No other changes were made to Peas Hill Roundabout.

Option 5.3 Results

4.7.3.  The overall junction operation for the AM peak hour is shown below in Table 4.12. The table compares the
DM to Option 5.3 for the AM peak hour in 2026 and 2031, for both the Peas Hill Roundabout and the new
junction on the A141 Isle of Ely Way at Marina Drive.
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SKANSKA

Volume

DM

Max QL (m)

2026

Opt5.3

DM

Queue Length

2031

Opt5.3

Avg QL (m)

2026

Opt5.3

DM

2031

Opt 5.3

2026

DM

Opt 5.3

CAPITA

Table 4.12: 2026 and 2031 DM vs. Option 5.3 Results - AM Peak Hour

Delay (secs)

2031

DM

Opt 5.3

DM Opt5.3

2026

2031

DM Opt5.3

Wisbech Road North Industrial Park 3 A A B D

Wisbech Road North Wisbech Road South 271 270 334 332 144 168 178 284 19 23 37 72 7.6 9.7 12.8 30.0 A A B D

Wisbech Road North Al41 643 671 717 725 144 168 178 284 19 23 37 72 17.7 22.4 27.7 52.5 c Cc D F

Wisbech Road North Whittlesey Rd 30 0 19 0 144 168 178 284 19 23 37 72 1741 0.0 27.4 0.0 C A D A

Wisbech Road North Wisbech Road North 0 0 0 0 144 168 178 284 19 23 37 72 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road South 8 8 8 8 17 16 16 17 0 0 0 0 5.9 7.1 6.5 10.2 A A A B

Industrial Park A141 4 4 4 4 17 16 16 17 0 0 0 0 9.1 8.2 1.8 22.1 A A B C

Industrial Park Whittlesey Rd 0 0 0 0 17 16 16 17 0 0 0 0 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road North 4 4 4 4 17 16 16 17 0 0 0 0 1.7 11.8 134 17.2 B B B Cc

Industrial Park Industrial Park 0 0 0 0 17 16 16 17 0 0 0 0 0.0 0.0 0.0 0.0 A A A A

A141 Isle of Ely Way W!sbech Road South A1A.,1 270 326 231 268 242 239 244 246 83 90 128 154 40.2 443 56.6 79.6 E E F F
7 A141 Wisbech Rd / W!sbech Road South W_hltllesey Rd 60 0 65 0 242 239 244 245 83 89 128 153 40.8 0.0 54.4 0.0 E A F A
B1099 Wisbech Rd / W!sbech Road South W|sbegh Road North 482 473 499 448 242 239 244 245 83 89 128 153 41.0 438 57.4 79.1 E E F F
Whittlesey Road / W!sbech Road South Inc}ustrlal Park 4 4 7 7 242 239 244 245 83 89 128 153 41.0 36.7 52.7 68.9 E E F F
Retail Park Wisbech Road South W|s_bech Road South 0 0 0 0 242 239 244 245 83 89 128 153 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 0 7 0 650 282 965 282 242 97 614 121 116.5 0.0 234.2 0.0 F A F A

Al41 Wisbech Road North 621 658 645 727 650 282 965 282 242 97 614 121 115.2 | 473 | 2336 | 514 F E F F

Al41 Industrial Park 4 6 11 15 650 282 965 282 242 97 614 121 126.5 | 480 | 2276 | 528 F E F F

Al41 Wisbech Road South 149 187 141 186 650 282 965 282 242 97 614 121 116.5 | 478 | 2348 | 524 F E F F

Al41 A141 0 0 0 0 650 282 965 282 242 97 614 121 0.0 0.0 0.0 0.0 A A A A

Whittlesey Rd Wisbech Road North 24 - 26 - 26 - 30 0 1 - 1 0 7.5 - 7.5 0.0 A - A -

Whittlesey Rd Industrial Park 3 - 3 - 26 - 30 0 1 - 1 0 8.0 - 8.1 0.0 A - A -

Whittlesey Rd Wisbech Road South 39 39 - 26 - 30 0 1 - 1 0 7.9 - 8.9 0.0 A - A -

Whittlesey Rd A141 55 - 58 - 26 - 30 0 1 - 1 0 8.3 - 9.7 0.0 A - A -

Whittlesey Rd Whittlesey Rd 0 - 0 - 26 - 30 0 1 - 1 0 0.0 - 0.0 0.0 A - A -

TOTAL 2709 | 2643 | 2839 | 21¢1 650 282 965 317 45 32 95 57 51.2 35.4 91.3 56.0 F E F F

Isle of Ely Way North |Isle of Ely Way South - 908 - 920 - 293 - 336 - 33 - 72 - 16.4 - 28.7 - C - D

Isle of Ely Way North  |Marina Drive - 87 - 77 - 305 - 348 - 36 - 77 - 214 - 38.1 - C - E

A141 Isle of Ely Way Isle of Ely Way South  |Marina Drive - 8 - 8 - 200 - 420 - 17 - 72 - 17.7 - 39.9 - C - E
/ Marina Drive Isle of Ely Way South _|Isle of Ely Way North - 797 - 871 - 200 - 420 - 17 - 72 - 21.8 - 431 - C - E
Marina Drive Isle of Ely Way North - 61 - 53 - 112 - 140 - 29 - 76 - 1211 - 357.1 - F - F

Marina Drive Isle of Ely Way South - 51 - 47 - 112 - 140 - 29 - 75 - 151.0 - 390.3 - F - F

TOTAL - 1912 - 1976 - 308 - 459 - 29 - 74 - 25.6 - 52.0 - D - F
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4.7.4.

4.7.5.

SKANSKA CAPITA

Table 4.12 shows that in both 2026 and 2031, Option 5.3 is expected to have little impact on junction
operation, with both Peas Hill Roundabout and the new junction A141 Isle of Ely Way \ Marina Drive,
predicted to operate over capacity with LOS E and F. Also, please note that VISSIM only records queues and
delays back to the next node. Due to the introduction of a new node within the model network to represent
the new junction, the queues and delay on the A141 Isle of Ely Way approach to Peas Hill Roundabout
appear to have reduced, they are however now being recorded by the new node, which demonstrates that

the A141 northbound approach to Peas Hill Roundabout remains over capacity.

The overall junction operation for the DM and Option 5.3 (DM flow scenario) for the 2026 and 2031 PM

peak hour is shown below in Table 4.13.
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Table 4.13: 2026 and 2031 DM vs. Option 5.3 Results - PM Peak Hour

Queue Length Delay (secs)

Volume

Max QL (m)

Avg QL (m)

2026 2026 2031 2026 2031 2026 2031 2026 2031

DM Opt5.3 DM Opt53 DM Opt5.3 3 DM Opt53 DM Opt53 DM Opt53 DM Opt53 DM Opt5.3

Wisbech Road North Industrial Park . A B [ F

Wisbech Road North Wisbech Road South 460 467 468 469 186 222 249 362 30 38 58 143 8.4 13.7 16.5 52.7 A B C F

Wisbech Road North Al141 734 794 818 876 186 222 249 362 30 38 58 143 18.2 271 32.8 78.5 C D D F

Wisbech Road North Whittlesey Rd 50 0 55 0 186 222 249 362 30 38 58 143 17.8 0.0 32.7 0.0 c A D A

Wisbech Road North Wisbech Road North 0 0 0 0 186 222 249 362 30 38 58 143 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road South 39 39 40 40 28 25 27 29 1 1 1 2 8.4 9.4 9.5 14.0 A A A B

Industrial Park A141 20 20 24 24 28 25 27 29 1 1 1 2 105 12.8 1.2 19.5 B B B Cc

Industrial Park Whittlesey Rd 0 0 0 0 28 25 27 29 1 1 1 2 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road North 27 27 27 27 28 25 27 29 1 1 1 2 131 15.4 15.3 20.5 B C C C

Industrial Park Industrial Park 0 0 0 0 28 25 27 29 1 1 1 2 0.0 0.0 0.0 0.0 A A A A

A141 Isle of Ely Way W!sbech Road South A14.,1 161 207 181 217 169 204 211 233 22 44 36 129 21.5 335 29.3 82.1 c D D F
7 A141 Wisbech Rd / W!sbech Road South W_hltllesey Rd 39 0 41 0 169 203 21 233 22 44 36 128 20.9 0.0 30.1 0.0 c A D A
B1099 Wisbech Rd / W!sbech Road South Wlsbegh Road North 420 434 426 416 169 203 21 233 22 44 36 128 21.7 32.8 29.7 79.7 c D D F
Whittlesey Road / W!sbech Road South Int}ustrlal Park 17 17 14 14 169 203 211 233 22 44 36 128 21.6 27.9 27.0 73.9 c D D F
Retail Park Wisbech Road South Wls_bech Road South 3 4 4 4 169 203 21 233 22 44 36 128 17.2 28.9 29.4 77.8 c D D F
Al41 Whittlesey Rd 21 0 21 0 578 280 9N 281 203 83 373 86 89.6 0.0 147.4 0.0 F A F A

Al41 Wisbech Road North 690 742 709 739 578 280 791 281 203 83 373 86 90.7 389 | 146.5 | 411 F E F E

Al41 Industrial Park 11 14 12 14 578 280 791 281 203 83 373 86 91.0 40.7 | 146.1 431 F E F E

Al41 Wisbech Road South 146 179 160 186 578 280 9N 281 203 83 373 86 90.8 39.2 | 147.0 | 424 F E F E

Al41 A141 4 4 4 4 578 280 7971 281 203 83 373 86 1059 | 419 | 156.3 | 525 F E F F

Whittlesey Rd Wisbech Road North 34 - 34 - 30 0 28 0 1 0 1 0 6.7 0.0 6.9 0.0 A - A -

Whittlesey Rd Industrial Park 2 - 2 - 30 0 28 0 1 0 1 0 8.3 0.0 7.5 0.0 A - A -

Whittlesey Rd Wisbech Road South 28 - 28 - 30 0 28 0 1 0 1 0 7.9 0.0 8.5 0.0 A - A -

Whittlesey Rd A141 16 - 17 - 30 0 28 0 1 0 1 0 8.3 0.0 9.3 0.0 A - A -

Whittlesey Rd Whittlesey Rd 0 - 0 - 30 0 28 0 1 0 1 0 0.0 0.0 0.0 0.0 A - A -

TOTAL 2963 | 2990 | 3126 | 3072 583 299 791 381 31 25 57 63 38.0 29.5 61.0 61.2 E D F F

Isle of Ely Way North _|Isle of Ely Way South - 934 - 1022 - 300 - 319 - 31 - 66 - 15.5 - 24.7 - C - o]

Isle of Ely Way North  |Marina Drive - 92 - 94 - 311 - 331 - 35 - 72 - 20.7 - 304 - C - D

A141 Isle of Ely Way Isle of Ely Way South  |Marina Drive - 21 - 21 - 196 - 232 - 14 - 17 - 12.7 - 22.4 - B - C
/ Marina Drive Isle of Ely Way South |Isle of Ely Way North - 873 - 881 - 196 - 232 - 14 - 17 - 161 - 24.5 - C - C
Marina Drive Isle of Ely Way North - 65 - 64 - 66 - 90 - 9 - 18 - 55.8 - 118.2 - F - F

Marina Drive Isle of Ely Way South - 17 - 17 - 66 - 90 - 9 - 18 - 108.2 - 185.7 - F - F

TOTAL - 2002 - 2099 - 323 - 344 - 20 - 38 - 18.0 - 28.7 - C - D
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4.7.6. Table 4.13 shows in both the 2026 and 2031 DM PM peak hour traffic flows, Option 5.3 is expected to have

little impact on junction operation, with Peas Hill Roundabout operating over capacity with LOS E and F.

4.7.7.  The overall junction operation for the AM peak hour DM and Option 5.3 for the CS1 forecast flows are

shown below in Table 4.14.
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Table 4.14: 2026 and 2031 CS1 DM vs. Option 5.3 Results - AM Peak Hour

Queue Length

Delay (secs)

Volume

Max QL (m) Avg QL (m) Avg LOS

2026 CS1 2031 Cs1 2026 CS1 2031 Cs1 2026 CS1 2031 Cs1 2026 CS1 2031 Cs1 2026 CS1 2031 Cs1

DM Opt53 DM Opt53 DM Opt53 DM Opt53 DM Opt53 DM Opt53 DM Opt53 DM Opt53 DM Opt53 DM Opt5.3

Wisbech Road North Industrial Park B C F E

Wisbech Road North Wisbech Road South 280 281 279 336 172 223 339 347 33 45 120 94 11.2 17.8 49.3 415 B Cc E E

Wisbech Road North Al41 705 724 780 720 172 223 339 347 33 45 120 94 26.0 34.7 72.2 65.9 D D F F

Wisbech Road North Whittlesey Rd 20 0 19 0 172 223 339 347 33 45 120 94 23.2 0.0 67.2 0.0 C A F A

Wisbech Road North Wisbech Road North 0 0 0 0 172 223 339 347 33 45 120 94 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road South 8 8 8 8 18 18 18 19 0 0 0 0 7.6 7.3 7.1 1.2 A A A B

Industrial Park A141 4 4 4 4 18 18 18 19 0 0 0 0 7.6 9.7 104 13.9 A A B B

Industrial Park Whittlesey Rd 0 0 0 0 18 18 18 19 0 0 0 0 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road North 8 8 8 8 18 18 18 19 0 0 0 0 134 135 14.3 19.2 B B B Cc

Industrial Park Industrial Park 0 0 0 0 18 18 18 19 0 0 0 0 0.0 0.0 0.0 0.0 A A A A

A141 Isle of Ely Way W!sbech Road South A1A.,1 244 294 210 248 244 245 247 246 107 116 154 149 49.7 57.9 70.8 78.3 E F F F
7 A141 Wisbech Rd / W!sbech Road South W_hltllesey Rd 59 0 55 0 243 244 246 245 107 115 154 149 50.7 0.0 71.7 0.0 F A F A
B1099 Wisbech Rd / W!sbech Road South W|sbegh Road North 490 474 496 457 243 244 248 245 107 115 154 149 50.7 56.6 71.6 78.2 F F F F
Whittlesey Road / W!sbech Road South Inc}ustrlal Park 4 4 3 6 243 244 246 245 107 115 154 149 48.7 53.8 62.6 77.7 E F F F
Retail Park Wisbech Road South W|s_bech Road South 0 0 0 0 243 244 246 245 107 115 154 149 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 0 7 0 660 282 962 281 272 113 614 130 126.3 0.0 236.7 0.0 F A F A

Al41 Wisbech Road North 621 658 615 730 660 282 962 281 272 113 614 130 127.9 | 52.8 | 232.7 | 537 F F F F

Al41 Industrial Park 4 6 4 14 660 282 962 281 272 113 614 130 129.3 | 528 | 2415 | 525 F F F F

Al41 Wisbech Road South 147 188 178 188 660 282 962 281 272 113 614 130 1304 | 532 | 232.0 | 55.0 F F F F

Al41 A141 0 0 0 0 660 282 962 281 272 113 614 130 0.0 0.0 0.0 0.0 A A A A

Whittlesey Rd Wisbech Road North 24 - 26 - 27 0 29 0 1 0 1 0 7.5 0.0 7.4 0.0 A - A -

Whittlesey Rd Industrial Park 3 - 3 - 27 0 29 0 1 0 1 0 8.8 0.0 10.3 0.0 A - B -

Whittlesey Rd Wisbech Road South 41 43 - 27 0 29 0 1 0 1 0 8.6 0.0 8.3 0.0 A - A -

Whittlesey Rd A141 53 - 49 - 27 0 29 0 1 0 1 0 8.3 0.0 8.9 0.0 A - A -

Whittlesey Rd Whittlesey Rd 0 - 0 - 27 0 29 0 1 0 1 0 0.0 0.0 0.0 0.0 A - A -

TOTAL 2743 | 2672 | 2809 | 2744 660 303 962 370 55 43 116 62 59.5 448 | 1118 | 61.3 F E F F

Isle of Ely Way North |Isle of Ely Way South - 945 - 893 - 307 - 335 - 35 - 73 - 16.2 - 29.5 - C - D

Isle of Ely Way North  |Marina Drive - 77 - 77 - 319 - 346 - 38 - 78 - 223 - 38.6 - C - E

A141 Isle of Ely Way Isle of Ely Way South  |Marina Drive - 8 - 20 - 298 - 471 - 33 - 81 - 242 - 42.7 - C - E
/ Marina Drive Isle of Ely Way South _|Isle of Ely Way North - 793 - 871 - 298 - 471 - 33 - 81 - 29.4 - 478 - D - E
Marina Drive Isle of Ely Way North - 65 - 60 - 117 - 140 - 31 - 76 - 136.0 - 362.9 - F - F

Marina Drive Isle of Ely Way South - 51 - 44 - 17 - 140 - 31 - 76 - 154.2 - 389.9 - F - F

TOTAL - 1938 - 1966 - 368 - 498 - 33 - 77 - 29.3 - 55.4 - D - F
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Table 4.14 shows that in both the 2026 and 2031 CS1 AM peak hour traffic flows, Option 5.3 is expected to
have little impact on junction operation, with both Peas Hill Roundabout and the new junction A141 Isle of

Ely Way \ Marina Drive, predicted to operate over capacity with LOS E and F.

The overall junction operation for the PM peak hour DM and Option 5.3 for the CS1 forecast flows are

shown below in Table 4.15.
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Table 4.15: 2026 and 2031 CS1 DM vs. Option 5.3 Results - PM Peak Hour

Queue Length Delay (secs)

Volume

Max QL (m)

Avg QL (m) Avg LOS

Movement

2026 CS1

DM

opt5.3

2031 Cs1

DM

opt5.3

2026 CS1

DM

Opt5.3

2031 Cs1

DM

Opt5.3

2026 CS1

DM

Opt5.3

2031 Cs1

DM

Opt 5.3

2026 CS1

DM

Opt 5.3

2031 Cs1

DM

Opt 5.3

2026 CS1

DM Opt5.3

2031 Cs1

DM Opt5.3

Wisbech Road North Industrial Park C E E F

Wisbech Road North Wisbech Road South 499 497 495 471 233 374 375 501 44 120 152 307 14.8 43.9 51.0 | 108.3 B E F F

Wisbech Road North Al41 826 876 906 913 233 374 375 501 44 120 152 307 28.2 66.9 709 | 139.8 D F F F

Wisbech Road North Whittlesey Rd 53 0 57 0 233 374 375 501 44 120 152 307 27.0 0.0 71.1 0.0 D A F A

Wisbech Road North Wisbech Road North 0 0 0 0 233 374 375 501 44 120 152 307 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road South 39 39 42 43 25 26 30 26 1 1 2 2 101 14.3 123 15.7 B B B Cc

Industrial Park A141 20 20 24 24 25 26 30 26 1 1 2 2 12.6 175 14.4 21.0 B C B C

Industrial Park Whittlesey Rd 0 0 0 0 25 26 30 26 1 1 2 2 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road North 28 28 27 28 25 26 30 26 1 1 2 2 16.3 191 19.7 225 c Cc Cc Cc

Industrial Park Industrial Park 0 0 0 0 25 26 30 26 1 1 2 2 0.0 0.0 0.0 0.0 A A A A

A141 Isle of Ely Way W!sbech Road South A1A.,1 153 190 138 178 187 215 195 234 27 69 39 105 25.1 50.7 34.0 75.8 D F D F
7 A141 Wisbech Rd / W!sbech Road South W_hltllesey Rd 38 0 35 0 187 214 194 233 27 69 39 105 24.7 0.0 327 0.0 c A D A
B1099 Wisbech Rd / W!sbech Road South W|sbegh Road North 429 427 404 414 187 214 194 233 27 69 39 105 25.0 49.6 34.2 75.7 c E D F
Whittlesey Road / W!sbech Road South Inc}ustrlal Park 17 16 14 14 187 214 194 233 27 69 39 105 23.1 426 32.3 69.4 c E D F
Relail)l(’ark Wisbech Road South W|s_bech Road South 4 4 4 4 187 214 194 233 27 69 39 105 22.3 56.9 36.1 79.0 c F E F
Al41 Whittlesey Rd 21 0 21 0 614 282 899 282 253 29 489 97 103.2 0.0 177.8 0.0 F A F A

Al41 Wisbech Road North 725 785 741 801 614 282 899 282 253 99 489 97 107.4 | 440 | 179.1 437 F E F E

Al41 Industrial Park 13 15 12 15 614 282 899 282 253 99 489 97 110.1 49.8 | 176.8 | 46.0 F E F E

Al41 Wisbech Road South 135 162 126 159 614 282 899 282 253 29 489 97 108.1 451 179.3 | 46.0 F E F E

Al41 A141 4 4 4 4 614 282 899 282 253 99 489 97 106.0 | 55.2 | 178.3 | 51.0 F F F F

Whittlesey Rd Wisbech Road North 57 - 45 - 25 0 28 0 1 0 1 0 7.6 0.0 6.7 0.0 A - A -

Whittlesey Rd Industrial Park 2 - 2 - 25 0 28 0 1 0 1 0 8.4 0.0 6.7 0.0 A - A -

Whittlesey Rd Wisbech Road South 26 - 25 - 25 0 28 0 1 0 1 0 8.6 0.0 8.4 0.0 A - A -

Whittlesey Rd A141 17 - 17 - 25 0 28 0 1 0 1 0 8.8 0.0 8.5 0.0 A - A -

Whittlesey Rd Whittlesey Rd 0 - 0 - 25 0 28 0 1 0 1 0 0.0 0.0 0.0 0.0 A - A -

TOTAL 3148 | 3106 | 3183 | 3111 614 379 899 501 40 48 88 93 46.7 50.9 87.8 88.2 E F F F

Isle of Ely Way North |Isle of Ely Way South - 1000 - 1031 - 312 - 327 - 49 - 89 - 20.5 - 25.3 - C - D

Isle of Ely Way North  |Marina Drive - 91 - 90 - 324 - 339 - 54 - 74 - 26.9 - 34.5 - D - D

A141 Isle of Ely Way Isle of Ely Way South  |Marina Drive - 21 - 21 - 257 - 277 - 22 - 23 - 16.4 - 247 - C - C
/ Marina Drive Isle of Ely Way South _|Isle of Ely Way North - 883 - 903 - 257 - 277 - 22 - 23 - 20.6 - 27.7 - C - D
Marina Drive Isle of Ely Way North - 84 - 73 - 79 - 86 - 14 - 18 - 69.0 - 99.1 - F - F

Marina Drive Isle of Ely Way South - 17 - 17 - 79 - 85 - 14 - 18 - 128.9 - 166.2 - F - F

TOTAL - 2096 - 2135 - 353 - 358 - 30 - 40 - 23.6 - 30.3 - C - D
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Table 4.15 shows that Option 5.3 is expected to have little impact on junction operation at Peas Hill

Roundabout which is operating over capacity with LOS E and F during the 2026 and 2031 PM peak hour.

Option 5.3 Summary

Table 4.16 below shows a summary of the overall LOS for Peas Hill Roundabout and the A141/Marina Drive

new junction.

Table 4.16: Option 5.3 Results Summary

DM Opt5.3

Peas Hill Roundabout
A141 | Marina Way
Peas Hill Roundabout
A141 | Marina Way
Peas Hill Roundabout
A141 | Marina Way
Peas Hill Roundabout
A141 | Marina Way
Peas Hill Roundabout
A141 | Marina Way
Peas Hill Roundabout
A141 | Marina Way
Peas Hill Roundabout
A141 | Marina Way
Peas Hill Roundabout

A141 | Marina Way

2026
2026 CS1
AM Peak
2031
2031 CS1
2026
2026 CS1
PM Peak
2031

2031 CS1

Table 4.16 shows that the model predicts both the DM and Option 5.3 will operate over capacity at both
Peas HillRoundabout and the A141/Marina Way in the AM peak hour with the DM and CS1 forecast flows.

In the PM peak hour, Peas Hill Roundabout is also predicted to operate over capacity.

Option 5.3 is likely to operate over capacity in both the AM and PM peak hour due to moving the Whittlesey
approach to the A141 Isle of Ely Way. The A141 Isle of Ely Way northbound is already over capacity in the
DM at Peas Hill Roundabout. Option 5.3 brings no capacity benefits and therefore the junction is still over

capacity, just with more traffic added to this approach.

Option 5.7

Option 5.7 reduces Peas Hill Roundabout from a 5-arm to a 4-arm approach roundabout, by realigning the
Meadowlands Industrial site approach to the east of the roundabout with access provided from Wisbech
Road. The new access is a T junction operating on give way priority control. The roundabout was also
enlarged to the west of the existing site as well as the A141 Isle of Ely Way approach being realigned. Figure
4.10 shows the new layout in VISSIM.
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Re-align
Meadowlands
approach to Wisbhech
Road

Figure 4.10: Peas Hill Roundabout Option 5.7

Option 5.7 Results

4.8.2.  The overall junction operation for the AM peak hour (DM forecast flows) is shown below in Table 4.17. The
table compares the DM to Option 5.7 for the AM peak hour 2026 and 2031, for both the Peas Hill

Roundabout and the new junction on Wisbech Road.
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Table 4.17: 2026 and 2031 DM vs. Option 5.7 Results - AM Peak Hour

Queue Length Delay (secs)

Volume

Max QL (m)

Avg QL (m)

Movement

2026

DM Opt5.7

2031

DM Opt5.7

DM

opt5.7

DM

opt5.7

DM

2026

Opt 5.7

2031

DM

Opt 5.7

2026

DM Opt5.7

DM Opt5.7

Wisbech Road North Industrial Park - - - - . A - B -

Wisbech Road North Wisbech Road South 271 302 334 355 144 135 178 150 19 12 37 20 7.6 6.5 12.8 8.2 A A B A

Wisbech Road North Al141 643 644 717 717 144 135 178 150 19 12 37 20 17.7 14.4 27.7 18.6 C B D C

Wisbech Road North Whittlesey Rd 30 30 19 19 144 135 178 150 19 12 37 20 1741 13.8 27.4 18.4 c B D Cc

Wisbech Road North Wisbech Road North 0 0 0 0 144 135 178 150 19 12 37 20 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road South 8 - 8 - 17 - 16 - 0 - 0 - 5.9 - 6.5 - A - A -

Industrial Park A141 4 - 4 - 17 - 16 - 0 - 0 - 9.1 - 11.8 - A - B -

Industrial Park Whittlesey Rd 0 - 0 - 17 - 16 - 0 - 0 - 0.0 - 0.0 - A - A -

Industrial Park Wisbech Road North 4 - 4 - 17 - 16 - 0 - 0 - "7 - 13.4 - B - B -

Industrial Park Industrial Park 0 - 0 - 17 - 16 - 0 - 0 - 0.0 - 0.0 - A - A -

A141 Isle of Ely W Wisbech Road South  |A141 270 263 231 216 242 56 244 57 83 13 128 16 40.2 11.2 56.6 135 E B F B
41 Wisboon R |Wisbech Road South _|Whittiesey Rd 60 57 65 60 | 242 | 56 | 244 | 57 83 13 128 | 16 | 40.8 | 121 | 544 | 143 E B F B
B1099 Wisbech Rd / W!sbech Road South W|sbegh Road North 482 465 499 459 242 56 244 57 83 13 128 16 41.0 13.0 57.4 151 E B F Cc
Whittlesey Road / W!sbech Road South Int.iusmal Park 4 - 7 - 242 - 244 - 83 - 128 - 41.0 - 52.7 - E - F -
Retail Park Wisbech Road South W|s_bech Road South 0 0 0 0 242 56 244 57 83 13 128 16 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 8 7 7 650 754 965 984 242 362 614 710 116.5 | 160.2 | 234.2 | 286.8 F F F F

Al41 Wisbech Road North 621 607 645 618 650 754 965 984 242 362 614 710 115.2 | 162.2 | 233.6 | 281.9 F F F F

Al41 Industrial Park 4 - 11 - 650 - 965 - 242 - 614 - 126.5 - 227.6 - F - F -

Al41 Wisbech Road South 149 148 141 146 650 754 965 984 242 362 614 710 116.5 | 164.9 | 234.8 | 284.5 F F F F

Al41 A141 0 0 0 0 650 754 965 984 242 362 614 710 0.0 0.0 0.0 0.0 A A A A

Whittlesey Rd Wisbech Road North 24 24 26 26 26 28 30 31 1 1 1 1 7.5 9.9 7.5 9.4 A A A A

Whittlesey Rd Industrial Park 3 - 3 - 26 - 30 - 1 - 1 - 8.0 - 8.1 - A - A -

Whittlesey Rd Wisbech Road South 39 41 39 41 26 28 30 31 1 1 1 1 7.9 115 8.9 1.8 A B A B

Whittlesey Rd A141 55 55 58 58 26 28 30 31 1 1 1 1 8.3 12.0 9.7 134 A B A B

Whittlesey Rd Whittlesey Rd 0 0 0 0 26 28 30 31 1 1 1 1 0.0 0.0 0.0 0.0 A A A A

TOTAL 2709 | 2642 | 2839 | 2722 650 754 965 984 45 59 95 112 51.2 55.4 91.3 90.2 F F F F

Wisbech Road North Industrial Park - 38 - 34 - 0 - 0 - 0 - 0 - -0.2 - -0.2 - A - A

Wisbech Road North Wisbech Road South - 454 - 509 - 0 - 0 - 0 - 0 - 0.2 - 0.2 - A - A

Wisbech Road / Induslr?al Park W?sbech Road South - 8 - 8 - 9 - 1" - 0 - 0 - 2.7 - 4.1 - A - A
Industrial Park Int_iuslrlal Park W!sbech Road North - 8 - 8 - 13 - 14 - 0 - 0 - 21.8 - 26.3 - C - D
Wisbech Road South  |Wisbech Road North - 778 - 728 - 212 - 212 - 108 - 139 - 50.6 - 68.6 - F - F

Wisbech Road South _|Industrial Park - 4 - 7 - 212 - 212 - 108 - 139 - 46.8 - 63.6 - E - F

TOTAL - 1289 - 1293 - 212 - 212 - 27 - 35 - 30.8 - 39.1 - D - E
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Table 4.17 shows that in both the 2026 and 2031 AM peak hour, the DM and Option 5.7 is predicted to be
over capacity at both Peas Hill Roundabout and at Wisbech Road / Meadowlands Industrial Park new

junction, with a LOS Eand F.

Also, please note that VISSIM only records queues and delays back to the next node (junction). Therefore,
although Wisbech Road south at Peas Hill Roundabout is showing a predicted decrease in queues and
delays, this is because the queue and delay in Option 5.7 is now shown at the new junction at Wisbech Road
/ Meadowlands Industrial Park (i.e. the Peas Hill Roundabout Wisbech Road approach queue, blocks back
through the Wisbech Road / Meadowlands Industrial Park junction).

The overall junction operation for Option 5.7 for the PM peak hour (DM forecast flows) compared to the
DM, is shown below in Table 4.18.
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Table 4.18: 2026 and 2031 DM vs. Option 5.7 Results - PM Peak Hour

Queue Length Delay (secs)

Volume

Max QL (m)

Avg QL (m)

2026 2026 2031 2026 2031 2026 2031 2026 2031

DM Opt5.7 Opt57 DM Opt57 DM Opt5.7 Opt57 DM Opt57 DM Opt57 DM Opt5.7

Wisbech Road North Industrial Park - - - - . A - [ -

Wisbech Road North Wisbech Road South 460 514 468 517 186 139 249 170 30 12 58 20 8.4 6.6 16.5 7.8 A A C A

Wisbech Road North Al141 734 754 818 829 186 139 249 170 30 12 58 20 18.2 13.0 32.8 16.0 C B D C

Wisbech Road North Whittlesey Rd 50 51 55 55 186 139 249 170 30 12 58 20 17.8 127 32.7 16.8 c B D Cc

Wisbech Road North Wisbech Road North 0 0 0 0 186 139 249 170 30 12 58 20 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road South 39 - 40 - 28 - 27 - 1 - 1 - 8.4 - 9.5 - A - A -

Industrial Park A141 20 - 24 - 28 - 27 - 1 - 1 - 105 - 1.2 - B - B -

Industrial Park Whittlesey Rd 0 - 0 - 28 - 27 - 1 - 1 - 0.0 - 0.0 - A - A -

Industrial Park Wisbech Road North 27 - 27 - 28 - 27 - 1 - 1 - 13.1 - 15.3 - B - C -

Industrial Park Industrial Park 0 - 0 - 28 - 27 - 1 - 1 - 0.0 - 0.0 - A - A -

A141 Isle of Ely W Wisbech Road South  |A141 161 190 181 204 169 51 211 51 22 12 36 16 21.5 11.7 29.3 - c B D B
41 Wisboon R |Wisbech Road South _|Whittiesey Rd 39 42 41 40 169 | 51 211 51 22 12 36 16 | 209 | 131 | 301 | 156 | C B D c
B1099 Wisbech Rd / W!sbech Road South W|sbegh Road North 420 470 426 449 169 51 21 51 22 12 36 16 21.7 141 29.7 16.7 c B D Cc
Whittlesey Road / W!sbech Road South Int.iusmal Park 17 - 14 - 169 - 211 - 22 - 36 - 21.6 - 27.0 - 9] - D -
Retail Park Wisbech Road South W|s_bech Road South 3 4 4 4 169 51 21 51 22 12 36 16 17.2 12.6 29.4 141 c B D B
Al41 Whittlesey Rd 21 20 21 19 578 788 9N 948 203 434 373 632 89.6 | 176.9 | 147.4 | 249.5 F F F F

Al41 Wisbech Road North 690 676 709 643 578 788 791 948 203 434 373 632 90.7 | 175.0 | 146.5 | 249.6 F F F F

Al41 Industrial Park 11 - 12 - 578 - 791 - 203 - 373 - 91.0 - 146.1 - F - F -

Al41 Wisbech Road South 146 155 160 156 578 788 9N 948 203 434 373 632 90.8 | 173.7 | 147.0 | 2485 F F F F

Al41 A141 4 4 4 3 578 788 7971 948 203 434 373 632 105.9 | 190.5 | 156.3 | 256.7 F F F F

Whittlesey Rd Wisbech Road North 34 34 34 34 30 22 28 25 1 1 1 1 6.7 9.9 6.9 9.5 A A A A

Whittlesey Rd Industrial Park 2 - 2 - 30 - 28 - 1 - 1 - 8.3 - 7.5 - A - A -

Whittlesey Rd Wisbech Road South 28 31 28 31 30 22 28 25 1 1 1 1 7.9 111 8.5 10.2 A B A B

Whittlesey Rd A141 16 17 17 17 30 22 28 25 1 1 1 1 8.3 11.9 9.3 141 A B A B

Whittlesey Rd Whittlesey Rd 0 0 0 0 30 22 28 25 1 1 1 1 0.0 0.0 0.0 0.0 A A A A

TOTAL 2963 | 2963 | 3126 | 3000 583 788 791 948 31 69 57 101 38.0 58.7 61.0 77.9 E F F F

Wisbech Road North Industrial Park - 55 - 57 - 0 - 5 - 0 - 1 - -0.2 - -0.2 - A - A

Wisbech Road North Wisbech Road South - 648 - 651 - 0 - 5 - 0 - 1 - 0.2 - 0.2 - A - A

Wisbech Road / Induslr?al Park W?sbech Road South - 39 - 40 - 28 - 34 - 2 - 3 - 10.8 - 13.3 - B - B
Industrial Park Int_iuslrlal Park W!sbech Road North - 48 - 50 - 28 - 34 - 2 - 4 - 256 - 348 - D - D
Wisbech Road South  |Wisbech Road North - 657 - 647 - 194 - 207 - 45 - 112 - 32.4 - 69.1 - D - F

Wisbech Road South _|Industrial Park - 17 - 14 - 194 - 207 - 45 - 112 - 33.3 - 67.1 - D - F

TOTAL - 1465 - 1458 - 194 - 207 - 12 - 30 - 16.2 - 32.9 - C - D
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4.8.6.

4.8.7.

SKANSKA CAPITA

Table 4.18 shows that in the 2026 and 2031 PM peak hour for both the DM and Option 5.7, Peas Hill
Roundabout is expected to be over capacity with a LOS E and F. The new junction at Wisbech Road /
Meadowlands Industrial Park operates within capacity with an LOS of Cin 2026 and D in 2031, but certain

approaches to the junction are over capacity in 2031 and achieve a LOS of F.

The overall junction operation for the 2026 and 2031 AM peak hour CS1 DM and Option 5.7, is shown below
in Table 4.19.
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SKANSKA CAPITA

Table 4.19: 2026 and 2031 CS1 DM vs. Option 5.7 Results - AM Peak Hour

Queue Length Delay (secs)
Volume

Max QL (m)

Avg QL (m)

Avg
Movement

2026 CS1 2031 C81 2026 CS1 2031 Cs1 2026 CS1 2031 C81 2026 CS1 2031 C81 2026 CS1 2031 Cs1

DM Opt57 DM Opt57 DM Opt57 DM Opt5.7 DM Opt57 DM Opt57 DM Opt57 DM Opt5.7

Wisbech Road North Industrial Park - - - - . A - B -

Wisbech Road North Wisbech Road South 271 302 334 355 144 135 178 150 19 12 37 20 7.6 6.5 12.8 8.2 A A B A

Wisbech Road North Al141 643 644 717 717 144 135 178 150 19 12 37 20 17.7 14.4 27.7 18.6 C B D C

Wisbech Road North Whittlesey Rd 30 30 19 19 144 135 178 150 19 12 37 20 1741 13.8 27.4 18.4 c B D Cc

Wisbech Road North Wisbech Road North 0 0 0 0 144 135 178 150 19 12 37 20 0.0 0.0 0.0 0.0 A A A A

Industrial Park Wisbech Road South 8 - 8 - 17 - 16 - 0 - 0 - 5.9 - 6.5 - A - A -

Industrial Park A141 4 - 4 - 17 - 16 - 0 - 0 - 9.1 - 11.8 - A - B -

Industrial Park Whittlesey Rd 0 - 0 - 17 - 16 - 0 - 0 - 0.0 - 0.0 - A - A -

Industrial Park Wisbech Road North 4 - 4 - 17 - 16 - 0 - 0 - "7 - 13.4 - B - B -

Industrial Park Industrial Park 0 - 0 - 17 - 16 - 0 - 0 - 0.0 - 0.0 - A - A -

A141 Isle of Ely W Wisbech Road South  |A141 270 263 231 216 242 56 244 57 83 13 128 16 40.2 11.2 56.6 - E B F B
41 Wisboon R |Wisbech Road South _|Whittiesey Rd 60 57 65 60 | 242 | 56 | 244 | 57 83 13 128 | 16 | 40.8 | 121 | 544 | 143 E B F B
B1099 Wisbech Rd / W!sbech Road South W|sbegh Road North 482 465 499 459 242 56 244 57 83 13 128 16 41.0 13.0 57.4 151 E B F Cc
Whittlesey Road / W!sbech Road South Int.iusmal Park 4 - 7 - 242 - 244 - 83 - 128 - 41.0 - 52.7 - E - F -
Retail Park Wisbech Road South W|s_bech Road South 0 0 0 0 242 56 244 57 83 13 128 16 0.0 0.0 0.0 0.0 A A A A
Al41 Whittlesey Rd 7 8 7 7 650 754 965 984 242 362 614 710 116.5 | 160.2 | 234.2 | 286.8 F F F F

Al41 Wisbech Road North 621 607 645 618 650 754 965 984 242 362 614 710 115.2 | 162.2 | 233.6 | 281.9 F F F F

Al41 Industrial Park 4 - 11 - 650 - 965 - 242 - 614 - 126.5 - 227.6 - F - F -

Al41 Wisbech Road South 149 148 141 146 650 754 965 984 242 362 614 710 116.5 | 164.9 | 234.8 | 284.5 F F F F

Al41 A141 0 0 0 0 650 754 965 984 242 362 614 710 0.0 0.0 0.0 0.0 A A A A

Whittlesey Rd Wisbech Road North 24 24 26 26 26 28 30 31 1 1 1 1 7.5 9.9 7.5 9.4 A A A A

Whittlesey Rd Industrial Park 3 - 3 - 26 - 30 - 1 - 1 - 8.0 - 8.1 - A - A -

Whittlesey Rd Wisbech Road South 39 41 39 41 26 28 30 31 1 1 1 1 7.9 115 8.9 1.8 A B A B

Whittlesey Rd A141 55 55 58 58 26 28 30 31 1 1 1 1 8.3 12.0 9.7 134 A B A B

Whittlesey Rd Whittlesey Rd 0 0 0 0 26 28 30 31 1 1 1 1 0.0 0.0 0.0 0.0 A A A A

TOTAL 2709 | 2642 | 2839 | 2722 650 754 965 984 45 59 95 112 51.2 55.4 91.3 90.2 F F F F

Wisbech Road North Industrial Park - 38 - 34 - 0 - 0 - 0 - 0 - 0.0 - 0.0 - A - A

Wisbech Road North Wisbech Road South - 454 - 509 - 0 - 0 - 0 - 0 - 0.2 - 0.0 - A - A

Wisbech Road / Induslr?al Park W?sbech Road South - 8 - 8 - 9 - 1" - 0 - 0 - 2.7 - 4.1 - A - A
Industrial Park Int_iuslrlal Park W!sbech Road North - 8 - 8 - 13 - 14 - 0 - 0 - 21.8 - 26.3 - C - D
Wisbech Road South  |Wisbech Road North - 778 - 728 - 212 - 212 - 108 - 139 - 50.6 - 68.6 - F - F

Wisbech Road South _|Industrial Park - 4 - 7 - 212 - 212 - 108 - 139 - 46.8 - 63.6 - E - F

TOTAL - 1289 - 1293 - 212 - 212 - 27 - 35 - 30.8 - 39.1 - D - E
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4.8.8.

4.8.9.

SKANSKA CAPITA

Table 4.19 shows that in both the 2026 and 2031 CS1 DM and Option 5.7 AM peak hour, Peas Hill
Roundabout is expected to operate over capacity with a LOS E and F. The new junction at Wisbech Road /
Meadowlands