
 

 

 

 

GREATER CAMBRIDGE PARTNERSHIP  

EXECUTIVE BOARD 

 
4:00 pm 
Thursday 28th September 2023 
 
Council Chamber 
South Cambridgeshire Hall 
Cambourne Business Park 
Cambourne 
CB23 6EA 
 

The meeting will be live streamed and can be accessed from the GCP  
YouTube Channel - Link 

 

AGENDA 
1. Apologies for Absence ( oral ) 
   
2. Declaration of Interests ( oral ) 
   
3. Minutes  
   
 (a) Extraordinary meeting of the Executive Board and 

Joint Assembly – Monday 26th June 2023 
(3-11) 

   
 (b) Executive Board – Thursday 29th June 2023 (12-34) 
   
4. Public Questions (35) 
   
5. Feedback from the Joint Assembly (36-39) 
   
6. Making Connections Outline Business Case and Next Steps (40-393) 
   
7. Greater Cambridge Partnership Future Investment  

Strategy 3 
(394-408) 

   
8. Cambridge South-East Transport Scheme (409-418) 
   
9. Better Public Transport – Waterbeach to Cambridge 

and Waterbeach Greenway 
(419-437) 

   
10. Better Public Transport - Cambridge Eastern Access 

Project 
(438-451) 

   
11. Quarterly Progress Report (452-531) 
   

  

https://www.youtube.com/channel/UCn0U8FGSQKwnjD-WA4ZWpHw


12. Date of Next Meeting  
 

• 4:00 p.m. Thursday 14th December 2023. 
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MEMBERSHIP 
 

The Executive Board comprises the following members: 
 

Councillor Mike Davey -  Cambridge City Council 
Councillor Elisa Meschini (Chairperson) -  Cambridgeshire County Council 

Councillor Brian Milnes (Vice Chairperson) -  South Cambridgeshire District Council 
Andy Williams -  Business Representative 

Andy Neely -  University Representative 
 

 
By Invitation 

Mayor Dr Nik Johnson 
[Exercising discretion available to them to interpret Standing Orders and, with the agreement of the other voting members of 

the Board, suspend them if necessary, the Chairperson will invite Mayor Johnson to join the meeting in a non-voting 
capacity, recognising the Combined Authority’s role as the Strategic Transport Authority]. 

 
The meeting will be live streamed and can be accessed from the GCP YouTube Channel - Link . We support the principle of 
transparency and encourage filming, recording and taking photographs at meetings that are open to the public.  We also 
welcome the use of social networking and micro-blogging websites (such as Twitter and Facebook) to communicate with 
people about what’s happening, as it happens. 

 
If you have accessibility needs, please let Democratic Services know. 

 
For more information about this meeting, please contact Nicholas Mills (Cambridgeshire County Council Democratic 

Services) on 01223 699763 or via e-mail at Nicholas.Mills@cambridgeshire.gov.uk. 
 

 

https://www.youtube.com/channel/UCn0U8FGSQKwnjD-WA4ZWpHw
mailto:Nicholas.Mills@cambridgeshire.gov.uk


 

 

 

 

 
 

Greater Cambridge Partnership  
Executive Board and Joint Assembly 

 

Minutes of the extraordinary joint meeting 
of the Greater Cambridge Partnership (GCP) Executive Board and Joint Assembly 

Monday 26 June 2023 
2:00 p.m. – 5:10 p.m. 

 

Present: 
 

Members of the GCP Executive Board: 
 
Cllr Mike Davey      Cambridge City Council 
Cllr Elisa Meschini (Chairperson)  Cambridgeshire County Council 
Cllr Brian Milnes     South Cambridgeshire District Council 
Andy Williams      Business Representative 
Andy Neely      University Representative 
 
 

Members of the GCP Joint Assembly: 
 
Cllr Tim Bick (Chairperson)   Cambridge City Council 
Cllr Simon Smith     Cambridge City Council 
Cllr Katie Thornburrow (Vice-Chairperson) Cambridge City Council 
Cllr Claire Daunton     Cambridgeshire County Council 
Cllr Neil Shailer      Cambridgeshire County Council 
Cllr Graham Wilson     Cambridgeshire County Council 
Cllr Paul Bearpark     South Cambridgeshire District Council 
Cllr Annika Osborne     South Cambridgeshire District Council 
Cllr Heather Williams     South Cambridgeshire District Council 
Claire Ruskin      Business Representative 
Christopher Walkinshaw    Business Representative 
Karen Kennedy      University Representative 
Kristin-Anne Rutter     University Representative 
Helen Valentine      University Representative 
 
 

Officers: 
 
Peter Blake    Transport Director (GCP) 
Lynne Miles    Director of City Access (GCP) 
Nick Mills     Democratic Services Officer (CCC) 
Rachel Stopard    Chief Executive (GCP) 
Wilma Wilkie    Governance and Relationship Manager (GCP) 
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1. Welcome and Introduction 

 
The Chairperson of the Executive Board welcomed members of the Joint Assembly 
and Executive Board to the extraordinary joint meeting of the two bodies, which had 
been convened upon request by the Joint Assembly to scrutinise a set of proposals 
that would be considered by the Executive Board on 29 June 2023. She emphasised 
that no decisions would be made at the extraordinary joint meeting, and that the 
members of the Executive Board were in attendance to listen to the Joint Assembly’s 
debate. 
  

 

2. Apologies for Absence 
 

Apologies for absence were received from Heather Richards and Mayor Dr Nik 
Johnson. 

 
 

3. Declarations of Interest 
 
There were no declarations of interest 
 
 

4. Feedback from the Joint Assembly 
 

The Chairperson of the Joint Assembly presented a report which summarised the 
discussions from the Joint Assembly meeting held on 8 June 2023, noting that only 
section 4 of the report (Making Connections Consultation Feedback and City Access  
Strategy) was relevant to the agenda of the extraordinary joint meeting. 
 
Following consideration of the consultation process and its outcomes, the Joint 
Assembly had discussed and shown varying levels of support for a range of potential 
changes to the proposals. However, members had agreed that further information 
was required on the impacts of these changes on the scheme’s original objectives as 
well as wider equality issues before a decision could be made on which changes 
should be taken forward. The Joint Assembly had also indicated that it would like to 
scrutinise the subsequent work before it was presented to the Executive Board on 29 
June 2023, which had resulted in the convening of the extraordinary joint meeting on 
26 June 2023. 
 

 

5. Making Connections Consultation Feedback and the City 
Access Strategy 

 
The Director of City Access presented the report, which detailed the methodology 
and process of the second Making Connections consultation, which ran from 17 
October 2022 to 23 December 2022, and its headline findings, which were 
summarised in Section 6 of the report and set out in detail in Appendix 1 to the 
report. A range of themes and concerns had been identified in feedback to the 
consultation, and its meeting on 8 June 2023, the Joint Assembly had considered 
whether to change any of the core parameters of the scheme, whether to change any 
of the rules about who was required to pay and under what circumstances, and 



 

 

 

whether to change any of the benefits that the scheme would deliver, as set out in 
Section 8 of the report. Following that meeting, three illustrative scenarios that 
included changes to the original proposals had been developed, to be considered 
alongside both the original proposals and the option to not implement a Sustainable 
Travel Zone (STZ). The Joint Assembly was invited to consider these illustrative 
scenarios in the presence of the Executive Board, and to give a view as to whether 
and how the Executive Board should proceed with any of them. The Joint Assembly 
and Executive Board received a presentation on the consultation and potential 
changes to the proposals, which was published on the meeting website and will be 
attached at Appendix A of the signed minutes. 
 
While discussing the report, members: 

 

− Drew attention to the Gunning Principle that for a consultation to be considered 
legitimate, conscientious consideration must be given to the responses before a 
decision could be made, and emphasised the importance of therefore considering 
and responding to the wide range of feedback and alternative proposals that had 
been received, such as the implementation of a workplace parking levy. 
 

− Suggested that it would be helpful to be informed of the direct impacts that 
changing certain aspects of the proposals would have on the concurrent 
improvements to the bus and active travel network, to fully understand the 
consequences of any changes, noting that feedback from the consultation had 
identified which elements of those improvements people valued most and wanted 
to see implemented first. Members highlighted the importance of identifying which 
changes would have the maximum impact while also retaining the maximum 
number of benefits, to avoid undermining the scheme by failing to achieve the 
improvements to the bus network that were so badly needed. 
 

− Queried whether further work had been carried out on establishing the 
administrative costs of the scheme and how they could be affected by the various 
possible changes. Members were informed that while high level costs had already 
been estimated, more detailed calculations would be made once the final 
parameters and features of the scheme had been established. It was emphasised 
that the Executive Board would need to be aware of the administrative costs of 
the scheme and any proposed changes before it could decide on how to proceed. 
 

− Expressed concern about the relatively low Multi Criteria Analysis Framework 
scores of the proposals based on the strategic objectives of Making Connections, 
as set out in Table 9 of the report, although it was acknowledged that Scenario 2 
had a higher score than the original proposals. It was also clarified that the 
scenarios set out in Section 9 of the report were only illustrative and could be 
refined or combined in a wide range of ways. 

 

− Considered whether the scheme could cover the whole week, rather than Monday 
to Friday, with account holders exempt from payment on a set number of days per 
week, especially given that working habits had changed and some communities 
had different working patterns`. However, it was noted that the consultation had 
been carried out based on the scheme covering only Monday to Friday, and legal 
advice would therefore have to be sought on whether such a change could be 
made. 

 

− Generally agreed that scenarios 1 and 2 were the preferred options, as they 
responded to the feedback from the consultation in a way that still ensured 

https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2222/Committee/36/Default.aspx


 

 

 

sufficient revenue would be raised to support the improvements to the public 
transport and active travel networks.  
 

− Observed that ‘doing nothing’ was not an accurate description of the option to not 
include an STZ, as a scheme of widespread improvements could still be 
developed using alternative funding mechanisms to a vehicle charge, and the 
high level of support for improvements to the public transport and active travel 
network demonstrated that, despite significant opposition to the STZ, people were 
not content with the current situation. It was noted that other regions in the 
country had made improvements without implementing an STZ, and argued that a 
more detailed option for not including an STZ should be presented as an 
alternative, based on the feedback of the consultation. However, members 
expressed concern that a ‘doing nothing’, or an alternatively titled ‘no STZ’ 
approach would fail to reduce congestion or provide sufficient resources to 
improve the public transport and active travel networks in a way that provided 
more people with genuine alternatives to car travel. 

 

− Argued that any changes to the scheme that resulted in the removal of fare 
reductions for public transport would not be sufficiently progressive and would fail 
to increase access to the services. 

 

− Suggested that it could be more effective for the STZ to include a lower charge for 
more people, than a higher charge for fewer people. 

 

− Emphasised that the proposals were not just about improving public transport and 
implementing and STZ but were also based on improvements to the active travel 
network, with one member highlighting the inequality of the disparity in active 
travel provisions between the city of Cambridge and the wider Greater Cambridge 
region. Members also emphasised the importance of improving infrastructure to 
support people shifting to more sustainable forms of transport, including secure 
parking for bicycles, additional and better bus stops, and more benches. 

 

− Suggested that a tapered implementation of any restrictions or charges would 
allow people to experiment with alternative methods of travel and become 
accustomed to such changes in a more achievable way. Members also requested 
further information on the possibility of phasing implementation of the scheme 
across geographical areas. 

 

− Considered the illustrative proposal in Scenario 2 to initially include 180 free days 
to account holders and to progressively reduce the level of free days, resulting in 
their complete removal in 2030, noting that such a proposal responded to a wide 
range of concerns that had been raised in the consultation. Members argued that 
an initial 180 days was an excessive amount and would result in many people not 
being required to pay for travel in the STZ, although it was noted that 180 days 
had been chosen as an initial figure that would be progressively reduced, 
affording drivers the opportunity to become accustomed to the system and 
prepare accordingly. It was argued that a residual number of free days should 
remain in place for perpetuity to respond to concerns about journeys that could 
not be made using alternatives to cars or other motor vehicles. Concerns were 
raised about how such a scheme would be administered and that it would appear 
to encourage multi-car ownership. 

 

− Queried whether there were schemes elsewhere that had implemented free days 
for account holders, to understand the risks and administrative costs. Although it 



 

 

 

could not be confirmed if other schemes had implemented such a feature, 
members were informed that some other schemes exempted various portions of 
all vehicles on alternative days. One member suggested that free minutes, rather 
than free days could help overcome issues raised by people living close to the 
proposed boundary of the STZ. 

 

− Suggested that varying the charge over different times of the day could be a 
preferable alternative to simply implementing it during peak hours, as proposed in 
Scenario 1, and would also incentivise fewer journeys. It was also argued that 
charging only during peak hours would unfairly and disproportionally impact 
people who were unable to travel during other time periods, while simply 
displacing congestion to different periods of the day. However, it was 
acknowledged that this would be more complicated to administer and understand, 
with members informed that other schemes around the world were generally more 
accepted by people when they were simple and easy to understand. 

 

− Suggested that a charge could be implemented for use of certain key roads, 
although it was acknowledged that this would be likely to lead to rat running and 
displacement of congestion. 

 

− Emphasised the importance of encouraging businesses to work together for last 
mile deliveries to reduce vehicles on the road. It was noted that Scenarios 1, 2 
and 3 sought to address delivery concerns in differing ways, and members were 
informed that the GCP was looking to develop a freight consolidation pilot to 
identify what level of support it would need to provide to businesses prior to any 
charge being implemented. 

 

− Suggested that consideration should be given to boundary cases such as the 
Science Park, with only out commuters from the STZ charged to drive to the site, 
given their wider range of alternative travel options. 

 

− Requested further information on any modelling and consultation that had been 
carried out on any changes to the proposals that would involve Addenbrookes 
and the wider Cambridge Biomedical Campus. It was noted that the proposals 
suggested alternative approaches, including a blanket exemption for site visits 
and also free days to accommodate such visits. It was also emphasised that the 
original proposals included a range of exemptions for hospital visits. 

 

− Expressed concern about the impact that the scheme could have on recruitment 
within Cambridge, although it was acknowledged that some businesses found that 
the current congestion and lack of public transport problems were themselves 
detrimental to recruitment. 

 

− Sought clarification on whether the scheme would require agreement with parking 
authorities and companies to compensate for loss of revenue. Members were 
informed that the ongoing development of an integrated parking strategy was 
considering the financial impacts of the proposals, alongside other issues. 

 

− Established that the Executive Board would decide how to proceed with the 
scheme and how any further scenarios or amendments to the proposals should 
be considered. 
 

− Considered how progressive it was to base a public transport system on buses, 
with one member arguing that cars and trains could be more innovative if 



 

 

 

organised better. Another member argued that expanding the bus network would 
not only provide more people with an alternative to car use, but it would provide 
some people with travel options when they currently do not have any at all. 

 

− Highlighted the importance of ensuring that any initial improvements made to the 
bus and active travel networks were sustainable and would not be reversed in the 
future, and acknowledged that this meant not developing that aspect of the 
scheme until a final design for the STZ had been agreed. Members also 
emphasised the importance of ensuring the benefits from initial improvements to 
the bus and active travel networks were in place and established before the STZ 
was implemented. Notwithstanding, it was acknowledged that the benefits of such 
improvements would not be fully appreciated until a reduction in congestion 
following the implementation of the STZ. 

 

− Highlighted the importance of improving facilities and connections at Park and 
Ride sites around Cambridge, including minimising queuing to access them, to 
make them as attractive an option as possible. 
 

− Noted that the success of the scheme would require tens of thousands of people 
to make behavioural changes, and suggested that the highest number of such 
changes would be achieved through increased use of Park and Ride facilities. As 
such, members emphasised the importance of identifying where the most 
significant gaps in the provision of bus services currently were, particularly in rural 
areas, to prioritise those areas for early improvements. Members highlighted the 
need to improve fairness through increased access for people on low incomes 
and people living in rural areas. 

 

− Argued that improvements to the bus service should focus on connections 
between rural villages and not just connections to Cambridge. 

 

− Argued that unless targeted fares for groups and families were reduced, the 
scheme would fail to encourage such people to use public transport. Members 
also emphasised that ensuring general bus fares were lower than any STZ 
charge, including during any reduced charge period, would be fundamental to its 
success. 

 

− Highlighted the importance of secure cycle parking at travel hubs such as train 
stations, Park and Ride sites and bus stops. 

 

− Drew attention to wider bus reform and franchising as a requirement for the 
proposed bus improvements. 

 

− Noted that free bus services were not always successful and expressed concern 
about subsidising bus fares without wider improvements initially being 
implemented. Members requested further information on the impacts of such 
subsidies. 

 

− Argued that the priority improvements before an STZ would be implemented 
should give more attention to active travel, and it was noted that discussions had 
previously been held about ringfencing funds for supporting modal shift. 

 

− Emphasised the importance of increasing the reliability of bus services. 
 



 

 

 

− Observed that bus journeys were also held up by lengthy stoppages at bus stops, 
and suggested that a more modern ticketing system, such as the Oyster system 
in London, would reduce such stoppages and therefore help to alleviate 
congestion. 

 

− Highlighted the importance of improving bus connections to train stations and 
encouraging the alignment of timetables between train and bus services where 
possible. 

 

− Established that the GCP adopted the Office for National Statistics’ definition low 
income as a household earning less than 60% of the national median income. It 
was also clarified that approximately one third of households in the lower income 
bracket did not have access to a car. It was noted that the proportion was lower in 
rural areas than urban areas due to there being fewer alternative forms of 
transport, and people effectively being forced into car ownership, often when they 
could not afford it. 

 

− Expressed concern about the potential difficulty and cost of administering a 
means test for people on low income, and suggested that using eligibility for other 
benefits, such as Universal Credit, could help reduce this burden, although 
financial thresholds would need to be periodically reviewed due to the current 
economic climate. However, it was observed that such a system would not 
include some people that would be disproportionally affected, such as people with 
mobility impairments or health complications that prevented them from using 
public transport, and that additional exemptions or discounts would need to be 
considered as well. Further analysis of the financial impacts on the rest of the 
scheme would also need to be evaluated further. 

 

− Drew attention to control of financial assets as a form of domestic violence and 
expressed concern that means testing that required households to provide 
evidence of their financial status could risk the disclosure of some financial safety 
nets accrued by victims in such situations. 

 

− Suggested that alternative support mechanisms to discounts or exemptions could 
be considered for people on low income, such as free bus passes for key workers 
or families with children at school, although it was acknowledged that the 
budgetary implications for such measures would have to be investigated. 
Members were informed that preliminary analysis of the Government’s 
countrywide £2 bus fare cap scheme had suggested it had been of particular 
benefit to people on low income, and it was emphasised that the bus 
improvement proposals included a fare of £1 for bus journeys within Cambridge 
and a fare of £2 for those coming into or leaving the city. 

 

− Emphasised the importance of clear communications, so people were aware of 
where documents were publicly available, when decisions would be made, and 
when any scheme would be implemented. 
 

− Suggested that reviews of how different kinds of transport were used should be 
carried out following the implementation of any scheme, to establish which 
aspects were most successful and where future changes should be made. 
Information on how accident rates had been affected by the scheme would also 
be of benefit. Members highlighted the importance of ensuring the scheme could 
be adapted in the future to accommodate behavioural changes and technological 
advancements. 



 

 

 

 

− Drew attention to the recommendations from the Citizens’ Assembly that had 
been accepted by the Executive Board, and the need to consider the long-term 
impacts of the proposals, although it was also acknowledged that short-term 
benefits were important to change behaviour build confidence in the viability and 
sustainability of the scheme. 

 

− Emphasised that ensuring young people were confident in the viability and 
sustainability of using public or active transport before they were old enough to 
drive would help reduce the number of aspiring drivers in the future, noting the 
popularity of electric scooters in the younger generation. Providing adequate 
connections between these various modes of transport across the Greater 
Cambridge region, particularly at rail stations, was therefore of significant 
importance. 

 

− Noted that written communication had been sent to members of the Joint 
Assembly and Executive Board from members of public, resident groups and 
businesses. It was also emphasised that all stakeholder responses were 
published online and were therefore publicly available. 

 

− Noted the positive impacts that the proposals would have on local communities 
both inside and outside the proposed STZ, including the increased ability to plan 
growth sustainably. It was also emphasised that the GCP worked closely with 
local planning authorities to develop joined-up thinking and holistic approaches 
across the region. 
 

− Noted that local authorities across the region had made various commitments, 
including carbon reduction, and emphasised that any scheme should support 
such initiatives. Members were informed that the Combined Authority had 
commented on the proposals and indicated that they broadly aligned with its 
strategies. The Combined Authority was the strategic transport authority for 
Greater Cambridge and the wider region, which included responsibility for the bus 
network. 
 

− Noted that the County Council would be required to approve the implementation 
of a road user charge and sought clarification on its role in the initial £50m 
expenditure. Members were informed that the £50m expenditure was entirely for 
the Executive Board to decide on, although it was noted that such expenditure 
would first require clarity on the longer-term funding that would support it. 

 

− Observed that recommendation (d) in the report did not include a timeline or date, 
unlike recommendations (c) and (e) and suggested that it would be beneficial to 
include one. 

 
While summarising the discussion, the Chairperson of the Joint Assembly suggested 
that all the options should remain on the table, although he emphasised that greater 
support had been expressed for a refining and blending of Scenarios 1 and 2. He 
also highlighted support for the concept of free days for account holders alongside 
less support for restricting the charge to during peak hours. Further information had 
been requested on the varying administrative costs and processes of the options, 
and additional consideration to be given to supporting behavioural change. 
 
The Chairperson of the Executive Board welcomed the contributions from the Joint 
Assembly and assured members that the Executive Board would reflect on what had 



 

 

 

been said before its meeting on 29 June 2023. She emphasised the importance of 
achieving the underlying objectives of the scheme, rather than the means of doing 
this, while acknowledging the need to establish a funding mechanism to support it 
and working with partners throughout.  
 
 

 
Chairperson 

 7 September 2023 



 

 
 

Greater Cambridge Partnership Executive Board 
 

Minutes of the Greater Cambridge Partnership (GCP) Executive Board 
Thursday 29 June 2023 
2:00 p.m. – 4:45 p.m. 

 

Present: 
 

Members of the GCP Executive Board: 
 
Cllr Elisa Meschini (Chairperson)  Cambridgeshire County Council 
Cllr Brian Milnes (Vice-Chairperson)  South Cambridgeshire District Council 
Cllr Mike Davey      Cambridge City Council 
Andy Williams      Business Representative 
Andy Neely      University Representative 
 

Members of the GCP Joint Assembly in attendance: 
 
Cllr Tim Bick (Chairperson)  Cambridge City Council 
 

Attending at the discretion of the Chairperson 
 
Deputy Mayor Anna Smith Cambridgeshire and Peterborough 

Combined Authority 
 

Officers: 
 
Peter Blake    Transport Director (GCP) 
Daniel Clarke  Strategy and Partnerships Manager (GCP) 
Niamh Matthews   Assistant Director: Strategy and Programme (GCP) 
Lynne Miles    Director of City Access (GCP) 
Nick Mills     Democratic Services Officer (CCC) 
Rachel Stopard    Chief Executive (GCP) 
Wilma Wilkie    Governance and Relationship Manager (GCP) 
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1. Election of Chairperson 
 

It was proposed by Councillor Milnes, seconded by Andy Neely and resolved 
unanimously that Councillor Meschini be elected Chairperson of the GCP Executive 
Board for the 2023/24 municipal year. 

 
 

2. Appointment of Vice-Chairperson 
 
It was proposed by Councillor Davey, seconded by Andy Williams and resolved 
unanimously that Councillor Milnes be elected Vice-Chairperson of the GCP Executive 
Board for the 2023/24 municipal year. 

 
 

3. Apologies for Absence 
 

Apologies for absence were received from Mayor Dr Nik Johnson (substituted by 
Deputy Mayor Anna Smith). The Chairperson reported that, with the agreement of the 
other voting members of the Board, they had decided to exercise discretion available 
to them to interpret Standing Orders and suspend them if necessary to allow the 
Deputy Mayor to attend as substitute for The Mayor when he was unable to attend.  
 
The Chairperson welcomed Councillors Davey and Milnes to the Executive Board, 
and expressed thanks to former Executive Board members Councillors Dave Baigent 
and Bridget Smith. She also noted that Councillor Alex Beckett had replaced 
Councillor Neil Gough as the County Council’s substitute member. 

 
 

4. Declarations of Interest 
 
Councillor Davey declared a non-statutory disclosable interest in relation to Agenda 
Item 9 (Greater Cambridge Greenways: Bottisham, Swaffham and St Ives), as a 
resident of Riverside. 
 
Councillor Davey declared a general non-statutory disclosable interest as a member of 
the Cambridge Cycling Campaign (Camcycle). 
 
 

5. Minutes 
 

The minutes of the previous Executive Board meeting, held on 9 March 2023, were 
agreed as a correct record, and were signed by the Chairperson. 

 
 

6. Public Questions 
 

The Chairperson informed the Executive Board that nine public questions had been 
accepted and that the questions would be taken at the start of the relevant agenda 



item, with details of the questions and a summary of the responses provided in 
Appendix A of the minutes.  
 
It was noted that one question related to agenda Item 9 (Greater Cambridge 
Greenways – Bottisham, Swaffham and St Ives), and eight questions related to 
agenda item 10 (Making Connections Consultation Feedback and the City Access 
Strategy). 
 
 

7. Feedback from the Joint Assembly 
 

The Executive Board received a report from the Chairperson of the GCP Joint 
Assembly, Councillor Tim Bick, which summarised the discussions from the Joint 
Assembly meeting held on 8 June 2023, and the extraordinary joint meeting of the 
Executive Board and Joint Assembly held on 26 June 2023. 
 
 

8. Quarterly Progress Report 
 

The Assistant Director of Strategy and Programme presented a report to the Executive 
Board which provided an update on progress across the GCP’s whole programme, 
and which included details of a proposal to undertake a procurement exercise to 
provide the GCP with specific legal support for the programme.  
 
Highlighting the Joint Assembly’s endorsement of the procurement proposal, the 
Chairperson of the Joint Assembly drew attention to a member’s request for an update 
on the Chisholm Trail and a suggestion for greater prominence to be given to the 
GCP’s work on skills. He also noted that members of the Joint Assembly had 
suggested additional strategic risks should be considered for inclusion in the risk 
register published in Quarterly Progress Reports. 
 
While discussing the report, the Executive Board: 
 

− Observed that Cambridge City Council and South Cambridgeshire District Council 
had a shared legal service and queried whether the GCP had considered using the 
same service. It was clarified that the GCP was required to follow the procurement 
process of its accountable body, the County Council, although it was emphasised 
that there were regular discussions with officers of the constituent authorities to 
identify and learn from their experiences and practices. 
 

− Welcomed the data collated by the Centre for Business Research, which had 
identified a strong recovery of employment growth, particularly in the knowledge 
intensive sector. 

 

− Welcomed the GCP’s work with Cambridge City Council to build upon and expand 
the work of the City Portrait to demonstrate the economic impact of the Greater 
Cambridge region on the rest of the UK. It was noted that the University of 
Cambridge and various businesses had been working to identify their wider, non-
economic contributions to the UK and rest of the world, particularly in health 



outcomes, and it was suggested that such additional impacts could also be 
captured alongside the economic impacts. 

 

− Observed an £8.411m underspend for the 2022/23 transport finance budget, as 
set out in Section 8.1 of the report, and requested an analysis of the variance. 

 
The Executive Board resolved unanimously to: 
 

(a) Note the progress across the programme; and 
 

(b) Approve the proposal to undertake a procurement exercise to provide GCP 
specific legal support to the programme. 

 
 

9. Greater Cambridge Greenways – Bottisham, Swaffham and St 
Ives 

 
One public question was received from Roxanne De Beaux (on behalf of Camcycle). 
The question and a summary of the response are provided at Appendix A of the 
minutes. 
 
The Transport Director presented the report, which set out the Outline Business 
Cases for the Bottisham, Swaffham and St Ives Greenways, as well as a proposed 
programme of delivery. Following a public engagement, various changes were 
proposed for the schemes, as set out in Sections 4.4 to 4.9 of the report. 
 
The Chairperson of the Joint Assembly emphasised that the Joint Assembly’s 
endorsement of the Outline Business Case acknowledged that further improvements 
would be made to the details of the individual schemes. Officers had been asked to 
consider how future reports could be improved to afford better scrutiny of the schemes 
on a granular level, and he drew attention to another request for a report to be 
presented at the next meeting on the issue of maintenance of the Greenways once 
they had been completed. 
 
While discussing the report, the Executive Board: 
 

− Acknowledged the difficulty in finding solutions to some issues that would satisfy 
everyone and emphasised the widespread eagerness for the Greenways to be 
completed as soon as possible. 
 

− Clarified that a Full Business Case would continue to be developed alongside 
engagement with local members, resident associations and other interest groups, 
which would then be presented to the Joint Assembly and Executive Board for final 
approval. Notwithstanding, early works would begin on some sections of the routes 
where that was possible. 

 
  



The Executive Board resolved to: 
 

(a) Note the results from the Public Engagement exercises, conducted during Q1 
of 2023 and approve changes to scheme design resulting from the 
engagement, as set out in the report; 
 

(b) Agree the Outline Business Cases for the Bottisham, Swaffhams and St Ives 
Greenways; 

 
(c) Agree to the use of Compulsory Purchase Powers for land where section 26 

Highways Act 1980 powers cannot be used; 
 

(d) Agree the programme of delivery for Bottisham, Swaffhams and St Ives 
Greenways; 

 
(e) Agree to finalise schemes for construction and complete Full Business Cases 

for the Bottisham, Swaffhams and St Ives Greenways; and 
 

(f) Agree the Wayfinding concept design following the completed public poll. 
 

 

10. Making Connections Consultation Feedback and the City Access 
Strategy 

 
Eight public questions were received from William Bannell, David Stoughton (on 
behalf of Living Streets Cambridge), Richard Wood (on behalf of Cambridge Area Bus 
Users), Ian Black, Sarah Hughes (on behalf of the Cambridgeshire Sustainable 
Travel Alliance), Miranda Fyfe (on behalf of Parents for the Sustainable Travel  
Zone), Dr Mike More, and Roxanne De Beaux (on behalf of Camcycle). The questions 
and a summary of the responses are provided at Appendix A of the minutes. 

 
The Director of City Access presented the report, which detailed the methodology and 
process of the second Making Connections consultation, which ran from 17 October 
2022 to 23 December 2022, and its headline findings, which were drawn from over 
24,000 responses to a public survey, demographically representative opinion polling, 
written submissions from organisations in the Cambridge travel-to-work-area, targeted 
meetings with representative and seldom-heard groups, and a series of in-person and 
virtual engagement events. These findings, summarised in Section 6 of the report and 
set out in detail in Appendix 1 to the report, had led to the identification of a range of 
themes and concerns to be addressed, including whether to change any of the core 
parameters of the scheme, whether to change any of the rules about who was 
required to pay and under what circumstances, and whether to change any of the 
benefits that the scheme would deliver. 
 
The Joint Assembly considered these potential changes to the Making Connections 
proposals on 8 June 2023, but felt it had insufficient information on the likely impacts 
of any changes and asked for additional information to be provided to the Board. 
Alongside this information, set out in Section 8 of the report, three illustrative 
scenarios were developed to demonstrate the potential impact of various proposed 



changes, which were considered at an extraordinary joint meeting of the Joint 
Assembly and Executive Board on 26 June 2023. The Executive Board received a 
presentation on the consultation, potential changes to the proposals, and the 
illustrative scenarios, which was published on the meeting website and attached at 
Appendix B of the signed minutes. 
 
Noting the Joint Assembly’s extensive discussions about the Making Connections 
consultation and proposals at both meetings, the Chairperson of the Joint Assembly 
emphasised that members agreed the process of multiple consultations and 
engagements over the years had culminated in the development of a set of proposals 
that sought to address the City Deal’s underlying objectives and the needs of Greater 
Cambridge. However, the Joint Assembly had been concerned about issues raised 
during the consultation and asked officers to consider how the proposals could be 
amended to attract wider support, and what impact such changes would have on the 
proposed improvements to the public transport and active travel networks. While 
members had not settled on a defined final set of proposals, they agreed that doing 
nothing was not an option. 
 
While discussing the report, the Executive Board: 
 

− Paid tribute to the people who participated in the consultation that amassed a 
valuable data set, noting that over 24,000 people and over 100 organisations had 
provided feedback. While members expressed concern about the polarising effect 
of the proposals, they welcomed the varied opinions that had been received and 
argued that there was a large middle-ground that could be expanded if the 
proposals were suitably changed. It was noted that various parameters, such as 
the age and location of respondents, demonstrated differing levels of support 
between certain demographics. 

 

− Drew attention to the consultation’s alignment with the Gunning Principles and 
emphasised the extensive consideration that had been given by both officers and 
members of the Joint Assembly and Executive Board to the feedback from the 
consultation. Members welcomed the positive, independent review of the 
consultation that had been carried out by the Constitution Institute. 
 

− Observed that while only 34% of respondents had indicated support for the STZ as 
proposed, 70% of respondents had supported the proposed improvements to bus 
services. It was therefore important to find a way to modify the overall package of 
measures in a way that did not undermine the proposed bus improvements that 
were so widely supported. Members also noted larger businesses were generally 
more supportive of the proposals than smaller businesses, and emphasised the 
need to mitigate the impacts of expected levels of growth across the region. 

 

− Welcomed the extensive discussions that had been held by the Joint Assembly 
about the consultation’s outcomes and the possible changes to the Making 
Connections proposals. Members noted that they had also received a significant 
level of correspondence from people on various issues related to the proposals. 
 

  

https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/Committee/26/Default.aspx


− Acknowledged that too many concerns had been raised with the original proposals 
during the consultation for them to be progressed unchanged, and it was noted 
that the Joint Assembly had reached the same conclusion. Members suggested 
that a combination of some of the changes proposed in scenarios 1 and 2 were the 
most attractive options for making changes to the proposals and could increase the 
level of support. However, it was emphasised that the impacts on the proposed 
bus improvements of any changes to the proposals would have to be calculated to 
ensure they did not outweigh the benefits. 

 

− Argued that a scheme without an Sustainable Travel Zone (STZ) had to remain an 
option while changes to the proposals were still being considered, noting that 
excluding the STZ would not equate to doing nothing as there were alternative 
funding mechanisms that could be investigated, although it was argued that such 
alternative funding or smaller scale of changes would be insufficient to resolve the 
current problems.  

 

− Highlighted the importance of ensuring the proposals did not disproportionately 
affect people on lower incomes or key workers and argued that consideration of 
inequalities should be the driving factor when deciding how to change the 
proposals. It was suggested that greater clarity was needed on how low-income 
exemptions would operate and who would be eligible. 

 

− Acknowledged interest in workplace parking levies as a potential inclusion to the 
proposals, although it was suggested that they attracted less support than the 
proposed STZ, with significant costs usually being passed on to employees. It was 
also argued that workplace parking levies would fail to raise sufficient revenue to 
make the desired improvements to the public transport and active travel networks, 
while also failing to create space and reduce congestion on the roads. 

 

− Highlighted the additional financial costs to driving that were often overlooked, 
such as spending time and petrol while searching for somewhere to park, as well 
as parking fees themselves. It was argued that small vans should not be charged a 
higher rate than large cars, as they both occupied the same amount of space on 
the road and contributed equally to congestion. 

 

− Argued that outbound traffic had an impact on congestion as well as traffic heading 
into Cambridge and suggested that a free period per day or several free days per 
year could help overcome many of the issues raised in the consultation. 

 

− Emphasised the need for improvements to the bus network, particularly for young 
people, who suffered restrictions to accessing education and employment and 
were often underrepresented in decision-making processes. Members highlighted 
the importance of providing clarity and detail of how the bus network would be 
improved, noting that building people’s confidence in the GCP’s ability to 
implement such changes was fundamental to increasing support for the wider 
package of measures, particularly given the unsatisfactory service offered by the 
current bus providers. It was emphasised that the changes would be implemented 
a few years before any charge was implemented, to allow people to become 
accustomed to the improved service and experiment with behavioural change. 

 



− Argued that franchising and the subsequent public control of the routes, fares, 
frequencies, operating hours and other aspects of the service, would be 
fundamental for the proposals’ success, and members emphasised the importance 
of ensuring people understood the benefits. It was noted that franchising, along 
with other aspects of bus reform, were a priority for the Mayor of Cambridgeshire 
and Peterborough, with an Outline Business Case for these reforms being 
developed to demonstrate how it could be funded and how it would operate. The 
Executive Board acknowledged the Mayor’s vision of a fair and sustainable public 
transport and active travel network across the region and expressed support for 
the Combined Authority’s ongoing network review. It was clarified that the aim was 
for proposals to be considered by the Combined Authority Board in November so 
that additional services could potentially be procured and operating in 2024. 

 

− Observed that recommendation (d), unlike the other recommendations, did not 
include a timeline, and it was suggested that such an inclusion could strengthen 
the commitment to work with the Combined Authority and emphasise the urgency. 

 
The following amendment to recommendation (d) was moved by the Chairperson and 
agreed unanimously (addition in bold): 
 

(d) Agree to work with the CPCA, as the Transport Authority, including the 
provision of resource, to input findings from the Making Connections 
consultation and technical work into the CPCA’s work on bus reform and review 
of the bus network by the Autumn; and 

 
The Executive Board resolved unanimously to: 
 

(a) Note the feedback from the 2022 Making Connections consultation, including 
the public survey, the accompanying opinion polling, organizational 
submissions, and stakeholder meetings; 
 

(b) Informed by the feedback from the consultation, and the comments of the GCP 
Joint Assembly, note and comment on the range of scenarios for modifying the 
proposed scheme, set out in this paper in section 9; 

 
(c) Request that GCP officers work with Cambridgeshire County Council officers to 

develop the technical assessment needed to present an Outline Business Case 
for further consideration by the GCP Executive Board, and by Cambridgeshire 
County Council, in Autumn 2023. 

 
(d) Agree to work with the CPCA, as the Transport Authority, including the 

provision of resource, to input findings from the Making Connections 
consultation and technical work into the CPCA’s work on bus reform and review 
of the bus network by the Autumn; and 

 
(e) Request that GCP officers develop proposals for the early introduction of a bus 

and sustainable travel package (as set out in section 11) based on the £50m of 
city deal funding provisionally allocated for this purpose, for decision at the 
GCP Executive Board meeting in December 2023. 

  



11. Date of Next Meeting 
 

The Executive Board noted that the next scheduled meeting was due be held on 
Thursday 28 September 2023, and noted the programme of meeting dates up to the 
end of 2024. 
 
 

 
Chairperson 

 28 September 2023



 

 

 

Greater Cambridge Partnership Executive Board – 29 June 2023  
Appendix A – Public Questions Listed in Order of Presentation 

 
From 

 
Question Answer 

William Bannell 

Agenda Item No. 10 - Making Connections 
Consultation Feedback and the City Access Strategy 
 
I have read through the document pack for this meeting 
and would like to draw everyone's attention to and 
highlight section 9.8 on page 113 : "Doing nothing remains 
an option", and to put forward that this would be by far the 
most beneficial option for Cambridge moving forward, 
given all the reasons which have been made plain by 
businesses large and small, charities, employers and 
residents during the past 6 months or so. 
 
I am asking the GCP board to seriously consider using this 
option and to re-open the examination of alternate funding 
models, of which there are many, and I have written a 
short report detailing the various hypothetical means of 
raising revenue for the transport network which are simple, 
logical and fair, and would be preferable for everyone 
involved, including all of you on the GCP. 
 
The STZ is an unworkable, impossible prospect. Will you 
please drop the idea and allow me to submit my paper 
onto the public record for yours and everyone's 
consideration? 

 

 
 
 
GCP Officers have been and continue to work on 
analysing the feedback we have received through 
last year’s consultation, which alongside technical 
work is being used to inform Members’ decisions as 
to how best to respond to the wishes and concerns 
of our communities.  
 
It is correct that “no STZ” remains an option, it is 
important to be clear that it is not an neutral option 
and, in itself, it has economic, business, 
environmental and equalities impacts to consider as 
set out in the paper 
 
Choosing not to progress the STZ would mean either 
doing nothing – the cost of which would be failure to 
deliver the changes and improvements to regional 
public transport and active travel which were strongly 
supported in the consultation, and which previous 
technical work has established the growing need for 
in our geography, or going back to previous ways 
and means of both raising money and delivering 
road space which have been sifted out in previous 
rounds of technical work, and proved less popular at 
previous consultations. 
 



 

 

 

It is now for the GCP Executive Board to consider 
the numerous options for scheme adaptation 
available to them and decide which, if any, to take 
forwards to the next stage of detailed analysis and 
design work. 
 

David Stoughton 
on behalf of 

Living Streets 
Cambridge 

Agenda Item No. 10 - Making Connections Consultation 
Feedback and the City Access Strategy 
 
As politicians you will be aware of the concerns of young 
people about climate change. Many feel fearful about the 
future and it’s a major source of stress that they don’t feel 
enough is being done about it. So you are perhaps not 
surprised that approaching two-thirds of UNDER 24 year 
olds (61%) who responded to the GCP Making 
Connections consultation supported the introduction of a 
Sustainable Travel Zone and over three-quarters 
supported bus improvements and measures to support 
walking and cycling.   
 
What does this signify in political and environmental 
terms? 
 
First, the level of support for change among young people 
is very high, even though they were under-represented in 
the GCP consultation and the voices of most under 18 
year olds were not heard at all.  
 
Second, young people voted decisively for a greener 
transport future, limiting the congestion and pollution that 
car use creates and expanding more sustainable forms of 
transport. Since they are your future workforce and council 
tax payers to ignore them seems unwise.   
 

 
 
 
Mr Stoughton is correct that young people were 
much more likely to support the proposals put 
forward than average, and that the way forward will 
require balancing the opinions expressed by all ages 
and demographics, though of course the particular 
needs of young people warrant their own 
consideration. 
 
Young people and those in education have been and 
continue to be particularly affected by deteriorating 
public transport options in our locality, and we know 
that the quality and availability of public transport 
and active travel has a major role to play in young 
people’s access to opportunities. Without financial 
intervention we can expect more services to be 
withdrawn in coming months and years as the 
commercial network struggles for financial viability.  
 
Many older residents, too, as well as those less able 
to afford private car travel, have a greater 
dependence on public transport and independent 
modes such as walking and cycling, which was 
reflected in the consultation responses.  
 
The status quo of increasing congestion, more car-



 

 

 

Third, young people want safe, independent modes of 
travel - walking, cycling and taking the bus or train - not 
being ferried around in cars or stuck at home. However, 
freedom to walk has deteriorated sharply over recent 
decades, as car travel has grown and investment in 
walking has all but disappeared.  
 
Finally, have you considered future physical and mental 
health costs for children and young people of continuing 
car dependence? Motor traffic has eaten up open space, 
made playing out on streets too risky and severed 
communities. Whereas 62%  of children were allowed to 
walk to school and cross roads independently in 1971, 
twenty years later only 23% could do so[i]. 
 
Living Streets urges politicians to support young people’s 
independent mobility and endorse the shift to a greener 
travel future. 
(299 words) 
 
[i] Hillman et al, 1991 
 

dominated streets and environments, and air and 
noise pollution in heavily-trafficked areas, make 
Cambridge a less liveable and walkable city and this 
is what these proposals were designed to address. 
The Board is now asked to consider whether and 
how they can be modified to reflect concerns but still 
deliver meaningful improvements.  
 

Richard Wood 
on behalf of 

Cambridge Area 
Bus Users 

Agenda Item No. 10 - Making Connections 
Consultation Feedback and the City Access Strategy 
 
I note that the Greater Cambridge Partnership is 
considering (Agenda pack 4.10) 
 
Free Days for Account Holders – there was a lot of interest 
in this and members were of the opinion it should be 
looked at in more detail. 
 
Whilst this should, indeed, be looked at in more detail, and 
could well improve the acceptability of the Making 

 
 
 
You are right to point out that responding to issues 
raised in the consultation will, to varying extents, 
affect the benefits that can be delivered and this is 
one of the issues to consider in deciding how to 
move forward.  
 
The paper under discussion presents members with 
illustrative options for adapting the Making 
Connections proposals. Officers have offered a 



 

 

 

Connections proposals, it could reduce the funding 
available for the envisaged radical bus service 
improvements, thereby undermining the opportunities for 
modal shift. 
 
However, a road charge on every day of the week (with, 
perhaps, shorter hours on Sunday) would allow for ‘any 
two days in seven’ exemptions and discounts, and would 
be more equitable in removing discrimination against 
people who are unable to shift their journey patterns. It 
would also avoid the potential for optional car journeys 
being shifted to weekends, with the concomitant risk of 
significant increases to road traffic congestion on 
Saturdays and Sundays. 
 
This has important implications for car drivers considering 
sampling bus travel, quite probably initially experimenting 
with a weekend leisure journey by bus. 
 
With no road charge on Saturdays and Sundays, 
increased road traffic congestion would be likely to give 
rise to delays and unreliability in the envisaged improved 
weekend bus services. A poor passenger experience 
could trigger rejection of this crucial modal shift, not only 
for leisure journeys but for essential weekday journeys, 
too. 
 
Will Executive Board members commit to looking at the 
idea of ‘Free days’ and discounted days in the context of 
7-day road charging? 
 

range of adaptations which could be implemented in 
various ways or in different combinations, all of which 
would need to be subject to further work to allow a 
decision. Free Days of charge-free travel is one of 
these potential options for consideration, and the 
precise manner in which this could best be 
introduced to the scheme would subject to further 
consideration and analysis. 

  



 

 

 

Ian Black 
Burwell resident 

Agenda Item No.10 - Making Connections Consultation 
Feedback and the City Access Strategy 
 
Given the number of warnings about the adverse effects of 
the proposed Cambridge Congestion Charge that were 
described in many of the 1,000 written responses 
submitted by Cambridge businesses as part of the 
congestion charge consultation process, and which were 
from esteemed organisations such as Royal Papworth, 
Abcam, Cambridge Consultants, John Lewis, M&S and 
Deloitte, my question is what plans do the council have to 
respond to the accurate data and real concerns expressed 
in those submissions, i.e. 
 
1  Will those written submissions be responded to 

individually or as a group? 
2  When will your response be forthcoming? 
3  What data can the council provide to dispute some of 

the claims in those letters, which suggest many small 
and large businesses will be forced to leave 
Cambridge altogether because of the adverse effect of 
the congestion charge costs impacting customers, 
employees and goods deliveries? 

 

 
 
 
GCP is grateful to all those organizations and 
individuals who engaged with us during the 2022 
Making Connections consultation, as your views, 
concerns, and suggestions will be used to improve 
the proposals under consideration.  
 
We have published a Consultation Report in May 
which has analysed the salient points made in these 
submissions, and further in-depth analysis is 
ongoing to understand these views more closely. We 
will also continue to engage with local stakeholders 
throughout this process as any future version of the 
scheme needs to be informed and guided by local 
knowledge. 
 
We acknowledged written submissions when they 
are received. It is not standard practice to give 
individual responses to consultation submissions as 
they are the views of the organisation to be 
considered as part of the consultation report. We do 
very much thank all of the more than 24,000 people 
businesses and organisations who took the time to 
give their views.  The business views in particularly 
are being fed into analysis of potential business 
impacts, to understand what effects a scheme may 
have, maximise opportunities, and mitigate any 
adverse effects. This work would continue at the 
next stage. 
 

  



 

 

 

Sarah Hughes 
on behalf of the 
Cambridgeshire 

Sustainable 
Travel Alliance 

Agenda Item No. 10 - Making Connections 
Consultation Feedback and the City Access Strategy 
 
The GCP has put forward three alternative road charge 
scenarios as potential ways to respond to the consultation 
survey.  
 
Scenario 1 would nearly halve the funds available to spend 
on bus services and improvements to walking, wheeling 
and cycling (2031 figures) and Scenario 3 would reduce 
them even further. Scenario 2 maintains funding for 
sustainable transport, but does this because it is 
potentially the same as the consultation proposal in its 
steady state.  
 
The Making Connections 2022 consultation brochure 
stated that the project would ‘“give people a realistic and 
reliable alternative to the car” and the improvements to 
buses, walking, wheeling and cycling set out in the 
consultation proposal were supported by 70% or more of 
consultation respondents. Many people we have spoken to 
would like to see even better buses (particularly in rural 
areas) and further investment in active travel.  
 
It is hard to see how the Making Connections future 
transport vision, which a large majority would like to see, 
could be achieved, however, if funding from the road 
charge reduces by half or more. Any new scenario must 
also respond to the concerns raised in the consultation; 
the GCP has said it will listen.  
 
We would like to encourage further discussion of scenarios 
that could produce levels of funding for public and active 
transport that are at, near or above those in the 

 
 
 
Scenarios 1, 2 and 3 are intended to be illustrative 
only, as indications of what different forms of 
adaptations to the scheme may look like and what 
the implications may be for scheme impacts. There 
will be further work to be done to reach a preferred 
option if the Board ask us to do so; and these 
scenarios are not exhaustive.   
 
There is a balance to be struck in responding to 
concerns raised in the consultation responses about 
potential negative impacts of the proposals, including 
road charging, while at the same time responding to 
the strong support expressed for improvements to 
public transport and active travel.  As the range of 
opinions expressed during the consultation was 
wide, we recognise that people will have a wide 
range of views as to the right balance of response.  
 
All adaptations will carry some consequences for the 
shape of the scheme which is deliverable, but our 
commitment remains to delivering a meaningful 
change to public transport and sustainable travel 
investment compared with the status quo if the board 
decide they wish to proceed to consider it.   

 



 

 

 

consultation proposal, yet also respond to the concerns 
raised in the consultation survey. An example scenario 
might be if the Sustainable Travel Zone applied 7 days a 
week and account holders were allocated a certain 
number of free days a year (for example 104) for use 
whenever they saw fit.  
 
Could the GCP commit to modelling this and other 
scenarios that do not reduce funding for sustainable 
transport but also respond to consultation feedback?   
 

Miranda Fyfe on 
behalf of Parents 

for the 
Sustainable 
Travel Zone 

Agenda Item No. 10 - Making Connections 
Consultation Feedback and the City Access Strategy 
 
Your bus improvement proposals list “fare subsidies” first, 
stating that £1/£2 singles would cost £16-£20 million. 
However, consultation responses show that frequency and 
reliability of services is a bigger concern than cost. Your 
report talks of “ensuring the bus is a more attractive 
financial option than the car” as being only possible when 
a £5 STZ charge is imposed. But for many journeys that 
people do right now it is already the case that existing, 
unsubsidised bus fares are cheaper than equivalent 
journeys by car.  
 
For example, my journey to Cambourne is a round-trip of 
29 miles; using the recommended figure of 45p per mile, 
that’s £13 in car running costs; whereas, the DayriderPlus 
bus fare is only £7. Better than that, Stagecoach offer 
discounted Flexi tickets, sold as bundles of 5 or 10 valid 
for 12 months – so even infrequent bus users can benefit – 
costing just £4.75 each for those who will use 10 
DayriderPlus tickets in a year. And if I were travelling from 
Haverhill, it’d be that same price on the bus, though double 

 
 
 
The responses to bus improvement questions in the 
consultation indeed show the importance of efficient 
and reliable bus services as a top priority for our 
residents, although affordability was also 
emphasised.  
 
“Fast, high frequency services” were identified as the 
single most popular priority for bus improvements 
chosen in the questionnaire, with “cheaper fares” 
next. In the demographically representative poll 
component of the consultation, “cheaper fares” was 
the most popular choice, with “fast, high frequency 
services” in third place. 
 
Fare subsidies are also part of the package that 
could be delivered quickly to support people with the 
cost of living crisis in the short term, and an element 
in ensuring that the package is broadly progressive.  
 
You are right to point out that bus fares often 



 

 

 

the car costs; even at 60mpg, the fuel alone would be £7. 
Yet your proposed, expensively subsidised £1/£2 singles 
fare structure would nearly double that Haverhill to 
Cambourne return fare from £4.75 to £8. 
 
Using this realistic comparison between car running costs 
and bus fares, existing bus services are NOT “totally 
unaffordable”. Within the smaller Dayrider zone Flexi10 
tickets are only £3 for all-day travel. If only more people 
knew about them! And the all-day nature of these tickets 
addresses trip-chaining issues too. 
 
Instead of £1/£2 single fares, please will the Board 
prioritise in their bus package:  
 
- widely publicising existing Flexi ticket options 
- expanding the Dayrider fare zone 
- promoting realistic comparisons between bus fares and 

car running costs? 
 

compare favourably to the total running costs of 
cars, but the behavioural evidence shows that most 
people in their day to day decision making will not 
account for the fixed costs of their car (which they 
consider sunk), only the variable costs of fuel, 
parking and perhaps in future STZ charges.  
 
One crucial factor in encouraging the mode shift that 
will make transport sustainable for Greater 
Cambridge is presenting a public transport option 
which is clearly identifiable as more affordable than 
the private car on a day to day basis.   This is why 
fares formed part of the original consultation 
proposal. The paper points out that, if revenues are 
decreased by amendments to the STZ then there will 
be choices about the appropriate balance of spend 
on fares vs on new or enhanced services. 

Dr Mike More, 
Chair of 

Cambridge 
University 

Hospitals NHS 
Foundation Trust 

Agenda Item No. 10 - Making Connections 
Consultation Feedback and the City Access Strategy 
 
We know the challenges which congestion in Cambridge 
causes. Many staff and patients tell me how their journeys 
to and from hospital are made more difficult by being stuck 
in traffic or not being able to rely on public transport to get 
them home.  
  
As NHS hospitals on the Cambridge Biomedical Campus, 
we support the move to more sustainable transport options 
and welcome the interventions already being made to 
improve journeys – such as the Cambridge South station, 

 
 
 
The GCP shares your view that access to 
Cambridge’s hospitals must be improved by the 
Making Connections proposals. Patients, visitors, 
and staff need to feel confident they can make their 
journeys in a reliable and timely manner, and this will 
become increasingly difficult in the face of increasing 
journey numbers and congestion, and the absence 
of a fully-functional public transport solution. The 
consultation responses identified healthcare access 
as a key concern to many in Greater Cambridge, 
and our proposals are being adapted to place even 



 

 

 

a new park and ride site, new busway and new cycleways.  
But these interventions alone will not be enough.  
 
In this context, finding the right travel solution for patients, 
staff and visitors to NHS organisations on the Campus is 
critically important.  For example, many patients and their 
visitors are unfamiliar with coming to Cambridge; staff are 
concerned about the impact of a potential road user 
charge and whether there will be reliable alternatives; and 
all at a time when as NHS hospitals we face significant 
recruitment and retention challenges. To meet these 
challenges, something needs to be done to reduce 
congestion while providing reassurance that any proposed 
measures improve the situation for everyone and are fair. 
 
This leads me to my questions. We understand that the 
Making Connections proposals are likely to change in 
response to feedback. Could you please explain how the 
benefits outlined last year can still be delivered if the 
proposals are significantly reduced? How do you ensure 
the commitments to provide 20 hour-a-day bus services, 
subsidised fares, and more services to more places can 
still be achieved if the plans change? I ask this so I am 
able to reassure NHS staff and patients, who have 
genuine concerns about the impact of a Sustainable Travel 
Zone, that the scheme will help them travelling for work 
and treatment. 
 

greater emphasis on finding a fair and workable 
solution. 
 
As you mention, GCP and other partners are already 
working on a number of interventions to improve 
access to the site, and the Making Connections 
scheme will be a step-change improvement on top of 
this. The proposals as published ahead of the 
consultation emphasised new services and extended 
hours of operation to make workers’ commutes 
simpler and easier, as well as discounts, 
exemptions, and reimbursements aimed at the most 
vulnerable patients.  
 
We understand the concerns which many feel 
workers have regarding the current travel 
arrangements - we would like to assure them that 
investment in the bus and cycling network through 
Making Connections would make a profound 
difference to their commute. By cutting congestion, 
the expanded bus system would become more 
reliable and available for 20 hours of the day, 
including making P&R facilities available to those 
working shifts that begin or end outside the current 
operating hours, while improved cycling and walking 
infrastructure will make it easier and safer to get 
around. 
 
The adaptations Officers have now presented to the 
Executive Board also include options which 
specifically address issues around the hospitals site, 
and would potentially extend the reimbursements to 
all patients and visitors. All adaptations will carry 
some consequences for the shape of the scheme 



 

 

 

which is deliverable, but our commitment remains 
providing better and more sustainable access to the 
site to all those making journeys there. 
 

Roxanne De 
Beaux on behalf 

of Camcycle 

Agenda Item No. 10 - Making Connections 
Consultation Feedback and the City Access Strategy 
 
There was a strong call in the Making Connections 
consultation for walking, wheeling and cycling 
improvements. 80% of respondents supported making the 
city more accessible for disabled people, 75% supported 
more secure cycle parking, 73% supported more cycling 
and walking connections and 72% supported additional 
funding for maintenance and improvements to footways 
and cycleways. GCP modelling suggests that if a 
Sustainable Travel Zone was implemented, it would result 
in over 50,000 additional daily walking and cycling trips. 
 
However, there is no need to wait until then to make 
improvements to enable more people to choose active 
travel. While Camcycle believes it is vital to ringfence 20% 
of STZ revenue for walking and cycling, there is also an 
urgent need to deliver quick wins. The GCP recognises the 
importance of preparing the bus network before STZ 
implementation, and should do the same for active travel. 
 
This should include: 
 
• Resurfacing of damaged footways and cycleways  
• Widening of paths to meet national guidance and 

reduce pedestrian-cycle conflict 
• Removal of exclusionary barriers and pinch-points 

including the redesign of the barrier on King’s Parade 

 
 
 
You are right that there is clear support from the 
public for the walking, wheeling and public realm 
elements of the Making Connections proposals. 
GCP is committed to making Greater Cambridge a 
better and easier place to walk, wheel, and cycle, 
and revenue raised from the Sustainable Travel 
Zone would be intended to support continuing 
improvements and maintenance of cycling, walking 
and wheeling infrastructure. The precise balance 
and detail of investment remains to be defined, in 
part on the basis of the response to this consultation.  
 
All of the consultation evidence will form part of the 
evidence base that supports future decision making 
on how the sustainable travel fund should be best 
invested if some form of the Making Connections 
proposals proceed. 
 
Beyond the Making Connections proposals which 
form the focus of this meeting, wider work is taking 
place at GCP to improve the experience and options 
for active travel in our area. This includes other City 
Access workstreams such as a Road Network 
Hierarchy Review for Cambridge, which takes a 
whole-city approach to understanding which routes 
and areas can be prioritised for place-making and 
active travel, including pedestrians. An update on 



 

 

 

• Improvement of junctions through measures such as 
the installation of continuous footways and the 
adjustment of signals to make sure they prioritise 
people walking and cycling 

• Installation of more secure cycle parking in public 
spaces and on residential streets 

• Behaviour change support such as free or low-cost 
cycle training, cargo bike hire and e-bike loan 
schemes. 

 
Will the Board commit to selecting STZ options that deliver 
an equal or greater income for active travel than the 
consultation proposal, that ringfence 20% for walking and 
cycling, and that begin in 2023/24 with a package of active 
travel quick wins? 
 

RNHR is planned for later this year. 
 
Elsewhere across the Transport Programme, GCP is 
committed to improving active travel in the Greater 
Cambridge area, and this includes walking and 
wheeling as well as cycling. In the proposed budget 
for the March 2023 Executive Board, around £125m 
was allocated to active travel projects.  
 
GCP is following the Active Travel Hierarchy that is 
adopted within the Active Travel Strategy for the 
County Council, this puts pedestrians at the top of 
the Hierarchy, and our schemes are designed taking 
this into account.  We are providing for pedestrians 
across the Greenways network through reduction in 
speeds in urban areas to improve general safety, 
improvements to multiple crossings across the 
network and in some areas providing better 
segregation such as along Cowley Road, Milton 
Road and Histon Road.    
 
With regards to the allocation of potential revenues 
from the Making Connections scheme, it will be for 
the Executive Board to determine what the right 
balance should be, drawing upon what we have 
heard in the consultation, ongoing engagement with 
our communities, and detailed technical work to be 
carried out at the next stage if the scheme proceeds. 
 

  



 

 

 

Roxanne De 
Beaux on behalf 

of Camcycle 

Agenda Item No. 9 - Greater Cambridge Greenways: 
Bottisham, Swaffham and St Ives 
 
Camcycle believes that, overall, there are just too many 
sections of the Greenway designs that are not just poor 
quality, but inappropriate for people of all ages and abilities 
and potentially dangerous. The Ditton Lane junction, the 
route through Swaffham Bulbeck, High Ditch Road, the 
Quy hotel access road, the Stow Road and Anglesey 
Abbey crossings, and the narrow, shared-use path on 
Riverside will not meet the objectives of the Greenways 
and fail to meet national design standards. 
 
On Riverside, the previous improvements to the western 
section should be used as a template for the eastern 
section. These provided additional space for people 
walking, a quiet street for cycling and rationalised parking. 
The current GCP proposals fail to recognise the huge 
opportunity to improve facilities for pedestrians and reduce 
conflict in this residential area. By not designing suitable 
networks for people walking, it is also compromising the 
quality of the cycle routes. The GCP have responded to 
many of the concerns raised by dismissively stating that 
‘This would be outside of the scope of the route’. The GCP 
should look at rationalising parking on Riverside (as it has 
done elsewhere on the Greenway schemes) to meet the 
project’s objectives of better walking, wheeling and cycling 
routes for all. 
 
Regrettably, given the long delay on these much-needed 
schemes, we ask the Board to refuse to endorse the 
current proposals, and instruct officers to start engaging 
properly with parish councils, local communities and other 

 
 
 
The GCP welcomes CamCycle’s continued interest 
and involvement in the design workshops that they 
have attended on the Greenways. The schemes 
seek to find a compromise between meeting design 
standards such as LTN1/20, local environmental 
constraints and the needs of all users, including 
pedestrians. However, the Greenways should not 
be branded as potentially dangerous. All schemes 
are subject to independent Road Safety Audits that 
look at the safety for all users.  
 
At the Joint Assembly officers committed to looking 
at specific sections in detail and ensuring updates 
were provided at the final sign off of the Executive 
Board (at Full Business Case). They included:  
 
1. The Ditton Lane junction - As previously 

discussed , installing an underpass would be 
cost prohibitive due to the numerous utilities in 
the vicinity of the existing carriageway. A high-
level estimate for installing this feature would 
be circa £4million pounds and add up to 18 
months to the programme. Our design team 
looked at three alternative designs to the 
underpass and selected the best alternative 
junction option, which is the current proposal. 
We have committed to reviewing this again at 
Detailed Design. 

 
2. The route through Swaffham Bulbeck - 

Following the engagement process, GCP met 



 

 

 

key stakeholders to co-create high-quality schemes that 
deliver for everyone and meet the Greenways objectives. 
 

with the County Councilor, District Council, 
and Parish Council on site to discuss the 
issues raised. Our design team is exploring 
the option of rerouting the Greenway to make 
it more cycle and equestrian friendly. When 
the proposed route is finalised this will be 
subject to Executive Board sign off at Full 
Business Case. 

 
3. High Ditch Road – The proposed junction 

improvements are to improve visibility and the 
realignment of the shared use path adjacent to 
carriageway is to make crossing the 
carriageway safer. 

 
4. The Quy hotel access road- The proposed 

section is designed to ensure both active 
travel users and hotel guests and staff using 
the same access are considered.     

 
5. Stow Road and Anglesey Abbey crossing – 

The crossing points at these locations mean 
cyclists may have to dismount. However, there 
is provision for a 3-metre wide refuge island to 
ensure safety for cargo bikes etc.  

 
6. Shared-use path on Riverside- Reference the 

previous footpath scheme to the western 
section, there isn’t enough room to continue 
this throughout the Riverside section. GCP 
met with The Riverside resident’s association 
on site to discuss this. It was stated that 
parking should remain, but GCP stated that 
enforcement issues regarding existing issues 



 

 

 

are outside the scope of the scheme. GCP are 
looking at the option of installing a two-way 
cycle access from Stourbridge common to 
reduce the potential conflict between NMU 
users. 

 

 



Agenda Item No. 4 
 

Greater Cambridge Partnership Executive Board 
Public Questions Protocol 

 
PLEASE READ THE PROTOCOL AND THE NOTES BELOW BEFORE SUBMITTING YOUR QUESTION 

 
Notes: The Executive Board Chairperson has confirmed that when exercising their discretion to 
allow questions to be asked at meetings, they intend to apply the following principles: 
 

• Questions should relate to matters on which members are being asked to reach a decision. 

• Multiple questions by the same person on the same agenda item will not be accepted. 

• GCP officers will not read out questions on behalf of those concerned.  The expectation is 
that those asking questions will do so personally (or nominate someone else to do so on 
their behalf) *.  Where this is not possible questions will be handled as routine 
correspondence and a written response provided. 

• The 300 word limit will be applied strictly and questions exceeding this limit will be 
automatically rejected. 
* where possible the option of remote attendance will be offered, but not all venues used 
have the equipment necessary to enable this.  

 
At the discretion of the Chairperson, members of the public may ask questions at meetings of the 
Executive Board.  This standard protocol is to be observed by public speakers: 
 

• Notice of the question should be sent to the Greater Cambridge Partnership Public 
Questions inbox [public.questions@greatercambridge.org.uk] no later than 10 a.m. 
three working days before the meeting.  

• Questions should be limited to a maximum of 300 words.  

• Questioners will not be permitted to raise the competence or performance of a member, 
officer or representative of any partner on the Executive Board, nor any matter involving 
exempt information (normally considered as ‘confidential’).  

• Questioners cannot make any abusive or defamatory comments.  

• If any clarification of what the questioner has said is required, the Chairperson will have the 
discretion to allow other Executive Board members to ask questions.  

• The questioner will not be permitted to participate in any subsequent discussion and will not 
be entitled to vote.  

• The Chairperson will decide when and what time will be set aside for questions depending 
on the amount of business on the agenda for the meeting.  

• Individual questioners will be permitted to speak for a maximum of three minutes.  

• In the event of questions considered by the Chairperson as duplicating one another, it may 
be necessary for a spokesperson to be nominated to put forward the question on behalf of 
other questioners. If a spokesperson cannot be nominated or agreed, the questioner of the 
first such question received will be entitled to put forward their question.  

• Questions should relate to items that are on the agenda for discussion at the meeting in 
question. The Chairperson will have the discretion to allow questions to be asked on other 
issues.  
 

The deadline for receipt of public questions for this meeting is  
10:00 a.m. on Monday 25th September 2023 



 

Agenda Item No: 5 

Feedback from the Joint Assembly Meeting 
7th September 2023 

 
 
Report to: Greater Cambridge Partnership Executive Board 
  
Date: 28th September 2023 
  
Lead: Councillor Tim Bick, Joint Assembly Chairperson 

 
 

1. Background 
 
1.1  This report is to provide the Executive Board with a summary of the discussion at the 

Greater Cambridge Partnership (GCP) Joint Assembly meeting held on Thursday 7th 
September 2023.  The Executive Board is invited to take this information into account in 
its decision making. 

 
1.2 Twenty three public questions were received; twelve on Making Connections Outline 

Business Case and Next Steps [agenda item 6]; three on Greater Cambridge Partnership 
Future Investment Strategy 3 [agenda item 7]; two on Cambridge South-East Transport 
Scheme [agenda item 8]; three on Better Public Transport – Waterbeach to Cambridge 
and Waterbeach Greenway [agenda item 9] and three on Better Public Transport - 
Cambridge Eastern Access Project [agenda item 10]. 

 
1.3 The Joint Assembly received a petition signed by 4,546 signatories relating to agenda 

items 7 [Greater Cambridge Partnership Future Investment Strategy 3] and 8 [Cambridge 
South-East Transport Scheme].  It asked the GCP “to save one of Cambridge’s important 
green corridors and not to proceed with an 8 km road through countryside and instead 
progress plans for a 1.6 km road and 1-2 km of bus lane in the A1307 corridor”.   

 
1.4 Six reports were considered and a summary of the main points emerging from the Joint 

Assembly discussion is set out below. 
 
 

2. Making Connections Outline Business Case and Next Steps 
 
2.1 The Joint Assembly had a long debate on the Making Connections proposals.  In light of 

the recent statement from the South Cambridgeshire District Council Liberal Democrat 
Group and the subsequent one from Cambridge City Council Labour Group, members 
discussed whether it was appropriate to proceed with a detailed assessment of the 
Outline Business Case and a modified scenario 1.  A majority of members had the 
original intention to proceed with scrutiny of the recommendation, but in the light of major 



partners withdrawing their support, it was agreed that this was not worthwhile at this point 
and that the changed situation needed consideration by the Executive Board.  
Disappointment was widely expressed across the Joint Assembly.  

 
2.2 It was agreed to ask the Executive Board to review the situation in a reflective way.  The 

Joint Assembly asked that GCP officers, together with officers from the three partner 
councils and the Combined Authority, prepare a high-level strategic assessment of the 
threats and opportunities of starting over again on a congestion reduction and public 
transport improvement strategy.  This should take account of a variety of factors that 
could be impacted, including, other GCP projects, future funding, bus reform, and the 
Local Plan.  Members asked that the Executive Board consider that report before a final 
decision is made on the future of Making Connections. 

 
2.3 Given the significance of a decision, members agreed to ask the Executive Board to re-

check the political consensus to progress the preferred option as described in Section 5 
of the report and to achieve scheme objectives, whilst responding to the consultation 
feedback.   

 
2.4  It was also agreed to ask that the Executive Board seeks confirmation from the 

constituent partners that they remain committed to finding and supporting solutions to the 
original objectives that lay behind the Making Connections work, namely - tackling 
congestion, securing better public transport and safer walking and cycling, reducing 
greenhouse gas emissions and improving air quality.   

 
2.5 Members agreed to suggest that if the current project was to be discontinued, the 

Executive Board ask officers to prepare proposals for securing the alternative sources of 
recurring revenue required to deliver a sustainable transport system, which may include 
some form of demand management. 

 
2.6  The Joint Assembly agreed to ask the Executive Board to consider whether there are 

lessons from the current situation for our decision making and leadership processes.  
 
 

3. Greater Cambridge Partnership Future Investment Strategy 3 
 
3.1 The Joint Assembly endorsed the Future Investment Strategy (FIS3) and proposals to 

reprioritisation the programme.  Members also supported the proposed process for 
managing the ‘overprogramming’ element of the GCP budget, including annual reports 
on the forecast cost of the programme. 

 
3.2 Some members raised concerns about pausing the Cambridge South East Travel 

Scheme (CSETS) Phase 2, given its strategic importance locally and nationally.  The 
Joint Assembly highlighted the need to pursue options for securing alternative funding at 
the earliest opportunity.  It was asked that regular progress reports were submitted to 
future meetings. 

 
3.3 Members asked that consideration be given to possibility of pursuing some of the active 

travel components of the of the scheme, in particular the active travel route to Granta 
Park. 

 
3.4 It was acknowledged that the GCP was already overprogrammed, therefore any new or 

alternative schemes would also be unaffordable.  Responding to public questions asking 



for the CSETS project to be revised and to address the funding issues by doing less, 
members concluded that they did not support this approach at this time.  This option 
should only be considered if alternative sources of funding for the approved scheme 
could not be secured. 

 
 

4. Cambridge South-East Transport Scheme 
 
4.1 Following on from the debate on the FIS3 and support for the proposal to pause the 

CSETS Phase 2 scheme, the Joint Assembly supported the minor variation to the 
preferred route and plans to make a formal request to Cambridgeshire County Council 
for the submission of a Transport and Works Order (TWAO), should funding become 
available. 

 
 

5. Better Public Transport – Waterbeach to Cambridge and 
Waterbeach Greenway 

 
5.1 The Joint Assembly considered the proposals to be presented to the Executive Board 

and almost all members supported plans for the revised central alignment (Appendix B) 
to be taken forward to the preliminary design stage.  Members also supported taking 
plans for the Travel Hub site option C (Appendix C to the report) forward to the 
preliminary design stage, where further work would be undertaken to integrate the design 
with the busway and active travel options. 

 
5.2 Members supported the proposal to consult on a new alignment of the Waterbeach 

Greenway. 
 
 

6. Better Public Transport - Cambridge Eastern Access Project 
 
6.1 The Joint Assembly considered the proposals to be presented to the Executive Board 

and was supportive of the emerging recommendations, apart from the preferred option 
for the new Newmarket Road Travel Hub.  Members were reticent about the proposed 
travel hub location and suggested that this should be reconsidered. 

 
6.2 Commenting on the proposed delay in addressing the Elizabeth Way roundabout to allow 

for greater clarity of Grafton Centre and Beehive developments, members suggested it 
was more appropriate to describe this as phasing rather than pausing the plans. 

 
 

7. Quarterly Progress Report 
 
7.1 The Joint Assembly noted the report, which set out progress across the whole GCP 

programme.  Members noted the update to the GCP Assurance Framework and 
welcomed the update on the future maintenance of the GCP implemented infrastructure.  
There was support for plans to make an £80k contribution to funding the City Council’s 
secure cycle parking scheme at Queen Anne Terrace car park and to fast track the 
detailed design for the Addenbrooke’s Roundabout section of the A1134 Cycling Plus 
scheme. 

 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Background Papers 
 

Source Documents Location 

None N/A 

 



 

Agenda Item No: 6 

 

Making Connections OBC and next steps 
 
Report to: Greater Cambridge Partnership Executive Board 
  
Date: 28th September 2023 
  
Lead Officer: Lynne Miles – Director of City Access, GCP 

 

1 Introduction and Recommendations 

1.1 This paper presents a proposed revised Making Connections scheme and appended 
Outline Business Case in response to the consultation findings presented to the 
Executive Board in June 2023 and further technical work.  

1.2 It is recommended that the Executive Board:  

1. Notes the strategic objectives of the City Deal programme and the Making 
Connections proposals. 

2. Notes the results of the consultation that was undertaken on the Making 
Connections proposals as outlined in section 4 and Appendix 2. 

3. Notes the request from the Joint Assembly meeting on 7 September with regard 
to this item as outlined in section 3. 

4. Notes appendix 4 prepared in response to the request from the Joint Assembly. 

5. Considers whether or not the preferred option (Scenario 1A) as outlined in Section 
7 and the Outline Business Case (Appendix 5)  

a. meets the strategic objectives of the City Deal programme and  

b. responds appropriately to the issues raised during the consultation1. 

6. Considers whether or not the proposals are at a stage to enable recommendations 
to be made to the Highways & Transport Committee of the County Council (as 
Highways Authority) to endorse the Outline Business Case and to progress the 
Making Connections proposals to the Full Business Case stage. 

  

 
1 See also Appendix 3 



2 Background 

2.1 The GCP’s public transport improvements and City Access strategy sit at the heart 
of the City Deal. They aim to address some of the major pressures on the local 
economy and mitigate future risks of non-intervention by reducing congestion and 
pollution, and by providing people with better, healthier, more sustainable options for 
their journeys.  

2.2 In 2014 the Greater Cambridge City Deal struck with the Coalition government tasked 
this area with establishing the GCP Executive Board to take shared democratic 
decisions on behalf of its partner organisations: Cambridge City Council, South 
Cambridgeshire District Council and Cambridgeshire County Council (CCC) working 
with the business and education community. The purpose of the deal was to support 
delivery of the Local Plans’ visions for sustainable and inclusive growth in Greater 
Cambridge; to allow the area to fulfil its potential in supporting national economic 
success benefitting the UK economy and wider society, whilst ensuring that the 
growth is inclusive and sustainable.  

2.3 Since then, on behalf of its partner organisations, and alongside the Cambridgeshire 
& Peterborough Combined Authority (CPCA), the GCP Executive Board has 
developed and is now delivering a £1bn programme of public and private investment, 
primarily in transport infrastructure, to support the growth vision set out by the current 
local plan.  

2.4 Alongside this, the Board tasked officers, initially in 2015, with developing a 
proposition that could frame that infrastructure investment with demand management 
measures. The objective being to improve public transport services by reducing the 
congestion in and around the city that was damaging the economy and making 
Greater Cambridge a less attractive place to live, work and do business.  

2.5 The GCP is a time-limited organisation whose overarching objective is to deliver 
investment over 15 years, through the consensus decision making of the three 
partner authorities, and works in collaboration with the Mayoral Combined Authority. 
The GCP will not implement the recommendations of this paper but, if partner 
organisations choose to take them forward, they will maximise the value, impact and 
potential of the GCP’s infrastructure investment across the rest of its programme.  

2.6 If a STZ were approved, the GCP would also leave a funding legacy to the city region, 
by using a proportion of a one-off central government funding agreement for the city 
region (the City Deal of £500m over 15 years) and investing it such that it secures an 
ongoing locally-raised and directed revenue source, which would be legally 
ringfenced to spend on achieving transport objectives. It offers an ongoing means of 
funding bus service provision in the public interest rather than on a (declining) 
commercial model, and funding infrastructure provision and maintenance for years to 
come in a wider context of increasing pressures on local government core funding. 

2.7 The recommendation from officers is that this package has the potential to make a 
significant contribution to the objectives the GCP Board collectively set for itself.  It is 
the culmination of several years of work to provide a recommended answer to the 
challenge first set by the Executive Board in 2015, which has included several rounds 
of public consultation and the UK’s first Citizens Assembly on transport policy. 
Various other solutions have been considered over the last eight years. These 
recommendations are the result of many years of conversation with the residents and 



workers of Greater Cambridge and beyond. These conversations have focused on 
asking people what they want public and sustainable transport to look like, and how 
to deliver it, in an environment where there are no easy solutions and marginal 
interventions have proved inadequate for the scale of the challenge.  

Context: growth and capacity 

2.8 The Greater Cambridge area is forecast to grow significantly. Successive 
development plans over the last 20 years have supported the economic success of 
the area and provided for housing and employment land to support that growth. The 
adopted Cambridge and South Cambridgeshire Local Plans plan for 44,000 more 
jobs and 33,500 homes by 2031.2 The 2021 Census showed that significant 
population growth has already taken place, with 35,000 more Greater Cambridge 
residents than in 2011.3 Greater Cambridge is a net ‘importer’ of workers, with a travel 
to work area stretching beyond Cambridgeshire into parts of Hertfordshire, Essex, 
and Suffolk. 

Figure 1: Cambridge Travel to Work Area (TTWA)4 

 

2.9 Growth in Greater Cambridge over the past decade was faster than had previously 
been forecast which has led to upward revisions of the growth trajectory for the next 
local plan period.  Additional growth is also expected from the emerging joint Greater 
Cambridge Local Plan covering the period to 2041. There is also significant planned 

 
2 Cambridge Local Plan 2018 https://www.cambridge.gov.uk/media/6890/local-plan-2018.pdf; South 
Cambridgeshire Local Plan 2018  https://www.scambs.gov.uk/media/17793/south-cambridgeshire-adopted-
local-plan-2018.pdf 
3 https://www.ons.gov.uk/visualisations/censusareachanges/E07000008/ 
https://www.ons.gov.uk/visualisations/censusareachanges/E07000012/ 
4 Source: Office for National Statistics Travel to Work Areas. TTWAs are still defined using 2011 Census 
travel to work data because the 2021 census was undertaken during ‘work from home where possible’ 
COVID lockdown instructions.  

https://www.cambridge.gov.uk/media/6890/local-plan-2018.pdf
https://www.scambs.gov.uk/media/17793/south-cambridgeshire-adopted-local-plan-2018.pdf
https://www.scambs.gov.uk/media/17793/south-cambridgeshire-adopted-local-plan-2018.pdf
https://www.ons.gov.uk/visualisations/censusareachanges/E07000008/
https://www.ons.gov.uk/visualisations/censusareachanges/E07000012/


growth in the wider travel-to-work area as set out in neighbouring authorities’ Local 
Plans. All of this means that travel demand is expected to continue to increase.  

2.10 Evidence from the past decade is that the pace of population and employment growth 
has cancelled out the benefit of marginal gains in mode shift arising from previous 
active travel investment, parking charges and other policies aimed at encouraging 
people out of their cars and onto sustainable modes5. Given the rate of growth 
projected a step change will be required to deliver Net Zero objectives.  

2.11 In July 2023 the Secretary of State for Levelling Up, Housing and Communities 
announced a “Long-term plan for housing” which placed particular emphasis on 
ambitions for growth in housing and research space in Cambridge, and to address 
current constraining factors including congestion and the need for effective 
sustainable transport networks.6 Any government proposals for further development 
in Cambridge, including urban redevelopment and densification, will increase the 
necessity and urgency of system-wide intervention due to additional journeys and 
transport demand.  

2.12 This forecast growth has implications for how people make journeys in Greater 
Cambridge. Much of the additional employment growth will be located in areas 
outside the city centre which are less well served by the current public transport 
network. Between 2010 and 2019 the number of motor vehicles entering and leaving 
Cambridge’s radial cordon increased by 9%, even with a higher proportion of people 
travelling by public transport and active modes in 2018 than in 2011.7 Although car 
traffic is currently lower than 2019, it is almost back to pre-COVID levels.8 Congestion 
causes daily misery for people trying to access jobs, education and services, as well 
as contributing to high levels of pollution and emissions. 115 deaths in Greater 
Cambridge in 2021 were estimated to be attributable to poor air quality (to which 
transport contributes)9. Transport was also the second largest contributor to 
greenhouse gases emissions in Cambridgeshire in 2020, accounting for 23% of 
emissions.10 

2.13 Congestion undermines the bus network, making services slower, less reliable and 
therefore less attractive - and ultimately, less economically viable. This creates a 
vicious spiral where congestion causes bus services to be worse, leading more 
people to feel they have no viable alternative other than to drive, which increases 

 
5 Technical Assessment of the impact of measures proposed as an alternative to  
fiscal options to address future congestion in Cambridge, 2019 
https://greatercambs.filecamp.com/s/kLtJXgfboUIdzqnC/d 
6 Long-term plan for housing: Secretary of State's speech - GOV.UK (www.gov.uk) 
7 Technical Assessment of the impact of measures proposed as an alternative to  
fiscal options to address future congestion in Cambridge, 2019 
https://greatercambs.filecamp.com/s/kLtJXgfboUIdzqnC/d  
8 Cambridgeshire County Council, ‘Quarterly Transport Update: Cambridge & South Cambridgeshire COVID-
19 Transport Impacts & Recovery’ April 2023 https://cambridgeshireinsight.org.uk/roads-transport-and-
active-travel/transport-data-insights/ 
9 Source: Cambridge City Council (2022). Air Quality Annual Status Report based on data from Office for 

Health, Improvement and Disparities: https://www.cambridge.gov.uk/media/11277/air-quality-annual-status-
report-2022.pdf  
10 Department for Business, Energy & Industrial Strategy, UK local authority and regional greenhouse 
emissions national statistics, 2005-2020 https://www.gov.uk/government/statistics/uk-local-authority-and-
regional-greenhouse-gas-emissions-national-statistics-2005-to-2020 

https://greatercambs.filecamp.com/s/kLtJXgfboUIdzqnC/d
https://www.gov.uk/government/speeches/long-term-plan-for-housing-secretary-of-states-speech
https://cambridgeshireinsight.org.uk/roads-transport-and-active-travel/transport-data-insights/
https://cambridgeshireinsight.org.uk/roads-transport-and-active-travel/transport-data-insights/
https://www.cambridge.gov.uk/media/11277/air-quality-annual-status-report-2022.pdf
https://www.cambridge.gov.uk/media/11277/air-quality-annual-status-report-2022.pdf
https://www.gov.uk/government/statistics/uk-local-authority-and-regional-greenhouse-gas-emissions-national-statistics-2005-to-2020
https://www.gov.uk/government/statistics/uk-local-authority-and-regional-greenhouse-gas-emissions-national-statistics-2005-to-2020


congestion and further worsens bus services. High levels of congestion can also 
make walking, cycling and wheeling less safe and attractive as alternatives.  

2.14 Some parts and people of Greater Cambridge and the wider travel-to-work area are 
being held back by a lack of any viable public transport or safe walking and cycling 
routes. Poor transport connections compromise social fairness by limiting access to 
jobs, education, training and leisure opportunities. This can isolate people and 
communities, creating a less socially integrated area.  Without additional funding, 
existing bus routes are likely to continue to become less viable and more services 
are likely to be reduced or withdrawn.  

2.15 Recovery from the Covid-19 pandemic has shown car trip levels return close to pre-
pandemic levels (-7% in March 2023 from February 2020), whilst bus patronage, 
walking and cycling have begun to recover more slowly (-13%, -10%, and -29% 
respectively compared with pre-pandemic levels)8. The risk of a car-based recovery 
remains, potentially worsening existing congestion, pollution and emissions issues. 

2.16 Planned growth in the Greater Cambridge area, plus additional growth from the 
emerging joint Greater Cambridge Local Plan means that, even with more flexible 
working than pre-pandemic, pressure on the transport network will grow. Many (more) 
people will still need to travel, not just for work but also for education, to access 
services including health services, and for leisure and retail – and the GCP agenda 
is encouraging, wherever possible, those journeys to be made using ultra-low or zero-
emission public transport or by cycling, walking or another active travel option. 

Context: climate emergency, cost-of-living crisis, and public health 

2.17 Climate change and the cost-of-living crisis are both issues of great concern, and 
tackling them is more important than ever. The City Access programme, including 
Making Connections, represents a crucial opportunity to take meaningful and urgently 
needed action on both matters. The delivery of an affordable, attractive sustainable 
transport network is vital if the Greater Cambridge area is to remain a vibrant and 
attractive place to live, work, visit, and offer an excellent quality of life to its residents. 
In addition, the impact of car dependency on levels of physical activity and obesity, 
and unequal access to car travel for those with lower personal mobility, make 
transport investment a public health and equity issue. 

2.18 Summer 2023 has seen climate temperature records broken, and severe heatwaves 
and weather events have had an impact across Europe and the world.11 Climate 
scientists and the head of the UN have expressed deep concern about an “era of 
global boiling”, with July 2023 set to be the world’s warmest month on record.12  

2.19 All three GCP Partner Councils have declared a climate emergency, committing 
themselves to finding ways to reduce the region’s impact in the form of carbon 
emissions and air pollution. Cambridge City Council’s Climate Change Strategy 
aspires for “Cambridge to be net zero carbon by 2030”13 and South Cambridgeshire’s 
Zero Carbon Strategy to “halve carbon emissions by 2030 and reduce them to zero 
by 2050”.14 Similarly, in May 2019, Cambridgeshire County Council also declared a 

 
11 Climate records tumble, leaving Earth in uncharted territory - scientists - BBC News; Europe and US 
heatwaves near 'impossible' without climate change - BBC News 
12 Climate change: July set to be world's warmest month on record - BBC News 
13 Climate Change Strategy - Cambridge City Council, p.13 
14 scdc-zero-carbon-strategy-web.pdf (scambs.gov.uk), p.5 

https://www.bbc.co.uk/news/science-environment-66229065
https://www.bbc.co.uk/news/science-environment-66289489
https://www.bbc.co.uk/news/science-environment-66289489
https://www.bbc.co.uk/news/science-environment-66322608
https://www.cambridge.gov.uk/media/9581/climate-change-strategy-2021-2026.pdf
https://www.scambs.gov.uk/media/15058/scdc-zero-carbon-strategy-web.pdf


climate emergency and has published a ‘Climate Change and Environment Strategy’ 
for the County of Cambridgeshire to be net-zero by 2045.15  

2.20 Transport accounts for the single largest segment of carbon emissions in Greater 
Cambridge (33.4% in 2020), and the second-largest segment in Cambridgeshire as 
a whole (23.2%).16 Addressing the portion of emissions which are caused by the way 
we travel is therefore a vital part of an effective climate strategy. 

2.21 At the same time, sustained inflation and cost-of-living increases continue to place 
greater financial pressure on the residents of Greater Cambridge, making transport 
costs more expensive and increasing the need for better, more reliable, and more 
affordable public transport and active travel options. This is especially true for those 
who currently have no alternative to paying a disproportionate fraction of their 
household income (as much as 25% or more17) to keep a car on the road, or who 
cannot afford one at all.  

2.22 ‘Forced Car Ownership’, whereby those on low incomes are forced to own and use 
cars due to affordable housing being located far from their destinations and a lack of 
reliable or affordable public transport, drastically increases vulnerability to 
unexpected expenses and reduces the ability to cover utility and fuel costs and repay 
debts.18 In the current climate of elevated energy bills and higher interest and 
mortgage rates, providing an improved public transport alternative thus becomes an 
even greater priority.  

2.23 Poor service under the current system of public transport results in unequal access 
to opportunities such as education, jobs, healthcare, leisure, and green spaces, and 
a lack of confidence amidst abrupt service cancellations and route cuts.19 English 
households on the lowest 20% of incomes are more than twice as likely to have no 
access to a car than those in the wealthiest households, and in 2019 they travelled 
half as far by car as their wealthier counterparts.20 Moreover, those who benefit least 
from personal vehicle use are often those most impacted by the air quality, noise, 
and health disbenefits of heavy-traffic areas.  

2.24 Alongside the relationship between income and employment type, people facing 
relative health and mobility issues are also less likely to own a car. For example, in 
Greater Cambridge 38% of people with lower levels of personal mobility, whose day-
to-day activity is limited by a long-term illness or health problem, do not own a car21. 
In addition, the population classed as obese is rising: nearly a third of children aged 
2 to 15 are overweight or obese and younger generations are becoming obese at 
earlier ages and staying obese for longer. According to Public Health England, 
physical inactivity is a main risk factor for obesity22.  

 
15 Part 1 - Climate Change and Environment Strategy 2022 (cambridgeshire.gov.uk) 
16 UK local authority and regional greenhouse gas emissions national statistics, 2005 to 2020 - GOV.UK 
(www.gov.uk) 
17 On the side of motorists | IPPR 
18 Mattioli, Giulio, “‘Forced Car Ownership’ in the UK and Germany: Socio-Spatial Patterns and Potential 
Economic Stress Impacts”, Social Inclusion, 5:4, 2017, p.147-160 
19 Anger as Stagecoach East announces 21 bus route closures in Cambridgeshire 
(cambridgeindependent.co.uk); Cambridge students ‘angry’ as Stagecoach bus cuts will make it ‘impossible’ 
to get to college - Cambridgeshire Live (cambridge-news.co.uk) 
20 On the side of motorists | IPPR 
21 ONS Census (2021). Car or Van Availability by Long-Term Health Problem 
22 Health matters: obesity and the food environment - GOV.UK (www.gov.uk) 

https://www.cambridgeshire.gov.uk/asset-library/part-1-climate-change-and-environment-strategy-2022.pdf
https://www.gov.uk/government/statistics/uk-local-authority-and-regional-greenhouse-gas-emissions-national-statistics-2005-to-2020
https://www.gov.uk/government/statistics/uk-local-authority-and-regional-greenhouse-gas-emissions-national-statistics-2005-to-2020
https://www.ippr.org/blog/on-the-side-of-motorists
https://www.cambridgeindependent.co.uk/news/anger-as-stagecoach-east-announces-21-bus-route-closures-in-9274696/
https://www.cambridgeindependent.co.uk/news/anger-as-stagecoach-east-announces-21-bus-route-closures-in-9274696/
https://www.cambridge-news.co.uk/news/cambridge-news/cambridge-students-angry-stagecoach-bus-25191164
https://www.cambridge-news.co.uk/news/cambridge-news/cambridge-students-angry-stagecoach-bus-25191164
https://www.ippr.org/blog/on-the-side-of-motorists
https://www.gov.uk/government/publications/health-matters-obesity-and-the-food-environment/health-matters-obesity-and-the-food-environment--2


2.25 Moving away from a car-first network can help transform our city and economy into 
one which is more inclusive and equitable. 

2.26 To ensure that any Making Connections package does not further exclude those on 
lower incomes from travel throughout Greater Cambridge, the proposals as consulted 
on in 2022 included plans for reduced bus fares and a low-income discount. The cost 
of living has emerged as a key concern in the responses to the Making Connections 
2022 consultation, which have been responded to by further work developing the 
discounts, exemptions, and reimbursements, as well as an Equalities Impact 
Assessment. 

Future transport vision 

2.27 To address current and future transport issues, tackle climate change, help address 
the public health challenge and secure the inclusive and sustainable growth of our 
area, we need to reduce car dependence and promote the use of sustainable modes 
of transport wherever possible. Offering a real competitive alternative to the car has 
three key elements:  

• New sustainable transport infrastructure;  

• An enhanced network of affordable public transport services; and  

• Creating space for sustainable transport and discouraging car use. 

2.28 The bulk of investment in the GCP’s sustainable infrastructure plan is building new, 
high-quality, segregated infrastructure for active travel and public transport. Delivery 
of the GCP’s infrastructure programme is underway with improvements being made 
across Greater Cambridge over the next four years. This capacity is necessary to 
meet the growth proposals as outlined in the current adopted Local Plans as 
mentioned above.  

2.29 The City Access programme will amplify the impacts of this City Deal investment and 
advance the latter two points – creating the conditions to provide more people with 
genuine alternatives to car travel which must happen first, before discouraging car 
use for those who will then have alternatives. 

GCP City Access Programme  

2.30 The City Access Programme has explored ways to deliver better, more competitive 
sustainable transport, particularly within Cambridge’s constrained urban 
environment, including the narrow historic streets in the city centre. The Programme 
comprises the following parts: 

• the Making Connections programme – focusing on transformational 
improvements to the bus network, improving the city’s active travel 
environment, and reducing congestion and pollution – which is the focus of 
this paper;  

• development of an Integrated Parking Strategy, including the delivery of 
further Residents’ Parking Schemes; 

• making best use of the city’s road network, through a Road Network 
Hierarchy Review; and 

• exploring ways to reduce commercially-generated congestion through freight 
consolidation. 



2.31 The objectives of the programme are to:  

• contribute to the overall GCP Board objective to reduce traffic by 15% from 
the 2011 baseline, freeing up road space for more public transport services, 
and other sustainable transport modes; 

• ensure public transport is more affordable, accessible and connects to where 
people want to travel, both now and in the future; 

• raise the money needed to fund the delivery of transformational bus network 
changes, fares reductions and improved walking and cycling routes; 

• make it safe and attractive to walk and cycle for everyday journeys; 

• support decarbonisation of transport and improvements to air quality; and 

• make Greater Cambridge a more pleasant place to live, work travel or just 
be. 

2.32 To support the development of the programme, extensive technical work has been 

undertaken and set out in detail in earlier papers.23 This technical work has shown 
that:  

• the scale of the challenge is such that significant measures are needed to 
address the issues;  

• any package needs to combine interventions to support the uptake of public 
transport with one or more measures to discourage car use in order to 
maximise impact and free up road space; and 

• the introduction of measures that discourage car use must be timed to 
ensure people have realistic alternatives in place first. 

Previous technical work and consultation 

2.33 The evolution of proposals to fulfil the City Access objectives since 2015 – when GCP 
was created – has been refined by five formal consultation exercises. Early 
engagement included Our Big Conversation (2017), Choices for Better Journeys 
(2019) and the Greater Cambridge Citizens’ Assembly (2019), while more recently 
Making Connections consultations took place in 2021 and 2022.  

2.34 Appendix 1 summarises the timeline of consultation, engagement and technical work 
for City Access and Making Connections which has shaped the options consulted 
upon and then assessed in the OBC and has cumulatively led to the 
recommendations set out in this paper.  

2.35 Previous technical work identified several options which were consulted on as part of 
the Making Connections 2021 consultation, namely parking charges including a 
workplace parking levy (WPL), a pollution-based road user charge and a congestion-

 
23 See particularly 30th September 2021, 28th September 2022, and 29th June 2023 GCP Executive Board 
meetings and their associated technical papers (linked at the end of this report): 
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1571/
Committee/26/SelectedTab/Documents/Default.aspx; 
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1853/
Committee/26/Default.aspx; and 
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/
Committee/26/Default.aspx  

https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1571/Committee/26/SelectedTab/Documents/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1571/Committee/26/SelectedTab/Documents/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1853/Committee/26/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1853/Committee/26/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/Committee/26/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/Committee/26/Default.aspx


based road user charge (called a flexible charge in the 2021 consultation). This 
received almost 2,500 responses, and key findings included:24 

• 71% of respondents supported the overall aims of reducing carbon emissions, 
tackling pollution and congestion, and improving public transport; 

• 78% of respondents supported the proposals to improve and expand the bus 
network with cheaper, faster, more frequent and reliable services to more 
communities; 

• 68% supported reducing traffic to improve walking and cycling, while 52% 
supported reducing traffic to improve public spaces. 

• options that involved charging cars for driving in an area were preferred to 
options involving additional or new parking charges. 

2.36 The results of the 2021 Making Connections consultation informed a range of further 
technical work that underpinned the Strategic Outline Case (SOC), which was 
presented to the Executive Board on 28th September 202225, alongside the launch of 
a major public consultation on an indicative proposal package.  

2.37 The SOC of 2022 considered alternative options to a road user charge including a 
Workplace Parking Levy (WPL) and a pollution (ULEZ-style) charge. The assessment 
concluded that those alternative options would perform significantly less well than a 
Sustainable Travel Zone (STZ) in terms of overall traffic reduction which would be 
key in delivering reliable bus services. 

3 Joint Assembly Feedback 

3.1 The Joint Assembly made reference to the fact that the political leadership of two of 
the three partner organisations have made public statements that their parties were 
not supportive of the recommended option 1A put to the Assembly. There has been 
extensive press coverage of those positions, and as a result the Joint Assembly did 
not reach a consensus to scrutinise the proposal set out in the agenda papers and 
Outline Business Case. 

3.2 In conclusion the Joint Assembly asked that:  

• a high-level strategic assessment on the threats and opportunities of starting 

over again on congestion reduction and public transport improvement 

strategy should be presented to the Board prior to a final decision on the 

future of the Making Connections project (this is included with this report at 

Appendix 4);  

• the Board re-confirms its commitment to finding solutions which meet the 

objectives of the Making Connections proposals; 

• the Board re-checks the lack of political consensus that was apparent at the 

Assembly; 

• the Board re-affirms whether or not there is consensus on the way forward;  

 
24 Making Connections 2021 Consultation: Report of Consultation Findings 
https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-
Programme/City-Access/Making-Connections/GCP-Making-Connections-report-13June22.pdf 
25 Executive Board Agenda Pack 28th September 2022 (Item 7) 
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1853/
Committee/26/Default.aspx 

https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/GCP-Making-Connections-report-13June22.pdf
https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/GCP-Making-Connections-report-13June22.pdf
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1853/Committee/26/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/1853/Committee/26/Default.aspx


• the Board identifies alternative sources for a recurring revenue funding of 

bus services; and 

• the board considers how we should learn from the current situation in terms 

of our decision-making process. 

4 Consultation and Engagement 

4.1 The Board agreed to run a second Making Connections public consultation from 17th 
October to 23rd December 2022, consisting of a major public survey which received 
over 24,000 responses, alongside demographically representative opinion polling, 
written submissions from organisations in the Cambridge travel-to-work-area, 
targeted meetings with representative and seldom-heard groups, and ran a series of 
in-person and virtual engagement events. GCP also commissioned an independent 
audit of its consultation approach from the Consultation Institute (tCI). 

4.2 The three elements of the proposal package as consulted upon were:  

• Transforming the Bus Network: Adding new routes, additional services, 
cheaper fares and longer operating hours. This bus network would be front-
funded by the city deal during a ramp up period so that public transport 
improvements were in place before any charge.  

• Investing in sustainable travel schemes: Alongside bus improvements, it 
was proposed to set aside part of the scheme revenues to invest in new 
sustainable travel schemes, such as better walking and cycling links.  

• Creating a Sustainable Travel Zone (STZ): The final part of the Making 
Connections proposals was for the introduction of a Sustainable Travel Zone 
in the form of a road user charge operating from 7am to 7pm on weekdays, 
and money raised would fund improvements to the bus network and 
sustainable travel schemes. This could be gradually introduced from 2025 and 
be fully operational in 2027/28. The introduction of the STZ was proposed to 
operate only once bus improvements had been implemented. 

4.3 The consultation proposal package also included a list of proposed Discounts, 
Exemptions, and Reimbursements (informed by the previous consultation and 
engagement with key stakeholders in Autumn 2021) and asked for public feedback 
on what was proposed.  

4.4 The results of this consultation have been used to inform the development of the 
Making Connections OBC, as presented in and alongside this paper.  

4.5 The headline conclusions of the consultation can be found in the Appendix 1 to this 

paper and in the Consultation Analysis Report26.  The consultation analysis presented 

in the report was independently reviewed by the Consultation Institute and the report 

of their findings is also available online27. Subsequent technical work has continued 

to analyse consultation feedback to inform development of the OBC, such as the 

Equalities Impact Assessment, Business Impact Assessment, and work on 

Discounts, Exemptions, and Reimbursements. 

 
26 https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-
Programme/City-Access/Making-Connections/Making-Connections-22/MC22-consultation-report.pdf  
27 https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-
Programme/City-Access/Making-Connections/Making-Connections-22/MC22-independent-review.pdf  

https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/Making-Connections-22/MC22-consultation-report.pdf
https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/Making-Connections-22/MC22-consultation-report.pdf
https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/Making-Connections-22/MC22-independent-review.pdf
https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/Making-Connections-22/MC22-independent-review.pdf


5 Options Assessment Report and scenario assessment 

5.1 An Options Assessment Report (OAR) was published alongside the Strategic Outline 
Case (Sept 2022) and has now been updated to consider how the consultation 
scheme could be adapted to address both concerns and opportunities identified 
during the public consultation.  

5.2 The consultation responses to the Making Connections package can be grouped into 
four broad categories: 

• Changes to the parameters of the Sustainable Travel Zone scheme (such as 

hours of operation, charge level or boundary) 

• Changes to the suite of discounts, exemptions or reimbursements 

• Changes to the bus or wider sustainable transport offer that is funded and 

complementary to the Sustainable Travel Zone 

• Elements considered not necessary to be changed in response to the 

consultation. 

OAR Assessment of Scenarios  

5.3 The analysis demonstrates that all the scenarios have positive impacts in terms of 
congestion and environmental benefits, and they all deliver varying levels of funding 
to facilitate transformation of the bus network and sustainable travel measures. The 
duration of benefits throughout the day is dependent on whether the scenario has 
peak hour or all day STZ charges and the level of funding available also varies 
depending on the hours of charging, but also the extent to which additional discounts 
are given. 

5.4 This finding suggests all three scenarios, alongside the consultation scheme, have 
potential merit in terms of their strategic impact. Therefore, the OAR recommended 
that all scenarios are taken forward for more detailed assessment during the OBC 
stage. The do minimum/No STZ scenario is also included as a baseline.  

5.5 The table below describes the five scenarios considered in the updated Options 
Assessment Report: 

  



Table 1 – Scenarios considered in the OAR 

 
Option  Hours (weekdays) Charge   Additional discounts 

Consultation Proposal  7am-7pm  £5 (cars)  
£10 (vans)  
£50 (HGVs, 
coaches) 

  

Scenario 1  
Peak only proposal  

AM and PM peaks 
only 

£5 (cars and 
smaller 
vans)  

Smaller vans charged as cars  
100% discount for hospital visitors 
and patients (and staff who park at 
the hospital) 

Scenario 2  
Consultation proposal + 
free days  

7am-7pm   
AM phased in 2026   
All-day 2027 or 28  

No change  180 free days 2026 (AM only 
scheme)  
180 free days 2027  
100 free days 2028  
50 free days 2029  

Scenario 3  
Minimalist option  

AM and PM peaks 
only   

£3 (cars)  100% discount for hospital visitors 
and patients (and staff who park at 
the hospital) 
100 free days in 2027 and 2028  

Do minimum (No STZ) n/a  n/a  n/a  

6 Outline Business Case and associated technical work  

6.1 The Outline Business Case (OBC) further develops and assesses the scenarios; 
building on the preliminary assessment in the OAR and incorporating the findings of 
further technical work undertaken subsequent to the Strategic Outline Case stage.   

6.2 It pays particular attention to options for responding to the findings of the 2022 
consultation, alongside ongoing stakeholder engagement and previous updates and 
discussions at the Joint Assembly and GCP board.  

6.3 It provides a summary of the options appraisal process as well as the benefits and 
disbenefits of the scenarios being appraised. 

6.4 The scenarios assessed in the OBC are neither exhaustive nor final.  The intention 
of the OBC is that it includes a range of option variants and sensitivity tests to help 
decision-makers understand the traffic, revenue and other wider impacts of further 
refinements that could be made to the scenarios, such as amending discounts or the 
bus improvement measures.  Thus, the OBC provides a technical foundation and 
evidence base on the impacts of a range of scenarios, allowing some flexibility 
to develop consensus on a preferred option. 

  



Table 2 – Refined scenarios & variants considered in the OBC 

 
 Charge Time Implementation Additional Discounts (to 

those consulted on) 

Consultation 
Scheme 

£5 for cars 
£10 LGV 
£50 HGV 

7am-7pm 
weekdays 

AM only 2026   

  
Scenario 1 

£5 for cars 
£10 LGV 
£50 HGV 

AM/ PM 
weekdays 

starts 2027 Hospitals (patients and 
visitors) 
 Smaller vans as cars 
  

Scenario 1A £5 for cars 
£10 LGV 
£50 HGV 

AM/ PM 
weekdays 

starts 2027 SME business discount  
50 free days indefinitely  

Scenario 2  £5 for cars 
£10 LGV  
£50 HGV 

7am-7pm 
weekdays 

AM only 2026 180 Free days 2026, 2027 
100 Free days 2028 
50 Free days 2029 

  
Scenario 3 

£3 for cars 
£10 LGV 
£50 HGV 

AM / PM 
weekdays 

starts in 2027 Hospitals (patients and 
visitors) 
100 Free days 2027 
100 free days 2028 

Do minimum 
(No STZ) 

Ref Case   n/a n/a n/a 

 

6.5 There will be scope for further refinement of a preferred option beyond the OBC, but 
these are expected to be variations of a preferred scheme, as opposed to more 
substantive changes to the headline parameters of geography; time of day; charge 
levels; discounts; exemptions; reimbursements; and the scale of the wider bus and 
sustainable transport package. 

Findings of the OBC 

6.6 Overall, the OBC demonstrates that Scenarios 1, 2 and 3 achieve traffic reduction 
and are capable of funding bus and sustainable transport measures and, in general, 
contribute positively towards achieving objectives. The key consideration is about the 
scale of benefits and the extent to which they achieve the original objectives set, 
which must be balanced with questions of public and political acceptability.  

6.7 The headline conclusion from the technical work is that an all-day scheme remains 
the most impactful against the scheme objectives, and that a reduction in charge level 
from £5 to £3 would:  

• struggle to deliver the scale of benefits envisaged; 

• offer a much more limited impact on traffic reduction; and  

• pose a greater financial risk to the charging authority against wider economic 

turbulence.   



6.8 Given the issues raised during the consultation and wider engagement Scenario 2 
(all day charging with free days) represents the solution which best achieves scheme 
objectives, from a technical and analytical perspective. It: 

• has the ability to deliver the largest level of bus and sustainable travel 

improvements that 70% of consultation respondents said they wanted; 

• offers some response to consultation concerns  

• goes furthest of the three scenarios towards achieving scheme objectives.   

6.9 However, the Business Impact Assessment work suggests that, of the three 

scenarios, this would have the highest negative impact on small businesses in 
particular, a major issue flagged in consultation responses.  And, unless free days 
were retained indefinitely (a variant tested in the OBC) it does less to respond to 
consultation concerns of the 58% who opposed the STZ than the other scenarios.  

6.10 Scenario 1 (AM and PM peak hours of operation): 

• is forecast to reduce traffic when it is at its worst (i.e., during peak hours) 

almost as much as scenario 2; 

• would provide investment to offer a substantial improvement in public 

transport investment when compared against the current bus network in 

Greater Cambridgeshire; 

• goes further than Scenario 2 in terms of responding to consultation feedback 

on STZ concerns, and further in addressing issues raised in the Business 

Impact Assessment and Equalities Impact Assessment.  

6.11 Scenario 3 performs the least well against objectives of the three scenarios: 

• It offers more limited impacts on traffic and a reduced opportunity to 

transform funding for buses and sustainable travel – adding free days to 

further address consultation concerns would reduce the impact still further; 

• There are concerns in terms of the Equalities Impact Assessment and Social 

and Distributional Assessment in relation to the reduction in bus service 

options for those without access to a car and those in rural areas most costly 

to serve by bus; 

• It offers limited scope to include further additional discounts or reductions to 

charge levels given the lower level of funding generated. 

6.12 However, Scenario 3 goes furthest in modifying the STZ proposition in response to 
the 58% of those who oppose the consultation version of the STZ.  

6.13 The ‘No STZ’ option is not recommended because 

• performance against objectives is forecast to be negative (i.e., the future 

situation will worsen compared to the current situation).  

• this has significant negative equalities implications, in particular for those on 

lower incomes or who for other reasons have no access to a car and are 

currently poorly served by the commercial bus network, which is in the 

process of long term structural decline. Services will continue to be removed 

on the basis of commercial viability without some means of intervening to 

reverse this trend.  



• it would also have negative business implications, compromising the ability of 

employees, deliveries and customers to access the city in future. 

6.14 If the decision were to be not to proceed with an STZ then other policy options could 
be explored if decision makers still wish to make progress towards the City Access 
objectives of reducing traffic and raising revenue to fund public transport operating 
costs and wider City Deal objectives (see section 10). However, previous technical 
work has demonstrated that other policy approaches would deliver less against 
objectives than a STZ28. 

7 Recommendations for the Sustainable Travel Zone (STZ)  

7.1 Based on the findings of the OBC, the officer recommendation is that the GCP 
Board agree to proceed with the proposed Sustainable Travel Zone proposal in 
order to deliver the road space and revenue required to invest in public and 
sustainable transport improvements. 

7.2 It is recommended that this be based on a modified version of OBC Scenario 1: peak 
hour only charging. Charging would begin in 2026/2027, after several years of 
investment in improved bus services, and the value of the charge would be reviewed 
in 2029/30 and periodically thereafter and when necessary uprated in line with 
inflation. Charge rates would remain as per the consultation with the exception of 
motorbikes where a 100% discount is suggested in response to consultation 
feedback. The impact of this on mode shift, safety, noise and pollution should be kept 
under review.  

7.3 This is because Scenario 1 best balances achievement of scheme objectives with 
responding to concerns expressed during the consultation.  Whilst not delivering as 
much benefit as Scenario 2 in terms of traffic reduction or revenue raising, moving to 
‘peak time only’ operation substantially reduces the potential negative impact on 
small businesses and the self-employed, and goes further to reflect consultation 
feedback than Scenario 2.  

7.4 However, it is recommended that the Final Business Case tests a modification of 
Scenario 1 (“Scenario 1A”) to include an allowance of free days for personal 
account holders to be retained indefinitely (50 per year or around 1 per week).  
This is because the free days element of Scenario 2 helps to address a very wide 
range of issues raised in the consultation and the Equalities Impact Assessment.  

  

 
28 Consultation website for Making Connections 2022 
https://consultcambs.uk.engagementhq.com/18150/widgets/56016/documents/32502 

 

https://consultcambs.uk.engagementhq.com/18150/widgets/56016/documents/32502


Figure 2 – Summary of recommended STZ option  

 
 

7.5 The proposed package of Discounts, Exemptions and Reimbursements set out in the 
consultation has been reviewed and in some cases modified in response to 
consultation findings. Ongoing work is summarised in the Discounts, Exemptions and 
Reimbursements (DER) technical paper appended29.  

7.6 The OBC also sets the parameters for monitoring, managing and evaluating impact 
and benefit realisation. The extent to which the scheme is achieving its objectives in 
terms of traffic reduction and public transport improvement should be formally kept 
under review with the potential to make future adjustments where necessary. This 
should include consideration of unforeseen impacts.  It would be a legal requirement 
to report annually on the disbursement of the net revenues, which would be legally 
ringfenced for transport.  Impact monitoring could potentially also be communicated 
through this annual report.  

Peak Hours and earlier finish 

7.7 The shift to peak hours is a major change to the parameters of the scheme compared. 
The consultation scheme proposed charging for 12 hours out of 24 (7am to 7pm), but  
it is recommended that the scheme should instead charge for 6 hours out of 24 
(in the peak hours of 7am-10am and 3pm-6pm).  

7.8 This would mitigate a number of negative impacts identified through the Business 
Impact Assessment, Equalities Impact Assessment, Social and Distributional Impact 
Assessment and concerns raised through the consultation.  

7.9 It restricts charging to the times of day when traffic is heaviest (therefore maintaining 
maximum impact in terms of creating road space and reducing congestion when it is 
most needed), and it allows greater freedom for people to move around, and 
deliveries to be received, in the middle of the day. This is expected to be of particular 
benefit to stay at home parents/carers, or older people who don’t qualify for a 

 
29 www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-
Access/Making-Connections/MCOBC/Appendix-K-Discounts-Exemptions-Reimbursements.pdf 
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disability exemption. Both of these groups are flagged as being at greater risk of 
social isolation if they are reliant on car travel.   

7.10 Many consultation respondents and stakeholders such as Teversham Parish Council, 
Cambridge Past, Present and Future suggested that peak time only charging would 
be a more reasonable approach which would reduce the impact on businesses.  After 
the close of the consultation, the Cambridgeshire Residents Group also provided a 
submission listing suggestions from its committee brainstorming sessions and from 
its social media group member contributions.  Peak time only charging was one the 
suggestions received from their social media group members.  Finishing the scheme 
at 6pm would have benefits for the night time economy, allowing visitors to arrive 
earlier without charge and increasing spending in the local economy. 

7.11 Peak time only charging also allows greater flexibility for free access to healthcare 
appointments outside of charging hours. The all day scheme would have more 
significant retail and leisure industry impacts than a peak time only scheme.   

7.12 Finishing charging at 6pm rather than 7pm allows greater freedom for people to use 
their car for evening social, leisure, volunteering and caring activities without 
restriction and was suggested by a number of consultation respondents such as 
Cambridge United and Chesterton Bowls Club.  

7.13 Halving charging hours does have significant impacts in terms of revenue compared 
to the consultation scheme which would reduce the investment available in 
subsidising public and active travel compared to both the consultation scheme and 
scenario 2. It also increases the likelihood of ‘peak spreading’ (increased traffic in the 
inter-peak non-chargeable hours) which should be kept under review. 

Figure 3 – Cambridge radial cordon motor vehicle traffic: two-way flows by half-hour time 

period (based on pre-COVID data)

 



7.14 The CPCA will take account of all potential sources of revenue to support the bus 

network through their work on bus reform including but not limited to STZ net 

revenues30. 

Free days 

7.15 In response to the consultation, the OBC has considered the possibility of offering 
‘Free days’ which would give individual account holders the opportunity of a fixed 
number of days to travel without paying a charge. Scenario 2 was designed to test 
the principle of free days.  However, the financial impact of adding free days to 
Scenario 1 has also been assessed through the OBC as a potential variant: Scenario 
1A.  Based on the technical work and consultation feedback balanced with the 
Business Impact Assessment the officer recommendation is that the STZ scheme 
should include an allowance of free days to be retained indefinitely.  

7.16 Inclusion of free days in the scheme substantially mitigates concerns expressed 
through the consultation about access to hospital and other medical appointments 
but it also mitigates a wide range of other concerns expressed through the 
consultation.  

7.17 A recurring theme of the consultation feedback was that the proposals were aiming 
at the right objectives but that the scheme as set out was perceived by many as unfair 
or punitive, since whilst people may be able to change their habitual behaviour 
(commuting and leisure trips) to other modes, there will always be some 
circumstances in which people feel a car is reasonably required.  The examples given 
ranged widely, but the commonality was that the needs were ad hoc, and varied 
between people. It is not operationally feasible to define all of those circumstances 
and design exemptions or rebates to match them. But allowing a general ‘budget’ for 
those circumstances gives flexibility for people to use them as best fits their own 
circumstances.  

7.18 Free days would give people the flexibility to use a car occasionally for other trips 
where the car is needed. This might include taking a pet to the vet; visiting an elderly 
relative; shopping for bulky goods such as hardware or furniture; taking donated 
goods to a charity shop; bringing home a stack of books for marking; carrying sports 
equipment to practice.   

7.19 Free days also indirectly mitigate impact on retail businesses whose customers are 
more car reliant than average, such as DIY stores, garden centres, charity shops, 
and supermarkets (especially budget supermarkets that do not offer home delivery).  
Allowing a free day per week (in addition to weekends) means that customers can 
still make trips to purchase bulky goods by car.  

7.20 In practice, free days would be linked to an account, and could be tied to a 
household/address or to individual cars. This would reduce the incentive for 
households to use second or third cars to travel free all week and avoid giving greater 
benefits to (typically) higher income households with multiple cars compared with 
(typically) lower income households reliant on a single car.  It is assumed free days 

 
30 Cambridgeshire & Peterborough Combined Authority: Bus Reform (https://cambridgeshirepeterborough-
ca.gov.uk/what-we-deliver/transport/buses/bus-reform/) 

https://cambridgeshirepeterborough-ca.gov.uk/what-we-deliver/transport/buses/bus-reform/
https://cambridgeshirepeterborough-ca.gov.uk/what-we-deliver/transport/buses/bus-reform/


would apply on a per household basis, with the allowance being able to be shared in 
the case of households in multiple occupation.  

7.21 It is assumed at this stage that free days would apply to anyone who opened an 
account, irrespective of address. There is the potential to levy a small administration 
fee to set up an account in order to deter people from setting up multiple accounts. 
However detail of the ‘scheme rules’ for free days would finalised in the next phase 
of design work.  

7.22 Estimates of the impact of free days on revenue and traffic impacts are more 
uncertain and dependent on a number of assumptions about account take up and the 
proportion of eligible free days that are used in practice. The OBC sets out the 
assumptions made, and sensitivity tests included, but close monitoring of take up 
should follow any future implementation if the decision is taken to proceed.  As with 
reducing charging hours, an allocation of free days for an indefinite period for account 
holders would reduce revenue compared to the consultation scheme which would 
correspondingly reduce the investment available in subsidising public and active 
travel compared to both the consultation scheme. 

Impact on local businesses  

7.23 The consultation and Business Impact Assessment has identified potential 
disproportionate impact of the consultation proposals on smaller business who often 
have a reduced ability to absorb increases in operating costs. This is particularly the 
case in certain sectors more reliant on goods deliveries in and out.  By contrast, 
bigger businesses and those sectors which are more likely to be focused on the 
productivity and growth constraints imposed by an underperforming public transport 
system and its impact on their labour market catchment and ability to recruit and 
retain staff. There is therefore no single measure that addresses ‘business’ needs, 
which in practice vary widely.  

7.24 The OAR initially tested a reduction of the charge for LGVs from £10 to £5. As 
technical work on the BIA progressed it suggested that this would be relatively poorly 
targeted, and not help those small businesses who operate larger vehicles (for 
example, local construction firms, local coach companies, garden centres).   

7.25 A reduction in the charges for LGVs and HGVs and coaches for all businesses would 
be significant in revenue terms, reduce the incentive to consolidate and reduce freight 
movements and have a detrimental impact on the scale of bus investment. It would 
also be detrimental to peak time congestion, air quality and other environmental 
benefits. 

7.26 Therefore, a variant of Scenario 1 was tested in the OBC to include a targeted SME 
discount, and it is recommended that a locally-owned SME discount is included 
as part of the STZ scheme. This would entail offering a discount of 50% on HGV, 
coach and LGV charges for vehicles registered to small, locally-owned businesses 
and self-employed workers. Details would be finalised in the next stage, but for the 



OBC it is assumed to apply to business account-holding SMEs31, and to self-
employed workers registered or resident in the Cambridge commuter area32.  

7.27 The proposed local SME discount would significantly reduce the cost to SMEs that 
need to operate commercial vehicles during peak charging hours, providing a further 
indirect benefit to the businesses that they supply. The differential in price between 
SMEs and other operators of LGVs and HGVs may further confer a cost advantage 
on local small businesses compared to bigger suppliers, encouraging the use of small 
local suppliers and strengthening the local economy.  

7.28 This responds to consultation feedback from individual businesses and from groups 
such as the Federation for Small Business on the disparity in impact on employees 
who travel to work by car and those self-employed people whose work involves a 
van, who would have paid a higher rate under consultation proposals.  

7.29 Further work in the FBC would consider specific scheme rules and how this discount 
would be administered. 

Access to hospitals and other health appointments 

7.30 The inclusion of free days in a modified scenario 1 would mean that the specific 
hospital exemption tested as part of scenario 1 would no longer be required, because 
the free days proposal goes even further.   

7.31 The consultation proposal already proposed exemptions for those with complex 
medical needs who need to travel to hospital appointments frequently, and for A&E 
visitors and those giving birth. The 100% disability discount33 and the 50% low-
income discount provide further protection for disabled and low income people 
accessing hospital and healthcare.   

7.32 Work has been undertaken based on consultation feedback, and further meetings 
with CUH has established that there is an existing system in place at Cambridge 
University Hospitals and at Royal Papworth to provide discounted or free parking to 
support those with a range of medical and social needs34. This includes people with 
medical conditions that need to visit hospital frequently; those who need to visit 
patients for a protracted period; and staff with particular personal, shift timing or travel 
needs that make using a car essential. The officer recommendation is to build on 
this existing system of hospital parking discounts and reimbursement for 
those with the medical need to visit hospital frequently, or for whom public 
transport is too high risk, ensuring they receive equivalent discounts on STZ 
charges, ensuring that no additional administrative cost burden is placed on 
the NHS. The decision on who qualifies for these discounts or reimbursements is, 

 
31 SME = Small and Medium Enterprises: defined by the UK Government as businesses with fewer than 250 
employees and an annual turnover of less than €50m BEIS small and medium enterprises (SMEs) action 
plan: 2022 to 2025 (accessible webpage) - GOV.UK (www.gov.uk) 
32 Alternative geographies could be tested during development of the Full Business Case stage. 
33 Now recommended to include those claiming the mobility component of PIP as well as blue badge 
holders. 
34 https://www.cuh.nhs.uk/visiting-our-hospitals/travel-and-parking/parking/discounted-
parking/#:~:text=Free%20parking%20will%20be%20provided,of%20at%20least%20three%20months.  
https://royalpapworth.nhs.uk/our-hospital/getting-
here#:~:text=Our%20patients%20and%20visitors%20have,who%20are%20a%20private%20company.  

https://www.gov.uk/government/publications/beis-small-and-medium-enterprises-sme-action-plan-2022-to-2025/beis-small-and-medium-enterprises-smes-action-plan-2022-to-2025-accessible-webpage#definition-of-an-sme
https://www.gov.uk/government/publications/beis-small-and-medium-enterprises-sme-action-plan-2022-to-2025/beis-small-and-medium-enterprises-smes-action-plan-2022-to-2025-accessible-webpage#definition-of-an-sme
https://www.cuh.nhs.uk/visiting-our-hospitals/travel-and-parking/parking/discounted-parking/#:~:text=Free%20parking%20will%20be%20provided,of%20at%20least%20three%20months
https://www.cuh.nhs.uk/visiting-our-hospitals/travel-and-parking/parking/discounted-parking/#:~:text=Free%20parking%20will%20be%20provided,of%20at%20least%20three%20months
https://royalpapworth.nhs.uk/our-hospital/getting-here#:~:text=Our%20patients%20and%20visitors%20have,who%20are%20a%20private%20company
https://royalpapworth.nhs.uk/our-hospital/getting-here#:~:text=Our%20patients%20and%20visitors%20have,who%20are%20a%20private%20company


and should remain, a clinical matter for the hospitals who are best placed to assess 
this, rather than for the STZ scheme administrators. 

7.33 The next stage of work, in partnership with Cambridge hospitals would develop the 
details of this, funding administration costs through STZ revenues to ensure that there 
is zero cost to the NHS arising from extending their administrative arrangements.  
This includes any potential cost of widening existing CUH and Royal Papworth 
schemes to include other hospital sites. The next stage of work should also consider 
the potential to offer similar arrangements to emergency service staff, particularly 
those on night shifts.  

7.34 The recommended addition of free days further makes provision for account holders 
to travel to hospital by car for free for occasional visits, but also to use their car for 
other health related appointments (such as the GP or dentist) without imposing 
an administrative cost on those providers, whereas a site specific hospital exemption 
would not. This was an issue flagged in consultation feedback from Cambridgeshire 
Local Medical Committee and others.   

7.35 The cost of providing a blanket exemption for all hospital patients and visitors, over 
and above the free days allowance, the concession for medical need, the low income 
discount and the disability exemption would be relatively expensive and poorly 
targeted in terms of need, and would come at the cost of reducing the additional bus 
provision possible, and less impact on reducing traffic in and around hospital sites 
than otherwise.  Likewise, if hospital exemptions were extended to all health facilities 
within the zone in addition to free days, the administration and lost revenue would be 
significantly higher whilst providing minimal marginal benefit to vulnerable patients 
dependent on car. 

7.36 Thinking about public health more broadly, the ‘Healthy Streets’ initiative is underway 
by the Cambridgeshire and Peterborough Health and Wellbeing Board, whose 
priorities include creating an environment to give people the opportunities to be as 
healthy as they can be.  Making Connections is likely to make an important 
contribution to the creation of healthy streets, by reducing traffic and creating more 
space for active travel. 

Low income discount 

7.37 The consultation scheme proposed the principle of a Low Income Discount (LID) and 
asked for feedback on its design during the consultation.  

7.38 The primary benefit of the Making Connections proposals to those on lower 
incomes would be the increased provision of bus services, and the reduction 
of bus fares. This bus investment disproportionately benefits those on lower incomes 
as set out in the EqIA.  

7.39 Nevertheless, it is recognised that there are some on lower incomes who may remain 
reliant on cars , and it is important that they are protected. 

7.40 Technical work to develop the proposals for the LID since the consultation suggests 
a recommended discount of 50% on STZ car charges to protect those on low 
incomes who are reliant on cars, reducing to 25% for two years if income increases 
to the point that they are no longer eligible for benefits (or to smooth the impact of 
short term fluctuations in income on eligibility for benefits).  The working proposal is 



that this would be available to account holders in receipt of Universal Credit 
(including those who are in work but on low incomes), Pension Credit (low 
income older people) and Carers benefit (low income unpaid carers).  

Timing of implementation 

7.41 The consultation proposal was for bus investment to begin in 2023 and 2024, ramping 
up through the period leading up to the introduction of the charge. 

7.42 This period prior to charge implementation, when no revenue is incoming, would be 
funded by £50m nominally set aside by GCP from City Deal funding. This would allow 
public transport improvements to be put in place before any STZ charge was 
implemented.  

7.43 The consultation proposal was that implementation might be phased as follows:  

• peak time charging of LGVs, HGVs and coaches only from 2025; 

• peak time charging for all vehicles from 2026; and 

• all day charging for all vehicles from 2027/28. 

7.44 Consultation feedback received suggested limited interest in a phased approach to 
implementation. Organisational feedback from businesses suggested that the early 
introduction of the charge for commercial vehicles was perceived as unfair and 
detrimental to business. It is therefore recommended that charges begin 
simultaneously for all vehicles, in 2026 or 2027. The Final Business Case should 
make detailed consideration of the timeline for implementation and confirm whether 
that date is achievable.  

Sensitivity tests 

7.45 The financial dimension of the OBC includes sensitivity tests to assess the viability of 
the scenarios against a range of possible future outcomes including inflation and 
demand variability. 

7.46 The financial model assumes that daily charge rates are first inflated in 2030 (with an 
assumed base date of 2027) and every three years thereafter. STZ operating costs 
are inflated every year with an assumed base date of 2022. 

8 Recommendations for bus and sustainable transport 
investment 

8.1 Discussions with stakeholders and the responses to the consultation highlighted the 
importance of both public transport and active travel options as alternatives to the 
car. Making Connections creates the opportunity to create a local funding stream that 
would allow the local authority partners to effectively recast the bus network 
alongside, measures to increase walking/cycling and wider measures to enhance the 
public realm. 

8.2 The reduced traffic that the Sustainable Transport Zone delivers, alongside wider 
investment in walking and cycling and wider place-shaping and regeneration 
investment would help create a city fit for the future. Thus, Making Connections is a 
once in a generation opportunity to transform the travel choices and opportunities for 
people visiting, living and working in Cambridge. 



Future bus network: context 

8.3 The national backdrop of decline in bus use outside of London has been accelerated 
by Covid. Patronage in England outside of London (where the bus network was not 
deregulated) has been on a trajectory of long term decline since the 1970s. We are 
faced with a bus industry where costs are rising, and services are being cut. In the 
No STZ scenario, with no intervention in the bus network, there is a real risk of 
continued decline with the associated impacts on those dependent on buses now, let 
alone for those without any access due to buses not being an option35.  

Figure 4: Passenger journeys on local bus services in England, billions, 1970-2020/2136 

 

8.4 Congestion in Cambridge has also impacted bus operations. For example, Whippet 

stated that to accommodate for “vastly increased congestion in Cambridge” it has 
had to scale down frequency of its Universal bus services from 10 to 8 buses during 
peak hours37. Similarly, Stagecoach has recently announced service changes to the 
Cambridge Citi 1 and Citi 2 services due to the impact of congestion on the highway 
network; the Citi 1 now runs according to a 12-minute peak frequency, instead of 10 
minutes, from Monday to Saturday “to combat [the effects] of congestion”38. 

8.5 Additionally, in October 2022, Stagecoach withdrew 18 predominantly rural bus 
routes in Cambridgeshire. Stagecoach stated that the services were no longer 
financially viable due to a drop in passenger numbers to around 75% of pre-pandemic 

 
35 Traffic Commissioners for Great Britain annual report 2022-23 indicates that local bus route registration 
has declined and bus routes are being cut: 
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1172421/
230720_TCGB_Annual_Report_23_.pdf  
36 Source: House of Commons Research Briefing: ‘The National Bus Strategy: Bus Policy in England outside 
London’, May 2022, based on data from DfT Local Bus Passenger data 
https://www.gov.uk/government/statistical-data-sets/bus01-local-bus-passenger-journeys#table-bus0103  
37 Whippet (2023). Revised Weekday Universal Timetable. 13th February 2023  
38 Stagecoach (2023). Routes updated across Cambridgeshire and Bedfordshire. 4th June 2023 Service 
Update. 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1172421/230720_TCGB_Annual_Report_23_.pdf
https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment_data/file/1172421/230720_TCGB_Annual_Report_23_.pdf
https://www.gov.uk/government/statistical-data-sets/bus01-local-bus-passenger-journeys#table-bus0103


levels39. It is expected that there are other services which are currently marginally 
viable which will be at risk in future if no support can be found.  

8.6 Through longer hours, new services, new destinations and cheaper fares, the bus 
network would be transformed to be a viable alternative to the car, so that people can 
depend on it for their day to day needs. For those without access to cars, it would 
widen opportunities to education, healthcare, employment, leisure, shopping or 
visiting family and friends. 

8.7 Separately, the Cambridgeshire and Peterborough Combined Authority (CPCA) is 
considering options for bus reform through enhanced partnership or franchising 
models, on which an update is expected in Autumn. The Making Connections and 
bus reform proposals are independent of one another, but there would be clear 
potential synergies if they were both taken forward. An STZ would offer a substantial 
flow of revenues to allow the CPCA to invest in growing the network. Enhanced 
Partnership or franchising models offer the opportunity to maximise the value of that 
investment by improving passenger outcomes through measures such as integrated 
ticketing and information and potentially better planning and timing of the network to 
meet social need.  

8.8 The reduction in the sale of the Sustainable Travel Zone described above means that 
less net revenue would be available for investment in bus and sustainable travel 
improvements.  These two elements have been assumed to scale down 
proportionately with the overall reduction of income.  

8.9 With less overall net revenue there will be difficult decisions to be made about the 
relative proportion of expenditure on fare subsidy compared with provision of 
additional services, where fare subsidy was a relatively large proportion of the total 
planned expenditure in the consultation package both in the short and long term.  

Bus service improvements before introduction of the STZ 

8.10 A guiding principle of the consultation proposal was that buses would be delivered 
before any charge is put into place. In the short term, this would be within the current 
deregulated bus environment using City Deal funds set aside by the GCP Executive 
Board, but implemented by CPCA as the Strategic Transport Authority.  

8.11 The officer recommendation is for a phased programme of fares and services based 
around the key areas of investment shown in Figure 6 below.  Sitting over and above 
this are proposals for reduced fares.  

8.12 In the short term that package focuses on delivering tangible changes that can be 
implemented quickly and would build confidence in the bus network and build towards 
the longer term vision.  A series of new provisions can be implemented every few 
months throughout 2024.  

8.13 Officers will bring a more detailed recommendation to the Executive Board in 
December on the composition of the bus ramp-up package to be funded by the City 
Deal £50m which has been set aside for improving bus services before a charge 
comes in.  

 
39 Stagecoach bus timetables: 18 bus routes to be cut in Cambs as they are 'no longer financially viable' - 
Cambridgeshire Live (cambridge-news.co.uk) 

https://www.cambridge-news.co.uk/news/local-news/stagecoach-bus-timetables-18-bus-25062860
https://www.cambridge-news.co.uk/news/local-news/stagecoach-bus-timetables-18-bus-25062860


8.14 The headline officer recommendations that will be elaborated in December are that 
early improvements should include the fare subsidies consulted upon, because of 
their importance in making an early, tangible difference to people’s experience of the 
bus network. Fare subsidies can be implemented quickly and evidence from the 
Department for Transport’s national £2 bus fare has been that it has supported people 
reliant on public transport in a cost of living crisis, has generated mode shift and 
additional public transport use, particularly among those on lowest incomes40.  

8.15 A further series of early service improvements would follow during 2024 focused on 
quick wins, such as adding more out of hours frequencies to key services supporting 
shift workers at the hospitals and the city centre, and ensuring that they have access 
to the park and ride services and improving daytime frequencies on routes to 
Cambridge from surrounding market towns.  

Figure 5 – bus improvements in 2024  

8.16 In the medium to long term the OBC has assessed illustrative bus packages - scaled 
to fit the revenue generated by the different scenarios - framed around four key areas 
of bus investment.  The scale of funding varies under each of these scenarios and 
therefore the dis/benefits also vary with the scale of transformation to the bus 
network. Scenario 1A would generate around £26m net revenue to invest in bus 
services annually.   

8.17 Ultimately the final package of service provision and long-term fares and ticketing 
policy will be for CPCA to test and consider as part of their wider responsibilities as 
the local transport authority.  

8.18 This would comprise provision funded through STZ revenues if a decision is taken to 
proceed, alongside provision funded from the range of other potential revenue 
sources.  All of this will be considered through the CPCA’s bus reform work which is 
considering options for enhanced partnership or franchising at various potential 
funding levels.   

 
40 Department for Transport,  £2 bus fare cap evaluation: interim report January 2023, published May 2023 
https://www.gov.uk/government/publications/evaluation-of-the-2-bus-fare-cap/2-bus-fare-cap-evaluation-
interim-report-january-2023#observations-from-the-first-month-of-the-2-bus-fare-cap-scheme 

https://www.gov.uk/government/publications/evaluation-of-the-2-bus-fare-cap/2-bus-fare-cap-evaluation-interim-report-january-2023#observations-from-the-first-month-of-the-2-bus-fare-cap-scheme
https://www.gov.uk/government/publications/evaluation-of-the-2-bus-fare-cap/2-bus-fare-cap-evaluation-interim-report-january-2023#observations-from-the-first-month-of-the-2-bus-fare-cap-scheme


8.19 Consultation responses to Making Connections and technical work to date will be 
shared with CPCA to input into their wider programme of bus reform work.  

Figure 6: Longer term bus investment priorities 

 

Sustainable transport investment 

8.20 Availability of funding for sustainable travel would increase over time and be 
administered by Cambridgeshire County Council. In line with the principle set out in 
the SOC in 2022, a small amount of sustainable travel seed funding would be 
provided annually from STZ net revenues in the early years of scheme operation, 
whilst other City Deal funded projects such as Greenways are in delivery.  

8.21 When the STZ has paid back its set up costs from surplus revenues, that surplus 
revenue would be allocated to investment in sustainable transport, which is forecast 
to be by 2030. 

8.22 A Sustainable Transport Strategy is in development which outlines some illustrative 
packages that could be delivered comprising: active travel infrastructure; behaviour 
change; community projects; and ‘first mile last mile’ freight interventions.  

8.23 A long list of potential interventions is being prioritised into a shortlist using 
quantitative and qualitative analysis and the highest performing schemes will be 
packaged into indicative delivery packages in the short and long term. These will be 
flexible to allow for variations in funding availability.  

8.24 Further work to define specific interventions will be undertaken as part of the Full 
Business Case, when there is greater clarity on potential funding availability. This will 
ensure there is alignment between GCP and CCC committed schemes.  

  



Figure 7 – illustrative sustainable transport investment package (details to be finalised in 

FBC) 

 

 

9 Impacts of preferred option 

9.1 A full assessment of the scenarios is provided in the Outline Business Case and 
associated technical documents. This section highlights the expected impacts of the 
recommended option in terms of traffic, revenues, business, equalities and social 
impact assessment.   

9.2 These assessments would be further updated on the basis of a refined preferred 
option at Full Business Case stage.  

Impact on congestion, traffic speeds, delay and bus service reliability 

9.3 Bus journey time benefits presented in the OBC demonstrate the value added 
through average levels of day-to-day performance, including the value of vehicles 
being able to travel faster and of service frequency being increased, leading to 
reduced wait times.  

9.4 However, reductions in congestion would also result in improved journey time 
reliability with fewer late running buses and reduced unpredictability. This means that 
the time from arrival at a bus stop to boarding a bus could be reduced and passengers 
would be able to better plan journeys, avoiding the need to aim to arrive early in the 
knowledge that services are likely to be delayed.  



Impact on revenues 

9.5 Net revenue estimates approximately £31m net annual revenue in steady state (post 
2030) which allows for £26m per annum bus investment, £5m per annum sustainable 
travel investment. 

Business Impacts  

9.6 The recommended option would result in a significant improvement in public 
transport, and reduced congestion would improve journey time reliability for freight 
and service vehicles. It is also assumed that part of the STZ allocation of spend, 
would also mean there would be revenue available to support larger companies to 
transition into freight consolidation and all businesses for last mile delivery options. 

9.7 However, the BIA noted that one of the most impacted business groups would be 
smaller business especially in sectors that are disproportionately dependent on the 
movement of goods. The preferred option allows deliveries and customers to make 
journeys by vehicles outside of peak times. The free days would also positively impact 
residents who may be business owners, employees and customers within the STZ. 
The targeted SME discount recognises that many of the most impacted businesses 
rely on deliveries by LGVS and HGVs and are more limited in their ability to retime 
these to non-peak times compared to larger businesses (who can have out of hours 
security to receive deliveries).  

Equalities Impacts 

9.8 The recommended option generates funding at a level that delivers a significant 
improvement in bus and sustainable transport measures. It also delivers significant 
enough traffic reduction to ensure journey time reliability for bus services in particular.  

9.9 For children and young people who use public and active travel measures to get to 
work, this option provides better bus facilities and travel times in the peak hours, and 
less traffic to contend with as a cyclist or pedestrian. Shifting the evening peak time 
one hour earlier to be 3pm- 6pm will reduce the likelihood that there would be 
increased traffic levels during the time period that children are cycling from school.  

9.10 By limiting the STZ charge to 7am to 10am and 3pm to 6pm on Monday to Friday, 
may enable more motorists to avoid incurring the charge by travelling into/through/out 
of Cambridge during the ‘inter-peak’ period.   An inter-peak scenario may encourage 
a greater number of older people to travel for before or during the inter-peak period 
and provides more flexibility for informal carers or visitors. Finishing at 6pm also 
enables informal care around evening meal times to occur without charge.  

9.11 This option could also benefit people with a disability who do not qualify for a Blue 
Badge DER or those people who do not qualify for a low-income DER and who can 
manage their travel patterns to avoid the STZ charge operating times at ‘peak’ 
periods.  

9.12 The addition of free days would allow people who are unable to choose when to travel 
to still undertake travel during the peak times one day a week on average.  

9.13 Although this option does not provide a specific discount for patients and visitors to 
hospitals this may be offset by the provision of ‘free days’. This would mean that 
patients travelling to medical appointments, at locations other than the two main 



hospitals, would benefit from free travel when needed. Free days would be an 
account-based system, which once set up would require minimal intervention from 
the driver. Unlike a specific DER system where drivers who may find internet access 
limited, or do not have the technological skills needed to apply each time they travel, 
would be more of a barrier to travel.  

9.14 The full Equalities Impact Assessment, which remains a live document to be updated 
as the project progresses, is appended to the Outline Business Case41.  

Social and Distributional Impacts Assessments  

9.15 DfT’s Transport Appraisal Guidance (TAG) specifies the need for both a Social 
Impact Appraisal (SIA) and a Distributional Impact Assessment (DIA) to understand 
the impacts on the human experience of a transport system and how a transport 
intervention may impact different social groups. This work is informed by the 
Equalities Impact Assessment. The assessments consider the impact of Making 
Connections scheme on a 7-point scale (large beneficial to large adverse) across 
eight appraisal indicators including accidents, severance, security and journey 
quality.  

9.16 A detailed assessment was undertaken for Scenario 1 and high-level comparison 
how this scenario compares to all other scenarios has been undertaken. Based on 
an interim assessment, overall, Scenario 1 was considered to have moderate 
beneficial impacts across the core elements that formed the assessment, in terms of 
a reduction of accidents (due to reduced traffic flows), increased physical activity (with 
more accessibility to public transport stops), improved journey quality and improved 
accessibility. 

9.17 Scenario 1 was considered to have slight benefits in terms of improved security 
through a range of complementary measures and reduced severance. Scenario 2 
scored similarly to Scenario 1 across the categories listed above, however Scenario 
3 was found to deliver slight benefits in terms of physical activity, accessibility and 
option and non-use value (as opposed to moderate benefits) due to the likely 
availability of revenue from the charging option which would be available to fund wider 
improvements. 

9.18 The assessment also identified moderate disbenefits in terms of user benefits and 
personal affordability for Scenario 1. A high-level comparison found that Scenarios 2 
and 3 are also likely to deliver moderate disbenefits against these categories. 

9.19 The Do Minimum (no STZ) scenario is not included within the assessment in line with 
DfT TAG. 

9.20 It should be noted that the above assessment is based on an initial assessment and 
outcomes are subject to change. 

  

 
41 www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-
Access/Making-Connections/MCOBC/Appendix-G-Making-Connections-EIA-document.pdf 

http://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/MCOBC/Appendix-G-Making-Connections-EIA-document.pdf
http://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-Programme/City-Access/Making-Connections/MCOBC/Appendix-G-Making-Connections-EIA-document.pdf


Impacts of no STZ 

9.21 Performance against objectives is forecast to be negative (i.e., the future situation will 
worsen compared to the current situation).  

9.22 This has significant negative equalities implications, in particular for those on lower 
incomes or who for other reasons have no access to a car and are currently poorly 
served by the commercial bus network, which is in the process of long-term structural 
decline. Services will continue to be removed on the basis of commercial viability 
without some means of intervening to reverse this trend.  

9.23 It would also have significant negative business implications, compromising the ability 
of employees, deliveries and customers to access the city in future. 

 

10 Alignment with City Deal Objectives 

10.1 The City Access programme is designed to improve access, reduce congestion, and 
deliver a step-change in public transport, cycling and walking, alongside significantly 
improving air quality and reducing carbon emissions in Greater Cambridge. The 
proposals set out in this report would support the realisation of a series of benefits, 
including: 

• Securing the continued economic success of the area through improved 
access and connectivity; 

• Significant improvements to air quality and enhancements to active travel, 
supporting a healthier population; 

• Reducing carbon emissions in line with the partners’ zero carbon 
commitments; 

• Helping to address social inequalities where poor provision of transport is a 
contributing factor; and 

• Wellbeing and productivity benefits from improving people’s journeys to and 
from employment. 

10.2 The proposals complement the GCP’s corridor schemes (and the existing 
Cambridgeshire guided busway) by ensuring that buses can traverse the city centre 
more reliably and efficiently than at present. In particular, the proposals for the 
Newmarket Road which would see a reprioritisation of road space to favour non-
motorised users would be undeliverable without a significant reduction in car traffic.  

10.3 The package of proposals in the Making Connections consultation forms part of the 
wider city access programme, which also includes: 

• Review of Cambridge’s road network classification: the recent 
consultation set out the principles of a new road classification for Cambridge. 
The network classification was last reviewed in the 1980s and the review 
considers ways to improve the way that traffic and people use roads and 
streets to move about the city, to support more frequent and reliable public 
transport and create safer and more attractive environments for walking and 
cycling. The results of the consultation are expected to be reported to the 
Joint Assembly and Executive Board later this year, along with 
recommendations on next steps.  



• Development of an integrated parking strategy: following the Board’s 
approval of the vision and objectives for the integrated parking strategy, a 
series of more detailed recommendations have been developed by officers 
from GCP, County and City Councils to align with the wider proposals set out 
in this paper. These will now be further developed with members in County 
and City before being formally agreed and adopted through relevant 
governance mechanisms.  

• Freight consolidation pilot: GCP is initiating technical work to understand 
how freight and deliveries can be consolidated to maximise the efficient use 
of the highways network and minimise unnecessary motorised freight 
movements.  

 

11 Citizen’s Assembly  

11.1 The proposals consulted on were developed directly in response to the Greater 
Cambridge Citizens Assembly recommendations.  

11.2 During the consultation, two small focus groups of former Greater Cambridge Citizens 
Assembly members expressed strong support for all elements of the proposal, 
including the Sustainable Travel Zone, commenting that they felt the proposals put 
forward were a good reflection of their recommendations to decision makers. Their 
comments are featured in Appendix B of the consultation report.  

11.3 They were pleased that the proposals had been put forward to the public for 
consultation and urged decision makers to continue to implement the scheme, 
modified if necessary, depending on consultation findings. 

 

12 Financial Implications 

12.1 There are no direct financial implications of this decision for the Executive Board, 
however accepting the recommendations would set in train a series of decisions 
which themselves have financial implications.  

12.2 The financial implications for the GCP relate to the £50m funding that the Executive 
Board has provisionally set aside £50m to support improvements in the bus network 
before any potential STZ charge were implemented.  

12.3 This initial GCP endowment to fund bus services before the commencement of an 
STZ would be non-recoverable from STZ scheme revenues. The Executive Board 
has previously expressed the strong preference that no charging scheme should be 
established without bus services being in place beforehand.  It has set aside a portion 
of the city deal funds for this purpose, without which charging would not be publicly 
and politically acceptable.  This city deal pump-priming is intended to be used to fund 
the additional bus services for a short period before any STZ is implemented, which 
can then be sustained in perpetuity by the net revenues of the scheme itself. 

12.4 The board is not asked to release the £50m as part of this decision, however if it 
agrees to recommend the establishment of a STZ and Cambridgeshire County 
Council agrees with the recommendation to take forward an FBC, a paper will be 



brought to GCP Executive Board in December 2023 to set out more detailed plans 
for and request approval to spend the £50m on bus improvements.   

12.5 As set out in the Future Investment Strategy financial update (Agenda Item 7 section 
8.5): any future budget updates will need to account for the cost of potential borrowing 
as we move towards 2031 and beyond. These costs are dependent on a range of 
factors, including some currently unknown anticipated S106 contributions.  However, 
there is a high likelihood that borrowing will be required in advance of these funds, 
and this will need to be funded from GCP resources. As such officers will work with 
County Council colleagues to better refine these assumptions for inclusion. This 
needs to be identified in the coming months in order that the GCP Board are aware 
of this likelihood and the impact on current decisions in terms of any commitment of 
funds in order to ensure that funds are available to provide for this borrowing. 

12.6 The attached OBC assesses various options for the implementation of a Sustainable 
Travel Zone and associated public and sustainable travel improvements.  The 
financial case establishes that any of the three options are expected to generate 
significant net surplus revenues after assuming application of City Deal funding and 
reserves. Although, as paragraphs 6.8 and 6.9 note, each model returns different 
funding available for reinvestment in STZ and ST Investment improvement based on 
the fact that each model results in different income streams. The implications of this 
will need further assessment at FBC, with any changes to income (positive or 
reduced) assumed to have a corresponding impact on the amount available to spend 
of bus and other sustainable travel improvements. 

12.7 Outline Business Cases are based on the technical concept designs. The existence 
of surplus net revenues has been subject to a number of assumptions and to various 
sensitivity tests set out in the OBC. Further review will be undertaken by other 
agencies as well during any FBC.  These cost and spend estimates will be further 
developed as part of the Full Business Case, including Quantified Risk Assessments 
and Value engineering work to mitigate any potential cost increases. 

12.8 The OBC forecasts that the setup and operating costs are able to be repaid by 
scheme revenues over the first few years of operation, and that an ongoing net 
revenue surplus is expected in all scenarios tested for investment in public and 
sustainable travel improvements.  

Have the resource implications been cleared by Finance? Yes  

Name of Financial Officer: Michael Hudson 

 

13 Next Steps and Milestones 

Respective roles of GCP, CCC, CPCA in delivering the Making Connections vision 

13.1 Delivering on next steps requires integrated partnership working between the Greater 
Cambridge Partnership, Cambridgeshire County Council and the Combined Authority 
who each have a role to play in delivering on a shared vision if the decision is to 
proceed.  



13.2 The Greater Cambridge Partnership’s role is to develop the technical work behind 
the proposals, working with CCC and CPCA, in terms of the STZ and the bus 
proposition respectively. It also leads on the other elements of City Access associated 
with the proposals outlined above.  

13.3 The County Council’s role is to take the final decision on whether or not to 
implement the STZ, and to then begin planning to implement and operate the zone. 
It would also assume responsibility for the delivery of sustainable transport 
improvements funded via the STZ (for shorter term investments it may choose to ask 
GCP to do so on its behalf) 

13.4 The Combined Authority’s role is to deliver bus network improvements as the 
Strategic Transport Authority, including deciding on the delivery mechanism (either 
via a franchised model or an enhanced partnership).  The first £50m of these 
improvements is to be funded by a notional allocation set aside from the city deal by 
the GCP Executive Board.  The bus network developed would include but not be 
limited to the proposals that can be supported by Making Connections, to ensure the 
sustainability of any additional services.   

Figure 8 – Relative delivery roles of GCP, CCC and CPCA in Making Connections.  

 

 

Timeline and related decisions 

13.5 Cambridgeshire County Council’s Highways & Transportation committee will 
consider the GCP Executive Board’s recommendation whether and how to proceed 
with a STZ at a meeting in October 2023. This will not be a final decision to proceed; 
there are further decisions and flexibility beyond OBC and additional technical work 
to be undertaken as referenced throughout the OBC and this paper.  A final decision 
will be based on a Full Business Case expected to be delivered in Summer 2024.  



13.6 CPCA is expected to take a decision to consult on bus reform proposals towards the 
end of 2023.   

13.7 The GCP Board will receive further advice in December on proposals to ramp up bus 
investment in the period from 2024-2026 before STZ charge operation based on the 
£50m the GCP has nominally allocated from City Deal funds in its Future Investment 
Strategy.  GCP Board will take a decision whether to release the funding and begin 
delivery in light of the CCC and CPCA decisions.  

13.8 Work continues on the Road Network Hierarchy Review and the Integrated Parking 
Strategy and the Freight Consolidation pilot.  Recommendations will be substantially 
framed by a decision on Making Connections next steps. The next decision point on 
these will be in late 2023 or early 2024.  

Figure 9 – Key milestones 
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Sustainable Travel Zone boundary – technical 
note 

https://consultcambs.uk.engagementhq.com/1
8150/widgets/56016/documents/32509  

Sustainable Travel Zone discounts, exemptions 
and reimbursements – technical note 

https://consultcambs.uk.engagementhq.com/1
8150/widgets/56016/documents/32510  

Equality Impact Assessment DRAFT report: 
Making Connections 2022 package 

https://consultcambs.uk.engagementhq.com/1
8150/widgets/56016/documents/32511 

Initial DRAFT Health Impact Assessment: 
Making Connections 2022 

https://consultcambs.uk.engagementhq.com/1
8150/widgets/56016/documents/32513 

Previous executive board reports 

Executive Board Agenda Pack (Item 10) – 
September 2021 

https://cambridgeshire.cmis.uk.com/ccc_live/M
eetings/tabid/70/ctl/ViewMeetingPublic/mid/39
7/Meeting/1571/Committee/26/SelectedTab/Do
cuments/Default.aspx 

Executive Board Agenda Pack (Items 6 and 7) 
– September 2022 

https://cambridgeshire.cmis.uk.com/ccc_live/M
eetings/tabid/70/ctl/ViewMeetingPublic/mid/39
7/Meeting/1853/Committee/26/Default.aspx 

Executive Board Agenda Pack (Item 10) - June 
2023 

https://cambridgeshire.cmis.uk.com/ccc_live/M
eetings/tabid/70/ctl/ViewMeetingPublic/mid/39
7/Meeting/2125/Committee/26/Default.aspx  

Other relevant strategies and publications 

Cambridgeshire & Peterborough draft Local 
Transport & Connectivity Plan May 2023 

https://cambridgeshirepeterboroughcagov.cmis
.uk.com/Meetings/tabid/70/ctl/ViewMeetingPub
lic/mid/397/Meeting/2223/Committee/63/Select
edTab/Documents/Default.aspx 

Cambridge Local Plan 2018 https://www.cambridge.gov.uk/media/6890/loc
al-plan-2018.pdf 

South Cambridgeshire Adopted Local Plan 
2018 

https://www.scambs.gov.uk/media/17793/south
-cambridgeshire-adopted-local-plan-2018.pdf 

Technical Assessment of the impact of 
measures proposed as an alternative to  
fiscal options to address future congestion in 
Cambridge, 2019 

https://greatercambs.filecamp.com/s/kLtJXgfbo
UIdzqnC/d 

Cambridgeshire County Council, ‘Quarterly 
Transport Update: Cambridge & South 
Cambridgeshire COVID-19 Transport Impacts 
& Recovery’ April 2023 

https://cambridgeshireinsight.org.uk/roads-
transport-and-active-travel/transport-data-
insights  

Making Connections 2021 Consultation: Report 
of Consultation Findings 

https://www.greatercambridge.org.uk/asset-
library/Sustainable-Transport/Sustainable-
Travel-Programme/City-Access/Making-
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Appendix 1: Timeline of consultation and engagement for Making 
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Appendix 2: Summary of consultation findings 

Consultation Findings 

A.2.1 Headline summary and analysis of the 2022 Making Connections consultation 
findings can be found in the Consultation Report42 as well as the 29th June 2023 
Executive Board paper43. An abridged version of these summarised findings follows 
below. Further analysis of the consultation responses has informed the OBC and 
will inform any future technical work.  

Views on the proposed bus network improvement package 

A.2.2 70% of survey respondents supported the proposals for bus improvements, with the 
majority of responses across the survey, the opinion polling, stakeholder responses 
and the targeted meetings in agreement that the bus network across Greater 
Cambridge is in need of improvement and were supportive of the vision set out.  

A.2.3 When asked for their feedback on the package as set out, the most common 
comment was that buses must be more reliable and more frequent; and that 
improvements are much needed and should be delivered quickly. When asked the 
order of priority for improvements the most common response was fast, high 
frequency services, and the second most common was cheaper fares. It is worth 
noting that simply generating revenue cannot make buses more reliable and faster 
– reducing congestion to free up road space is also a critical element of how the 
STZ is proposed to deliver improvements.  

A.2.4 Support for the proposed bus network was strong even among those who said they 
do not support the proposals for the Sustainable Travel Zone as a means of 
delivering it. 76% of those who oppose the STZ and 46% of those who strongly 
oppose the STZ nevertheless have expressed that they do still support the future 
bus vision. A similar pattern of support is evident for improvements to sustainable 
travel measures. The OBC has therefore considered revisions to the scheme which 
address people’s concerns about the STZ but are still able to deliver at least some 
of the proposed bus and sustainable travel improvements that were set out in the 
consultation.  

Views on the proposed sustainable travel improvement package 

A.2.5 Consultation survey responses report upwards of 70% support for all aspects of the 
sustainable transport proposals. The exception to this was car clubs where 40% of 
respondents said they do not know whether they support proposals. 

A.2.6 When asked if there are other improvements that consultation survey respondents 
would like to see funded, the top answer (excluding those that were already part of 
the proposed package of measures) was that STZ revenues should also fund 
improvements for drivers such as road maintenance and pothole repair. This 
sentiment also came across in stakeholder discussions.  

  

 
42 https://www.greatercambridge.org.uk/asset-library/Sustainable-Transport/Sustainable-Travel-
Programme/City-Access/Making-Connections/Making-Connections-22/MC22-consultation-report.pdf 
43 
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/
Committee/26/Default.aspx  
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https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/Committee/26/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/Committee/26/Default.aspx


Views on the proposed Sustainable Travel Zone 

A.2.7 34% of consultation survey respondents were supportive of the STZ as the means 
of delivering the vision set out in Making Connections, and 58% opposed it. When 
compared with demographically representative polling, opinion was more muted 
with approximately similar levels of support, but a much higher level of ‘don’t know’ 
or ‘neither support nor oppose’ and much less expression of strong support or 
oppose.  

A.2.8 Younger people were much more likely to support the STZ than older people. In 
general, support for the STZ declined with age with the exception of over 75s, who 
had a higher-than-average level of support for the STZ.  

A.2.9 Support for the STZ was higher among survey respondents living inside the 
proposed zone than outside of it. 

A.2.10 The most commonly occurring comments on the STZ, other than general 
expressions of opposition or support, were a sense of unfairness or that exemptions 
don’t go far enough; concerns about impact on business; the suggestion that zone 
residents should be exempt; concern about paying to access essential services (the 
hospital was frequently cited here) and the impact on access to jobs.  

Summary 

A.2.11 The 2022 consultation and the extensive programme of work leading up to it 
showed that most people, even those who oppose the STZ, understand the need 
for change and want better buses and improvements to active travel choices such 
as cycling, wheeling, and walking.  

  



Appendix 3: How the recommended option responds to consultation 
feedback 

A.3.1 During the 2022 Making Connection consultation, the Greater Cambridge 
Partnership asked for public views and feedback on the proposed package of 
measures. In the process of preparing the OBC, officers have been informed by 
analysis of the consultation results in developing measures which address the 
concerns voiced and suggestions made. 

A.3.2 The June 2023 Executive Board paper44, accompanied by the Consultation Report, 
set out a series of key feedback themes (summarised in Appendix 2).  

A.3.3 This section explains how the recommended option has considered and used to 
inform development of the recommended option alongside further technical work.  

Overall support for bus and sustainable travel investment and overall opposition to the 
STZ set out in the consultation proposals 

A.3.4 70% of consultation survey respondents supported the proposals for bus 
investment, to be delivered through a Sustainable Travel Zone (STZ) in terms of 
revenue raised and road space created. Around 70-80% of respondents likewise 
supported the vision for investment in sustainable transport also to be delivered via 
an STZ. However, 58% of respondents opposed the proposed STZ. Even among 
those consultation respondents that opposed or strongly opposed the STZ, around 
half overall still support the bus improvements45.  

A.3.5 Support for the STZ was higher inside the zone (just under half of zone residents 
supported it). Younger and older people were more likely than average to support 
the STZ proposals.  

A.3.6 Based on these findings and the steers previously given by the Executive Board 
and Joint Assembly, the focus of subsequent technical work has been to identify a 
package of measures that strikes the right balance between responding to 
consultation concerns and delivering against scheme objectives as far as possible.   

A.3.7 Demographically representative opinion polling showed that around half of those 
who said they opposed the STZ as opposed might feel able to support an STZ if 
changes were made – suggesting they were not opposed in principle, but to the 
detail of the proposal.  Top areas likely that polled individuals said might change 
their opposition to support were amended charge rates; different boundaries; 
changes to discounts and exemptions and changing charging hours. These have all 
been explored through the technical work and the OBC presents scenarios that 
considers aspects of each of these.  

A.3.8 The recommended option sets out a range of amendments to the STZ proposals to 
address headline concerns expressed. It recommends changing charging hours to 
peak times only; reducing charge rates for SMEs and people on low incomes; 
offering a 100% discount to motorcycles; and adding additional discounts (free 
days; local SME discount) 

 
44 29th June 2023 Executive Board Agenda Pack, 
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/
Committee/26/Default.aspx  
45 76% of those who opposed the STZ and 46% of those who strongly opposed it. 

https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/Committee/26/Default.aspx
https://cambridgeshire.cmis.uk.com/ccc_live/Meetings/tabid/70/ctl/ViewMeetingPublic/mid/397/Meeting/2125/Committee/26/Default.aspx


Whether Addenbrookes and other hospitals should be within the zone 

A.3.9 Removing the hospitals from the STZ area would raise several practical and policy 
issues that may be insurmountable. The Cambridge Biomedical Campus on which 
the main hospitals are located is a large traffic generator in the south of the city and 
on the wider road network, and the site of significant future job (and travel) growth. 
It is not likely to be possible to remove the hospitals from the zone boundary without 
also excluding the wider CBC and main approaching roads. Removing the CBC 
would therefore mean either taking a large ‘wedge’ out of the proposed STZ with 
significant traffic implications for surrounding residential areas, or reverting to an 
inner ring road boundary as discussed below.  Taking the CBC out of the zone 
would not fully address the consultation concern about paying to access the 
hospitals. Whilst it would mean that those living outside the zone (in 
Cambridgeshire and beyond) could drive to the hospitals without incurring a charge, 
residents of the zone (in the City of Cambridge) would still to pay to access the 
hospital, because their start point would be within the STZ.   

A.3.10 However, the recommended scheme aims to ensure that those who need to travel 
by hospital by car are supported to do so, through a number of means including 
exemptions for those with medical or social needs to make frequent trips; 50 free 
days a year for account holders to cover infrequent hospital visits which can also be 
used for other medical trips to non-hospital locations (GP, dentist, clinics); and the 
low income discount and disability exemption (see Section 7). 

A.3.11 Generating funding to invest in more frequent services to the hospitals, better timed 
to coincide with shift patterns, from more places and ensuring park and ride sites 
are connected to the hospital on a 20h a day basis are also important means of 
supporting patients, visitors and staff to be better able to access the hospital sites. 

Whether the proposed zone is too large e.g., should it cover only the city centre? 

A.3.12 The majority of the Local Plan committed growth sites are on the periphery of the 
city, near to the proposed boundary. Defining a STZ zone that excludes these 
means that neither current nor future congestion issues would be addressed and so 
the scheme would not be able to deliver on its core objectives.  

A.3.13 Any alternative smaller zone would need to be defined to ensure that cars have a 
safe opportunity to avoid the charge by taking an alternative route.   

A.3.14 Given the layout of the road network in the city the likely only alternative would be a 
charge that applied within (but not including) the inner ring road. At present that 
area accounts for approximately 15% of traffic on the city network so a zone of that 
scale would not address the congestion problem and would likely cause substantial 
displacement and worsening of congestion on key other city routes such as 
Coldhams Lane.  

Whether residents should qualify for a discount or exemption from paying the charge 

A.3.15 The proposal to offer account holders 50 free days a year indefinitely responds to 
the consultation feedback requesting a resident discount, but it is not recommended 
that it be geographically specific to residents of the zone.  Cambridge city is the 
‘county town’ and an important destination for employment, leisure, sporting and 
cultural activities, social connections, shopping and education for those from the 
rest of Cambridgeshire and other adjacent areas outside the County, such as 
Royston, Haverhill, Sandy and Newmarket.  



Concern about the impact on businesses, especially small businesses and the self-
employed reliant on goods vehicles 

A.3.16 A recommendation that the STZ include a discount for locally owned SMEs is set 
out in Section 7.  

Whether the charge for cars and vans is too high, and whether motorbikes should be liable 
to pay 

A.3.17 The Low Income Discount and the local SME discount offer a reduction in cars 
(LID), LGVs and HGVs (SME discount) but technical analysis shows that a blanket 
reduction in charge rates is likely to significantly reduce the ability to deliver against 
scheme objectives, this reduction should be targeted at those who the technical 
work shows would be most vulnerable to the impacts of charges at the proposed 
consultation rate of £5 for cars, £10 for LGVs and £50 for HGVs and coaches.  

A.3.18 It is recommended that there is a 100% discount for motorbikes, based on feedback 
that they make a relatively minimal contribution to congestion compared with cars 
and larger vehicles.  

Whether the hours of operation are too long and should be peak(s) only 

A.3.19 The recommended option reduces charging hours to peak times only (7am – 10am 
and 3pm – 6pm) a decrease in charging time from 12 hours in 24 to 6 hours in 24.  

A.3.20 It also brings the end of the charging day forward to 6pm rather than 7pm as 
proposed in the consultation.  

Concern about the impact on older people, those with mobility impairments or who find 
using public transport difficult and those on low incomes 

A.3.21 The consultation scheme already set out the principle of a low income discount. The 
details of this have been further elaborated to clarify that those on certain low 
income benefits46 should get a 50% discount for any time they are in receipt of 
those benefits and a 25% for two years subsequently if their income increases to 
the point where they are no longer in receipt of benefits.   

A.3.22 The consultation proposals also set out a proposed disability exemption whereby 
people holding a blue badge would be eligible to nominate up to two vehicles for an 
exemption.  Disabled tax class vehicles would also be exempt from the charge. In 
response to consultation feedback, it is recommended that the criteria for the 
disability exemption be expanded to include those in receipt of the mobility 
component of the Personal Independence Payment (PIP).  

A.3.23 The consultation flagged that there are groups amongst whom take up of blue 
badges is low even where they are eligible, including those with neurodiversity or 
mental health concerns which make using public transport more difficult. As part of 
preparation for implementing any future STZ care should be taken to promote 
awareness of eligibility and take up of blue badges among those groups.  

A.3.24 Older people who do not qualify for an exemption on grounds of disability but who 
claim pension credit because they are on a low income would be entitled to claim 
the Low Income Discount.  

A.3.25 The reduction in charging hours offers additional flexibility for older people, and stay 
at home parents amongst other people to drive freely without charge outside of 

 
46 Universal Credit including those in work on low incomes, Pension Credit, Carer’s Allowance 



peak times. The provision of 50 free days offers further flexibility to make non-
charged trips by car during charging hours one day a week.  

Questions about how the discounts and exemptions were defined and how they would 
operate   

A.3.26 Further technical work since the consultation has elaborated on the details of 
discounts, exemptions and reimbursements and how they would operate. That work 
will continue and be finalised with the FBC if the decision is taken to proceed.  

A.3.27 Closer to the time of implementation there would need to be a full information 
campaign to alert people about the scheme, how they can register for accounts, 
and register for any discounts or exemptions they may be eligible to claim.  

Concern about the impact of the scheme on informal and unpaid carers  

A.3.28 The proposals set out in the consultation already recommended that registered care 
workers who spend their days going between multiple clients’ homes would be 
exempt.  Through the consultation we heard concerns from those giving informal 
and/or unpaid care and whether the STZ charge would prevent or deter them 
supporting elderly relatives, friends or neighbours.  

A.3.29 One of the challenges in supporting informal or unpaid carers is that it is difficult to 
identify and define them for the purposes of exemption or discount.  However, there 
are a number of protections in place which should support some if not all of those 
who provide informal care and are reliant on cars to do so.  

A.3.30 The blue badge exemption proposes that people with disabilities that qualify them 
for a blue badge, or the mobility component of PIP can nominate up to two vehicles 
to receive an exemption. The intention is that one or more of these vehicles could 
belong to someone who is an unpaid carer for a disabled person when making trips 
with them.  

A.3.31 Based on consultation feedback we have recommended that unpaid carers claiming 
Carers Allowance would be eligible for the Low Income discount. This would not 
apply to all informal carers, but should capture those who are on the lowest 
incomes.  

A.3.32 The reduction in charging hours to peak hours only and finishing charging an hour 
earlier at 6pm rather than 7pm offers further flexibility for those offering informal 
care to use a car to make visits or run errands do so free of charge outside of peak 
times. Likewise, account holder free days offer flexibility for those that need to make 
car trips for caring purposes during rush hour or to support a relative or neighbour 
running errands to do so once a week without charge.  

A.3.33 Charity exemptions would include schemes for community transport schemes to 
take elderly or vulnerable people to medical or social appointments. For those 
vehicles not registered with DVLA for a disabled tax class exemption (which would 
in any case already be exempt), voluntary car schemes and dial-a-ride schemes 
would be eligible for a 100% discount on STZ charges.  

  



Whether electric vehicles should be exempt from the charge, or receive a discounted rate 

A.3.34 It is not recommended that exemptions or discounts be offered for electric vehicles 
(other than taxis) for a number of reasons.  

A.3.35 The overarching objective of the scheme is providing viable alternatives to private 
car use which means reducing congestion (to allow alternatives to be faster, more 
reliable and safer than they currently are) and generating an ongoing sustainable 
revenue stream to support bus service provision beyond what is currently 
commercially viable and to invest in sustainable travel infrastructure and 
maintenance. It is expected and hoped that this leads to positive impacts on 
reduced carbon emissions and air pollution as well as social inclusion, public health, 
noise and other environmental indicators. There is significant national policy 
framework incentivising the shift to cleaner vehicles which is expected to mean that 
by the time of implementation of the STZ.  

A.3.36 Moreover, charging more on the basis of more polluting vehicles would be broadly 
regressive as in general the most polluting cars tend to be older and owned by 
households on lower incomes. Whereas charging less or even exempting those 
with zero emission vehicles would disproportionately benefit those on the highest 
incomes who are more likely to own ZEVs. 

A.3.37 The proposed scheme would have significant positive impacts on Carbon and Air 
Quality by increasing the disincentive to use any type of car including, but not 
limited to, the most polluting.  

Concerns about the difficulty of ‘trip chaining’ on public transport for example childcare 
drop-off on the way to work.  

A.3.38 These concerns are recognised and highlighted in the Equalities Impact 
Assessment and consultation report. Ultimately it is not recommended that any 
specific concessions or discounts to the STZ are feasible to address this concern.  

A.3.39 Investment in higher quality, higher frequency and faster buses (by implementing a 
STZ in peak hours, reducing congestion and generating funding to invest in more 
frequent and more services) would support those who need to do multi-stop trips in 
peak hours.  For those that can travel outside peak hours, or after 6pm the 
reduction in charging hours offers some support. Upgrading the network to offer 
more orbital services, more services to multiple locations (not just the city centre) 
from the park and rides and other such improvements would also make these types 
of trips easier on public transport.  

A.3.40 GCP is exploring options around Mobility as a Service (MaaS) provision which 
offers coordinated public, private and active transport information and ticketing in a 
single integrated system to further improve the public transport passenger 
experience.  

A.3.41 The sustainable travel fund would invest in measures such as cargo bikes pilots as 
well as safe segregated walking and cycling infrastructure such as the Greenways 
and Cross City Cycling routes will help parents to use active travel to access their 
children’s schools and nurseries safely.  

A.3.42 Further support to parents undertaking linked trips should be considered through 
wider policy for example locating childcare facilities on or near to travel hubs to 
facilitate multi-stop journeys.  

  



Whether alternative means of funding some or all the proposed improvements might be 
considered.  

A.3.43 Previous technical work has found that alternative means of funding improved bus 
services would generate lower benefits in terms of revenue raised and traffic 
reduction (necessary for improved bus journey times and reliability) than a STZ. 
Other options have also been less preferred in previous rounds of public 
consultation and a Citizens Assembly.  

A.3.44 There is the option to look at other funding sources in addition to a proposed STZ. 
This will be considered by the CPCA as part of their wider work on bus reform 
(enhanced partnership or franchising) which will look at number of funding 
scenarios and consider the range of potential funding sources including but not 
limited to a Cambridge STZ.  

A.3.45 However, alternative funding sources would not free up road space to allow buses 
to be quicker and more reliable, which the evidence tells us is the primary 
motivating factor in mode shift from car to bus.  

Whether there should be an exemption for out-commuters living near to the STZ boundary  

A.3.46 This has been raised as an issue in broader public discourse since the consultation, 
but was not a theme heard strongly in response to the public survey.  

A.3.47 There are some who live towards the edge of the proposed zone and work outside 
of it who feel it unfair that they would be liable to be charged for driving a relatively 
short distance out of the zone in the opposite direction to peak hour traffic. This 
would be the case in any scheme where there are inevitably people just inside and 
just outside a defined boundary some of whom may feel their situation is unfair.  

A.3.48 However, an exemption or discount for out-commuters is not recommended 
because all vehicles on the road contribute to traffic in and around the strategic 
road network and the key junctions such as Milton Interchange or the M11 and A14 
junctions on which all car trips take up capacity irrespective of direction.  

A.3.49 Just as investment in public transport services and infrastructure would give those 
commuting into the zone a viable alternative for out-commuting, those services 
would run in two directions, and it would also be easier to commute out of the zone 
for work with greater investment proposed by the scheme.  

A.3.50 It would also be technically challenging to define an exemption or discount for out-
commuters that is fair and enforceable without being administratively costly and 
complex.    

  



Appendix 4: Strategic assessment of the threats and opportunities 
of not proceeding with Making Connections 

Introduction  

A.4.1 The Joint Assembly asked that the Board consider a summary of the strategic 
threats and opportunities of not proceeding to the next stage of business case 
development for Making Connections, before it takes that decision.  

A.4.2 This appendix summarises those points, the majority of which are already covered 
in the paper or the Outline Business Case (OBC)47.  This section draws them 
together in one place for ease of reference, cross referencing to the relevant 
sources for brevity.  

A.4.3 Alternative options to manage demand for car travel and raise revenue exist. They 
have already been considered as part of the business case development process 
but were found to be less able to meet the objectives set by the Board for Making 
Connections and previous consultations found to be less publicly acceptable. The 
paper assumes that a decision not to proceed would entail looking at ‘next best’ 
solutions, or packages of measures rather than doing nothing but also that, based 
on previous technical work, alternatives are likely to deliver less progress towards 
objectives than the options set out in the Outline Business Case. Doing so would be 
subject to a new business case development process, consultation and decision 
making process.  

Opportunities 

A.4.4 Potential to reset objectives: based on evidence of the public appetite for change 
from the consultation, and the acceptability of the types of proposals that would be 
required to achieve them, consider whether less ambitious programme objectives 
should be considered.  

A.4.5 Opportunity to build greater consensus: The chance to consider alternative 
options for reducing congestion and raising revenue to invest in bus services which 
enjoy greater public support. Whilst other options previously gathered lower support 
than road user charging, those consultations took place at a conceptual stage and 
before the 2022 consultation on Making Connections. It is possible that the 
subsequent widespread public debate generated by that consultation, may support 
developing greater consensus on alternative options.  

Threats 

A.4.6 Bus network impacts: In the absence of financial investment, the commercial 
viability of the bus network is likely to continue to decline, following national and 
local trends because of both declining patronage and increasing congestion.48,49  

A.4.7 Traffic impacts: The growth trend in highway traffic will continue whilst the use of 
public transport, particularly buses, may continue to decline. If nothing is done to 
address the issues identified and encourage positive behavioural change, the 
CSRM model forecasts suggest there will be significant increases in network delay 

 
47 Greater Cambridge Partnership – Making Connections Outline Business Case 
48 OBC S.1.2.5 – Key Challenges 
49 OBC S.2.6.77 – Unattractive Bus Services and Decreasing Commercial Viability 



and journey times over current levels, accompanied by substantial decreases in 
average journey speeds up to 2041.50 

A.4.8 Associated environmental impacts: The expected transport challenges in the 
future without implementing Making Connections will also compromise the ability to 
achieve the targets in the economic, air quality and health policies of GCP 
partners.51 

A.4.9 Achieving net zero goals: All three partner councils have declared climate 
emergencies and have set themselves the goal of achieving net zero by 2030 (in 
the case of Cambridge), 2045 (Cambridgeshire) and 2050 (South Cambridgeshire. 
Not proceeding with Making Connections proposals would mean missing out on a 
potentially significant contributor to overall carbon reduction.52 

A.4.10 Equalities, Distributional Impacts and Health Impacts: Given the rural nature of 
the travel to work areas surrounding Cambridge, there is likely to be an increased 
presence of rural deprivation and isolation in some communities.  Those who are 
disabled, on low incomes, children and older people in particular, are more likely to 
suffer adverse impacts of not proceeding.53,54,55,56 

A.4.11 Business Impacts: for all sectors there is likely to be a negative impact of 
increased congestion and deteriorating public transport in terms of being able to 
attract both workers and customers. Transport costs will also increase due to 
congestion. However many businesses considered these impacts to be less than 
incurring a road user charge on the traffic movements requirement for their 
business operations.57 

A.4.12 Revenue impacts: The net revenue achieved by an STZ would be foregone and 
would not be invested into the bus network58,59. 

A.4.13 CPCA bus reform:  The Making Connections proposals and the CPCA’s bus 
reform work are independent of one another, and there are no direct implications for 
the CPCA’s bus reform programme of a decision not to proceed with Making 
Connections. However, bus reform is likely to require public sector investment and 
a decision not to proceed with an STZ would remove one potential funding source, 
amongst several which are being considered in the round through the CPCA’s 
business case development.    

A.4.14 City deal / gateway review: there is no known direct impact of a decision not to 
proceed on the city deal gateway review process.  There is no conditionality 
between road user charging (or any specific element of the GCP programme) and 
release of future funding. The gateway process will assess progress and whether 
the GCP has been able to achieve, or has clear plans to achieve, the objectives it 
has set for itself.  

A.4.15 Emerging Greater Cambridge Shared Local Plan: Transport modelling 
supporting the emerging Greater Cambridge Local Plan First Proposals assumed in 

 
50 OBC S.2.6.57 – Traffic Modelling Summary, Figures 2-11 – 2-14 
51 OBC S.2.6.122 – The Need to Improve Local Air Quality 
52 OBC S.2.6.111 – The Need for Radical Change to Meet the Net Zero Agenda 
53 OBC S.2.6.100 – Rural Urban Divide 
54 OBC Appendix E – Social and Distributional Impacts Appraisal (SDIA) 
55 OBC Appendix G – Equality Impact Assessment (EqIA) 
56 OBC Appendix I – Health Impact Assessment (HIA) 
57 OBC Appendix F – Business Impact Assessment (BIA) 
58 OBC S.3.6.59 – Distributional Impact Assessment, Table 3-21 – User Benefits 
59 OBC S.5.5.10 – Trip and Revenue Assumptions, Table 5-5 – Estimated Annual STZ Revenues 



its baseline that the full programme of GCP schemes would be delivered, and 
included an assumption for traffic reduction due to City Access measures rather 
than a specific Making Connections scheme.  If Making Connections or another 
form of demand management were not to be taken forwards, the transport 
modelling supporting the Local Plan would need to be rerun without the City Access 
assumption to understand the implications. This may delay the programme for 
confirming the plan. 

A.4.16 If the modelling no longer supports the earlier assumptions underpinning the 
development strategy for growth, officers would need to explore whether any 
alternative interventions could sustain the current spatial development strategy. In 
the event that a suitable alternative cannot be identified, the existing development 
strategy overall may need to be revisited, and different growth level 
scenarios/spatial strategies considered. In the case of a review of alternative 
measures, the Local Plan programme would need to await this work before it could 
progress. The current government’s proposals for accelerating growth in Cambridge 
(‘Cambridge 2040’) and work on water has already prompted a pause in the 
programme whilst those issues are resolved but the need to understand alternatives 
to Making Connections may further extend that process. In the event of a need to 
reconsider the wider spatial development strategy, a significant further delay is 
likely to test alternative growth level options/spatial strategies before a “sound” plan 
could be brought forward with appropriate justification. 
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Executive summary 

Making Connections 

The Greater Cambridge Partnership (GCP) is the local delivery body for a “City Deal” with 
central government, bringing powers and investment worth up to £500 million to 2030 for 
infrastructure improvements to boost economic growth. Complemented by wider investment 
and policy interventions with other local authorities the GCP is now delivering a £1bn 
programme of public and private investment in, primarily in transport infrastructure, to 
support the growth vision set out by the current Local Plan. 

Making Connections, part of the broader “City Access”1 programme, comprises three 
elements, each targeting a different challenge and facilitating the delivery of the next:  

 Transforming the bus network: Adding new routes, additional services, cheaper fares and 
longer operating hours. This bus network would be forward-funded by the City Deal 
during a ramp-up period so that public transport improvements were in place before any 
charge; 

 Investing in sustainable travel schemes: Alongside bus improvements, it is proposed to 
set aside part of the scheme revenues to invest in new sustainable travel schemes, such 
as better walking and cycling links; and 

 To facilitate the investment in sustainable transport and reduce traffic, the Sustainable 
Travel Zone (STZ) would introduce a daily charge to drive during certain hours of the 
day.  

The aim is to improve the way that people and vehicles move around the city whilst 
reducing congestion and improving air quality. The STZ would reduce traffic to create more 
space for buses and people walking and cycling. Cars and goods that need to travel would 
do so more reliably, no longer having to add in extra time to allow for uncertain traffic 
conditions. The STZ would provide a sustainable, locally derived funding stream to allow for 
investment in the bus services and wider sustainable transport measures. 

The combined impact of the three elements would allow more people to move around 
Cambridge, whilst supporting the transition to a net-zero carbon city.  

Context: Transport 

Congestion 

Road congestion is bad for everyone. It makes journey longer, it results in more harmful 
emissions, it causes more collisions, hinders productivity and restricts growth. The average 
driver in the UK lost 80 hours due to traffic congestion in 20222, which can be valued at over 

 
1 Greater Cambridge Partnership. City Access Programme 
2 INRIX (2022). Global Traffic Scorecard (Accessed: Aug 2023) 



 

Outline Business Case Public | WSP 
Project No.: 70101339   August 2023 
Greater Cambridge Partnership  Page 2 of 284 

£700 per driver. Furthermore, people and businesses allow additional time for their 
journeys, to allow for the variation in journey times. This means that there are even greater 
time savings offered by a network that allows more certain and reliable travelling conditions. 

Car use and low income 

A lack of viable and affordable public transport options, particularly in rural areas, mean 
households suffer from ‘transport poverty’ and have no practical alternative but to buy a car. 
For those on low incomes, this is known as ‘forced car ownership’ which, according to 
academic research3, may result in households foregoing expenditure on other important 
necessities and having to carry the burden of debt. 

ONS data4 shows that those on lower incomes are much less likely to have access to a car. 
35% of houses in the lowest income decile have access to at least one car or van, 
compared to 83% in the fifth (middle) income decile and 93% in the decile with the highest 
incomes.  Whilst this dataset is not available at subnational level, it demonstrates a clear 
correlation between car ownership and income overall. 

Declining bus services 

Bus use has been in decline in Cambridge for over a decade5. The situation during and after 
the pandemic, has seen industry costs continue to rise and further services cut. Whilst some 
services have been temporarily saved through additional funding from the Cambridgeshire 
and Peterborough Combined Authority (CPCA), the medium-term outlook for the bus 
network is looking bleak, with the risk of a spiral of decline as less services lead to lower 
confidence and use, this in turn further undermines the financial stability of the commercial 
bus network. 

Reversing the trend 

Making connections provides a once in a generation opportunity to reverse this trend: it is 
an evidence-led approach that shows it is possible to transform public transport in Greater 
Cambridge so that buses run where people want, when they want and for fares that are 
affordable. The changes go beyond what any commercial organisation could be expected to 
provide, moving Cambridge to a more typical European city model where there is greater 
public sector funding for public transport. 

Revenues generated by the STZ charge are committed to be spent on bus improvements 
that may predominantly benefit lower-income households that cannot afford a car, who rely 
more on public transport.  

Through longer hours, new services, new destinations and cheaper fares, the bus network 
would be transformed to be the natural choice of travel, that people can depend upon for 

 
3 Mattioli (2017). Forced Car Ownership in the UK and Germany: Socio-Spatial Patterns and Potential Economic Stress 
Impacts, Social Inclusion 
4 ONS (January, 2019). Percentage of households with cars by income group, tenure and household composition: Table A47 
5 Department for Transport (2023). Bus Statistics Table BUS01e 
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their day to day needs. For those without access to cars, it would widen opportunities to 
education, healthcare, employment, leisure, shopping or visiting family and friends.  

For those visiting, living and working in Cambridge, the changes would provide a ‘turn up 
and go’ London-style bus network, enhanced walking, cycling and interchange 
opportunities, complemented by expanding car clubs, e-scooter and other new transport 
modes. This offers the opportunity to live without the significant costs and burden of owning 
a car, or could reduce the need for a second or third car. 

Through this programme, the Cambridge City Region would show leadership to other cities 
that fairer, cleaner and more inclusive growth can be achieved if the powers available to 
local authorities are used. 

Wider Context  

Cambridge is not a typical UK city. It is consistently recognised as being a unique 
contributor to the UK economy and most recently as “one of the intellectual centres of the 
world for eight centuries...the birthplace of generations of innovation”6. In 2022, Gross Value 
Added (GVA) per head was £44k in Cambridge and £38k in Greater Cambridge, against an 
England average of £30k7. Unemployment is below the UK average and there are skill 
shortages in hi-tech industries. Cambridge has the highest number of patent applications 
per person in any UK city, twice as high as the next city8. Its innovative economy is crucial 
to the UK’s strategy to ‘Build Back Better’.  

The population in Greater Cambridge increased 29% between 2001 and 2021 compared to 
14% across the UK and is expected to continue to grow above the UK average9.  

The flip side of this is that the growth trajectory is increasing the demand for affordable 
housing. Property prices in Cambridge were over 35% higher than the UK average in 
202310. It is also exacerbating traffic congestion: analysis presented in Section 2.6 of this 
business case shows the number of vehicles travelling into Cambridge and the amount of 
time lost due to traffic has been growing and is likely to increase significantly over the next 
20 years.  

In 2004, an Air Quality Management Area (AQMA) was established in the city centre due to 
high levels of Nitrogen Dioxide (NO2). The 2023 Air Quality Annual Status Report published 
by Cambridge City Council says that air quality has continued to improve in Cambridge 
since the (AQMA) was established and Making Connections would support further air 
quality improvements and reduce other health implications of traffic and congestion. 

 
6 Rt Hon Michael Gove MP (2023). Long-term plan for housing: Secretary of State's speech 
7 ONS (Accessed March 2022). Regional Gross Value Added per head 
8 Centre for Cities (2017). Cities Outlook 2017 
9 ONS Census (2001, 2021). 
10 Rightmove Website (Accessed August 2023). 
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In Greater Cambridge 38% of people with lower levels of personal mobility, whose day-to-day 
activity is limited by a long-term illness or health problem, do not own a car11.  

In addition, the population classed as obese is rising: nearly a third of children aged 2 to 15 
are overweight or obese and younger generations are becoming obese at earlier ages and 
staying obese for longer. According to Public Health England, physical inactivity is a main 
risk factor for obesity12. 

Increasing car dependency and reducing levels of physical activity, the related rise in obesity, 
coupled with unequal access to car travel for those with lower personal mobility, means that 
investing in transport is a much broader public health and equity issue. 

Scenarios in the Outline Business Case 

Proposals for Making Connections were presented in September 2022 in a Strategic Outline 
Case (SOC) document suite, which informed a statutory public consultation in Autumn 
2022. The findings from this and subsequent technical work, have informed the options 
(“scenarios”) set out in this Outline Business Case (OBC): the consultation scheme, plus 
four new scenarios to address concerns and issues raised in the consultation and identified 
in the impact assessments.  

The scenarios assessed in the OBC are deliberately neither exhaustive nor final: the 
intention is that it includes a range of scenarios, sensitivity tests and ‘add-ons’ to help 
decision-makers understand the traffic, revenue and other wider impacts of further 
refinements that could be made, such as amending discounts or the scale of bus 
improvement measures. The OBC therefore provides a technical foundation and evidence 
base on the impacts of a range of weekday charging scenarios, allowing some flexibility to 
develop a consensus on a preferred option. 

Table 1 – Scenarios for Outline Business Case 

Scenario Charge Time Implementation 
date 

Additional Discounts (to 
those in consultation 
scheme) 

Consultation 
Scheme 

£5 for cars 
£10 LGV 
£50 HGV 

7am-7pm 
weekdays 

AM only 2026  

Scenario 1 £5 for cars 
£10 LGV 
£50 HGV 

AM / PM 
weekdays 

2027 Hospitals (patients and 
visitors) 
Vans as cars 

Scenario 1A £5 for cars 
£10 LGV 
£50 HGV 

AM / PM 
weekdays 

2027 SME business discount 
50 Free days (Indefinitely) 

Scenario 2 £5 for cars 
£10 LGV 
£50 HGV 

7am-7pm 
weekdays 

AM only 2026 180 Free days 2026, 2027 
100 Free days 2028 
50 Free days 2029 

 
11 ONS Census (2021). Car or Van Availability by Long-Term Health Problem 
12 Public Health England (2017). Health Matters: obesity and the food environment  
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Scenario 3 £3 for cars 
£10 LGV 
£50 HGV 

AM / PM 
weekdays 

2027 Hospitals (patients and 
visitors) 
100 Free days 2027 
100 Free days 2028 

Do minimum Ref Case    

A note on Scenario 1A 

This Scenario was developed as a response to the conclusions emerging from the Business 
Impact Assessment and the desire to understand the impact of keeping free days 
indefinitely. Given the wide range of scenarios under consideration, this Scenario has only 
been financially assessed to keep the appraisal proportionate, in line with GCP’s assurance 
framework. 

OBC sensitivity tests  

 Inflation (+/- 1%) 

 Behaviour change: 

o Account take up (- 10% and +20%) 

o Use of free days  

o Trip volume (+/- 10%) 

 Scheme capital costs (+/- 10%) 

OBC ‘add-ons’  

Alongside the scenarios, a range of add-ons have been identified in response to the 
consultation. These are all in addition to the extensive range of discounts, exemptions and 
reimbursements consulted on in 2022 that included, disability; care workers; community 
transport vehicles; medical emergency; immunocompromised; chronic medical conditions; 
public & school bus services; emergency services; ZEV and wheelchair accessible taxis. 

These add-ons are considered in more detail in the report; the most significant of which and 
their impacts are set out below. 

 Free days – providing a number of days to charging scheme account holders on which 
they can travel without charge. This offers a relatively flexible and administratively simple 
way to address many of the concerns raised through the consultation but is not targeted 
to those most in need. We have tested time-limited free days as well as costs and 
benefits of extending this indefinitely in one scenario (1A). It is ultimately a trade-off in 
terms of the reduced revenue for buses and sustainable transport against the benefits 
that free days offer. Given the scale of concerns raised through the consultation, there is 
merit in including an ongoing level of free days to allow for free car travel for journeys 
which are difficult to make by alternative means. It is assumed free days would apply on 
a per household basis, with the allowance being able to be shared in the case of 
households in multiple occupation. Further consideration of the scale and duration, as 
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well as the administration ‘scheme rules’ of free days could continue to take place in 
developing a Full Business Case for Making Connections.  

 Freight charges – lower charges for Light Goods Vehicles (£5) or Heavy Goods 
Vehicles (£25), either through a blanket reduction in the charge or via a more targeted 
discount applied to local Small and Medium-sized Enterprises (SMEs) has been 
considered in response to business concerns. The recommendation is that a local SME 
discount is a far more financially efficient way of targeting support to smaller businesses 
and offers a response to the concerns and potential impacts on local businesses that 
were identified in the consultation and Business Impact Assessment work. 

 Low-income discount – this was proposed in the consultation, and respondents and 
stakeholders were asked for feedback on its design. Using that input, subsequent work 
proposes that those on certain low-income state benefits should get a 50% discount 
whilst they are in receipt of those benefits. If a recipient’s income increases to the point 
where they are no longer in receipt of benefits, the STZ charge discount would drop to 
25% for two years subsequently. The low-income discount would apply to all scenarios. 

 Earlier finish at 6pm – Moving the finish time from 7pm has been considered in the 
OBC and would bring the proposal in line with the current London scheme. This would be 
beneficial in terms of early evening travel for those needing to use a car and is effective 
at mitigating against some of the concerns raised during the consultation, for example, 
access to after-work clubs and societies or evening visits by carers. It is recommended 
that a 6pm finish is included within any proposals taken forward for either peak hour or 
all-day charging. 

 Access to hospitals and healthcare – this was a key issue raised in the consultation 
and so there has been a lot of further consideration of what measures, additional to those 
included within the consultation, are required to support access to hospitals and 
healthcare. These would be in addition to those with 100% discount or reimbursement 
due to disability, medical emergency, immunocompromised or chronic medical 
conditions. They would also be in addition to the low-income discount. 

Further refinement to the mix of discounts, exemptions and reimbursements is 
recommended beyond the Outline Business Case, particularly as there would be an 
interplay between them. For example: the addition of free days would assist access to 
health care; an earlier finish may help those working in the night-time economy who are 
more likely to be on low incomes or less able to use public transport. 

Sensitivity Tests 

Stress testing has been used to test the sensitivity of the scheme to variables including 
inflation and demand. These tests add confidence to the core analysis and demonstrate that 
Making Connections would be viable and affordable under a range of pessimistic and 
optimistic alternative future scenarios. This Treasury ‘Green Book’ and Department for 
Transport (DfT)-compliant work is reported in more detail in the Financial Dimension. 
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Bus Improvement and Sustainable Transport Measures 

Given the degree in variability of the scenarios under consideration, and crucially the 
forecast revenues that each could generate, there needs to be a corresponding flexibility in 
the bus improvements and sustainable transport measures (STMs). To this end, illustrative 
packages have been put together to give decision-makers an indication of the type and 
scale of improvements that are possible under different scenarios. 

Bus measures include cheaper fares, new routes, longer operating hours, integrated 
ticketing and better facilities for waiting and interchange. STMs include enhanced cycle 
parking, school travel initiatives, e-bike rental, car clubs and digital travel planning 
applications. 

Timing of Implementation 

A commitment was made that the STZ charging scheme would not ‘go live’ until bus and 
sustainable travel improvements are already in place. Hence, there is an initial period, 
assumed to start in 2024, where these improvements ramp up in scope and scale, which 
would need to be funded by a mix of GCP grant and loan. ‘Go live’ would occur no earlier 
than 2026 and is proposed to be simultaneous for all vehicles, i.e. not bringing in an early 
goods vehicle charge, which was an option proposed in the consultation. 

OBC Findings 

All Making Connections scenarios considered in this OBC are expected to deliver material 
behavioural changes that shift travel demand to sustainable transport modes and provide 
ongoing net revenue to invest. 

Table 2 – Headline Figures for Making Connections Scenarios 

Scenario 
£ Net Revenue in 

Opening Year 
(2027) 

£ Operating 
Income in Steady 

State (2031) 

% Increase in PT 
/ Active Travel 

Journeys 

Average speed 
kmph in 

Cambridge 
(2026), 12.6 

without scheme 
Consultation 
Scheme 

67.8m 82.5m 16% 17.4 

Scenario 1 33.4m 43.5m 8% 16.2 
Scenario 1A 24.1m 30.1m   
Scenario 2 39.5m 83.0m 16% 17.2 
Scenario 3 17.9m 35.2m 6% 15.4 

Consultation Scenario – Overview 

This scenario achieved the most against stated objectives, but the consultation process 
identified a number of drawbacks that needed to be addressed. Hence, this scenario is 
considered unlikely to be publicly and politically acceptable but remains as part of the 
analysis to allow comparison of the new scenarios against the consultation proposition. 
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Scenario 1 – Overview 

Scenario 1 (£5 peak charge) appears to offer a more balanced outcome compared with the 
other scenarios. The potential positive behaviour change is not as high as Scenario 2, but 
still very substantial. Compared with Scenario 3, it would generate higher ongoing net 
revenue to invest in public transport and other sustainable transport measures which would 
facilitate and safeguard the behaviour change. It is also able to offer the possibility of more 
DERs to address concerns from the consultation. 

Scenario 1A – Overview 

Scenario 1A, as a variant of this, provides 50 free days to support use of the car when 
needed. This is more flexible than the hospital discount which is confined to supporting one 
specific trip purpose. The addition of the SME discount would further address some of the 
concerns from local businesses about the impact of the STZ charge on their operations. 

Scenario 2 – Overview 

Technical evidence suggests that Scenario 2 (£5 all day charge) is the best performing 
against the established scheme objectives, particularly in terms of the desired behaviour 
change. However, the Business Impact Assessment work suggests that, of the four 
scenarios, this would have the highest negative impact on small businesses in particular. It 
is also recognised that this scenario does not fully address wider concerns from the Autumn 
2022 consultation, particularly once the free days are phased out. 

Scenario 3 – Overview 

Scenario 3 (£3 peak charge) goes furthest in modifying the STZ proposition in response to 
the 58% of those who oppose the consultation version of the STZ.  Due to the scale of 
changes, the scenario is weakest in terms of lowering traffic and raising revenue particularly 
in the early years. If free days and/or a business discount were to be continued indefinitely 
(as in scenario 1A) then there would be insufficient funding available to make 
transformational changes to the bus and wider sustainable transport offer, with available 
funding estimated to be less than £20m a year. Reductions in funding would be detrimental 
in terms of equalities impact and wider social and distributional impacts.  

Similarly, the carbon and air quality impacts would be reduced. The forecast behavioural 
changes, although material, are also the lowest out of all scenarios assessed. This is the 
result of the lower charge proposed but is also constrained by the limited headroom in the 
net revenue available to fund more substantial improvements in public transport and active 
mode measures, which encourage higher modal shift. 

Do-Minimum – Overview 

This option is not recommended as it would not achieve the stated objectives of the 
programme nor the City Deal. As congestion and bus services are likely to worsen, this 
means other policy options, to achieve similar outcomes, would need to be rapidly 
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progressed. However, previous technical work has demonstrated that other policy 
approaches such as a workplace parking levy would deliver less against objectives than a 
STZ. 

OBC Recommendations 

The recommendation of this OBC is that two of the scenarios have the potential to balance 
concerns and issues raised during the consultation with the aspiration to achieve the stated 
objectives. 

Scenario 2 would offer the highest performing option against the objectives. Further add-
ons, such as ongoing free days and/or business discounts would strengthen acceptability, 
albeit this is likely to be lower than for a peak hour scheme. Scenario 2 is recommended 
as a viable option to take forward beyond OBC. 

Scenario 1A addresses many of the issues raised in the consultation including reducing the 
STZ hours of operation to 6 hours a day from the 12 originally proposed. It goes yet further 
in terms of providing an ongoing allowance of 50 free days to households for trips they need 
to make by car and addresses business concerns through shorter charging hours and a 
targeted business discount. On this basis, Scenario 1A is recommend as a viable option 
to take beyond OBC. 

Both options include the substantial package of discounts, exemptions and reimbursements 
as set out in the 2022 consultation including those with a disability; care workers; 
community transport vehicles; medical emergency; immunocompromised; chronic medical 
conditions; public & school bus services; emergency services; zero emission vehicles and 
accessible taxis. For both options a 6pm finish is recommended. 

Conclusion 

This business case demonstrates that significant outcomes can be achieved through two 
recommended options that consider different ways of addressing the concerns and issues 
raised during the consultation. This business case demonstrates that both options are 
viable to take forward. 

The decision as to whether to pursue an all-day scheme or peak hour only scheme to 
develop into a full business case will need to balance considerations of the relative ability of 
each option to both address the consultation in terms of concerns, but also in terms of the 
strong support for providing a new bus network fit for the future. 
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OBC Five Dimensions: Summary 

The following sections provide a short summary of each of the five dimensions of the 
business case. 

Strategic Dimension 

The Making Connections programme is pivotal to the GCP’s plans for fostering sustainable 
growth. The planned transformation of the bus network and introduction of a Sustainable 
Travel Zone would enhance accessibility, alleviate traffic congestion, support planned 
growth, improve local air quality, and curtail greenhouse gas emissions. 

Without Making Connections, highway network delay in Greater Cambridge is predicted to 
increase by 30% in the AM Peak and 75% in the PM peak by 2041. To counter this 
consequence of inaction, a significant modal shift is required.  

The potential impact of Making Connections on travel choices is shown below. 

The Strategic Dimension demonstrates that Making Connections has a compelling strategic 
fit with pertinent national, regional, and local policies and strategies, and highlights the 
existing and forthcoming challenges which Making Connections addresses. 

Section 2.6 of the Strategic Dimension outlines the impact of doing nothing to address 
worsening congestion and poor local air quality, which are predicted to erode the quality of 
life of local people, whilst reducing Greater Cambridge’s economic competitiveness. The 
Strategic Dimension lays out clear objectives for the scheme to rectify these issues in 
harmony with the broader strategic framework. The scheme’s objectives inform a 
comprehensive evaluation of a diverse range of potential solutions, culminating in the 
identification of a preferred way forward. 

Economic Dimension 

The programme is forecast to bring significant benefits from time and operating cost savings 
for transport users, increased physical activities, enhanced reliability and would reduce 
collisions alongside reductions in noise, carbon and other emissions. These benefits were 
estimated to be of the same level of magnitude to the user costs attributed to the proposed 
charge. This shows that the balance is broadly right between the impact on transport users 
and the generation of revenue, which would be used to fund the bus, walking and cycling 
improvements: the programme of investment. 

The combined impact of the transformed bus network, sustainable transport measures and 
Sustainable Travel Zone means that the Greater Cambridge area can continue to grow in a 
more sustainable manner. It is forecast that the economy can continue to grow, 
unconstrained by sub-standard transport networks and services. 

Financial Dimension 

The Financial Dimension outlines the expected costs, funding arrangements and overall 
affordability of the Making Connections programme.  
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It demonstrates that the proposed bus improvement and sustainable transport measures in 
all five scenarios can be funded from a combination of the GCP City Deal funding and the 
financial proceeds of the Sustainable Transport Zone (net of expenditure in respect of the 
Sustainable Charging Zone), whilst balancing the affordability challenges of road users, 
particularly during the early (implementation) years of the scheme.   

A non-recoverable £50m would be invested in the programme of improvements upfront by 
GCP. Any additional money required to cover forward funding of upfront bus service 
improvements and fares reductions is proposed to be recovered via charging scheme net 
revenues by 2029, allowing the funding to be used for wider GCP City Deal commitments. 
The programme is considered to be affordable at this stage. 

Commercial Dimension 

Each element of the Making Connections programme has been assessed and is 
commercially viable.  

An initial delivery model assessment for the charging scheme and sustainable transport 
measures has identified outsourcing as the most appropriate model to deliver the schemes. 
With outsourcing in mind, the case explores the procurement models, commercial delivery 
models, routes to market and work packaging strategies available to procure and 
commercialise these schemes. These would be explored further at the next stage of the 
project.    

The options available for procurement of the bus improvement measures include bus 
service tendering; enhanced partnerships, and franchising, all of which are commercially 
feasible and would be explored at further detail at the next stage of work. 

Management Dimension 

The Management Dimension sets out that the GCP is responsible for the development of 
the Making Connections programme, and that Cambridgeshire County Council (CCC), as 
the local highway authority, would fulfil the role of programme delivery body.  

CCC would thus be responsible for procuring and delivering the proposed charging element 
of the STZ, and the delivery of the proposed sustainable transport measures with the 
support of appointed contractors and partners where appropriate. The Management 
Dimension also acknowledges the CPCA, as the local transport authority, are responsible 
for overseeing the delivery of the proposed bus enhancements. Further detail pertaining to 
programme implementation is set out in Section 6.4.  

The Management Dimension considers the governance structures, resources, programme 
management processes and assurance arrangements of GCP and CCC and concludes that 
they are sufficiently capable of delivering Making Connections on time, to budget and in 
accordance with the programme specifications. Detailed management and governance 
arrangements, across and between the three partner organisations, would be set out in the 
Full Business Case. 
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A final decision to proceed with the programme is expected in summer/autumn 2025 
following submission of the Full Business Case in summer 2024. The STZ could be 
operational from 2026. 
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1 Introduction 

1.1.1. This Outline Business Case is a continuation of the SOC which was submitted to the GCP 
board in September 2022. It predominantly focuses on the STZ element of the Making 
Connections proposals, examining four scenarios that have potential merit in terms of their 
strategic impact. The OBC presents the strengths and corresponding trade-offs for each 
scenario and compares against a do-minimum scenario. 

1.1.2. This document and accompanying Appendices are intended to assist the GCP and its Local 
Authority Partners to assess the relative merits of a range of scenarios for an STZ in 
Cambridge. It would inform GCP’s Joint Assembly and Executive Board and assist in 
making a recommendation to Cambridgeshire County Council’s Highways and 
Transportation Committee and thereon to a meeting of the Full Council at which a decision 
would be taken on whether to proceed to the next level of design of the STZ. 

1.1.3. If approval is gained, the next stage would be to proceed to detailed design of the charging 
scheme, and to determine how it would operate and interface with the bus and sustainable 
travel measures. There would need to be engagement with potential suppliers in the market 
to facilitate finalisation of a commercial structure and to obtain final quotes and agree a 
procurement route. This would be presented in a FBC to seek final investment approval. 

1.2 Context and Overview of the Proposal 

City Access Strategy and The Greater Cambridge Partnership 

1.2.1. The Greater Cambridge Partnership (GCP) is the local delivery body for a City Deal with 
central Government, bringing powers and investment, worth up to £1bn over 15 years, to 
vital improvements in infrastructure, supporting and accelerating the creation of 44,000 new 
jobs, 33,500 new homes and 420 additional apprenticeships. 

1.2.2. The Greater Cambridge area is growing fast, between 2011 and 2021 the population 
increased by 13% to 307,00013. By 2031 it is expected to be 30% higher than in 2011. Even 
with more flexible working than pre-pandemic, pressure on the transport network would 
grow14.  

1.2.3. Planning for, and accommodating, the needs of both existing and future residents and 
businesses requires a greater focus on making better use of the transport network, whilst 
maximising the opportunities to influence travel demand. GCP is therefore developing a 
number of large-scale transformational projects, designed both to support the needs of 
existing residents and businesses and to accommodate growth through a substantial modal 
shift to public transport, cycling and walking.  

 
13 ONS Census (2001, 2021). Usual Resident Population 
14 Cambridgeshire Insight (2021). Population Forecast 
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1.2.4. The City Access Programme has explored ways to deliver better, more competitive 
sustainable transport, particularly within the constrained city environment including the 
narrow historic streets in the city centre. The Programme comprises the following: 

 The Making Connections programme – focusing on transformational improvements to the 
bus network, improving the city’s active travel environment, and reducing congestion and 
pollution – which is the focus of this OBC;  

 Development of an Integrated Parking Strategy, including Residents’ Parking Schemes; 
 Making best use of the city’s road network, through a Road Network Hierarchy Review; 

and 
 Exploring ways to reduce commercially-generated congestion through freight 

consolidation. 

Key Challenges 

1.2.5. An overview of some of the key challenges facing Greater Cambridge is provided below: 

 Continued growth of traffic and congestion 

 The number of motor vehicles entering Cambridge each day increased by 8% between 
October 2011 and October 201915. 

 Although the pandemic resulted in significant adjustments to travel behaviours, 
including traffic flow volumes, data from key roads within Cambridge shows that traffic 
levels are now approaching their pre-pandemic peak16. 

 Between 2026 and 2041 the Cambridge Sub-Regional Model (CSRM) forecasts that 
the number of vehicles travelling into Cambridge would increase by 4% in the AM 
peak, the number of vehicles leaving Cambridge would increase by 8% in the PM 
peak, and the number of vehicles entering or exiting Cambridge in the interpeak would 
increase by 18%.  

 The relatively small percentage increases in the peak hours is, in part, due to 
Cambridge’s local road network already operating near to its functional capacity17.  

 CSRM model data also suggests that by 2041 total network delay across Greater 
Cambridge could increase by 30% in the morning peak, 75% in the evening peak and 
50% in the interpeak. This demonstrates that in a heavily congested network, a 
relatively small increase in traffic leads to a disproportionate increase in delays. 

 A shortage of available and affordable housing within a reasonable journey time of 
where people work. 

 This is in part due to the imbalance in the demand for travel versus the supply, but 
also the quality of public transport provision and level of delay on the highway network. 

 
15 Cambridgeshire County Council (2021). Traffic Monitoring Report - Changes in daily movements crossing the Cambridge 
Radial Cordon 
16 Cambridgeshire County Council (2023). Transport Update: COVID-19 transport impacts and recovery (April 2023) 
17 Cambridgeshire County Council (2020). Greater Cambridge Local Plan Transport Existing Transport Conditions Report 



 

Outline Business Case Public | WSP 
Project No.: 70101339   August 2023 
Greater Cambridge Partnership Page 15 of 284 

 This, in turn, prevents the ‘unlocking’ of the required strategic growth in the 
predominately rural areas of Greater Cambridge. 

 Limited public transport choices  

 Greater Cambridge residents prioritise investment in public transport and active travel 
over cars. For example, a Sustrans Report showed that residents want more 
Government money spent on public transport (69%), cycling (62%), walking (49%) and 
driving (24%)18.  

 Greater Cambridge’s bus network provides less frequent and extensive services than 
it did prior to the COVID-19 pandemic. This has been influenced by falling patronage, 
a lack of funding, increasing congestion and a network that is not sufficiently tailored to 
Cambridge’s polycentric growth pattern19.  

 Both Whippet and Stagecoach have reduced the frequency of peak-time services due 
to “vastly increased congestion”20 and Stagecoach withdrew from 18 predominately 
rural bus routes, stating they were not commercially viable21.  

 Poor local air quality in Cambridge 

 In 2004 an Air Quality Management Area (AQMA) encompassing Cambridge’s inner 
ring road, and all the land within it, was established due to exceedances of Nitrogen 
Dioxide (NO2)22. 

 The number of days Cambridge spent in poor air quality was 28 days in 2022. Only 3 
other cities (London, Southend and Norwich) recorded more poor air quality days than 
Cambridge in 202223. 

 A study by the Committee on the Medical Effects of Air Pollution (COMEAP) sets out 
that there is “no clear evidence of a safe level of exposure below which there is no risk 
of adverse health effects”24.   

 High levels of greenhouse gas emissions from road traffic 

 Road transport emissions in Greater Cambridge equate to approximately 34% of all 
greenhouse gas emissions in the area25; this is despite transport-related CO2 
emissions declining by 31% in Cambridge between 2010 and 202026. 

 
18 Sustrans (2021). Greater Cambridge Walking and Cycling Index Statistics 
19 Cambridgeshire & Peterborough Combined Authority (2021). Bus Service Improvement Plan for Cambridgeshire and 
Peterborough 
20 Whippet (2023). Revised Weekday Universal Timetable. 13th February 2023 
21 Stagecoach (2023). Routes updated across Cambridgeshire and Bedfordshire. 4th June Service Update. 
22 Department for Business, Energy and Industrial Strategy (2022). UK local authority and regional greenhouse gas emissions 
23 Centre for Cities (2023). Cities Outlook Report 
24 Committee on the Medical Effects of Air Pollutants/Public Health England (2018). Heath matters: air pollution 
25 Department for Transport (2022). Transport and Environment Statistics 
26 Department for Business, Energy and Industrial Strategy (2022). UK local authority and regional greenhouse gas emissions 
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 A city environment dominated by the car, which discourages some people from 
walking and cycling and makes public spaces less attractive: 

 66% of Greater Cambridge residents think that their streets are dominated by moving 
or parked motor vehicles27. 

 The reliance on private vehicles to carry out short-distance trips, which could be 
carried out by active modes, has contributed to the rising cost of ill health in the UK. 
Morbidities caused by physical inactivity are associated with 1 in 6 deaths in the UK 
and are estimated to cost the UK economy £7.4 billion annually28.   

 High Levels of Road Traffic Collisions 

 Despite a reduction in the number and severity of road traffic casualties in Greater 
Cambridge, due to collisions falling by 34%, casualties remain high. In 2022, there 
were 449 collisions, including 42 pedestrian casualties and 163 cyclist casualties29.  

 Research shows that road traffic collisions typically respond proportionally to traffic 
flows. Therefore, further interventions are needed to meet the ‘Vision Zero’ strategy, 
supported by CCC, which aims to eliminate all traffic fatalities and severe injuries, 
whilst increasing safe, healthy and equitable mobility for all. 

 Difficulty accessing employment opportunities for people who rely on public 
transport: 

 In 2021, 34% of households in Cambridge did not own a car30 and 26% of semi-skilled 
/ unskilled or unemployed people did not own cars31. 

  

 
27 Cambridge City Council (2022). Air Quality Annual Status Report based on data from Office for Health, Improvement and 
Disparities 
28 Office for Health Improvement and Disparities (2022). Physical activity: applying All Our Health 
29 Cambridgeshire Insight (2023). Open Data Portal – Road Traffic Collision Data 
30 ONS (2021). Car or Van Availability 
31 ONS (2022). Employment and Labour Market – Annual Survey of Hours and Earnings 
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1.3 Background and Context 

Evolution of Making Connections Prior to OBC 

1.3.1. Figure 1-1 shows how the proposals in the 2022 Making Connections public consultation 
exercise were arrived at. It shows the evolution of technical proposals from 2015 - when 
GCP was created - that have been refined by five formal consultation exercises (denoted in 
light green in Figure 1-1. 

Figure 1-1 – Timeline of consultation and engagement for Making Connections 
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1.3.2. The start of Making Connections dates to the commencement of the GCP in 2015, when it 
initiated option exploration to reduce congestion in Cambridge. Between 2016 and 2021 a 
series of technical work and wide-ranging public engagements have taken place. This led to 
the GCP Executive Board’s agreement to develop a final package of options for improving 
bus services, expand the cycling-plus network and manage road space in Cambridge. 

1.3.3. GCP Making Connections public consultation was launched in late 2021. It focused on the 
central proposition of a transformed bus network and wider sustainable transport measures, 
funded through either a Workplace Parking Levy / increased parking charges, a pollution 
charge or a flexible area charge. These priced demand management options were also the 
potential mechanisms for reducing traffic, reducing congestion, and creating the space for 
more walking, cycling and reliable public transport that is necessary if the outcomes are to 
be achieved. 

Updating the SOC 

1.3.4. SYSTRA were commissioned by GCP to undertake a review of the SOC and provided a 
report in which they put forward recommendations for the OBC. These recommendations 
have been incorporated and SYSTRA have been retained by GCP and provided input and 
advise during this OBC development.  

The Options Appraisal Report  

1.3.5. Findings from the 2021 consultation and previous work informed the first iteration of the 
option assessment completed and documented in 2022. Version 1 of the Options Appraisal 
Report (OAR) informed the SOC and the subsequent recommendations to the GCP Joint 
Assembly held in September 2022. A core option of road user charge of £5 applied 7am-
7pm on weekdays was recommended to and accepted by the Joint Assembly and Executive 
Board in 2022. This is a Sustainable Travel Zone (STZ) comprising network wide public 
transport improvements, complementary measures and a road user charge, which is based 
on the STZ charge consulted on in 2021. 

1.3.6. The chosen STZ option informed the subsequent Making Connections Consultation which 
was undertaken between October to December 2022. Nearly 24,000 responses were 
received to this consultation.  

1.3.7. Further refinement of Making Connections options took place in the first half of 2023 
incorporating insights from the consultation and new technical evidence developed from 
early 2023. 

1.3.8. Multiple options remained under consideration for much of 2023. It was ultimately agreed 
that a further options appraisal process be undertaken and presented in an updated OAR 
with the intention of narrowing down options for more detailed analysis in the OBC.  

1.3.9. Using a Multi Criteria Assessment Framework (MCAF), the updated OAR assessed three 
new scenarios, in addition to the consultation scenario. The analysis demonstrates that all 
the scenarios have positive impacts in terms of congestion and environmental benefits, and 
they all deliver funding to facilitate transformation of the bus network and sustainable travel 
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measures. On this basis, all the scenarios have potential merit in terms of their strategic 
impact and were taken forward for more detailed assessment in the OBC. 

1.3.10. Option development in 2023 has refined the core option (road user charge of £5 applied 
7am-7pm on weekdays) assessed in the SOC through the consideration of a range of 
scheme parameters based on findings from the new consultation and additional assessment 
undertaken. This includes values of charge at different times of day and further 
determination of those who may be eligible for discounts. Once the revised scheme options 
were established, qualitative assessments based on an MCA were carried out to assess the 
extent to which that the updated scheme options can meet the scheme objectives and 
address potential issues raised in the consultation. 

1.3.11. Outcomes from the refinement are three formulated scenarios for Making Connections 
along with the consultation proposal and ‘do minimum’, which form the basis of further 
assessment in the development of the OBC. These were documented in the updated OAR 
(Version 2) and have been incorporated into the update of this report in August 2023. 

1.3.12. A full record of the option assessment process outlined above can be found in OAR Version 
2 (Appendix A). 

Programme Timescales 

1.3.13. An overview of the key Making Connections project milestones is presented in Figure 1-2. 

Figure 1-2 – Key Project Milestones and Indicative Programme 
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2 Strategic Dimension 

2.1 Introduction 

2.1.1. This strategic dimension describes how the Making Connections programme would 
contribute to achieving the vision and objectives of the Greater Cambridge City Deal and 
how it aligns with wider UK Government objectives and policies. It also provides an 
evidence-based case that there is a need for intervention and that the proposed Making 
Connections scheme addresses this need.  

2.1.2. Since the SOC, significant work has been undertaken to assess the expected impact of the 
proposed options on the transport network. An Options Appraisal Report (OAR) has been 
prepared in advance of this OBC which presents this analysis and is included as Appendix 
A. The options that are considered further in this OBC are described in Section 0 of this 
Strategic Dimension and their economic impacts are analysed further in the Economic 
Dimension.  

2.2 Contents of the Strategic Dimension 

2.2.1. The Department for Transport’s ‘Transport Business Case Guidance’32 outlines topics that 
should be covered in the Strategic Dimension. The following table indicates where these 
requirements are met in this document. 

Table 2-1 – Contents of the Strategic Dimension 

Content DfT Requirements Section 
Organisation 
overview 

An outline of the strategic priorities and responsibilities of the 
organisation(s) responsible for the proposal (for example DfT, Highways 
England, or the Local Authority) 

2.3 

Business strategy 
and wider 
strategies 

Determine the strategic fit of the proposal to the priorities of relevant 
organisations, the government and the regional, combined and local 
authorities in scope 

2.4 

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

2.5 

Existing 
arrangements and 
the impacts of not 
changing 

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

2.7 

Business needs 
and service gaps 

Determine the organisation’s business needs: these are internal and 
external factors that are needed for the transport intervention to fulfil its 
objectives 

2.6 

Problem 
identification 

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

2.6 

 
32 Department for Transport (2022). Transport Business Case Guidance 
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Content DfT Requirements Section 
SMART spending 
objectives 

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

2.6 

Scope Explain the scope of the intervention: What would it deliver? What is out-
of-scope? 

2.7 

Measures of 
success and 
planning for 
delivery 

Set out what constitutes a successful delivery of the SMART spending 
objectives and determine the delivery arrangements. This can be 
conducted via workshops as per the HM Treasury business case 
guidance 

2.8 

Strategic benefits Describe, using evidence, the strategic benefits this proposal would 
provide through achieving the SMART spending objectives. Identify a 
clear theory of change that provides a comprehensive description of how 
the transport investment would result in those outcomes and impacts 

2.8 

Strategic 
assessment of 
investment options 

Evaluate the longlist and shortlist of options against the SMART 
objectives and assess their impact on wider strategic priorities: options 
that do not contribute to achieving these priorities should be discounted 

2.9 

Risks and 
constraints 

Specify the main risks to achieving the SMART objectives: how would 
risks be mitigated and managed? Outline the constraints that could 
impact the successful delivery of the proposal including any relevant 
legislation and legal obligations that the investment engages with 

2.10 

Stakeholders’ views 
and requirements 

Outline the main stakeholder groups and their contribution to the 
development of the proposal, including their views and any conflicts 
between groups 

2.11 

2.3 Organisation Overview 

2.3.1. The following section sets out the strategic priorities and responsibilities of the GCP, as the 
organisation responsible for the Making Connections proposal. 

The Greater Cambridge City Deal and the GCP 

2.3.2. The GCP is the local delivery body for a City Deal with central Government, named the 
Greater Cambridge City Deal (henceforth, City Deal). The GCP was formed to deliver the 
aims and objectives of the City Deal negotiated with Central Government in 2014.  

2.3.3. The City Deal, signed in June 2014, is an agreement between central government and the 
three local authorities (Cambridgeshire County Council, Cambridge City Council and South 
Cambridgeshire District Council) to invest in Greater Cambridge to encourage economic 
growth, benefiting the UK economy and wider society.33 

2.3.4. The City Deal aims to enable a new wave of innovation-led growth by investing in 
infrastructure, housing and skills in order to facilitate continued growth. It acknowledges the 
area’s strong track record in delivering growth and seeks to support existing and new 
businesses in achieving their full potential. To achieve this, the City Deal creates: 

 A governance arrangement for joint decision making between the local councils; and, 
 An infrastructure investment fund worth up to £500 million over 15 years up to 2030. 

 
33 UK Gov (2014). Greater Cambridge City Deal Press Release  
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Figure 2-1 – Structure and responsibilities of the GCP 

 

2.3.5. The GCP is governed by an Executive Board with three voting members, supported by a 
Joint Assembly with 15 members. Further details are included in the Management 
Dimension of this OBC.  

Statutory Responsibilities 

2.3.6. The GCP has no statutory powers of its own; these are held by its local authority partners: 

 Cambridgeshire and Peterborough Combined Authority (CPCA) is the local transport 
authority (LTA); 

 Cambridgeshire County Council (CCC) is the local highway and traffic authority; and, 
 South Cambridgeshire District Council (SCDC) and Cambridge City Council (CCC) are 

the local planning authorities (LPAs) for their respective areas. 

GCP’s Strategic Vision and Objectives 

2.3.7. The GCP’s strategic vision is ‘Working together to create wider prosperity and improve 
quality of life now and into the future’. Its wider strategy is set out in its Future Investment 
Strategy (2019). The GCP has set four strategic objectives against which City Deal projects 
are prioritised: 

 To nurture the conditions necessary to unlock the potential of Greater Cambridge to 
create and retain the international high-tech businesses of the future; 

 To better target investment to the needs of our economy by ensuring those decisions are 
informed by the needs of businesses and other key stakeholders such as the universities; 

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

 To ease the labour market by investing in transport and housing, in turn allowing a long-
term increase in jobs emerging from our internationally competitive clusters and more 
university spin-offs. 
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2.4 Strategic Fit 

2.4.1. This section demonstrates the extent to which the Making Connections programme provides 
synergy and fit with other projects and programmes. It also considers the strategic fit of the 
programme to the strategic priorities of relevant organisations and the Government. 

2.4.2. The strategic fit of the following documents is summarised in Table 2-3 and is considered in 
detail in Appendix R. The following plans and policies have been reviewed as part of this 
exercise: 

 Local Plan Framework 

 Cambridge Local Plan (adopted 2018). 
 South Cambridgeshire Local Plan (adopted 2018). 
 Emerging Greater Cambridge Local Plan (First Proposals, 2021). 

 The Greater Cambridge Partnership 

 Strategic vision and objectives. 
 Transport vision and objectives. 
 Transport strategy. 

 Cambridgeshire and Peterborough Combined Authority 

 Overarching ambitions. 
 Local Transport Plan (2020). 
 Emerging Local Transport and Connectivity Plan (consultation draft, 2022). 
 Strategic Spatial Framework. 
 Bus Service Improvement Plan (2021). 
 Net Zero Target for Carbon Emissions by 2030. 
 Local Industrial Strategy (2019). 
 Cambridgeshire Active Travel Strategy. 
 Cambridgeshire Local Cycling and Walking Infrastructure Plan. 

How the Making Connections programme fits with the GCP’s strategic vision and 
objectives. 

The Making Connections programme is being developed to contribute to the GCP’s 

strategic objectives by: 

 Tackling the problems which inhibit growth: traffic congestion and poor access from 
rural areas. 

 Improving connectivity between employment clusters and labour markets in order to 
drive further growth; and, 

 Providing a sustainable source of revenue for supporting investment in public and 
sustainable transport measures to enhance accessibility and support a long-term 
increase in jobs. 
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 Cambridgeshire County Council 

 Local Transport Plan (2017). 

 England’s Economic Heartland: the sub-national transport body (STB) 

 EEH Transport Strategy (2021). 

 The Government 

 DfT Outcome Delivery Plan (2022). 
 Net Zero Target for Greenhouse Gas Emissions by 2050 (2019). 
 Decarbonising Transport (2021). 
 National Infrastructure Strategy (2020). 
 Bus Back Better (2021). 
 Gear Change (2020). 
 Build Back Better: Our Plan for Growth (2021). 
 Levelling Up (2022). 
 Cambridge 2040 (2023). 

Strategic Fit - Summary  

2.4.3. Table 2-2 shows the scoring system used to assess how well the Making Connections 
programme strategically fits with the national, regional, and local policy documents listed 
above. The outcome of this assessment is shown visually in a simple RAG assessment, 
scored as in Table 2-3 below. 

Table 2-2 – RAG Assessment Criteria 

Indicator Degree of Fit Description  

● 
Dark Green 

Very strong fit The programme is a key component or strong enabler of this policy/priority 

● 
Green 

Strong fit The programme helps deliver important aspects of this policy/priority 

● 
Yellow 

Moderate fit The programme supports some aspects of this policy/priority 

● 
Grey 

No fit 
The programme does not contribute or negatively impact the fulfilment of this 
policy 

● 
Red 

Adverse fit The programme could negatively impact the fulfilment of this policy/priority 
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2.4.4. The degree to which the Making Connections programme strategically fits with the listed 
policies and priorities has been determined by qualitative analysis and professional 
judgement. The Case for Change (Section 2.6) includes a logic map and causal chain 
analysis that contextualises how the Programme would contribute to the outcomes of these 
priorities and policies.  
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Table 2-3 – Strategic Fit 

Organisation Strategy How the Making Connections Programme Fits with the Policy Strength of Strategic Fit Indicator 
GCP Strategic Vision 

and Objectives 
The programme would tackle congestion and improve connectivity between 
employment clusters and employees. Doing so would help to facilitate future 
growth in Greater Cambridge.  

Very strong – The 
Programme’s outcomes 
directly align with the 
GCP’s vision and 
objectives. 

● 
Dark 

Green 

GCP Transport Vision 
and Objectives 

A faster, further reaching, more frequent and more reliable bus network would 
connect people living in rural towns and villages with centres of employment. 
Lower levels of congestion would facilitate the reallocation of road space to 
active travel modes to engender further modal shift. 

Very strong – The 
Programme’s SMART 
objectives all relate to the 
GCP’s strategic objectives. 

● 
Dark 

Green 

GCP Transport 
Strategy 

The Making Connections programme should reduce congestion in 
Cambridge through road user charging. The revenue generated should, in 
turn, fund a significantly improved bus network, whilst reduced traffic flows 
should facilitate the future reallocation of road space in favour of walking and 
cycling. 

Very strong – The 
Programme is a key 
component and enabler of 
the strategy. 

● 
Dark 

Green 

CPCA Overarching 
ambitions  

The Making Connections programme would significantly enhance the 
connectedness, in transport terms, of the Greater Cambridge area. The 
facilitation of flows of capital and labour should, in turn, support the CPCA’s 
ambitious economic growth plans.  

Strong – The Programme’s 
improvements to the 
transport network would 
engender the economic 
growth targeted by the 
devolution deal.  

● 
Green 

CPCA Local Transport 
Plan 

The Making Connections programme contributes to all relevant LTP 
objectives; notably by reducing congestion, improving bus services, 
supporting growth, improving air quality, and reducing carbon emissions. 

Very strong – The 
Programme would help to 
deliver key objectives of the 
LTP. 

● 
Dark 

Green 

CPCA Emerging Local 
Transport and 
Connectivity 
Plan 

The Making Connections programme aligns with the LTCP vision. It would 
connect contribute to the plan objectives by connecting rural communities to 
employment opportunities, reducing congestion, encouraging a shift to 
sustainable modes of transport, reducing GHG emissions and improving air 
quality 

Very strong – The 
Programme is a key 
enabler of the vision. 

● 
Dark 

Green 

CPCA Strategic Spatial 
Framework 

The Making Connections programme tackles key transport challenges by 
improving accessibility to public transport, especially for rural communities; 
reducing congestion, to allow growth and development; cutting GHG 
emissions; and improving local air quality. 

Strong – The Programme 
helps deliver important 
aspects of the spatial 
framework. 

● 
Green 
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Organisation Strategy How the Making Connections Programme Fits with the Policy Strength of Strategic Fit Indicator 
CPCA Bus Service 

Improvement 
Plan and Bus 
Strategy 

The Making Connections programme should provide better and more 
affordable services in rural areas; these improvements would increase the 
attractiveness of bus travel and facilitate modal shift, in turn reducing GHG 
emissions and improving air quality. 

Very strong – The 
Programme would help to 
deliver key BSIP and Bus 
Strategy objectives. 

● 
Dark 

Green 

CPCA Net zero target 
for 2030 (for 
CPCA’s own 
operations) 

The Programme would reduce car use and encourage sustainable travel. 
Hence, the Programme should reduce carbon emissions, including some 
related to CPCA’s own operations.  

Strong – the Programme 
strongly aligns with the 
principles of the policy. 

● 
Green 

CPCA Local Industrial 
Strategy 

The Programme supports the Strategy by reducing congestion and 
addressing disparities in public transport provision; these factors act as 
barriers to economic growth and development. Reducing congestion also 
complements the wider portfolio of public transport and active travel schemes 
delivered through the City Deal. 

Strong – the Programme 
contributes to future growth 
and development by 
tackling congestion and 
enhancing connectivity. 

● 
Green 

Cambridge City 
Council 

Cambridge 
Local Plan 

The Programme could enable planned growth and development by reducing 
congestion, encouraging uptake of sustainable modes of transport and 
delivering improvements to public transport services. 

Strong – the Programme 
supports key objectives and 
enables planned growth 
and development.  

● 
Green 

South 
Cambridgeshire 
District Council 

South 
Cambridgeshire 
Local Plan 

The Programme could enable planned growth and development by reducing 
congestion on radial routes that connect South Cambridgeshire with 
Cambridge. Access to services, employment and leisure opportunities in the 
District would also be improved by enhancing public transport connectivity 
between key employment clusters and service centres, and villages and 
market towns.  

Strong – the Programme 
supports key objectives and 
enables planned growth 
and development.  

● 
Green 

Cambridge City 
Council and 
SCDC 

Emerging 
Greater 
Cambridge 
Local Plan First 
Proposals 

The programme is included as an assumed scheme in the transport evidence 
supporting the emerging Joint Local Plan. It complements the existing and 
proposed public transport infrastructure on which the emerging spatial 
strategy depends. It supports the proposed pattern of development in the 
emerging Joint Local Plan, reduces carbon emissions, and helps deliver the 
key aim of enabling sustainable development. 

Very strong – the 
Programme is a key 
component and enabler of 
the strategy. 

● 
Dark 

Green 

England’s 
Economic 
Heartland 

EEH Transport 
Strategy 

Making Connections makes a clear move away from “business as usual” by 
using a charging mechanism to reduce private car traffic and fund bus 
services. It would reduce congestion and carbon emissions, improve rural 
connectivity and support Cambridge as a regionally significant economic hub. 

Strong – the Programme 
helps deliver important 
aspects of the strategy at a 
local level. 

● 
Green 
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Organisation Strategy How the Making Connections Programme Fits with the Policy Strength of Strategic Fit Indicator 
Government – 
Department for 
Transport 

DfT Outcome 
Delivery Plan 

The Programme would help deliver, at a local level, the DfT’s priority 
outcomes, by improving connectivity, confidence in the network, lowering 
greenhouse gas emissions and improving local air quality.  

Strong – the Programme 
helps deliver important 
aspects of the plan at a 
local level. 

● 
Green 

Government – 
Department for 
Transport 

Transport 
Decarbonisation 
Plan 

The Programme would significantly reduce car use and support and 
encourage sustainable transport modes, including walking, cycling and public 
transport. This would directly reduce carbon emissions and improve local air 
quality. 

Very strong – the 
Programme acts as a key 
enabler of the 2050 target 
and strategy at a local 
level. 

● 
Dark 

Green 

Government – 
HM Treasury 

National 
Infrastructure 
Strategy 

The Programme would support a key element of the strategy by reducing 
carbon emissions from transport and providing sustainable funding for better 
public transport services. It would increase the share of journeys undertaken 
by public transport, cycling and walking in Greater Cambridge. 

Strong – the Programme 
helps deliver important 
aspects of the Plan at a 
local level. 

● 
Green 

Government – 
Department for 
Transport 

Bus Back Better The programme directly tackles the question of how new and improved bus 
services should be funded. The sustainable travel zone would provide a 
sustainable source of revenue for public transport, enhancing the impacts of 
recent and ongoing capital investment. There would be fewer trips by car and 
more by bus. 

Strong – the Programme 
helps deliver important 
aspects of the Plan at a 
local level. 

● 
Green 

Government – 
Department for 
Transport 

Gear Change The STZ would incentivise people to choose alternatives to the car, including 
cycling and walking, though its main purpose is to encourage bus use. 
Reductions in traffic and potential reallocation of road space would create 
more attractive conditions for pedestrians and cyclists. The programme also 
plans to deliver walking and cycling infrastructure improvements through road 
user charging. 

Strong – the Programme 
supports the Government’s 
vision for increasing 
walking and cycling trips.  

● 
Green 

Government – 
HM Treasury 

Build Back 
Better 

The Programme is designed to support Greater Cambridge’s position as a 
globally competitive hub for knowledge intensive industries, by creating 
conditions in which growth can continue without placing unacceptable 
demands on transport systems and the environment. The Programme aims to 
effectively address the problem of congestion, which would otherwise 
constrain growth, and delivers a step change in the public transport 
connectivity, enabling more people, especially those in rural areas, to access 
jobs and opportunities. Hence, the programme would enable green growth 
and help achieve Government’s Net Zero ambition. 

Strong – the Programme 
enables future growth and 
development by tackling 
congestion and enhancing 
connectivity. 

● 
Green 
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Organisation Strategy How the Making Connections Programme Fits with the Policy Strength of Strategic Fit Indicator 
Government - 
Department for 
Levelling Up, 
Housing and 
Communities 

Levelling Up 
White Paper 

The Programme aims to distribute the benefits of growth and development 
more equitably in Greater Cambridge. It should deliver significant and 
sustainably funded improvements in public transport connectivity, especially 
for rural communities in South Cambridgeshire. It would deliver higher bus 
frequencies, lower fares, and provide better links to Cambridge and the 
area’s high-tech employment clusters. Reducing the cost and improving the 
level of service of bus travel, would make it easier for people on lower 
incomes and those without cars to access jobs and services. 

Strong – the Programme 
strongly supports the 
principles of Levelling Up 
by delivering a transport 
system that is affordable 
and accessible for all; this 
would help address 
transport poverty and 
inequalities of access. 

● 
Green 
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2.5 Programme Interdependencies  

2.5.1. The GCP is developing a number of large-scale transformational projects, designed both to 
support the needs of existing residents and businesses and to accommodate growth 
through a substantial modal shift to public transport, cycling and walking. 

2.5.2. The Making Connections programme is part of a wider City Access Strategy which includes 
measures such as the development of an integrated parking strategy for Cambridge and a 
review of the city's road network classification. The delivery and success of the Programme 
is thus linked to this wider strategic portfolio. 

2.5.3. This section summarises the strategic portfolios, programmes and projects with which 
Making Connections may interact and where it sits within this hierarchy of schemes and 
programmes. Furthermore the Management Dimension sets out a longlist of potential 
dependencies and the extent of their relationship with the Making Connections programme.  

GCP’s Transport Programme 

2.5.4. The GCP’s transport programme is a development of the Transport Strategy for Cambridge 
and South Cambridgeshire34, which was adopted in 2014 and was prepared to accompany 
the now-adopted Local Plans for Cambridge and South Cambridgeshire. 

2.5.5. To deliver its transport objectives, the GCP is seeking to implement an ambitious 
programme of strategic infrastructure improvements. The schemes below have been 
developed in accordance with the GCP’s strategic objectives and therefore are considered 
to contribute towards achieving the same outcomes as the Making Connections 
programme: 

 Four new high-quality public transport corridors to the north, south, east and west of the 
Cambridge that link key growth areas with the city centre. These would include new 
dedicated bus routes bypassing traffic congestion, new interchanges and stops, and 
facilities for pedestrians and cyclists; 

 New travel hubs, linked to the above public transport corridors, where people can park 
outside the city and continue their journey by public transport; 

 Twelve new Greenways for walkers, cyclists, horse riders and other non-motorised users, 
linking communities in South Cambridgeshire to Cambridge, plus the Chisholm Trail, a 
north-south route linking Cambridge North to Cambridge Station; 

 Key corridor schemes within Cambridge to improve active travel and public transport, 
including on (Milton Road and Histon Road) or with a particular focus on active travel 
(Hills Road, Madingley Road and Mill Road); and, 

 Waterbeach Railway Station.  

2.5.6. For the Making Connections programme to succeed in helping to reducing traffic in 
Cambridge, a citywide approach to making sustainable transport the natural and easy 

 
34 Cambridgeshire County Council (2014). Transport Strategy for Cambridge and South Cambridgeshire 
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choice for journeys. The schemes listed above contribute to this by making interchange 
easier, providing buses with priority and enhancing active routes within Greater Cambridge.  

2.5.7. Alongside the above strategic improvements, the GCP is aiming to tackle congestion and 
improve conditions for sustainable transport users though the ‘City Access’ project, which 
comprises: 

 The ‘Making Connections’ scheme; 
 Experimental traffic schemes comprising modal filters to help active travel; 
 Addressing parking issues in Cambridge through residents parking zones; 
 Cycling Plus (targeted cycling improvements, for example at Addenbrooke’s roundabout 

as part of wider A1134 improvements); and,  
 Developing a new road classification for Cambridge 

2.5.8. The GCP’s transport programme is illustrated diagrammatically in Figure 2-2. 
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Figure 2-2 – GCP Transport Programme - Future Network 

 

 



 

Outline Business Case Public | WSP 
Project No.: 70101339   August 2023 
Greater Cambridge Partnership Page 33 of 284 

City Access 

2.5.9. City Access is a sustainable transport strategy that sits at the heart of the Greater 
Cambridge City Deal. Making Connections forms part of the ‘City Access’ element of the 
GCP’s transport programme.  

2.5.10. City Access aims to address some of the major pressures on the local economy by reducing 
congestion and pollution, and by providing people with better, healthier, more sustainable 
options for their journeys. 

2.5.11. Specifically, the ‘City Access’ project35 was conceived and developed to:  

 Reduce traffic by 15% from the 2011 baseline, freeing up road space for more public 
transport services, and other sustainable transport modes. 

 Ensure public transport is more affordable, accessible and connects to where people 
want to travel, both now and in the future. 

 Raise the money needed to fund the delivery of transformational bus network changes, 
fares reductions and improved walking and cycling routes. 

 Make it safe and attractive to walk and cycle for everyday journeys. 
 Support decarbonisation of transport and improvements to air quality; and, 
 Make Greater Cambridge a more pleasant place to live, work, travel or just be. 

2.5.12. In addition to the GCP’s transport programme, the investments included within Table 2-4 
are being promoted by other organisations in the Greater Cambridge area. 

 
35 Greater Cambridge Partnership (2018). Cambridge City Access 
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Table 2-4 – The Alignment of the Making Connections Programmes with Potential Transport Schemes 

Scheme (Delivery 
Body) 

Description  Fit with the Making Connections Programme  

Cambridge South 
(Network Rail) 

A new railway station at the 
Cambridge Biomedical Campus 

Enhanced Connectivity: Cambridge South Station would improve connectivity in the southern part of 
Cambridge by providing a direct rail connection to the Cambridge Biomedical Campus, Papworth Hospital and 
Addenbrooke's Hospital. As a new transport hub, the project would facilitate easier access to high quality public 
transport services for commuters, residents, and visitors. 
 
Sustainable Transportation: The project supports the promotion of sustainable transportation options over 
private vehicles, potentially reducing congestion and carbon emissions; this supports the vision of the Making 
Connections programme.  
 
Integrated Transport Network: Cambridge South Station would contribute to the development of an integrated 
transport network within Greater Cambridge. It would connect with existing rail infrastructure and bus services, 
allowing for seamless travel between different parts of Greater Cambridge.  
 
Economic Development: Cambridge South Station also supports the GCP’s objective of promoting economic 
development in the area. The station could serve as a catalyst for growth, attracting investment, businesses, and 
employment opportunities to the area. It would enhance the accessibility of the Cambridge Biomedical Campus, 
a significant hub for medical research, and provide better connectivity to other commercial centres in the area. 
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Scheme (Delivery 
Body) 

Description  Fit with the Making Connections Programme  

East West Rail 
(Network Rail) 

A new east-west rail route 
between Bedford and Cambridge 

Enhanced Connectivity: The East West Rail project would improve transportation options for residents, 
students and businesses, allowing for easier travel and commuting via rail. It would also facilitate better access 
to employment, education, and leisure opportunities, supporting economic growth and improving overall 
connectivity within Greater Cambridge. 
 
Reduced Congestion: By providing an alternative mode of transportation, East West Rail has the potential to 
reduce road congestion. If more people opt for rail travel, especially for longer distances, it has the potential to 
alleviate the pressure on roads and highways within Greater Cambridge. This aligns with the objective of the 
Making Connections programme to address the transportation challenges and reduce congestion in the Greater 
Cambridge area. 
 

Sustainable Transport: The proposed high-speed connections between Oxford and Cambridge would likely 
lead to a modal shift away from private cars; thus supporting the GCP’s objective of reducing carbon emissions 
and promoting sustainable transport options. 

Economic Growth: East West Rail would improve connectivity between the key economic hubs of Cambridge 
and Oxford; thus facilitating the movement of people, goods, and services. This enhanced connectivity has the 
potential to attract businesses investment and talent to Greater Cambridge, potentially fostering innovation, job 
creation, and economic development. The project aligns with the aim of Making Connection to support economic 
growth and ensure the area remains competitive and prosperous. 
 

A428 (National 
Highways) and A10 
Improvements (CPCA) 

Major highway improvements to 
the A428 and the A10. 

Enhancing Connectivity: The A10 and A428 improvement schemes would help facilitate smoother and more 
efficient travel for both commuters and businesses in Greater Cambridge. Hence, the schemes aligns with the 
GCP’s objective of enhancing connectivity between key economic centres, residential areas, and transport hubs.  
 
Sustainable Transport: The Making Connections programme emphasises the promotion of sustainable 
transport options, such as cycling, walking, and public transportation. The A10 scheme could contribute to this 
objective by improving public transport provision and the incorporation of dedicated cycling and pedestrian 
infrastructure. 
 
Road Safety: The A10 and A428 schemes could improve road safety, by creating a more pleasant and safer 
environment for all road users at key junctions in particular.  
 
Transport Interchange: the proposed major highway improvements on the A428 and A10 could make the use 
of park and ride services at Madingley Road and Milton more attractive to commuters. 
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2.6 The Case for Change: Problem Identification 

2.6.1. This section of this Strategic Dimension revisits the case for change for the proposed 
Making Connections programme presented previously in the Strategic Outline Case (SOC). 
The case for change forms the rationale for an investment. The Department for Transport’s 
(DfT) Business Case Guidance36 states that a robust case for change requires a clear 
understanding of:  

 What an organisation is seeking to achieve (the investment or spending objectives) 
 What is currently happening (existing arrangements); and, 
 What is required to close the gap between where we are now (existing arrangements) 

and where we need to be in the future (business needs). 

2.6.2. Analysing a proposal in this way, helps to establish a compelling case for intervention based 
on real needs, rather than the contention that it is just ‘a good thing to do’. 

2.6.3. This case for change thus sets out how the existing and evolving problems and 
opportunities facing the Greater Cambridge area need to be addressed to bridge existing 
service gaps, limit negative socio-economic outcomes and, ultimately, help Greater 
Cambridge fulfil its growth potential in an equitable and sustainable way. 

 
36 Department for Transport (2022). Transport Business Case Guidance 

The Making Connections programme fits with other strategic portfolios, 

programmes, and projects. 

The Making Connections programme would complement the other elements of the GCP’s 

transport programme, helping to enhance the value of the infrastructure investment they provide. 

The proposed charging scheme would generate a sustainable source of revenue to support a 

greatly improved bus network reaching out into rural areas and enhancing connectivity to key 

employment sites. At the same time, it would reduce congestion, enabling road space to be 

reallocated for cycling, walking and high-quality public space. Reducing congestion would also 

help to make bus journeys quicker and more reliable. 

The development of Cambridge South station and the proposed East West Rail line would 

enhance public transport accessibility for people travelling to Cambridge and discourage the use 

of the private car.  

Wider improvements to the Strategic and Local Road Network and Cambridge’s forecast growth 

trajectory, may result in some in increase in the demand to drive to Cambridge. This could further 

enhance the importance of bus-based Park and Ride. The proposed improvements to the bus 

network under Making Connections would help to make bus travel and park and ride services more 

attractive to potential users.  
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2.6.4. To ensure the Making Connections case for change is robust, careful consideration has 
been given to the following factors: 

 The Greater Cambridge context and the area’s growth trajectory; 
 The impact of COVID-19; 
 Future context and external factors, dependencies, risks, and constraints; and 
 The impact of doing nothing. 

What is the GCP Seeking to Achieve: Strategy, Aims and Objectives  

Vision 

2.6.5. The GCP’s vision for transport is: “Creating better and greener transport networks, 
connecting people to homes, jobs, study and opportunity”. 

2.6.6. The GCP, therefore, aims to develop a sustainable transport network for Greater Cambridge 
that keeps people, businesses and ideas connected as the area continues to grow, making 
it easier to access Cambridge by public transport, cycle and on foot. Through a range of 
projects, it would create a transport network fit for a small, compact city served by a growing 
network of rural towns and villages. 

Objectives 

2.6.7. Making a robust case for change first involves setting out the rationale, drivers, and 
objectives for a spending proposal, which must be made SMART – Specific, Measurable, 
Achievable, Relevant and Time constrained – for the purposes of quantitatively appraising 
options and post-evaluation. 

2.6.8. The SMART objectives for the Making Connections programme were developed through 
consideration of the following: 

 GCP’s initial concepts for the programme 
 National, Regional, and Local Policies and Plans (reviewed in Appendix R). 
 Current and Forecast Problems (see the Case for Change, Section 2.6); and, 
 Opportunities for Improvement (see the Case for Change, Section 2.6). 

Strategic Objectives 

2.6.9. The GCP’s strategic objectives for the Making Connections programme were approved by 
the GCP Executive Board as part of their review, and subsequent approval of the Strategic 
Outline Case (SOC) for the Programme. These objectives are set out below: 

 To contribute to the GCP target to reduce traffic by 15% from the 2011 baseline, freeing 
up road space for more public transport services, and other sustainable transport modes. 

 To ensure public transport is more affordable, accessible and connects to where people 
want to travel, both now and in the future. 

 To raise the money needed to fund the delivery of transformational bus network changes, 
fares reductions and improved walking and cycling routes. 

 To make it safe and attractive to walk and cycle for everyday journeys. 
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 To support the decarbonisation of transport and improvements to air quality. 
 To make Greater Cambridge a more pleasant place to live, work travel or just be. 

Specific Objectives 

2.6.10. Specific SMART objectives for the Making Connections programme were developed in the 
SOC and further refined in the Options Appraisal Report (OAR). They are summarised as 
follows: 

 To reduce carbon emissions from transport.  
 To improve access to jobs and education for people, especially those living in rural areas. 
 To improve air quality in the city centre. 
 To contribute to the GCP target to reduce traffic by 15% from the 2011 baseline. 
 To reduce congestion in Cambridge. 
 To reduce journey times and improve journey reliability. 
 To enable the re-allocation of road space to buses, pedestrians, and cyclists. 
 To increase the number of trips by bus. 
 To increase the number of trips by cycle. 
 To increase the number of trips on foot. 
 To reduce the number of road accident casualties. 
 To raise sufficient net revenue to fund the transformation of the bus network and wider 

Sustainable Transport Measures. 

2.6.11. Section 2.9.3 of the Strategic Dimension sets out the Multicriteria Assessment Framework 
(MCAF) for Making Connections. 

 

Existing Arrangements and Why Change is Required?  

2.6.12. The Making Connections case for change is driven by the issues with the current situation 
within Greater Cambridge outlined in the table below, which are explored and evidenced in 
the proceeding sections of this report. 

Greater Cambridge 

2.6.13. Greater Cambridge is formed of South Cambridgeshire District and the City of Cambridge; 
area profiles of Cambridge and South Cambridge are provided in Appendix R. The location 

How the Making Connections programme fits with GCP’s transport vision and 

objectives. 

The programme would build upon planned capital investment in sustainable transport corridors by 

delivering a step change in the quality of bus services and by extending these services to connect 

more homes in Greater Cambridge with places of work, study and leisure. As well as generating 

revenue to support better bus services, the programme would reduce congestion and create 

opportunities to reallocate road space for pedestrians and cyclists.  
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of Greater Cambridge, in the context of the county of Cambridgeshire, and adjacent Council 
areas, is shown in Figure 2-3. 

Figure 2-3 – Greater Cambridge Location Plan with Surrounding Districts37 

 

2.6.14. At the time of the 2021 Census, Greater Cambridge had a population of 307,700, made up 
of 145,700 people in Cambridge and 162,000 people in South Cambridgeshire. Although 
2021 Census data was affected by COVID-19, Greater Cambridge was a net ‘importer’ of 
employees with approximately 50,000 non-residents being employed in the area; 
approximately 26,000 people commute into Cambridge and 24,000 into South 
Cambridgeshire for work38. 

2.6.15. The resident population, number of households and number of jobs in the Greater 
Cambridge area has grown significantly in the past two decades. Data from a Centre for 
Cities39 paper has shown that population growth in Cambridge of 18% between 2011 and 
2021 was, proportionally, the highest of any city in the UK. The table below compares 

 
37 Greater Cambridge Shared Planning (2021). Emerging Greater Cambridge Local Plan 
38 ONS Census (2021). Population Estimates 
39 Centre for Cities (2023). City Outlook 2023  
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growth rates in Greater Cambridge with UK averages between 2001 and 2021. Table 2-5 
shows the percentage growth in the number of people living and the number of jobs in 
Greater Cambridge are more than double the national average. Comparatively, the growth 
in the number of households is more in line with the national average. 

2.6.16. This suggests a trend towards larger average household sizes including more shared 
accommodation which is a response to the housing supply and affordability challenges that 
the Local Plans are seeking to address. Making Connections is one of a number of transport 
measures being developed to support the Local Plans and so can, indirectly, contribute to 
addressing this. 

Table 2-5 – Growth in Greater Cambridge’s Population, Households and Jobs40 

Metric  Absolute Growth Between 
2001 & 2021 in Greater 
Cambridge  

Greater Cambridge 
Percentage Growth  

UK Percentage 
Growth  

Population Growth  +68,821 people  29%  14%  
Household Growth  +24,631 households  26%  29%  
Job Growth  +53,000 jobs  33%  16%  

2.6.17. The significant growth in population and employment in Greater Cambridge has contributed 
to rising traffic levels on an already struggling transport system. Between 2010 and 2019 the 
number of motor vehicles entering and leaving Cambridge’s radial cordon increased by 9%. 
The number of cars increased by 10% and the number of HGVs increased by 38%, whilst 
bus and coach trips in 2019 fell to 79% of 2010 levels41.  

2.6.18. In terms of future population growth, Cambridgeshire Insight forecasts that the population of 
Greater Cambridge is expected to grow to 355,215 by 203142. Population data from the 
2021 Census shows that recent growth is ahead of this trajectory. 

2.6.19. In terms of future job growth, the Greater Cambridge Employment and Housing Evidence 
Update forecast that there would be between 66,000 (central growth scenario) and 76,700 
(high growth scenario) additional jobs in the area by 2041. This represented an increase of 
8,000 jobs when compared to the 2020 forecasts. Hence, unless action is taken, congestion 
and car dependency would continue to threaten the area’s social, economic, and 
environmental wellbeing. 

2.6.20. The Department for Levelling Up, Housing and Communities announced high-level 
proposals in July 2023 for Cambridge 2040 include a new urban quarter to the city and the 
delivery of up to 250,000 new homes to support Cambridge’s position in the technology and 
life sciences sector. The Programme is designed to support Greater Cambridge’s position in 
these industries, by creating conditions in which growth can continue without placing 

 
40 ONS Census (2001, 2021). 
41 Cambridgeshire County Council (2020). Traffic Monitoring Report. 
42 Cambridgeshire Insight (2021). Population Forecast 
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unacceptable demands on transport systems and the environment. The Programme aims to 
support growth. 

2.6.21. The Greater Cambridge area has two adopted Local Plans (for Cambridge and South 
Cambridgeshire) which set out the growth in housing, employment and population within the 
Greater Cambridge area over the plan period, to 2031. An emerging joint Local Plan for 
Greater Cambridge is currently being developed, which would set out planned growth for 
the combined area up until 2041.  

2.6.22. The adopted Cambridge and South Cambridgeshire Local Plans identify a need for 33,500 
new homes and 44,100 new jobs by the end of the plan period (2031). The emerging 
Greater Cambridge Local Plan has objectively assessed the needs of Greater Cambridge 
and currently projects a need for 44,400 new homes and 58,500 new jobs between 2020 
and 204143. 

Context to the Success Story of Greater Cambridge  

2.6.23. Greater Cambridge’s economic success to date is the story of a networked and highly 
connected city region, characterised by world-leading innovation. Greater Cambridge has 
become one of the most successful and fastest growing economies in the UK, which is 
driven to a large extent by its knowledge intensive industries, including its thriving high-tech 
and biotech clusters. 

2.6.24. Greater Cambridge has a diverse local economy with strengths across a broad base of 
sectors: professional, scientific, bio-medical, clean-tech, technology, and advanced 
manufacturing44. It is host to some of the most productive and innovative parts of the UK 
economy, competing on a global stage, and attracting inward investment into its knowledge 
intensive industries. 

2.6.25. Appendix R provides detailed context on the success story of Greater Cambridge, which 
includes the impact of the COVID-19 pandemic and the area’s ongoing recovery from it. 

Supercharging Cambridge 2040 – A Summary of the Government’s 
Housing Plan for Greater Cambridge  

2.6.26. On Monday 24th July 2023, Housing Secretary Michael Gove made an announcement on 
the Government's Housing Plan aim of "supercharging Europe's science capital 
[Cambridge]"45 which could lead to significant new development in Greater Cambridge, in 
addition to that set out in the Cambridge and South Cambridgeshire Local Plans, by 2040.  

2.6.27. The vision of the Housing Plan is to turn Cambridge into an area rivalling Silicon Valley, with 
the possibility of building 200,000 to 250,000 new homes by 2040. The government intends 
to create a new urban quarter in Cambridge with a significant proportion of affordable 

 
43 Greater Cambridge (2022). Emerging Greater Cambridge Local Plan First Proposals 
44 CPIER (2018). The Cambridgeshire and Peterborough Independent Economic Review 
45 Rt Hon Michael Gove MP (2023). Long-term plan for housing: Secretary of State's speech 
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homes, a sustainable transport network and substantial green spaces. Additionally, the Plan 
references an aim to establish new nature reserves and potentially a new National Park in 
the wider region. 

2.6.28. The announcement highlighted the current limitations on Cambridge's growth due to a lack 
of new space for research and lab capacity, a lack of transport connectivity, housing 
constraints and difficulties in attracting talent.  

2.6.29. The planned level of growth would likely put significant additional pressure on existing 
transportation infrastructure and exacerbate congestion issues in Greater Cambridge. 
However, the Housing Plan's emphasis on creating a sustainable transport network aligns 
with the Making Connections programme's goal of improving the bus and active travel 
network. This suggests that the government recognises the importance of enhancing 
transportation options to accommodate the expected increase in population and reduce 
congestion.  
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Key Drivers for Change  

2.6.30. The Making Connections case for change is driven by the issues outlined in the table below, 
which are explored and evidenced in the proceeding sections of this report. 

Table 2-6 – Making Connections Key Drivers 

Key Driver Topic Why is this a key driver? Internal or 
External 

High levels of traffic 
congestion 

The number of motor vehicles entering Cambridge per day 
increased by 9% between October 2010 and October 201946. The 
impact of a greater number of motor vehicle trips is demonstrated 
by the significant extension of Cambridge’s AM and PM peaks, by 
60 and 90 minutes respectively, between 2000 and 2019. Data 
from Cambridgeshire demonstrates that local road traffic had 
recovered to 93% of 2019 levels in March 202346. 

 

Although the pandemic resulted in a significant reduction in 
vehicle use and traffic congestion, monitoring data suggests that 
traffic volumes and congestion are now recovering to close to 
pre-pandemic levels46. 

The traffic modelling undertaken for Making Connections 
suggests there would be a significant deterioration in future 
highway conditions if nothing is done. The model forecasts that 
total peak period network delay would increase by between 30% 
and 75% by 2041 across Greater Cambridge. 

High levels of delay and congestion would lead to: 

 Further journey time delays, including impacts on bus 
travel times and reliability, as well as for drivers; 

 Reduced opportunities for people to access work, 
services, and social and leisure activities; 

 Consequent impacts on Greater Cambridge’s high levels 
of productivity, which are essential to maintaining the 
area’s position as a strategically important high-tech and 
bio-tech cluster; and, 

 Increased carbon emissions from transport, and impacts 
on local air quality. 

In terms of current perceptions, 66% of Greater Cambridge 
residents also think that their streets are dominated by moving or 
parked motor vehicles47. 

Internal and 
External 

 
46 Cambridgeshire County Council (2020). Traffic Monitoring Report Changes in daily movements crossing the Cambridge 
Radial Cordon 
47 Sustrans (2021). Greater Cambridge Walking and Cycling Index Statistics 
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Key Driver Topic Why is this a key driver? Internal or 
External 

A bus network that 
is not sufficiently 
affordable, reliable 
or extensive 

Bus reliability data demonstrates that delays to bus services have 
increased, and the proportion of buses arriving and departing on 
time has decreased, in the last decade. 

A bus network which is not sufficiently affordable, reliable or 
extensive, results in: 

 Reduced patronage, impacting viability and leading to 
routes being cut; 

 Communities and destinations becoming isolated and 
less integrated; 

 Higher levels of car dependency due to limited public 
transport connections, resulting in further reliance on 
private cars for those who can afford them; 

 More congestion; and, 

 Isolation for those without access to other modes.  

Internal and 
External 

An unbalanced road 
network that is 
dominated by the 
private car 

Creates an imbalance in transport mobility, reducing access to 
jobs and services by excluding households who do not own a 
private car – totalling 21% of households in Greater Cambridge. 

Contributes to high levels of congestion, creating a circular 
problem through impacting the attractiveness of other modes. 

A more balanced transport network with high quality public 
transport and active travel provision, alongside demand 
management measures, would help to unlock required strategic 
growth in homes and jobs in Greater Cambridge. 

Internal 

Inequalities in car 
ownership and 
accessibility 

Many Greater Cambridge residents, particularly in rural areas, 
have limited travel choices due to the absence of frequent, 
reliable and affordable public transport services. This particularly 
impacts those people who do not have access to a car. As a 
result, many lower income households are ‘forced’ into buying a 
car to access employment opportunities and services and escape 
potential social isolation. Forced car ownership is more prevalent 
in the rural areas of South Cambridgeshire where public transport 
and active travel connectivity is less extensive.  

Internal  

The commitment to 
make the Greater 
Cambridge area 
‘Net Zero’ by 2030 

Transport emissions are responsible for 35% of total emissions in 
Greater Cambridge. The commitment to make the Greater 
Cambridge area ‘Net Zero’ by 2030 thus requires significant 
reductions in greenhouse gas emissions from transport. 

Internal 

The need to reduce 
road traffic collisions 
and achieve Vision 
Zero 

Road safety data for Greater Cambridge shows that the number 
and severity of casualties arising from collisions on the highway 
network has reduced by 34% over the last six years. Despite this, 
the number of casualties remains high. In 2022, there were 449 
collisions which resulted in casualties, including 42 pedestrian 
casualties and 163 cyclist casualties in Greater Cambridge. 
Therefore, further interventions are needed to meet ‘Vision Zero, 
which is a strategy, supported by CCC, to eliminate all traffic 
fatalities and severe injuries, while increasing safe, healthy, 
equitable mobility for all. 

Internal 

Transport Issues and Opportunities  

2.6.31. As required by DfT guidance, the following section provides a detailed analysis of the issues 
and opportunities that the Making Connections programme is seeking to address. Hence, 
the analysis considers the gaps between existing conditions and the programme objectives.  
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2.6.32. Please note that data collected after March 2020 has been affected by the COVID-19 
pandemic. For example, the data derived from the 2021 Census was impacted by periods of 
national lockdown due to the COVID-19 pandemic and is not considered to be wholly 
representative of normal conditions.  

2.6.33. The recovery from the effects of the COVID-19 pandemic on business and travel is ongoing 
and there is uncertainty about the long-term impacts. Therefore, the analysis presented in 
this section frequently uses data collected in 2019, or early 2020, as the latest available pre-
pandemic baseline.  

2.6.34. At the time of writing, in summer 2023, post-pandemic recovery coincides with war in the 
Ukraine, supply chain disruptions, a food and energy crisis and historically high levels of 
inflation. Therefore, the stable conditions required to define the ‘new normal’ are arguably 
not established; emerging datasets from 2022 and 2023 would be kept under review to 
strengthen the conclusion of the OBC. 

Rising Transport Demand and Highway Congestion 

2.6.35. In the last 20 years, the proportion of people who commute in private cars has decreased in 
Greater Cambridge; however, the impact of this positive modal shift has been offset by the 
net growth in car trips due to housing, job and population growth. 

2.6.36. Figure 2-4 demonstrates that through modal switching, although actual car use for 
commuting has increased through time (blue line), this is at a significantly lower rate than 
might be expected given projections for employment growth in Greater Cambridge and 
assumption of no modal change (red line). 

2.6.37. Despite this suggesting some decoupling between employment growth and car use, the 
trend demonstrates that a more comprehensive policy intervention would be required to 
provide viable alternatives to private cars and, ultimately, to more fully decouple the 
relationship between car travel and growth. 
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Figure 2-4 – Jobs (000s) in the Greater Cambridge Area Supported by Travel to Work 
by Car48 

 

 

 

2.6.38. Figure 2-5 and Figure 2-6 below provide a more detailed breakdown of how commuting 
mode share has changed since 2001 for residents of Cambridge and South 
Cambridgeshire49. 

Figure 2-5 – Cambridge: Trends in Commuting Mode Choice49 

 

  

 
48 Greater Cambridge Partnership (2019). Technical Assessment of the impact of measures proposed as an alternative to fiscal 
options to address future congestion in Cambridge 
49 ONS Census (2001, 2011, 2021). Method of Travel to Work 

3% 3%

6%

41%

4%

28%

15%

2%

5%
7%

34%

3%

32%

17%

4%
2%

7%

35%

4%

31%

18%

0%

5%

10%

15%

20%

25%

30%

35%

40%

45%

Other Train Bus, coach Driving car/van Passenger car/van Cycle Walk

Cambridge 2001 Cambridge 2011 Cambridge 2021



 

Outline Business Case Public | WSP 
Project No.: 70101339   August 2023 
Greater Cambridge Partnership Page 47 of 284 

Figure 2-6 – South Cambridgeshire: Trends in Commuting Mode Choice49 

 

  

2.6.39. Figure 2-5 and Figure 2-6 show that the proportion of people driving to work in Greater 
Cambridge decreased from 54% to 51% between 2001 and 2011, despite overall increases 
in traffic volumes, and relatively small increases in the levels of cycling, walking and bus 
modal share. Bus trips increased marginally as a proportion of total commuting trips for both 
districts between 2001 and 2011, growing from 4% to 5%, but subsequently fell to 3% in 
2021. 

2.6.40. The 2021 commuting data is significantly different to 2001 and 2011 due to the impact of 
the COVID-19 pandemic and associated periods of national and local ‘lockdowns’, which 
advised or mandated people to work from home (WFH). As a result, there was a significant 
increase in WFH during 2021.   

2.6.41. As noted above, the prevalence of WFH has reduced since the 2021 Census but is still 
significantly higher than in 2011. A recent ONS study into working from home, using data 
from September 2022 to January 2023, shows that in the East of England 45% of the 
population identified as home or hybrid workers (of which 14% indicated that they solely 
work from home) and 55% of the population do not work from home at all50. Given the high 
variability in working from home trends over the last few years, it is difficult to predict the 
long-term balance, however it is likely that increased levels of hybrid working has been 
cemented. 

Trends in Traffic Flows 

2.6.42. Over the past 20 years, there has been significant vehicular traffic growth in Greater 
Cambridge; the consequences of which have been rising congestion and increased journey 
times. Figure 2-7 illustrates the severity and extent of growing congestion in and around 
Cambridge by comparing 2010 and 2019 data; this dataset provides the latest available 
longitudinal comparison that is undistorted by the impacts of the COVID-19 pandemic. 

 
50 ONS (2023). Characteristics of homeworkers: September 2022 to January 2023 
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Figure 2-7 – Key Traffic Flow Trends 

 

2.6.43. The impact of increasing traffic flows is shown by the high levels of delay on the highway 
network in and around Cambridge. Figure 2-8 shows that, prior to the COVID-19 pandemic, 
delays of more than three minutes for every mile travelled are seen throughout Cambridge’s 
built-up area and on a number of approach roads.  
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Figure 2-8 – Congestion (AM peak) Indicated by Delay (sec/mile)51 

 

The Impact of the Pandemic  

2.6.44. Despite the observed long-term increases in traffic flows in Greater Cambridge, the periods 
of national lockdowns and social distancing measures associated with the COVID-19 
pandemic, and their legacy impact on travel behaviours, have had a significant impact on 
travel demand. 

2.6.45. A GCP report52 on the transport impacts of COVID-19 showed that, during the first national 
lockdown (April to May 2020), when travel and personal contact restrictions were most 
stringent, daily traffic flows across monitored sites within Cambridge reduced by 56% 

compared to pre-pandemic levels52.   

2.6.46. In terms of traffic volumes by mode, the monitored sites recorded a reduction in goods 
vehicle flows by 33% and an average reduction in bus flows of 41%. Trips by cycle and on 
foot also decreased by 39% and 26% respectively52. 

2.6.47. Due to lower volumes of road traffic, bus and car journey times were shorter. For example, 
across all the monitored corridors in Cambridge, there was an estimated overall reduction in 
bus journey times of 27%. The reduction in general traffic across the city also meant that air 
quality improved by an average of 33% across all monitored locations52. 

 
51 Cambridgeshire Insight (2014-15). Congestion Map of Cambridgeshire 
52 Greater Cambridge Partnership (2020). Initial COVID-19 Impact Report 
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