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Introduction

The rate of change in Cambridge and the surrounding 
area has never been greater: there are apparently 50 
cranes currently on the Cambridge skyline, and 14 
major developments in and around the city were started 
in 2015. It is timely to ask what kind of place are we 
creating? Do all these developments, and others that 
are planned, add up to a coherent whole? Is there a 
possibility that we inadvertently allow Cambridge to grow 
to a scale where it ceases to offer the attractions that 
residents and businesses now find so appealing? Are 
we planning appropriately for new patterns of working 
and living which are already evident, for the use of new 
technologies such as autonomous vehicles and for virtual 
connectivity anywhere, anytime.  In short, what is the 
long term vision for Cambridge beyond the relatively short 
term Local Plan horizon to - and how do we get there? 

The Cambridge city region has an extraordinary set of 
assets that stimulate and support growth. They include: a 
large and diverse body of outstanding research, much of 
it with commercialisation potential; a very strong business 
community and an entrepreneurial culture; major inward 
investment; a very good quality of life; and an excellent 
strategic location, at the meeting point of a number of 
recognised corridors of growth potential (as shown in the 
drawing opposite), including of course the Cambridge - 
Milton Keynes - Oxford corridor. 

A Vision for Greater Cambridge 

This paper has grown out of an extended conversation 
between Chris Green of SQW (an economic research 
specialist), respected planner Peter Studdert and Kieran 
Perkins and Tom Holbrook from spatial design practice 
5th Studio.*

* biographies for each of the authors are included at the back of this document

The authors have all lived and worked in Cambridge for a 
very long time. They have all played roles in shaping the 
growth of Cambridge and the surrounding region, and all 
care greatly about the way in which it develops in future. 

Frustrated by the absence of a clear narrative for the long 
term growth of Cambridge and its hinterland we have 
speculated on a potential strategy for where sustainable 
growth might occur in a granular yet ambitious way, 
keyed to the particular and unique conditions of this part 
of East Anglia. 

The result of this conversation is an emergent vision 
for Greater Cambridge that aims to begin to answer the 
question of what the Cambridge region should look like in 
say 50 years time.

Cambridge-Milton-Keynes ‘growth corridor’

While the authors’ emerging vision is centred on 
Cambridge, and draws on the city’s enviable position at 
the confluence of multiple corridors of growth potential, 
we nevertheless strongly believe that the future of 
Cambridge should be planned within the context of the 
Golden Triangle and that east-west connectivity between 
Cambridge, Milton Keynes and Oxford is crucial to 
realising the whole area’s potential. This paper therefore 
examines the opportunities of the Cambridge - Milton 
Keynes - Oxford growth corridor through the lens of a 
long term spatial vision for Greater Cambridge.

We look forward to working with you further in the future 
to take these ideas forward. Oxford

East-West Rail

Thameslink - Great Northern

LSCC - West Anglia line

Cambridge - Peterborough corridor

Cambridge-Peterborough devolution

Cover image: Old railway line at TL2651. Formerly the Cambridge to Sandy line, part of the Varsity line between Cambridge and Oxford. Services 
ceased in 1967, independently of the Beeching review in 1963. 
© Copyright Hugh Venables and licensed for reuse under this Creative Commons Licence: https://creativecommons.org/licenses/by-sa/2.0/

Contains Ordnance Survey data © Crown copyright and database right 2014.

© Copyright 5th Studio, SQW and Peter Studdert

Opposite: drawing showing Cambridge’s strategic location 
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The economic and spatial context

Thinking about the future of the Cambridge city region 
needs to consider and build upon assets introduced on 
the previous page, and the wider economic and spatial 
context, including:

• The increasing strength of links with London: 
Cambridge’s technology cluster has always benefited 
from its close proximity to the World City facilities 
and services that London offers. However, the inter-
relationships with London have strengthened in recent 
years. These links are evident in increased commuting 
and business traffic, in both directions (the 12 carriage 
trains on the route to Kings Cross, which replaced 8 
carriage trains just a few years ago), various location 
decisions by Cambridge businesses (e.g. Microsoft 
Research’s move from the west Cambridge site to 
be adjacent to the station, and the decision of Mills & 
Reeve to serve many of their London clients from their 
Cambridge office – also close to the station). The new 
Francis Crick Institute at St Pancras has also resulted in 
increased research links with Cambridge, for example 
with the MRC Institute of Molecular Biology and the 
Wellcome Trust Sanger Institute

• Improved east west connections to Milton 
Keynes and Oxford: improvements to east west rail links 
have been progressing for many years, though slowly. 
However, in March 2016 the Government asked the 
National Infrastructure Commission to develop proposals 
for unlocking growth, housing and jobs in the Cambridge 
– Milton Keynes – Oxford corridor. This should give 
added impetus to the rail link, and may also result in 
proposals for improved road connections. 

In relation to east-west rail, the alignment for the ‘missing 
link’ from Bedford to Cambridge has yet to be agreed. 
The current preferred alignment is through Sandy, where 
it would intersect with the East Coast mainline and the 
A1. East-West rail will create some extraordinarily well 
connected nodes (comparable to the connectivity enjoyed 
by Milton Keynes) within 20 miles, and minutes by train, 
of Cambridge, and about 30 minutes to London. Sandy/
Potton could be developed into major expanded towns, 
whose connectivity could warrant an eventual population 
of around 250,000.

• The development of Alconbury and its 
relationship with Huntingdon: the Alconbury Weald 
Enterprise Zone is expected to provide 8,000 jobs and 
5,000 homes, a major element of the 21,000 homes 
proposed to be developed in Huntingdonshire district 
2011-36.  Development of the EZ will increase the 
population of Huntingdon and environs to around 40,000, 
which will be the largest of the market towns around 
Cambridge with the strongest employment base

• The prospect of a ‘devolution deal’ to form 
a Combined Authority for Cambridgeshire and 
Peterborough, which is shortly to be submitted to 
Government as a response to an offer, published by the 
Chancellor of the Exchequer in March 2016, to form an 
East Anglia Combined Authority covering Norfolk, Suffolk, 
Cambridgeshire and Peterborough. This initial offer was 
rejected as inappropriate for this area. The proposed bid 
includes a £20million annual fund for the next 30 years 
(£600million) to support economic growth, development 
of local infrastructure and jobs, £170 million for affordable 
housing, support for the delivery of the ‘Wisbech Garden 
Town’ and the Wisbech-Cambridge rail connection, and 
other transport infrastructure improvements such as A14/
A142 junction and upgrades to the A10 and the A47, and 
support for development at Wyton and St Neots.

• The planned closure of RAF Mildenhall, which 
will create a huge brownfield site less than 25 miles from 
Cambridge. One possibility would be that it provides an 
alternative location for Marshalls and Cambridge airport, 
thereby freeing up the current airport site for development 
as envisaged in the 2003 Structure Plan. Or it provides 
a development opportunity in its own right. Until 1964 
there was a Cambridge to Mildenhall rail link, via Lode 
and Burwell and intersecting with the Ely to Newmarket 
line at Fordham. The absence of a current rail link is a 
significant disadvantage, but the scale of the opportunity 
may warrant thinking about solutions to this problem

• The possibility of re-opening the old rail line 
between Cambridge and Haverhill or creating a bus rapid 
transit route has been investigated by the Cambridge City 
Deal Board but has been ruled out for the time being as 
having a low cost benefit ratio. However, a decision to 
growth Haverhill (current population around 27,000) into a 
much bigger town would change the perspective

• The opportunity to upgrade the rail line to 
Newmarket and Ipswich, which currently has limited 
capacity and poor reliability. Improvements could enable 
a new station serving an eastward expansion of the 
city as well as open up development opportunities 
further east, including at Fulbourn, Newmarket, Bury St 
Edmunds and Stowmarket.

The economic and spatial context is therefore strongly 
positive: a commitment to economic and housing growth, 
plans for substantial infrastructure improvements and 
further opportunities in the longer term, plus an increasing 
political commitment to working collaboratively over a 
more extensive geography.

Background



The starting point

The starting point is the plans we have now. The pattern 
of growth of Cambridge over the last 10 years reflects 
the strategic planning framework agreed in the 2003 
Structure Plan which identified development opportunities 
on the eastern, western, northern and southern edges of 
the city, with a principal employment spine running north-
south from the Science Park and northern fringe through 
the city centre and the station area to Addenbrookes site 
in the south. Today this employment spine accounts for 
the great majority of jobs in the city.

The draft local plans for Cambridge and South 
Cambridgeshire (currently being considered at an 
Examination in Public) carry this strategy forward and 
envisage growth of 33,500 new and 44,000 jobs between 
2011 and 2031. That represents growth of 31% and 
24% respectively over this period. The pattern of growth 
envisaged in these plans – which are still to be approved, 
but are unlikely to change radically - involves completion 
of major developments already underway around 
the northern, southern and western city fringes, and 
development of new settlements at Northstowe (between 
Oakington and Longstanton), Waterbeach, Bourne 
Airfield and Cambourne (expansion). Further growth of 
the market towns around Cambridge is also planned, but 
this is not included in the above numbers. 

Planned infrastructure to enable this growth includes 
major improvements to the A14, a new station on the 
northern edge of Cambridge, bus priority measures 
on most of the main radial routes into Cambridge, 
improved bus connections between the main city fringe 
developments (e.g. between the Addenbrookes site and 
the University expansion at West and NW Cambridge), 
and new cycleways. Consultation is also proceeding 
on radical measures funded by the City Deal for peak 
hour road closures to restrict car traffic and improve bus 
reliability on key routes, as well as workplace parking 
charges in central areas.

The period to 2031 and beyond will undoubtedly be one 
of major change for the Cambridge city region, even 
though the future pace of growth has been made more 
uncertain by the Brexit vote. In 2013, David Cleevely, one 
of Cambridge’s best known serial entrepreneurs,  talked 
about a Cambridge population by 2065 of over 600,000 
within a wider ‘metro area’ of over 1 million people . In 
2014 Evan Davis, the BBC’s former Economics Editor, 
said that “Cambridge could go on growing to 2 million 
people”. Davis in particular was (probably) exaggerating 
to make a point, but the point was well made – the area 
has huge growth potential, even if this may be realised 
over a longer timescale than previously envisaged.

Assuming that there is continued pressure for significant 
growth beyond 2031, we should be thinking now about 
the vision for a city region of over 500,000 people 
(approximately twice its current size), and how to ensure 
this scale of growth results in the kind of place the next 
generation wants to live and work in. 

Are there limits to the growth of Cambridge?

There are important considerations to take into account in 
growing the city, including a need to: 

• ensure that the quality, and people’s enjoyment, 
of the built environment is not destroyed by poor design, 
over-development or overcrowding

• new development should create a more varied, 
high quality and sustainable urban environment: outside 
the historic core, Cambridge does not currently have 
many high quality buildings or truly urban mixed-use 
settings

• ensure that we can continue to get around the 
area by convenient and varied means of transport, or 
address deficiencies in this regard where they existing, 
including further improving the opportunities, attractions 
and safety of cycling in and around Cambridge, and 
making a step-change in public transport accessibility in 
areas outside of the city

• protect areas of high landscape value around 
the city and address deficiencies in open space and lack 
of access to the open countryside and to recreational 
resources

• maintain and where possible enhance the quality 
of life and access to services in south Cambridgeshire 
villages. 

These considerations impose various constraints on the 
scale and form of development. There may be a natural 
limit to the size of the city of Cambridge itself, beyond 
which it would begin to lose many of the characteristics 
that make it so attractive. But the scale of inward 
investment by firms and new residents in recent years 
suggests that Cambridge has not reached that limit yet.
 
There must be scope for some higher density 
development within the city, although there are limits to 
how much, and where. And around the city there are 
some natural barriers to urban expansion, in the form of 
high quality landscape and recreation areas, in addition 
to the policy constraint of the Green Belt: for example, 
the Gog Magog Hills and Clay Farm Country Park to the 
south, the Coton Countryside Reserve and Trumpington 
Meadows Country Park to the west, and the proposed 
southern extension to Wicken Fen linking to Milton 
Country Park and the green corridor of the river Cam to 
the north.  



There are many opportunities for growth in the short, 
medium and long terms, both within Cambridge, in the 
surrounding area of South Cambridgeshire (Greater 
Cambridge), and further afield in what can be considered 
the extended city region. Over and above the provision 
made in the Cambridge City and South Cambridgeshire 
Local Plans which are currently subject to Examination in 
Public, there are development opportunities in the period 
to 2031 and slightly beyond. And in addition, there are 
substantial further opportunities beyond 2031. 

In both cases, the opportunities to build more housing, 
employment space and community facilities are 
closely related to the existing transport infrastructure 
and the potential for its enhancement – in particular, 
public transport. Given the experience of the past, in 
Cambridge and elsewhere, a failure to link development 
closely to high capacity public transport infrastructure 
will be destructive, leading to further congestion and a 
deterioration in everyone’s quality of life. 

Short/medium term development opportunities

Despite the constraints on development in the immediate 
vicinity of the city, there are areas where development 
could potentially enhance the quality of the place as 
well as accommodate substantial growth. Two obvious 
examples are NE Cambridge and the airport. In neither 
case would development compromise areas of high 
townscape or landscape value, or the Green Belt. 
NE Cambridge will benefit from the new station, which 
will open in 2017 and make this area one of the most 
accessible, and best served by public transport, in 
Cambridge. The vision for the area is as a mixed use, 
high density innovation district, providing housing, 
business space, cultural and entertainment facilities, and 
enabling growth of professional, financial and business 
services which cannot be accommodated in the city 
centre, as well as high tech firms and the cultural sector. 
This will involve moving or re-modelling the Anglia Water 
sewage works, which will be expensive and possibly 
controversial. But current technology allows sewage 
works to occupy a much smaller area and to be fully 
enclosed, minimising detriment to the surrounding area, 
wherever they are located.

The airport will remain in operational use for the 
foreseeable future, but a long term vision for Cambridge 
should consider its eventual relocation and development 
of the current site as a major urban extension, big enough 
to contain the same mix of uses as would be found in 
a new town – including a new retail centre which would 
complement the existing provision in the city centre and 
along Newmarket Road. Linking the development into 
the city centre and station by a dedicated public transport 
link (eg by improvement of the rail line to Newmarket, 
or extension of the guided busway) would be crucial to 
ensure it forms an integral part of the expanded city.

Neither of these areas is currently included in the draft 
Local Plans for the City and South Cambridgeshire, and 
between them they could accommodate up to 30,000 
new residents and jobs. In addition, much of the planned 
growth at Waterbeach is expected to be beyond the end 
of the current plan period. This would add a further 20% 
to the growth of the area, without significantly impacting 
any major constraints.

Within the “cycle economy” of the city, there could be 
increases in density through redevelopment and infill, 
where these changes would not compromise, and 
indeed where such changes might actively improve the 
urban environment, such as along Newmarket Road 
in Cambridge. This is not suggesting dramatic change, 
but equally we need to overcome our aversion to high 
density: there are some beautiful cities in UK and 
mainland Europe which we pay a lot to visit as tourism 
destinations which are built at much higher density than 
Cambridge, and as a result provide more sustainable 
urban environments (eg Bath, Edinburgh, Barcelona, 
Florence). There is no reason why we cannot achieve a 
similar high quality, higher density environment in parts of 
Cambridge. 

In South Cambridgeshire, the Local Plan already 
includes proposals for new settlements at Northstowe 
and Waterbeach, further growth of Cambourne and 
development on part of Bourn airfield. These will 
contribute to meeting the Local Plan housing targets up to 
2031, but will continue to grow well beyond then. A rough 
estimate is that after 2031, these new and expanded 
settlements could deliver in the order of 15,000 additional 
homes and supporting employment.

Longer term development opportunities

Thinking about the long term growth of the Cambridge 
city region has tended to be  constrained by two factors: 

• A failure to think big enough in terms of the 
scale and spatial footprint of growth. In the absence 
of strategic spatial planning, the planning context for 
thinking about the future of Cambridge has been the local 
authority areas of Cambridge and South Cambridgeshire. 
But this excludes from consideration all of the ring of 
market towns around Cambridge (Ely, Newmarket, 
Haverhill, Saffron Walden, Royston, St Neots, St Ives, 
and Huntingdon), most of which are also planned to grow 
significantly (note that even when there was a structure 
plan for Cambridge, half the market towns around the city 
were effectively excluded from consideration because 
they were in Essex (Saffron Walden) Hertfordshire 
(Royston) or Suffolk (Haverhill, Newmarket)). 

• Major new development to the south of 
Cambridge has always been resisted because of 
landscape considerations and a fear it would simply 
stoke increased commuting to London. But in recent 

Opportunities



years residential development anywhere in and around 
Cambridge has resulted in increased commuting to 
London: south of the city is no longer uniquely attractive 
in this regard, or likely to result in a disproportionate 
amount of out-commuting, particularly given the 
increasing employment opportunities at the Cambridge 
Biomedical Campus at Addenbrookes and elsewhere 
to the south of the city. At the same time, the economic 
linkages between Cambridge and London are increasing, 
which makes it more important to reconsider the role of 
settlements on the main routes between the two centres.

Development to the West of Cambridge has to date been 
limited, or relatively unsustainable in terms of transport 
connections (Cambourne), due to a lack of high quality 
public transport infrastructure.

East West rail opens up the possibility of unlocking new 
development and more sustainable transport choices 
in existing settlements (for instance villages that have 
already grown and/or could accommodate modest further 
growth, Cambourne and Bourn Airfield)

Given the constraints on the growth of Cambridge city, 
and despite the opportunties outlined above, limitations 
on new or extended settlements close to Cambridge, this 
wider context is also extremely important. Particularly 
where existing market towns are – or could be – very 
well connected to Cambridge by dedicated, fast public 
transport links, their potential for significant further 
expansion should be thoroughly examined. In particular, 
those places which have, or will have, excellent east–
west and north-south public transport links (including 
Huntingdon and Sandy) should be considered for major 
expansion over and above current plans. 

The link to infrastructure

Both within Cambridge and in the wider city region, 
development opportunities are heavily dependent 
on existing infrastructure and the potential for further 
improvements, particularly in high quality public transport. 
In and around the city there are already plans for 
improved bus connections and cycleways, with more 
prioritised and dedicated routes, and improved orbital 
links around Cambridge to increase connectivity between 
the main peripheral development areas. However, 
for these measures to be a success they must be co-
ordinated with wider, regional and national scale transport 
investment - such as East West Rail - and with a spatial 
vision for development over the longer term. It is also 
vitally important that the passenger tranport system 
amounts to a convenient, legible and easy to use service 
- with integrated ticketing, timetabling and information, 
and a coherent visual identity, much as has been 
achieved in London or other European cities.

The importance of landscape and recreation

High quality landscape and recreation are as much a part 
of the essential infrastructure of the city region as the 
transport, telecoms and utilities services – as reflected 
in the Cambridgeshire Horizons Green Infrastructure 
Strategy produced in 2011. Growth provides an 
opportunity to protect and enhance the high quality 
landscape and improve recreational access to the 
countryside. That means thinking of green infrastructure 
in terms of high quality landscaped corridors into the 
city, and extending outwards to form networks across 
the city region. This has long term implications for the 
Green Belt: it is not advocating either widespread loss of 
Green Belt or piecemeal chipping away at its boundaries, 
rather it is suggesting that in the long term the should be 
a reconsideration of its strategic purpose and contribution 
to landscape quality, recreation and protecting the unique 
character of the city (for example, by preserving key 
views). 

The role of technology

Technology will play a role an important role in enabling 
sustainable growth, but will also has disruptive effects. 
Within the next 10 years road capacity could be 
significantly increased by the introduction of driverless 
cars, although this is more likely to affect inter-urban 
travel. Within cities, there is already some evidence of a 
change in attitudes to car ownership (especially among 
millennials), and this could be accelerated by the ready 
availability of autonomous vehicles. This in turn could 
free up areas currently devoted to parking close to homes 
and offices. In addition, some form of road pricing may 
also eventually be introduced, despite current opposition, 
both to manage congestion and secure funding for public 
transport infrastructure.  

Technology is also affecting the nature of work, with far 
more people working remotely more of the time. The 
relentless increase in demand over the last 30 years 
for traditional office and research space in traditional 
locations may ease off. However, an increased ability 
to communicate remotely so far has been accompanied 
by apparently increased desire for (mainly informal) 
social interaction, so more social space seem likely to 
be required indefinitely. We are therefore likely to need 
more local work/social hubs, and better designed homes, 
to meet this demand for remote working and informal 
meeting places. 

The nature of retailing is also likely to continue to change, 
and with it the character and role of town centres. On-
line retailing will continue to grow, and the potential for 
deliveries by drone in future will have further implications 
for the use of road space. Town centres will increasingly 
be social spaces, requiring a return to a greater mix of 
uses that was more typical historically before the huge 
growth of retail functions. 



To plan effectively for the long term growth of Cambridge it is necessary to think at different scales, and not be 
constrained by administrative boundaries. The arguments in this paper suggest there are three main scales to 
consider:

Cycle city
The focus within  he city will be on: preserving and enhancing the best aspects of the city; promoting the 
improvement, more intensive and more mixed use of areas such as the Science Park and Newmarket Road 
Retail Parks; sensitively integrating dedicated busway routes into the city; the establishment of a green grid 
of open space across the city, improvements to walking and cycling to make it a natural choice for all; and the 
re-organisation of city bus services to complement the express busway services (see below). At the edge of 
the city, where there are two remaining major development opportunities which would could be delivered without 
impinging on existing Green belt boundaries – at NE Cambridge and the airport,

Metro city
The area within 10 miles of the city, approximating to the extent of South Cambridgeshire District. Here there are 
already various new settlement proposals to the north and west, which will continue to grow beyond 2031. But 
there are none to the south and east. Infrastructure investment and the creation of a high quality integrated, metro-
type public tranport network would open up new opportunities beyond the greenbelt along the main radial rail and 
dedicated express bus routes in all directions from Cambridge.  

City Region
The wider city region, extending to 20 miles from Cambridge, including all of the ring of market towns around 
Cambridge and some settlements beyond. Key infrastructure improvements which could transform accessibility 
and journey times across this wider city region (including both the already planned rail link to Oxford through 
Milton Keynes, and upgrading the line from Cambridge to Newmarket, Bury St Edmunds and Ipswich), and 
further extension of the guided busway north to Alconbury and south to Haverhill. This connects already planned 
developments (e.g. Alconbury Weald) and opens up various development possibilities, including opportunities for 
major expansions of existing settlements along these routes (Sandy/Potton). The potential for significant growth 
of settlements along the existing rail routes north and south from Cambridge should also be considered (e.g. 
Royston)

The drawing opposite and the summary below outlines our spatial vision for Greater Cambridge. The full spatial 
will be published in due course. On subsequent pages we illustrate - through a couple of high level case studies 
focussed on the ‘Metro city’ and ‘City region’ scales’ - how investment in the eastern portion of the Cambridge - 
Milton Keynes - Oxford corridor might be instrumental in contributing to this vision.

Our spatial vision

Greater Cambridge:

Super-connected Calvert
Although not closely linked to the Greater Cambridge vision this drawing also locates 
Calvert, the place at the intersection of HS2 and East West Rail that was the subject 
of 5th Studio’s submission to the Wolfson Economics Prize in 2014. Such a location 
might serve a role in connecting the Cambridge - Milton Keynes - Oxford corridor to 
the wider national economy, in particular via HS2 to Birmingham and the north - and 
provide a further locus for growth. This proposition is detailed in a parallel submission 
to the commission in response to this call for evidence.
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The City Region Vision

A ring of market towns between 10 and 20 miles from 
Cambridge form the outer orbit of the city region. We 
propose that those not already connected to Cambridge 
by high-quality public transport will be, through [A] the 
extension of the busway from St. Ives to Huntingdon; 
[B] the creation of a busway, via Cambourne, to St. 
Neots; [C] the delivery of East West Rail providing a 
direct rail link to Sandy; [D] the delivery of a high quality 
bus corridor to Haverhill; and [E] restoration of train 
services to Soham via a reinstated chord at Newmarket. 
So connected all of these towns could continue to grow, 
albeit at a lower rate than the city or its immediate 
environs, helping to strengthen the economy and vitality 
of each, while still maintaining their compact market town 
scale. 

Two specific locations to the west of the city region - 
acknowledging the asymmetry to the regional economy 
noted earlier - would accommodate more significant 
change:

1/ Greater Huntingdon 
The cluster of existing, expanding and proposed 
settlements around Huntingdon, including Alconbury, 
St. Ives and Wyton. Much disparate work is already 
underway here - for instance proposals for Alconbury 
are well progressed - but a stronger organising 
framework for development is desperately needed to 
integrate and co-ordinate transport, landscape and 
development across the Greater Huntingdon area.

2/ Super-connected Sandy 
The delivery of East West Rail brings forth the the 
opportunity of a new settlement at the crossing of the 
new East West Rail and East Coast mainline. Our 
initial proposal for this is outlined on the opposite 
page.

Nested within this outer ring is an area we have 
designated ‘The Metro City’, with settlements within this 
zone, other than Cambridge itself, generally being smaller 
and less self-contained than the market towns, with a 
more immediate relationship with the city. This zone will 
be dealt with overleaf.

St Ives

Ely

Newmarket

Haverhill

Saffron WaldenRoyston

Letchworth

St Neots

Huntingdon
[A]

[B]

[C]

[D]

[E]

Sandy
Biggleswafe

City Region Case Study

2
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(replacing the existing station)
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New compact settlements with 
nowhere more than 5 minutes 
walk from countryside

Key

ECML/reopened former Varsity line alignment

new East West Rail connection

rapid, reliable, regular public tranport loop serving 
existing and new settlements

A1 bypass - freeing the former (sub-
standard) alignment to be urbanised

Sketch proposal 
for a series of 
new compact 
settlements arranged 
in a ring formation 
incorporating 
Sandy, Potton and 
Biggleswade around 
a new country park



The Metro City Vision

Within a 10 mile radius of the city centre the new and 
improved rail and busway routes into the city outlined on 
the previous page would be organised and promoted as a 
metro type service. 

The construction of key sections of segregated busway 
through and around the city itself would link together 
routes from outside to create a comprehensive network 
with frequent, regular services. The design of the network 
ensures that all new development and many of the the 
existing settlements outside the city are directly linked 
to the main areas of employment and activity in and 
around the city - will minimal need for changes between 
services. Where changes are necessary, they are 
seamless. Stations and stops would be high-quality, with 
clear consistent signing, information and branding across 
the network. At stations/stop outside of the city excellent 
cycle facilities and feeder public transport services would 
spread access to the network to nearby villages. At 
key locations Parkway/Park+Ride stops/stations would 
provide locations for drivers to transfer to the network 
before encountering congestion at the edge of the city.

Within the Cambridge - Milton Keynes - Oxford corridor 
East West Rail opens up two key opportunities in 
development terms:

1/ New high quality public transport access to 
numerous villages in the countryside around 
Cambridge - helping drive more sustainable 
transport choices for existing residents and justifying 
selective, sensitive infill and extension of villages. 
In the case of a new East West Rail connection this 
could potentially serve a number of existing villages 
as well as opening additional possibilities beyond 
the edge of the greenbelt...

2/ The reconsideration of proposals at Bourn Airfield 
taking account of the added connectivity that a new 
or reinstated railway line would bring. Higher levels 
of accessibility, and frequency of services via a 
(already proposed) busway adjacent to the A428 
and the reopened railway, would allow rapid and 
reliable journeys direct into Cambridge city centre, 
and the main employment zones along the railway 
corridor

In order to make the most of this new connection 
a linear settlement form, perhaps based on a re-
appropriation and extension southwards of the runway 
geometry, might be more appropriate than the nucleated 
development suggested by the current site extent. This 
would concentrate activity along a north south High 
Street - in the manner of traditional linear settlements 
like Caldecote, adjacent, or Hinxton - as well as allowing 
a very direct relationship with countryside and ensuring 
separation from nearby villages. 
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Conclusion

In summary, this paper has identified two key principles regarding the future growth of 
Cambridge, which lead to numerous new opportunities to achieve substantial long term and 
sustainable growth:

• Development has to be focused at nodes along all the main rail and dedicated bus 
routes – both existing and planned. New infrastructure such as East West rail creates 
opportunities for major new and expanded settlements. There should be no more new 
or expanded settlements served only by poor radial road routes out of Cambridge. 
New development should be high density immediately around the rail stations and bus 
interchanges.

• We need to think bigger about Cambridge city region – extending well beyond the ring 
of market towns, and unconstrained by administrative boundaries. Cambridge has huge 
growth potential, but all of that growth cannot take place in and immediately around the 
city. We have to develop a polycentric city region, which is extremely well connected by 
high capacity, high quality, fast public transport routes, in which Cambridge will always be 
the prime central place, but with other settlements having distinctive economic and social 
roles – they are not just dormitories for Cambridge. 

Based on these themes, future growth could have to follow main components:

• an expanded city region of over 500,000 residents, including maybe one third in the city

• completion of the four main growth areas of Cambridge city – as a first priority, NE 
Cambridge, and in due course, including the airport (provided the public transport 
infrastructure is in place to link it effectively into the rest of the city)

• an increase in density in parts of the city through incremental redevelopment

• completion of the new settlements already identified around Cambridge

• serious improvements in public transport, including more focus on rail and dedicated 
busways organised into a cohesive, convenient and legible network, as well as cycleways 
and footpaths

• a review of the growth potential and future role of all the market towns around Cambridge, 
particularly those that are, or will be, on the main rail routes and at the main strategic rail 
and road intersections. This review should be in the light of the growth of the Cambridge 
city region and not restricted by administrative boundaries

• a review of the potential for the designation of new settlements beyond the greenbelt, and 
of small-scale village intensification/extension in locations newly connected to Cambridge 
through public transport improvements

• the early introduction of traffic management technology and autonomous vehicles to 
increase the capacity and efficient flow of vehicular traffic

• retention of the Green Belt, but with much more focus on its positive role as a recreational 
and open space resource, and with the possibility for a further strategic adjustments to 
boundaries in the long term, where such adjustments would support improved public 
access to retained Green Belt and where the setting of Cambridge can be protected and 
enhanced.

• Green corridors penetrating the city with enhanced public access and attractiveness.



Who we are

5th Studio are a unique spatial design agency, working across the fields of architecture, urban 
design, infrastructure and landscape. We work with our clients and commissioners to create 
beauty and enduring value from complex situations, for new and existing buildings, through to 
larger-scale urban strategies. 

Tom Holbrook’s design research has developed an approach to strategic thinking that 
explores the dynamic between architecture and the scale of infrastructure and landscape. The 
relationship between research and practice has encouraged design innovation and a fresh 
attitude towards conservation, transport and regeneration projects. Recent work includes 
leading on the international award-winning Lea River Park and the Creative Exchange shared 
workspace project in St Neots (RIBA and BCIA Local Authority Awards). Urban planning 
includes the integration of the Crossrail terminus at Abbey Wood and the London Olympic 
fringe for which 5th Studio won Building Design’s prestigious Masterplanning Architect of 
the Year 2012 Award. Tom was one of the Architects’ Journal’s 40 under 40 winners. He is 
a Design Advisor for the Greater London Authority, a member of the Quality Panel for the 
London Legacy Development Corporation, and a Built Environment Expert for Design Council 
CABE, the UK government’s design watchdog. 

Kieran Perkins is an Architect and Urban Designer. His work often combines large-scale 
strategic thinking with a focus on the practicalities and delight of the human scale of streets, 
landscapes and places. Kieran’s portfolio of completed works encompasses city scale vision 
and strategy work, landscape, streetscape and public realm works, masterplanning and the 
design and delivery of public and housing projects, Kieran is actively involved in discussions 
around the City Deal in Cambridge, and has been interested and engaged with the evolution 
of Cambridge ever since completing his dissertation on the city in 2001. Kieran has been a 
design tutor at University of Cambridge and University of Nottingham.  He has served on the 
Cambridge City Council Design and Conservation panel, the Shape East Design Panel, and 
is currently a regional design advisor for the Design:South East advisory panel.  

Chris Green is a Director with SQW, and has been a member of the Royal Town Planning 
Institute since 1978. Chris moved to live and work in Cambridge in 1984, initially as Economic 
Development Officer for the County Council. In 1987 he joined SQW, and immediately 
contributed to work on the physical development implications of the growth of the high 
tech cluster, described in SQW’s report on the Cambridge Phenomenon in 1985. Chris has 
worked worldwide for SQW, but has also been involved in a wide range of projects involving 
the growth of Cambridge throughout his 30 years with the firm. For example, he was project 
director for the first Oxford to Cambridge Arc strategy, produced by SQW in 2000 for the then 
Milton Keynes Economic Partnership. He was responsible for the spatial planning section of 
the Cambridge Phenomenon Revisited study, also in 2000, and was director responsible for 
a major analysis of the Cambridge economy in 2010. In 2015 he led work for Cambs County 
Council on prioritisation of City Deal schemes to support achievement of housing and jobs 
targets, and most recently undertook projects for the University of Cambridge, Cambridge City 
Council and Grosvenor on major developments in NW and NE Cambridge. 

Peter Studdert is an architect and town planner based in Cambridge. He was Director of 
Planning at Cambridge City Council from 1991-2004 where he played a leading role in 
devising the current growth strategy for Cambridge.  He was subsequently seconded to 
Cambridgeshire Horizons as Director for Sustainable Communities, and from 2007-2014 he 
was appointed Director of Joint Planning for Cambridge’s Growth Areas where he led the 
negotiations on the Master Plans and Section 106 Agreements for the major growth sites 
on behalf of Cambridge City, South Cambridgeshire District and Cambridgeshire County 
Councils.  He now advises a number of local planning authorities in London and the South 
East on design and strategic planning.

Peter 
Studdert 
Planning



© 5th Studio, SQW and Peter Studdert



Submission to National Infrastructure Commission
Cambridge – Milton Keynes – Oxford: 
‘growth corridor’ call for evidence   
August 2016

CALVERT



Ecological study tells us that monocultures are damaging and 
fundamentally unsustainable. We intuitively recognise this in our 

enjoyment of urban culture: the best cities are diverse, full of surprise, 
difference and character. 

~
This makes it all the more surprising that so much new development 

is monocultural and bland. The current crisis is seen as a crisis of 
housing, to be solved by a dormitory operation with good connections for 

commuters to London. 
~

Other attempts to jump-start the sluggish economy include investment 
in infrastructure. Projects like High Speed Two are justified through 

their regenerative promise, but once adopted tend to focus myopically on 
operational pragmatics. 

~
In short, these problems are considered in silos as instrumental 

diagrams, with little thought given to the places that are created. The 
realisation of housing and infrastructure projects rarely transcend this 
two-dimensional genesis, producing crashing homogeneity and places 

that fail to delight.
~

But what if we considered infrastructure, dwelling, working and 
sustaining ourselves as one question, the answer to which might be a 

city?
~

- Introduction -



If we like characterful cities like the one above, why do we build boring 
cities like the one below?



- Vision -

Why Calvert?

The best cities are not generic ideas played out at convenient locations, 
but are structured around a particular response to a landscape. Calvert is 
a location catalysed by two major engineering projects which make a new 

city possible.
~

In Britain’s ancient landscape the best sites for settlement have long been 
occupied. New locations need to be created with vigour.

~
Calvert lies at the intersection between two proposed rail projects that 
each restore former rail routes - the East-west rail project - which aims 

to reinstate the ‘Varsity Line’ linking Oxford and Cambridge - and High 
Speed Two (or should that fail, the reinstatement of the Great Central 
Main Line, which ran until Dr Beeching’s cuts from Marylebone to 

the North). Calvert has been identified as the location for a substantial 
marshalling and maintenance depot for High Speed Two.

~
Calvert is exemplary to a number of other locations where the High 
Speed rail backbone might meet regional rail networks, and where a 

similar approach might be considered.
~

At a time when government is beginning to struggle to articulate a 
narrative for High Speed rail investment here is an answer - the creation 

of a new address at the centre of a great new connected geography.
~

Calvert is located at an economic nexus where specialist manufacturing 
is in demand, driven by the knowledge hubs of Oxford and Cambridge, 

and the metropolitan momentum of Birmingham, Manchester and 
London. As with the original conception of the Garden City, this 

presents the potential of a place of thinking, making and living - not just 
a dormitory town.



E-W ‘Varsity’ Line

CALVERT

High Speed Rail

Tech City Triangle

Calvert  lies at the intersection of High Speed Two and East-West Rail. It has the potential to be 
one of the most connected locations in the UK - a great crossroads.



- Location, location, location  -

Why Calvert?

Calvert is a small settlement east of Bicester and just north of the Roman 
Akeman Street, built around a series of former clay pits and brickworks. 

It lies between the green belts of Oxford and Greater London and is 
adjacent to the 1970s New Town Of Milton Keynes.  It is exceptionally 

well-connected, but sparsely populated.

Without a strong topography of its own, Calvert is not a site of natural 
beauty, but it has started in an ad-hoc way to establish an alternative 
topography - the former brick quarries are now lakes. The brick kilns 
have a plinth-like quality reminiscent of those used by Robert Adam 

or Nash in new parts of London. In this way, the site shows signs of an 
incipient urbanity.

The former Calvert brickworks



Calvert is located on a line of education and research centres, outside the green belt designations 
of London and Oxford.



Nature - Part I

Calvert sits between Blenheim and Stowe, the laboratories of the English 
Baroque and emerging ideas about landscape. 

~
In any urban development in the UK, the debate revolves around 

the relationship between nature and culture, city and countryside. A 
new garden city implies some means of hybridising each condition - 
the Edenic garden and the urban necessity. The reality is generally 

indistinguishable sprawl. 
~

An alternative approach - building on this tradition - might be a 
concentrated city, that opened onto a concentrated hinterland - a 

differentiation of territory, each with the best of both. As with 
Cambridge, St Albans and the rapidly industrialised mill towns of 

Yorkshire, it should be possible to be in the city, but to walk out into 
adjacent countryside.

~
We propose a compact city embedded within an accessible and highly 

managed countryside hinterland - in the manner of the English country 
house within its estate. 



Marsh Gibbon

Twyford

Grendon 
Underwood

Steeple Claydon

Calvert City established with a Great Park, ringed with existing village settlements. 
To the north, the Padbury Brook which rises in Calvert, feeds the Buckingham Arm of the 

Grand Union Canal. We propose that this disused canal is restored as part of realising the Grand 
Contour Canal - simultaneously a recreational armature, freight infrastructure and giant national 

water distribution resource.

Milton Keynes
pop. 230,000

Bicester
pop. 26,000

Stowe

Calvert Great Park

Calvert City
pop. 60,000

Buckingham
pop. 12,000



Nature - Part II 

Garden City City in a Garden

 The compactness of the city makes access to the city’s surrounding 
garden quick and easy. The elevated nature of the city gives ready access 
to spectacular views across this landscape and the countryside beyond.

~
Environmental research has revealed very little biodiversity on the site 
at present, and the records of the Grand Central rail line show that the 

route was located here because of its relative lack of occupation.
~

The creation of this garden would not only provide a rich and varied 
series of environments for the citizens of the town - and of course visitors 
- but would also increase biodiversity and provide locations for localised

energy crop, food production and water management.



Calvert City in its Great Park setting .



The Anatomy of a New City 1
The Head - Knowledge

The Open University is a radical project to widen access to learning, and 
increasingly relevant in a time of marketised higher education and the 

development of massive open online courses (MOOCs). 

As an expansion of the current campus 15 miles away in Milton Keynes, 
The Calvert campus would intersect the Varsity Line ‘knowledge 

corridor’ running from Oxford to Cambridge, as well as having fast 
connections to Manchester, Birmingham and London. 

Like Cedric Price’s Thinkbelt project, a dispersed but located university 
is a critical ingredient of a new city, creating a ‘Chequers’ for the 

knowledge economy (Chequers is 20 miles away).



View from across the lake towards the University. The opening of  a new Department of 
Environmental Studies campus of the Open University signals a major investment in green 

technology and research at Calvert.



The Anatomy of a New City 2
Metabolism - Infrastructure

The state has ceded its responsibility for food security and distribution 
to the big supermarkets. We are told that with just in time logistics, we 

are three hot meals from chaos should this system falter. 

A new city should be a resilient city - one able to deal with extreme 
weather, one able to have a degree of autonomy in terms of its power, 

food, water and waste treatment. 

This area of the UK has become a territory shaped by logistics - its 
landscape dominated by huge sheds, internet fulfilment centres and dark 

stores with their associated road engineering (eg the nearby Daventry 
International Rail Freight Terminal (DIRFT)).

Calvert presents the opportunity to create a carbon neutral city, 
recycling its own waste to realise energy, storing and purifying its own 

water, regulated by connection to the Grand Contour Canal.

While not autonomous, the new city would build a strong relationship to 
its hinterland, using its infrastructure to create a strong character. 



Arriving from the Varsity Line or from High Sped Two, one arrives in Calvert’s Town Square. In 
the plinth one can see vehicle parking, supermarket, city logistics and an energy centre.



The Anatomy of a New City 3
Heart - Civility

Truly urban with its rich mix of activities and hybrid possibilities, 
Calvert will be a complex, condensed structure as the ground for 

mediation in contrast to the atomisation of the suburban garden city, 
where ‘landscape’ is used to separate and ‘buffer’. 

~
Calvert will be a city compact enough that the town square would serve 
the whole settlement - with nowhere more than a 20 minute stroll from 

that centre point of the community - bringing a remarkable level of 
activity and life not available to the dispersed and isolated sprawl of 

suburbia.
~

To avoid the stigma associated by many with the New Town it has to 
be remarkable (more exciting, more spectacular, more peaceful, more 

enjoyable) than ordinary towns. Through its spectacular section and mix 
of activity, Calvert will counter the crashing homogeneity of so much 

contemporary development.



View from the Town Square to the surrounding great park.



- The possibilities of super-imposition -

With any finite asset it makes sense to make the most from what you 
have. We propose therefore to stack up the programme - to concentrate 
a city - to use the anti-social, space hungry black boxes of distribution, 

logistics and warehousing, parking and power generation to create a hill 
onto which we can graft a city (in a rather delightful way).

Left to its own devices, the market will not deliver complex and 
hybridised built form - it prefers to create monocultures. The state is the 
only agency able to create this complex suoerconnected built topography 

for the common good.



A section through the city shows the superimposition of programme, creating a condensed urban 
platform.



Economics

The scarcity and high cost of land on which it would be possible to 
build a city suggests that once a potential location is identified, it should 

be used to its full. The blood and treasure required in any new road, 
railway line or settlement might suggest that these locations should be 

used intensively 

There is enormous demand for urban development to accommodate an 
increasing national population, changing population profile and evolving 
economy.  Land - particularly land on which one can build a city - is an 

enormously valuable and precious resource.

 If land is the highest cost presented to the creation of a new national 
project, then it should be used many times over. Our simple observation 
is that large amounts of land will be bought at Calvert for High Speed 

Two. The coincidence of two new railways and a new city, together with 
other national assets (the expansion of the Open University, the creation 

of public housing) makes full use of this original land purchase.

The state, using the successful model of the New Town Development 
Corporation, can borrow cheaply to invest in infrastructure. As with 
the example of Milton Keynes, this investment will not only generates 
economic development, but will actually creates a capital receipt over 

time as leases are released to shared ownership trusts.



The diagram above illustrates the failure of the private sector to fill the gap in housing provision 
caused by ending public sector delivery of housing following the 1980 Housing Act .  This 

demonstrates that the involvement of the state as developer  is critical to address the supply of 
housing, and the growing disparity between rich and poor in a country where land has become the 

primary asset.



- Conclusion - 

The Wolfson Prize Prospectus asks that “entrants show how the city can 
avoid relying on a single penny of public money and be self-financing. 

The wealth that can be created through the building of a new city must 
be more than enough to develop its infrastructure.” 

We believe that this fundamentally misrepresents the problem - which 
is that the present crisis is due to a failure of the private sector to deliver 

development on a sustainable way, instead creating a housing bubble. 
We invert the challenge, asking rather “how do you create a city out of 

infrastructure?”. 
~

It is only the public sector which can create long term value in the public 
interest. It is only the state which could establish complex interaction 
between infrastructure, urban framing and architecture of the city.

~
The problem is not primarily financial, but political - about overcoming 
NIMBYism and vested interests. Who will be  bold enough to make the 
right choice: to make a beautiful new city, that is both a joy to inhabit 
and remarkable to look upon, in the manner of the very best of our 

historic cities?
~

Private development would follow, but the first work is the task of the 
state.



Le Mont St Michel
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1. Introduction 

AECOM is a long term strategic partner for the UK government. The benefits of AECOM’s 

scale and reach mean we have unique access to global expertise, with a strong domestic 

base staffed by experts to assist the UK government meet its infrastructure goals. We have 

a history of delivering major infrastructure in partnership with governments around the world. 

AECOM recently produced a 50 year plan for the London City Region to 2065 in our London 

Manifesto. This note draws from analysis undertaken in that work together with our 

substantial experience of working for clients work across the Cambridge-Milton Keynes-

Oxford (C-MK-O) Corridor. 

AECOM provides engineering, design and analytical advice for some of the largest 

infrastructure projects in the UK including Crossrail 1 and 2, Thames Tideway Tunnel, HS2 

and both Heathrow expansion options. AECOM are advisors and masterplanners for many 

major residential schemes in south east England including North West Cambridge, West 

Cambridge, Barton Park (Oxford), Manydown (Basingstoke), Whitehill-Bordon and 

Welbourne (Hampshire), Chesterton (Cirencester), Ebbsfleet Garden City and the North 

Essex Communities. AECOM is a leading consultancy in producing county level 

infrastructure plans to support demographic and economic growth (e.g. Essex, Kent and 

Surrey).  AECOM also provided evidence to the London Stansted Corridor Consortium 

Growth Commission. 

The note includes some analysis of the recent performance of the corridor in the context of 

other south east locations before considering their implications and strategic spatial 

development options. 

2. Analysis 

Our starting point is to consider two issues. Firstly, whether the C-MK-O corridor is a 

contiguous or functional area that merits specific interventions at this scale (e.g. planning or 

infrastructure implementation) at any level beyond “normal economic” provision. And 

secondly whether the corridor is just an abstraction from the wider south east with its 

network of linkages into London and polycentric characteristics that have been evolving over 

the last 50 or so years.  To help this we have looked at selected statistics for the long term 

changes in population, employment and productivity for eight towns1 surrounding London. 

Population Trends 

Over 33 years, the most dramatic comparative demographic trend is the growth of Milton 

Keynes. The city has more than doubled in size over this period adding 133,200 people at a 

rate of 2.2% per annum to become a conurbation of just under 260,000 by 2014.  Expansion 

was at nearly five times the English growth rate (0.45% per annum). In contrast the other 

seven towns – four of which were actually larger than Milton Keynes in 1981 – have grown 

                                                           
1 They are Crawley, Guildford, Maidstone, Milton Keynes, Oxford, Reading, Cambridge and Chelmsford with 
London as a comparator. 

http://www.aecom.com/wp-content/uploads/2015/10/AECOM_Cities_London_2065_Manifesto.pdf
http://www.aecom.com/wp-content/uploads/2015/10/AECOM_Cities_London_2065_Manifesto.pdf
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much more modestly since 1981. In aggregate they added 187,400 jobs at a maximum 

annual growth rate of 0.89% (for Crawley).  Oxford and Cambridge expanded by 27,600 and 

27,500 people over the period, growing by 21% and 27% respectively and at rate slightly 

faster than England as a whole. The other key trend is the significant expansion of London 

which added 1.73 million people by 2014 – some 13 times the absolute expansion of Milton 

Keynes – with an accelerating growth in the latter half of this period (e.g. London grew by 1.1 

million people in the 10 years after 2004). 

 

 

Employment Trends 

An analysis of employment growth over the last 16 years (and accounting the impacts of the 

2008 recession) shows how the trajectories of the eight towns have changed since 2008. 

Prior to 2008 both Milton Keynes and Chelmsford were adding jobs at a rate of 2.35% and 

2.18% respectively – growth three times the English rate and double London’s. The other 

case study towns were growing at 0.75% to 1.3%, either side of the national average 

(0.87%). However, post-recession the jobs picture has changed quite dramatically. Milton 
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Keynes has continued to expand at 2.56% but this has been overtaken by London which has 

grown at 2.58% and growth in Cambridge has accelerated to 2.4% per annum.  While in five 

years this has resulted in more than 19,000 jobs and 11,000 jobs in Milton Keynes and 

Cambridge respectively, London added more than 580,000 jobs at the fastest annual growth 

rate of any area. This exceeded the jobs growth than the next 10 largest Local Enterprise 

Partnership areas in England added together. 

At the same time as this accelerating growth, a parallel trend has been the loss of jobs in the 

case study towns to the east of London (Chelmsford and Maidstone) reversing the pre-

recession trends. 

 

 

Productivity Levels 

Productivity data available at NUTS 2 and 3 has been mapped to the eight case study areas 

and the most recent data is 2013. 
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At more than 36% above the English level, London had the highest labour productivity in 

2013 (nominal basis) followed by Berkshire (30% above England), Milton Keynes (20% 

above England) and Guildford (17% above England). It is notable, albeit at a County level, 

that both Cambridge (+5%) and Oxford (+3%) are only marginally above the English 

average. 

 

 

Since the 2008 recession, this suggests that we are now seeing the emergence of three 

different trajectories for cities in the south east: 
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 “Hypergrowth Areas” – Milton Keynes, Cambridge and London which are all growing 

employment at 2.4% or higher each year, about triple the national rate and exceed 

national productivity levels (especially London and Milton Keynes). 

 “Areas of Post-Recession Decline” – Maidstone and Chelmsford that have not 

returned to their pre-recession growth rates (and have below national productivity levels). 

 “Consistent Leading Areas” – which are adding jobs at or above the national rate 

before and after the recession including Crawley, Guildford, Reading and Oxford and 

exceed national productivity levels (especially Reading and Guildford). 

Connectivity 

A high level analysis of connectivity between the cities and with London shows significant 

variance between locations. Journeys to central London are typically between 60 and 80 

minutes. However there is relatively poor inter-urban radial connectivity for the cities from 

Milton Keynes round to Maidstone but much better inter-urban connectivity for the cities from 

Crawley round to Oxford (see diagram below). Certainly, public transport connectivity 

between Oxford –Milton Keynes- Cambridge is poor although the proposed west–east 

railway route should significantly improve the situation. Travel by road to each of the three 

cities from their travel to work hinterland is also highly congested and problematic at peak 

times.
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3. Implications  

This simple high level analysis poses some questions for the proposed corridor within the 

context of the London City Region or Greater South East (GSE). 

Changing economic performance.  Even a simple analysis of recent demographic and 

economics trends shows some quite distinct differences especially in the post-recession 

period. This means cities and areas could be on quite different forward paths and have 

different levels of resilience. Growth in locations such as Cambridge is based on a range of 

attractive locational factors that support the trends towards high value adds knowledge 

intensive products and services linked to the University, ICT and life sciences as well as a 

liberal and inclusive social culture. Milton Keynes has also seen higher value job growth over 

the last decade attracting both HQ functions as well expansion in key clusters including the 

motor industries related to proximity to Silverstone.  Oxford has seen more modest growth 

but continues to reinforce its position within the region as a major area of high value 

activities and home to important concentrations of knowledge workers. 

Capacity for growth. Most of the cities in the south east are constrained in their ability to 

grow. As a new town with space, Milton Keynes has been pro-growth and has grown far 

faster than other towns.  New opportunities are now being developed on both the east and 

west flanks. This is a stance that Cambridge has now adopted over the last 5 years; 

however its reluctance to provide sufficient housing sites throughout the 1990s 

commensurate with the employment growth means that it is now suffering growth pressures 

in terms of housing costs.  These are compounded by increased sub regional road 

congestion as its travel to work area has expanded, along with the numbers commuting to 

meet the employment driven demand. Even the current scale of growth allowed in 

Cambridge and the developments in the hinterland (such as Cambourne and Northstowe) 

may still be insufficient to meet the City’s insatiable demand for labour. 

The challenge currently being addressed by Oxford, in the light of tight City boundaries, the 

Green Belt and adjoining districts level of co-operation, is the ability to plan and deliver 

housing through a pro-growth approach.  This demands agreement on significant new 

development areas proposed by the City (May 2015), within and on the edge of Oxford in 

adjoining districts to support the City and its institutions to take on more of the characteristics 

of the other two cities.   

London has grown very rapidly and has significant challenges in providing enough housing 

within its boundaries resulting including increased commuting levels from its wider city 

region, including from along the north–south corridors linking Oxford, Milton Keynes and 

Cambridge to London. As with Oxford, the Green Belt in many locations restricts growth 

around London and this is a significant issue affecting its future competitiveness as a global 

City. Overall the areas need upfront infrastructure investment for 30+ growth plans, effective 

governance models2 (both Cambridge and Oxford could be argued to be under-bounded) 

and adequate forward land supply. The lessons of other locations are that the additional 

growth must also improve life for the existing residents. 

                                                           
2 See the findings of the London Stansted Cambridge Corridor Growth Commission (14 July 2016) including 
developing a Corridor Transport Authority. 
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While Oxford is lagging Cambridge in terms of growth, the city benefits from the second 

highest concentration of knowledge workers and an 18% increase in private sector jobs over 

the last 5 years.  Looking forward, there is the ambition to have direct 60 min train 

connections from Oxford to Heathrow by 2026 and by 2031 to have built 30,000 new homes 

and generated 20,000 new jobs. 

Demand for orbital travel. Compared to in commuting flows to the Capital, it is unlikely that 

there would ever be very high levels of movement across the corridor between Cambridge 

and Oxford due to their relatively modest size. However each of these core cities within the 

“corridor” have significant in commuting flows from their 30- 50 mile hinterlands and the 

improvement of these travel corridors with enhance public transport is a priority.  All the main 

cities and towns (Northampton, Bedford) are also connected into the wider London City 

region. Comparatively the much higher growth of London which is developing on the back of 

agglomeration economies it could also be beneficial to enhance the transport connections 

between these cities and London.  Only Milton Keynes to London could be said to be a good 

rail service in terms of time and frequency.  Within the corridor the priority must therefore be 

the Oxford-Milton Keynes-Cambridge rail link with integrated park and ride facilities to 

mitigate current road congestion as the main option for moving between the cities is likely to 

be the car.  

We also believe it is vital to examine the role, function and future prosperity of the major 

cities and towns in the “Corridor” within their position as part of the greater London City 

region. Improved connectivity with London will be vital to maintain their position and also 

retain London’s pre-eminent position as a World City. Consequently, in examining the 

corridor this needs to be taken into consideration. More generally work is need to consider 

the longer term investment needs of a polycentric south east that could grow to a population 

of 24 million people. So more distant cities should be involved in growth and infrastructure 

but based on their current and future economic important and potential flows. 

 

The Enduring Cambridge Phenomenon 

Since the publication of the Cambridge Phenomenon in 

1985 the city has continued to develop as an innovation 

industry platform with a current focus on therapeutics and 

pharmaceuticals and active university involvement.  Astra 

Zeneca is establishing its global headquarters on the 

biomedical campus.  The university is the main shareholder 

of the £50m Cambridge Innovation Fund.  And the 21 year 

old Cambridge Enterprise seed fund has grown from £4m 

to £16m and invested £3.8m into 13 startups last year.   

Non-spatial and national growth factors. Leveraging the academic capital of Cambridge 

and Oxford will be about a range of non-spatial factors such as access to VC and business 

angels and university funding.  The UK has a comparatively poor record in scaling up and 

commercialising IP and securing equity for growth has been national issue for many 

decades. Action in this area would support wider areas across the UK. 
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Housing supply.  Each of the key Cities and towns in the Corridor will face increased 

housing pressures as their economies continue to expand.  As noted above, only Milton 

Keynes has very significant housing allocations and the potential to eventually grow into a 

500,000+ population City.  Even with improvements in connectivity through the west–east 

rail line, it is unlikely that significant expansion of Milton Keynes WOULD BE THE answer to 

the housing pressures in Oxford and Cambridge. Milton Keynes has been successful in 

generating its own jobs and now imports labour. Furthermore given the congestion 

challenges within the existing travel to work areas of all three of the main centres within the 

“Corridor “ the practical solution is to have a range of nearby housing growth locations either 

within or around cities like Oxford and Cambridge connected to a range of public transport 

modes and cycling. 

4. Spatial Development Options 

While improved road and rail access across the Corridor from Oxford to Milton Keynes and 

Cambridge would support the continued importance and growth of the principal Cities and 

Towns within this corridor it is also worth considering a number of other additional spatial 

development options that may offer better return on public investment for both these 

locations and the wider South East. 

1. “Greater Cities” This involves better connections to London and feeder routes into each 

of the 3 cities (in line with their TTWA) as a number of surrounding towns link into each of 

the three cities who operate as “magnets”. So housing growth in Cambridge is dependent on 

the development of surrounding areas and villages. This accepts that inter-linkages are 

based around the immediate catchments (20-30 miles) of each of the principal locations and 

into London. This would be the emergence of a Greater Cambridge and Greater Oxford3 that 

could each grow to beyond 250,000 people. 

2. “M50 Orbital”. Spread growth around an orbital ring of c.8 cities around London (of which 

O-MK-C is just a segment). A bolder plan for orbital road and rail connectivity around London 

as journey times are pretty poor between many towns in a ring about 50 miles from central 

London. This would be a transformative plan for the GSE and would help relieve the fairly 

intractable problems on the M25 (currently subject to a Highways England route study for the 

SW Quadrant). 

3. “MK Diamond”. This comprises a Greater Milton Keynes as this is where the real 

population and economic growth has been. This would be a diamond running north to 

Birmingham and south to London with links west and east to Oxford and Cambridge. There 

would be capacity for housing growth and development of a significant node. Milton Keynes 

becomes at least a 500,000 person city and even more significant cluster, with the aim of 

triggering agglomeration benefits and moving its economic base up the value chain. There 

could provide significant national benefits in England’s urbanised SE-NW corridor. 

4. “MKCL Wedge”. This involves a focus on a hyper-growth wedge running from Milton 

Keynes-Cambridge-London (CAGR jobs growth x3 English average 2009-2014) and aligns 

with much of the work completed by the London Stansted Cambridge Corridor Growth 

                                                           
3 Developing bespoke functional geographies would support this analysis 
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Commission.  The aim would be for Oxford to mimic what Cambridge has been doing over 

the last 15 to 20 years and there is evidence that this is starting to happen. 

The lessons from earlier work (e.g. O2C Arc) suggest avoiding having too many partners, 

too many objectives and too greater public sector dominance. There needs to be a focussed 

vision with a small number of deliverable and transformative schemes that support long term 

growth.  There should be clear roles.  For example the public sector should focus on “place 

or transport” and the private sector on “innovation”. 

 

Contact: 
Andy Rumfitt 
Director of Economic Development 
 



Anglian Water Services Limited  
 

Oxford - Milton Keynes – Cambridge: “Growth Corridor” consultation  
 

Overview 
 

As a company, Anglian Water Services Limited (“AWS”) is committed to enabling 
sustainable growth and are supportive of aims to increase the economic potential of 
the Oxford-Milton Keynes -Cambridge (“OMKC”) corridor.  

The role of strategic planning is crucial in this regard. There are both short term and 
long term requirements and impacts from any growth, from both a water and a waste 

water perspective. Early engagement with AWS is essential to ensuring that we 
accommodate both water and water recycling requirements in order to underpin and 
stimulate the sustainable growth and development that is envisaged.  

 
We have set out below, in response to the critical questions how waste water and 

wastewater are considered in relation to OMKC and recommendations where 
appropriate. 
 

In addition, AWS utilises projects such as the WRE in order to ensure sufficiency of 
water supply/wastewater infrastructure to facilitate growth in the wider region, aligned 

with our commitment to resilience.  
 
AWS wish to add our comments, albeit outside of the consultation period, in order to 

inform the interim report that is due in the Autumn of 2016. We hope that the 
comments below will assist in informing the commission’s understanding of the issues 

experienced and anticipated by the AWS. 
 

 

 
Question 3.1 

 
What planned or new infrastructure would best support sustainable growth and 

support innovation over time? 
 

For water, this would include: 
 
The promotion of measures to reduce per capita consumption, to include the 

installation of water efficiency devices in existing homes and measures to reduce 
consumption in new homes aligned with compulsory metering. 

 
The development of water transfers and multi water re-use, for example 
collaborative agreements with other water companies affected across OMKC . In 

particular into the Ruthamford South RZ from Ruthamford North (short to medium 
term), and from the Trent basin (long term). 

 
For recycled water, this would include: 



Green infrastructure (sustainable urban drainage) to reduce flood risk 
The generation of additional capacity at existing water recycling works 

 

Recommendations  
 
The development of cost effective, innovative and efficient water efficiency 

measures and we would urge government, developers and water 
companies  to work together to see how building regulations and contractual 

arrangements can help to deliver more sustainable outcomes. 
 

 
 

Question 3.2 
 
Should adjacent towns and cities be incorporated into the corridor in terms of 

growth and infrastructure planning? 
 

For water, yes.   
 
The reasons for this response, include: 

At a strategic level, planning for growth and resilience is optimised by considering 
needs across the whole of our system, as well as in adjacent systems (such as 

Cambridge Water, Affinity Water and Thames Water) 
 
As such, supporting growth in the corridor may require storage and transfer 

infrastructure to be built outside of the immediate Oxford, Milton Keynes and 
Cambridge areas.  Examples include Trent-Ruthamford transfer or the South 

Lincolnshire Reservoir. 
 
For water recycling, yes.   

 
The reasons for this response include: 

Increased sewage returns to works, such as Cotton Valley, in Milton Keynes, will 
affect water quality and flows in the River Ouse, which flows eastwards through 
Bedfordshire, Cambridgeshire and Norfolk to the Wash 

 
To avoid any detrimental impact on the Ouse and the Wash, the impact of the 

additional discharge will have to be considered in the context of growth in areas 
such as Huntingdon, Bury St Edmunds, Ely and Kings Lynn.   
 

Recommendations 

 
Liaison with stakeholders, in particular the Environment Agency to anticipate the 
impact of additional flows and identify and issues before infrastructure is planned. 

 

 
 
 



 
Question 3.3 

 
Describe your vision to maximise growth, maintain a high quality environment and 

deliver more jobs and homes 
 
For water, our vision is for a reliable, affordable and sustainable system of supply 

which is resilient to the effects of climate change, severe drought and the effects of 
growth.  To deliver this, we are leading the Water Resources East (“WRE”) project.  

In combination with our partners, including Cambridge Water, Affinity Water and 
Thames Water, this strategic water resource planning initiative will look at the 
business case for investment in new supply-side capacity in our region as well as 

for a stepped reduction in demand.  The project is on-going and will deliver draft 
and final supply-demand strategies for the region in May and September 2017 

respectively.  These will account for growth in the Oxford, Milton Keynes and 
Cambridge corridor. 
 

Recommendations 

 
Continued support for the Water Resources East Project and contributions from 
partners. 

 

 
 
Question 3.4 

 
Are there lessons to be learned from previous initiatives to maximise the potential 

of the corridor 
 
Grafham Water reservoir was commissioned in 1966 and Rutland Water in 1976/77.  

For the past 40-50 years, growth in the region has relied on supplies from these 
two reservoirs.  Planning for new supply-side capacity is needed if we are to provide 

sufficient water for growth and the environment in the next 40-50 years.  This 
needs to be coordinated with a stepped change in levels of household consumption 
and leakage.  Consultation on the AW draft 2019 Water Resource Management Plan 

will be a key milestone in the delivery of this (twin-track) strategy. 
 

 
Question 3.5 
 

Are you aware of any examples of UK or international good practice, for example in 
respect of new technology or the build environment, that are relevant to this 

review? 
 

There are many example of the use of Integrated Water Resource Management 
(IWRM) and planning in the Western United States of America.  IWRM promotes an 
integrated approach to water supply and water recycling.  IWRM projects also 

emphasise the social aspects of investment planning, encouraging effective 



participation in the decision-making process by stakeholders.  Where successful, 
IWRM leads to the development of strategies and plans which meet multiple needs 

efficiently.   
 

An IWRM project for the growth corridor would enable local authorities to work 
closely with water companies, the water industry regulators and others to develop a 
single integrated water and water recycling strategy.  As a minimum, this would 

promote alignment between the Water Resource Management Plans and the 
Business Plans for water companies serve current and new customers in the 

corridor. 
 

Recommendations 
 

Support and promotion of the use of Integrated Water Resource Management 
projects. 
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1.0 INTRODUCTION 

1.1 The National Infrastructure Commission (NIC) is studying the potential of the Cambridge 

- Milton Keynes - Oxford Corridor (CMKOC).  The task is explained as follows: 

The aim of this review is to provide the Government with proposals and options for 
the long-term infrastructure priorities to unlock growth, jobs and housing within the 
Cambridge-Milton Keynes-Oxford corridor over the next 30 years. Together with 
Northampton, the area contains four of the UK’s fastest growing, and most 
productive, places. It encompasses global centres of research expertise in Oxford and 
Cambridge and advanced manufacturing and logistics in Milton Keynes. The review 
will make recommendations to maximise the potential of the area as a single, 
knowledge-intensive cluster that competes on a global stage, whilst both protecting 
the area’s high quality environment and securing the homes, and jobs, the region 
needs.1

The first stage includes: 

• Identify infrastructure constraints that are impeding: economic growth; the 
regeneration of communities; sustainable travel; quality of life; and the delivery of 
new housing;  

• Identify the environmental assets, and opportunities for sustainable growth, 
within the corridor;

The second stage includes: 

• Create more and better jobs; drive the regeneration of communities, spread the 
benefits of economic growth along and beyond the corridor, and ensure effective 
links with related hubs  

• Develop sites (including public sector land) to meet existing and expected housing 
need, create new developments which are smart and sustainable, and provide 
commercial space for existing companies and inward investment. 

1.2 The growth corridor is not defined in detail by the NIC, but Appendix 1 to this Report is a 

map published by Highways England2.  However, it is a guide only. 

1 extract from the terms of reference  
2 Oxford to Cambridge Expressway Strategic Study August 2015 



National Infrastructure Commission - Cambridge/Milton Keynes/Oxford Growth Corridor 
Call for evidence 

Gardner Planning on behalf of Arnold White Estates Ltd 

2

1.3 Arnold White Estates Ltd (AWEL) is a development company with extensive land 

interests in the CMKOC which has the capacity for some 8,500 homes and other 

development: 

• north of Leighton Linslade (known as Checkley Wood) 

• sites around Leighton Linslade 

• the Marston Vale near to ‘The Wixams’ 

• north-east of Aylesbury 

• north-west of Waddesdon, near Aylesbury 

• south of Radley, near Oxford 

1.4 These sites, collectively and individually, would make a substantial contribution to 

growth in the corridor ‘to meet existing and expected housing needs’ and would ‘spread 

the benefits of economic growth along and beyond the corridor’. 

2.0 INFRASTRUCTURE: THE CURRENT POSITION 

2.1 The existing rail infrastructure linking the three main settlements is poor.  This is 

recognised in the proposed East-West Rail project being promoted by a Consortium.  

There is no need for this Report to go into details as this is will, no doubt, be provided by 

the railway stakeholder and others.   

2.2 The Western Section (linking Bedford with Oxford, Milton Keynes and Aylesbury) is 

already committed and parts are already under construction.  The central section 

between Bedford and Cambridge “will extend the Western Section of East West Rail east 

of Bedford to Cambridge.  Within the overall scheme, this is the most difficult and costly 

part of the route to reinstate as the former railway has been dismantled and the land 

disposed of.  The line was closed in the 1960s. Many bridges have either been removed or 
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are in a poor state of repair and the Bedford bypass severs the line.”3  Clearly, this is one 

of the infrastructure challenges for the NIC Report. 

2.3 The main road links between Cambridge to Bedford and then the M1 have been recently 

improved with the opening of the A421 between the A1 and M1.  The A428 has been 

improved from Cambridge westwards, but needs further major improvement to link to 

the A428 (around St Neots and resolving congestion around the A1 junctions).  Again, 

the highway authorities are best placed to provide information to the NIC. 

3.0 THE PLANNING FRAMEWORK 

3.1 Since the demise of Regional Planning in 2012/13 the planning framework is fragmented 

and not fit-for-purpose in dealing with sub-regional areas.  Local Plans of constituent 

Authorities in the CMKOC are rarely ‘joined up’ with each other: timescales for 

production and plan periods do not dovetail; town and hinterland conflicts are 

commonplace e.g. Luton and Central Bedfordshire, Oxford and surrounding Districts.  

Frequently the ‘duty-to-cooperate’ (enshrined in the Localism Act 2011, the NPPF and 

Planning Practice Guidance) for Authorities to work with each other on strategic cross-

boundary issues is failing. 

3.2 Part of the regional planning system in the CMKOC was the Milton Keynes and South 

Midlands Sub Regional Strategy (2005) which, amongst other things, established ‘growth 

areas’ around MK, Bedford and Leighton Linslade.  It should be noted AWEL developed 

some of these areas, delivering housing for sub-regional needs, although demand is such 

that a new wave of growth is required to serve the needs of the next 30 years.   

3.3 Similarly, the London-Stansted-Cambridge-Peterborough Growth Area was established 

in the East of England Regional Plan (2008). 

3 East West Rail Consortium website. 
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3.4 If the CMKOC is to have cohesion and match strategic infrastructure with strategic 

growth, there is a strong case for another Sub Regional Strategy covering the corridor.  

‘Localism’ is perhaps fine for minor development but completely fails to grapple with 

strategic cross-boundary growth.   

3.5 The Luton/Central Bedfordshire example mentioned above has seen both Authorities 

objecting to each other’s Local Plans such that Central Bedfordshire had to withdraw its 

first two attempts at Local Plans in 2011 and 2014 following adverse Inspector’s Reports, 

and proposes another version in 2017.  Luton is persevering with a Local Plan in 2016, 

but without any agreement where its overspill growth in Central Bedfordshire is to be 

located. 

3.6 Aylesbury Vale Council is also on its second attempt at a Local Plan, the first was 

withdrawn in 2014 after an adverse Inspector’s Report, including a failure to comply 

with the duty-of-cooperation.  The current Plan is not due for adoption until August 

2017. 

3.7 Oxfordshire is also in turmoil.  Oxford City cannot accommodate its own housing needs 

and the Local Plans of surrounding Districts have been criticised for not making adequate 

provision for the City’s needs. 

3.8 The following table illustrates the current housing shortfall in the constituent Local 

Authority areas in the CMKOC.  DCLG publish annual housing projections by LA (Table 

406), the most recent iteration being July 2016.  These are a ‘starting point’4 for 

estimating future need.  Each Authority also calculates its ‘Objectively Assessed Need’ 

(OAN) for future housing need, usually as part of the Strategic Housing Market 

Assessment (SHMA).  This refines the projections by introducing many factors, including 

economic projections and accommodating past housing shortfalls.  The OAN is 

recognised as the basis for future Local Plans.  Commitments (comms) are made up of 

4 Planning Practice Guidance para 015 
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sites with planning permission or otherwise allocated in adopted Local Plans (not in 

Plans which are yet to be adopted).  The Table then quantifies the housing shortfall (SF)  

Table 1 Future housing requirements v existing commitments 

3.9 The table illustrates that there is a need for some 218,000 extra homes in the CMKOC in 

the 20-year period with current commitments only 49% of that (some 106,000), leaving 

a shortfall of over 111,000 homes yet to be allocated.  Whilst some of that shortfall may 

be identified in ‘plans in progress’, a commitment can only be counted when the Local 

Plan is adopted. 

3.10 Infrastructure provision and future investment must be provided to facilitate delivery of 

that scale of housing.  Importantly, the collective Local Plan system in the CMKOC has 

yet to secure delivery of that large housing shortfall. 

4.0 SITES FOR DEVELOPMENT 

4.1 The terms of reference for the NIC Review of the Corridor go further that looking at 

infrastructure investment.  This Report is more concerned with some of the other issues: 

DCLG projections 12.7.16

2015 2035 increase OAN comms SF DCLG SF OAN

Cambridge 49.2 57.9 8.7 14.0 10.3 -1.6 3.7

S Cambs 63.3 79.2 15.9 19.0 5.4 10.5 13.6

Bedford 68.1 87.7 19.6 17.7 6.2 13.4 11.5

Central Beds 113.0 147.6 34.6 29.5 13.5 21.1 16.0

Luton 79.1 102.1 23.0 17.8 6.9 16.1 10.9

MK 104.9 133.5 28.6 35.0 20.0 8.6 15.0

Aylesbury Vale 74.6 94.8 20.2 21.2 8.0 12.2 13.2

Oxford 58.6 69.7 11.1 27.0 10.2 0.9 16.8

Vale of White Horse 51.9 61.8 9.9 20.6 17.0 -7.1 3.6

S Oxford 56.1 64.4 8.3 15.8 8.8 -0.5 7.0

TOTALS 179.9 217.6 106.3 73.6 111.3
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• recommendations to maximise the potential of the area … securing the 
homes, and jobs, the region needs 

• delivery of new housing 

• Identify … opportunities for sustainable growth 

4.2 Section 3 above has identified shortcoming in the current planning system and 

calculated the housing shortfall in the CMKOC based upon published data - over 111,000 

homes. 

4.3 The NIC have asked for ‘evidence’ and the remainder of this Report focusses on sites, in 

which AWEL have an interest, which can sustainably provide much needed housing in 

the corridor within the next 20 years. 

Checkley Wood Garden Village (plans are attached as Appendix 2)

4.4 The site is mainly composed of former quarries to the north of Leighton Linslade, and 

would provide a mixed use development including a capacity for 4,500 homes.  This site 

is within Central Bedfordshire and one of very few which has the potential to serve the 

unmet housing needs of Luton in the wider Housing Market Area. 

4.5 Checkley Wood Garden Village has the following advantages: 

a. Within the area where there is an acute need for substantial new housing, well 

connected to Luton by the new A5/M1 link and within the Luton Housing Market 

Area5. 

b. Utilisation of brownfield and damaged land which has resulted from extensive 

mineral working in the area - this is more sustainable than developing virgin 

greenfield land. 

c. Within a despoiled landscape where a well-designed and landscaped 

development, with a garden village character, will improve the appearance of 

the area. 

5 Report by GL Hearn February 2016 
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d. It is largely within single ownership, held by an experienced and local developer. 

e. It satisfies the criteria set out in the DCLG prospectus ‘Locally Led Garden 

Villages, Towns and Cities (DCLG 2016), and should be jointly promoted by 

CBC/LBC. 

f. Includes a substantial leisure/holiday complex - Woburn Lakes - which will 

include a wildlife reserve, woodland, open space, meadows and wet habitats.  

This is a real and substantial asset for the site and the identity/economy of the 

sub-region. 

g. When added to other developments, it offers the potential for major 

infrastructure improvements. 

Leighton Linslade (plan at Appendix 3)

4.6 Three smaller sites would ‘round off’ the permitted East Leighton Linslade urban 

extension (which has planning permissions granted in 20156) 

• Chamberlains Barn (already excluded from the Green Belt7)with a capacity of 

some 240 homes 

• Stanbridge Road with a capacity of 240 homes 

• New Trees with a capacity of some 100 homes and would provide an extensive 

country park. 

4.7 These sites would also assist delivery, and take advantage, of improvements to the 

infrastructure. 

6 CB/11/0193, 02727, 04444 
7 the Adopted East Leighton Linslade Masterplan 2013 
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The Northern Marston Vale (plan at Appendix 4)

4.8 AWEL has 3 nearby sites, close to The Wixams new settlement, in what was identified in 

the MKSMSRS as a ‘growth area’8:  These sites would have ready access to the A421 and 

East West Rail: 

• Quest North - a site immediately to the west of ‘The Wixams’ new settlement, 

with capacity for some 260 homes.  It is to the north-east of the quarry that was to 

accommodate the ‘NIRAH’ research and visitor centre.  It has access off the B530.  

• Camel, Houghton Regis - also close to ‘The Wixams’ with a capacity for some 825 

homes. 

• Broadmead - within an area between The Wixams and Stewartby, and other 

commercial development, for mixed residential (some 1,100 homes) and 

employment use. 

Aylesbury Vale (plans at Appendix 5) 

4.9 Berryfields East is a site north of Aylesbury with direct access to the newly opened 

Northern Link Road, and directly to the east of the new urban extension at Berryfields 

which is under construction.  Berryfields East has a capacity for some 350 homes. 

4.10 Waddesdon is a settlement (defined as a ‘larger village’) north-west of Aylesbury 

bisected by the A41 between Aylesbury and Bicester.  Heavy traffic is having a serious 

effect on the community which generally supports a relief road (or bypass).  HS2 runs 

immediately to the north of the site, and the development could then ameliorate its 

effects on the village with strategic planting and earth mounding.  The concept of a 

Garden Village development to the north-west of the settlement would include a relief 

road, and a village green.  It also illustrates how an improved village centre could be 

8 Milton Keynes South Midlands Sub-Regional Strategy (2005) - the Bedford/Kempston and the Northern Marston Vale Growth 
Area paras 73 on 
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achieved with removal of much of the through traffic.  The development would include 

capacity for some 600 homes. 

Radley, Near Oxford (plan at Appendix 6)

4.11 Radley is a ‘larger village’ in the Vale of White Horse LP.  It is a sustainable location for 

new development and Oxford has a severe shortage of land to meet its needs, thus 

needing to ‘export’ housing needs to the surrounding area.  Radley has a rail station with 

access to Oxford, Swindon and Reading.   

4.12 Another site is allocated for development to the north-west of Radley (some 240 homes) 

and the AWEL site south of Radley (some 250 homes) was identified for removal from 

the Green Belt, but this is now postponed to Part 2 of the Local Plan.  There would be 

benefits, in terms of infrastructure provision, by developing both sites together through 

the Neighbourhood Plan. 

5.0 CONCLUSION 

5.1 There are some gaps in transportation infrastructure in the Cambridge/Milton 

Keynes/Oxford Growth Area such as the railway between Cambridge and Bedford.  The 

East West rail proposals will seek to deal with such issues, but the added support and 

assistance of the National Infrastructure Commission is clearly to be welcomed.  The 

road system in the new growth area has been improved recently but gaps between the 

A428 and A421 need to be brought up to the same standard. 

5.2 The planning framework is not ‘fit-for-purpose’ even for the existing situation, much less 

a new growth area.  Abolition of regional and sub-regional planning, and reliance on 

‘localism’ has left a void where a ‘duty to cooperate’ has failed.  Notable examples are 

Luton and Central Bedfordshire, Oxford and surrounding areas and Aylesbury Vale 

where there has been no cohesion in accommodating needs that arise in major 

settlements but without agreement on how much will take place elsewhere.  Local Plans 
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have been rejected and efforts made to mend fences, yet (for example) Luton seems to 

have ploughed on regardless.  So far, many years have passed trying to make the system 

work but without much success.  It would be a bold, but necessary, step to create proper 

sub-regional planning and recognition of the synergies of this new growth corridor 

presents a real opportunity to do so. 

5.3 Table 1 above illustrates the scale of housing required and the task ahead.  Housing 

needs in the growth area are for some 218,000 extra homes but so far only some 

106,000 have been permitted or identified in adopted plans.  The shortfall of some 

111,000 homes needs decisive and urgent attention.  Plan making has become moribund 

with over-complicated processes (identified by the Local Plans: Report to the 

Communities Secretary and to the Minister of Housing and Planning March 2016).  Even 

if the issues identified are addressed, the dysfunctional approach of LPAs acting without 

an overall framework must be addressed. 

5.4 Arnold Whites Estates Ltd has significant land holdings in the growth area with a 

combined housing capacity of some 8,500 homes.  All sites can be developed and 

facilitate the provision of infrastructure.  Most have ready access to East West Rail and 

the main road system.  Checkley Wood, especially, can take advantage of the new 

A5/M1 link and provide some 4,500 homes which will make a major contribution to 

Luton’s unmet housing needs of over 11,000 homes.  The Waddesdon development site 

actually facilitates a relief road for the busy A41 around the existing settlement.  Oxford 

has a large unmet housing need and the Radley site, with its access to the rail link, would 

make a useful contribution to Oxford’s unmet housing needs.  All the sites provide an 

illustration of the potential which exists and deserve serious consideration.  Any backing 

that this NIC Report could give would encourage the current Local Plan system (if it 

survives) to take notice. 
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Aylesbury Vale plan 
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Radley, Oxford plan 
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We	have	set	out	below	our	answers	to	the	questions	posed	by	the	Commission	in	its	call	for	
evidence.	Our	comments	are	mainly	limited	to	Milton	Keynes	and	the	immediate	surrounding	area	
in	Central	Bedfordshire.	
	
1. Many	places	across	the	Cambridge	–	Milton	Keynes	–	Oxford	corridor	have	very	successful	local	

economies	and	are	perceived	as	highly	desirable	places	to	live.	
• what	have	been	the	key	drivers	of	that	success?	
	
The	Importance	of	Protecting	the	Rural	Environment	While	Delivering	Growth	
	
Although	less	well	trumpeted	Central	Bedfordshire	has	a	growth	record,	particularly	in	terms	of	new	
housing,	to	rival	that	of	Milton	Keynes.	
	
It	has	achieved	this	by	ensuring	that	the	attractive	rural	nature	of	Central	Bedfordshire	has	been	
protected	and	enhanced	as	that	growth	has	been	delivered,	a	good	example	being	the	regeneration	
of	the	former	brick	making	area	of	the	Marston	Vale.	It	is	possible	to	deliver	growth	without	
concreting	over	the	countryside.	
	
Infrastructure	needs	Planning,	Financing	and	Delivering	First	
	
One	of	the	principal	reasons	why	the	development	of	Milton	Keynes	was	a	success	was	the	creation	
of	the	Milton	Keynes	tariff	which	allowed	infrastructure	to	be	provided	before	new	housing	
development	took	place.	It	is	therefore	welcomed	that	a	review	of	new	infrastructure	required	to	
support	future	growth	is	being	undertaken.	It	is	essential	that	before	further	growth	is	planned	the	
infrastructure	needed	to	support	it	is	identified,	funding	to	implement	it	is	secured	and	essential	
infrastructure	is	delivered	before	new	houses	are	built.	
	
At	the	same	time,	it	needs	to	be	recognized	that	there	now	exists	an	infrastructure	deficit	and	as	
well	as	the	reviewing	the	need	for	infrastructure	to	support	further	growth	the	additional	
infrastructure	needed	to	make	the	area	function	effectively	today	also	needs	to	be	identified	and	
implemented.	
	
As	is	recognized	in	the	recent	MK2050	report	the	existing	road	network	in	Milton	Keynes	is	more	or	
less	at	capacity,	forcing	drivers	to	seek	alternative	routes	through	neighbouring	rural	villages	such	as	
Aspley	Guise.	
	
Utilising	the	A421	west	of	the	M1	as	part	of	the	Oxford	to	Cambridge	Expressway	would	simply	bring	
more	traffic	onto	already	over-crowded	roads	causing	further	blight	to	neighbouring	communities.	
	
• what	is	holding	back	further	growth	and	greater	productivity?	
	
Developers	Aren’t	Building	the	New	Homes	They	Have	Planning	Permissions	For	
	
Sites	have	been	allocated	and	in	some	case	planning	applications	granted	by	Milton	Keynes	Council	
for	just	under	22,000	new	homes	but	despite	the	well-recognized	demand	for	new	housing,	record	
low	mortgage	costs	and	government	assistance	for	new	home	owners,	developers	are	only	building	
at	a	rate	significantly	below	the	annual	target	set	by	Milton	Keynes	Council	in	its	Core	Strategy	of	
1,750	homes	per	year.	
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The	reason	often	cited	by	developers	for	the	low	level	of	house	building	in	the	UK	that	it	is	the	
planning	system	that	is	holding	back	development	simply	doesn’t	hold	water	in	Milton	Keynes.	
	
Measures	need	to	be	implemented	to	make	developers	complete	sites	that	have	already	received	
planning	approval.	
	
Milton	Keynes	Council	Needs	to	Look	at	All	the	Potential	Areas	for	Growth	Within	Its	Area	
	
In	our	submission	to	the	most	recent	Plan:MK	consultation	we	noted	that	the	last	Call	for	Sites	
carried	out	by	Milton	Keynes	Council	excluded	larger	scale	strategic	sites	that	could	deliver	the	
growth	that	Milton	Keynes	needs	within	the	area	for	which	Milton	Keynes	Council	is	the	planning	
authority.	
	
We	believe	that	Milton	Keynes	Council	needs	to	identify	and	then	properly	consider	all	of	the	sites	
within	the	area	it	controls,	and	where	its	growth	could	be	delivered,	before	looking	to	neighbouring	
authorities	to	provide	sites	to	deliver	that	growth.	There	is	scope	to	double	the	size	of	Milton	Keynes	
within	the	land	area	that	Milton	Keynes	Council	is	planning	authority	for.	What	is	stopping	it	from	
doing	so?	
	
• in	particular,	what	planned	or	new	infrastructure	improvements	would	best	support	sustainable	

growth	and	promote	innovation	over	the	long-term?	
	
Milton	Keynes	needs	an	East	West	Bypass	
	
Milton	Keynes	needs	an	east	west	bypass	to	take	traffic	off	the	congested	roads	within	the	new	
town.	This	could	form	part	of	the	proposed	Oxford	to	Cambridge	Expressway.	
	
A	new	Expressway	linking	Bedford	to	Milton	Keynes	through	the	Milton	Keynes	rural	area	and	
continuing	to	the	north	of	the	Milton	Keynes	urban	area	would	open	up	the	whole	of	the	rural	area	
of	Milton	Keynes	for	development.	A	new	Junction	14a	where	the	Expressway	crossed	the	M1	would	
take	pressure	off	Junctions	13	and	14.	This	route	would	also	have	the	potential	to	link	with	the	A5,	
A43	and	the	high	tech	automotive	businesses	around	Silverstone.	
	
Alternatively,	a	southern	route	for	the	Expressway	south	of	Woburn	would	have	the	potential	to	link	
the	growth	area	around	Aylesbury	to	both	Oxford	and	Milton	Keynes.	
	
We	are	aware	that	Highways	England	are	considering	routes	for	the	Expressway	through	the	existing	
urban	area	of	Milton	Keynes.	If	this	was	built	to	Expressway	standard	without	the	multiple	
roundabouts	that	are	a	feature	of	the	existing	Milton	Keynes	grid	road	system	we	fear	that	would	
restrict	rather	than	support	the	growth	that	needs	to	be	delivered	within	Milton	Keynes,	to	reduce	
traffic	levels,	by	taking	much	needed	land	for	slips	roads,	underpasses	etc.	We	expect	it	would	also	
face	stiff	opposition	from	local	residents	for	environmental	reasons.	
	
• does	the	corridor	require	better	connectivity	to	other	major	centres	of	growth?	
	
It	is	equally	important	that	each	town	and	city	in	the	corridor	has	good	links	with	London,	the	South	
East,	the	South	West	and	major	centres	in	the	Midlands	and	the	North.	
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2. Does	the	Cambridge	–	Milton	Keynes	–	Oxford	area,	including	Northampton,	form	a	
recognizable	economic	corridor?	If	so:	

• what	factors	unite	the	area?	
	
We	are	not	aware	of	any	particular	factors	that	unite	the	area	other	than	a	common	set	of	
objectives	to	promote	the	well-being,	happiness	and	prosperity	of	their	communities.	
	
There	are	obvious	historical	links	between	Oxford	and	Cambridge	and	particularly	their	universities.	
Milton	Keynes	has	yet	to	establish	a	successful	residential	undergraduate	university.	Although	it	has	
aspirations	to	do	so	this	will	obviously	be	challenging	from	a	standing	start	against	much	well-
established	competition.	
	
• would	greater	emphasis	on	corridor-wide	planning	and	decision	making	benefit	local	

communities	and	local	economies?	
	
No	we	see	no	benefit	in	going	back	to	a	system	of	regional	planning	that	was	only	abandoned	as	
recently	as	2010.	We	are	aware	of	no	evidence	that	planning	on	this	wider	basis	leads	to	better	
results.	
	
We	see	no	advantage	in	making	the	planning	system	more	complicated	for	resource	constrained	
local	authorities	with	existing	deadlines	to	prepare	Local	Plans.	
	
• would	that	same	emphasis	on	coordinated	planning	and	decision	making	provide	wider	benefits	

for	the	UK	economy?	
	
This	should	already	happen	under	the	requirements	for	planning	authorities	to	comply	with	the	Duty	
to	Cooperate	set	out	in	the	NPPF.	
	
• should	adjacent	towns	and	cities	be	incorporated	into	the	corridor	in	terms	of	growth	and	

infrastructure	planning?	
	
This	needs	to	be	considered	by	each	member	of	the	corridor.	Oxford	may	have	closer	links	to	
Swindon	and	Reading	than	to	Milton	Keynes.	
	
Similarly	Cambridge	has	links	with	Huntingdon	and	Peterborough.	
	
There	is	a	risk	of	confused	planning	if	multiple	growth	corridors	are	considered	with	Cambridge	
already	being	part	of	a	London	Cambridge	growth	corridor.	
	
3. Describe	your	vision	to	maximise	growth,	maintain	a	high	quality	environment,	and	deliver	

more	jobs	and	homes	across	the	corridor	over	the	next	30	years:	
• what	does	that	mean	for	growth	and	infrastructure	investment	in	your	area?	
• what	steps	are	currently	being	taken	to	realise	that	vision,	and	what	more	needs	to	be	done?	
	
Local	Plans	are	currently	being	prepared	by	Milton	Keynes	Council	and	Central	Beds	Council	to	
realise	the	visions	for	their	areas	which	we	believe	will	meet	the	objectives	set	in	question	3	for	the	
next	15	and	20	years	respectively.	
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Given	the	current	level	of	uncertainty	both	economically	and	politically	it	is	difficult	to	see	what	
benefit	planning	beyond	the	next	20	years	will	really	deliver	other	than	for	pieces	of	nationally	
critical	infrastructure.	
	
What	is	needed	is	a	way	of	making	developers	build	the	houses	that	they	already	have	been	granted	
permission	to	build.	
	
• what	value	could	new	cross-corridor	intercity	road	and	rail	links	bring?	How	do	these	compare	to	

other	transport	initiatives	e.g.	intra-city	links,	or	wider	infrastructure,	priorities?	
	
A	Milton	Keynes	Bypass	is	badly	needed	
	
Milton	Keynes	badly	needs	an	east	west	bypass	to	the	north	or	south	of	the	existing	urban	area	to	
handle	through	traffic.	
	
We	are	aware	of	proposals	that	the	A421	will	form	part	of	the	new	Oxford	to	Cambridge	
Expressway.	The	A421	from	Junction	13	of	the	M1	through	Milton	Keynes	is	clearly	unsuitable	as	
part	of	an	Expressway	given	the	number	of	roundabouts	on	the	road	at	which	queues	regularly	build	
up	at	peak	times.	
	
As	noted	above	we	do	not	believe	that	a	route	for	the	Expressway	that	followed	the	line	of	the	
railway	line	from	Ridgmont	to	Aspley	Guise	and	then	through	the	Milton	Keynes	urban	area	is	viable	
and	would	restrict	rather	than	support	the	growth	of	the	area.	Some	of	the	difficulties	of	this	route	
would	include:	
	

• there	are	three	heavily	used	rural	roads	that	the	Expressway	would	need	to	cross	before	it	
could	link	up	with	the	Milton	Keynes	grid	road	system	

• any	parts	of	the	grid	road	system	used	for	the	Expressway	would	need	upgrading	to	replace	
roundabouts	used	to	access	local	roads	with	underpasses	or	raised	sections	

• the	extra	land	needed	for	the	Expressway	could	otherwise	be	used	for	much	needed	new	
housing	

• a	way	would	need	to	be	found	for	the	Expressway	to	cross	the	A5	or	alternatively	if	a	section	
of	the	A5	(between	the	H10	and	H8	Milton	Keynes	grid	roads)	was	used	as	part	of	the	
Expressway	junctions	would	need	to	be	built	to	connect	the	three	roads	

• there	would	be	environmental	concerns	for	routing	such	a	road	through	a	built	up	area	
	
More	importantly	an	Expressway	through	the	Milton	Keynes	urban	area	would	do	nothing	to	
promote	growth	in	areas	that	are	capable	of	being	developed	to	the	north	or	south	of	the	Milton	
Keynes	urban	area.	
	
If	the	Expressway	linked	Bedford	and	Milton	Keynes	through	the	Milton	Keynes	rural	area	and	
continued	west	of	the	M1	to	the	north	of	the	Milton	Keynes	urban	area,	it	would	open	up	the	whole	
of	the	rural	area	of	Milton	Keynes	for	development.	A	new	Junction	14a	where	the	Expressway	
crossed	the	M1	would	take	pressure	off	Junctions	13	and	14.	This	route	would	also	have	the	
potential	to	link	with	the	A5,	A43	and	the	high	tech	automotive	businesses	around	Silverstone.	
	
We	do	not	know	of	any	viable	route	for	the	Expressway	between	the	southern	boundary	of	Milton	
Keynes	and	to	the	north	of	Woburn	in	Central	Bedfordshire.	However	alternative	southerly	routes	
exist	south	of	Woburn	that	could	link	to	the	growth	area	around	Aylesbury	and	onwards	to	Oxford.	
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Increasing	the	Frequency	of	Trains	on	the	Rail	Link	from	Bletchley	to	Bedford	Could	Have	the	
Unintended	Consequence	of	Limiting	the	Growth	Potential	of	Milton	Keynes	
	
Proposals	to	increase	the	number	of	trains	on	the	line	from	Bletchley	to	Bedford	to	10	per	hour	will	
require	the	closure	of	several	of	the	level	crossings	on	the	line	including	probably	those	at	Woburn	
Sands	and	Aspley	Guise	effectively	cutting	those	communities	off	from	Milton	Keynes	to	the	north.	
	
We	have	been	in	discussion	with	Network	Rail	for	a	number	of	years	regarding	potential	solutions	
but	no	viable	ones	have	been	identified.	
	
4. Are	there	lessons	to	be	learnt	from	previous	initiatives	to	maximise	the	potential	of	the	

corridor?	
	
Co-operation	is	Key	
	
There	are	unfortunate	examples	where	the	failure	of	authorities	to	work	together	has	caused	
unnecessary	delays	in	the	planning	process.	
	
There	is	a	long	history	of	plans	being	prepared	for	the	expansion	of	Milton	Keynes	without	the	
involvement	of	its	neighbours	which	have	ultimately	failed.	The	SE	Plan	sought	to	impose	part	of	
Milton	Keynes’	growth	outside	both	Milton	Keynes	and	the	area	properly	covered	by	the	SE	Plan	
which	led	the	then	Secretary	of	State	to	make	changes	to	the	final	version	of	the	Plan	to	remove	
those	proposals.	
	
Unfortunately,	this	failure	to	co-operate	with	its	neighbours	has	persisted	through	the	early	stages	
of	the	development	of	the	new	Local	Plan	for	Milton	Keynes	known	as	Plan:MK,	which	Milton	
Keynes	Council	has	acknowledged,	and	in	the	preparation	of	the	new	MK2050	report	which	again	
proposes	that	part	of	Milton	Keynes	growth	should	be	delivered	in	neighbouring	areas	without	the	
MK2050	Commission	having	sought	to	engage	with	those	neighbouring	areas.	
	
Similar	problems	have	affected	Central	Bedfordshire	Council	after	Luton	Borough	Council	withdrew	
from	the	preparation	of	a	joint	Local	Plan	for	Luton	and	the	southern	half	of	Central	Bedfordshire	
ultimately	leading	to	the	Central	Beds	Local	Plan	failing	at	examination.	
	
Traffic	Modelling	has	to	be	Realistic	
	
New	roads	are	often	designed	to	meet	traffic	projections	that	are	unrealistically	low	and	so	fail	to	
meet	the	needs	of	road	users.	An	example	is	the	revised	Junction	13	of	the	M1	where	queues	on	
some	of	the	legs	are	significantly	longer	than	those	predicted	when	the	scheme	was	approved.	
	
5. Are	you	aware	of	any	examples	of	UK	or	international	good	practice,	for	example	in	respect	of	

new	technology,	local	frameworks	or	the	built	environment,	that	are	relevant	to	this	review?	
	
Neighbourhood	Planning	
	
While	there	are	obviously	elements	of	nationally	important	infrastructure	eg	international	airports	
that	need	planning	at	a	national	level	we	believe	that	the	new	process	of	Neighbourhood	Planning	is	
the	best	way	to	plan	for	new	housing	that	meets	the	needs	of	local	communities	and	will	ultimately	
lead	to	the	most	sustainable	development.	
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National Infrastructure Commission Call for Evidence on the  

Cambridge – Milton Keynes – Oxford ‘Growth Corridor’ 

 

Response from Aylesbury Vale District Council  

 

General 

Aylesbury Vale District Council welcomes the opportunity to be involved in the Commission’s 

call for evidence about this important growth corridor and supports the submissions that 

have been made by the six LEPs that cover the wider corridor area and also supports the 

joint submission made on behalf of the local authorities in Buckinghamshire.  

We are also pleased to be directly engaged with Highways England on the discussions 

about the Oxford – Cambridge Expressway Strategic Study, which has obvious links with 

this call for evidence.  

However, in light of the fact that Aylesbury Vale is the single largest district that forms part of 

the growth corridor, has one of the highest housing growth targets to deliver and needs to 

accommodate most of the expressway “gap”, it is important for the Commission to be aware 

that Aylesbury Vale is key to achieving the maximum potential of this growth area.   

This district is one of the fastest growing places in England and has been consistently 

producing some of the highest housing delivery rates across the country for the last few 

years, as clearly demonstrated in the table below.  

 

It is worth noting that if all areas in England were to produce the same rate of housing 

delivery as Aylesbury Vale, then England would have seen over 300,000 additional new 

homes delivered last year alone.  

This rate of sustained housing delivery and growth is even more impressive in light of the 

fact that there has been very little investment from central government to help deliver or 
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accelerate this growth but very clearly this position needs to change if the area is to be able 

to sustain this level of growth over the medium to long term.  

The Cambridge-Milton Keynes- Oxford corridor provides an ideal opportunity for the 

maximum gain to be achieved from the expected growth this area is currently making 

provision for and to enable the area and the wider growth corridor to deliver transformational 

growth that will be sustainable for future generations.  

 

Q1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very 

successful local economies and are perceived as highly desirable places to live: 

 

What have been the key drivers of that success? 

Most fundamentally it is about the combination of people and places.  Basically many of 

these areas across the corridor possess the right mix of conditions that go to create 

successful places.  Location and proximity to key economic centres are crucial, coupled with 

highly skilled and entrepreneurial people, a strong business base to build from and a high 

quality of life.     

 

What is holding back further growth and greater productivity? 

The lack of a co-ordinated and strategic focus on this growth area and corridor at a 

national level has not helped the area to achieve its full growth and productivity potential in 

the last 10 years.  The original Growth Board that previously existed for the MKSM area 

under Lord Rooker helped to focus attention and energy on this area but since this 

disappeared there has not been the same momentum for the areas that have functional 

economic links and the prospects for growth in a truly co-ordinated and transformational 

way.   

In addition to this, the lack of certainty over the delivery and timing for key 

infrastructure projects that are actively supported in the area, such as the East-West 

Railway project, has resulted in delays to future growth and therefore productivity.  

Although many parts of this corridor are strategically well placed, the level of connectivity 

for some areas, in particular Aylesbury Vale is poor and again is a constraint on 

achieving the full potential this area has to offer.  Managing this at a strategic level is crucial 

and any sub national transport board will need to include the planning authorities to be truly 

effective.  

The lack of forward funding for essential infrastructure is hampering the rate and speed 

that growth is delivered at and leaving this to individual developments results in piecemeal 

infrastructure and a slower rate of delivery.  We have had examples where we have 

forwarded funded elements of a scheme in order to assist the development industry to 

progress a scheme and this is then repaid by the developers. However to be able to do this 

on the scale that is required for the growth we are now having to plan for requires a major 

investment from Government and has been proposed in the Local Growth Fund round 3 

application process.  This  would assist with accelerating and maintaining our growth rates 

and deliver benefits to existing residents at the outset of the development rather than at the 

end, which helps to make development more acceptable to local communities. 
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Lack of housing affordability will hold back further growth and the provision of affordable 

housing is crucial.   Ensuring that all the levers that Government has available to it are 

deployed to this growth area is essential, such as prioritising HCA funding to growth areas.   

 

In particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 

The delivery of East-West Rail needs to be formally confirmed and a programme for its 

delivery announced without delay.  Aylesbury Vale has committed £5m of New Homes 

Bonus funding to this project along with significant contributions by many other local 

authorities and as a rail project that can very quickly unlock opportunity, it should be a 

Government priority.  

Enhanced road connectivity within this East West corridor is also important through an 

expressway. Again it would be helpful for this work to be accelerated in order that the 

opportunities related to this corridor can be joined up at the local plan level at the earliest 

opportunity.    

In addition, investments in strategic local connectivity around Aylesbury in particular, fast 

and reliable digital connectivity, and transforming public services are essential. 

 

Does the corridor require better connectivity to other major centres of growth? 

Yes.  

The corridor is positioned close to a number of areas and towns that also have major growth 

challenges and opportunities and looking at ways to “join up more of the dots” should be a 

focus for the Commission.  Linking the work on this corridor with a wider review of the 

national infrastructure requirements should help the UK increase its economic performance 

and prospects and is therefore clearly of national importance.  

It is also crucial that there is an unequivocal decision from Government on how runway 

capacity in the South East of England will be increased. 

 

Q2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form 

a recognisable economic corridor? If so: 

The corridor does not currently form a single functional economic area but a series of related 

and overlapping  areas.  However the area does have the potential to form a stronger 

recognisable and related corridor – the East-West Powerhouse perhaps?    

 

What factors unite the area? 

There are a number of factors that currently unite the area including the need to continue to 

support and plan successful growing places.  There are also synergies in the rate and 

delivery of growth, the current economic performance, its excellence and potential, an open 

approach to innovation and collaboration. 

There are also some existing clusters that already unite a large part of the corridor area for 

example the High Performance Motor cluster.   The cluster study recently commissioned by 

MEPC identifies the connections and opportunities in this sector across much of the corridor 

area. Further information about this report can be found here.  

 

http://silverstone-park.com/media/latest-news/significance-silverstone-technology-cluster-recognised-finance-business-community/
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Would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? Would that same emphasis on coordinated 
planning and decision making provide wider benefits for the UK economy? 

Yes greater emphasis on corridor-wide planning and decision making would certainly benefit 

local communities and local economies.  We support the move to have better co-ordinated 

corridor-wide planning and decision making and it is crucial that all of the strategic planning 

authorities are actively engaged in any formal Government supported structure or body that 

is established to look at strategic transport planning, which is not presently the case with the 

England Economic Heartland Strategic Alliance.  

 

Should adjacent towns and cities be incorporated into the corridor in terms of growth 

and infrastructure planning? 

Yes relevant adjacent towns and cities should be considered and it would be helpful for the 

Commission to give an early indication of the scope it sees the corridor covering so that the 

adjacent towns and cities can be clearly identified and incorporated appropriately. 

  

Q3. Describe your vision to maximise growth, maintain a high quality environment, 

and deliver more jobs and homes across the corridor over the next 30 years: 

Aylesbury Vale District Council has just issued its draft local plan, which sets out how we see 

the Vale growing in the next 30 years, which need to accommodate the needs of our own 

district but also see how it can help with the unmet needs identified by more constrained 

adjoining areas.  The delivery of the East West Rail project is crucial in achieving this level of 

growth, as is the impact that the decisions about the Cambridge-Milton Keynes-Oxford 

corridor will have, as well as the East-West Expressway.  The draft plan for the district can 

be found by clicking here.   

As the table below illustrates the scale of growth to be accommodated over the life of the 

plan period is significant and unprecedented in terms of our previous growth delivery.  

Achieving this scale of growth will require delivering at housing rates not previously seen in 

the district at a sustained level every year for the next 17 years.  

 

 

http://www.aylesburyvaledc.gov.uk/sites/default/files/page_downloads/Draft%20VALP%20July%202016.pdf
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Our vision for the district is to ensure that growth will be shaped by strong place-shaping and 

sustainability principles to create well-designed developments that are sensitive to the 

district’s local character and are well integrated with existing communities, both in terms of 

scale and design and that people will have a sense of pride in their communities, wherever 

they live in the district.  

Delivering the jobs to match the housing growth is also a challenge and the recent 

designation of three Enterprise Zones is an excellent boost to this ambitious vision and again 

a sustained focus on securing the success of these EZ’s is essential in the overall 

‘masterplan’ for the area.  

 

What does that mean for growth and infrastructure investment in your area? 

To achieve the levels of growth mentioned above we first need to have a multi-agency 

Growth Board that is focused on delivering the growth proposals across the district.  On a 

wider economic geography level we also need an integrated growth strategy for investment 

supporting delivery of higher productivity jobs, higher levels of employment, and accelerated 

delivery of housing to support business-led growth.  

 

What steps are currently being taken to realise that vision, and what more needs to be 

done? 

Work is on going to firm up the detailed proposals for growth in this part of the corridor 

through the local plan process.   In terms of realising the complete potential of Aylesbury, 

which is set to increase by 50% in the next plan period, we need to get Aylesbury designated 

as part of the Government’s Garden Town programme.  An application is scheduled to be 

submitted for Garden Town status shortly.  Approval of this is essential in terms of ensuring 

that this level of growth can deliver the ambitious vision we have set for the town and be an 

exemplar of how to manage and achieve such intensive growth and create the type of place 

and communities we can all be proud to be associated with.  

In addition to this approval of Aylesbury as a Garden Town, support is also required for 

unpacking the potential cumulative impact and opportunities that the three related E-W 

corridor projects will have on this district in particular.  

We also need to have early confirmation of the funding commitments to critical transport 

schemes submitted as part of the LGF3, Major-Majors Bids and Local Majors where they 

relate to growth in the district.  

 

 

What value could new cross-corridor intercity road and rail links bring? How do these 

compare to other transport initiatives e.g. intra-city links, or wider infrastructure, 

priorities? 

The three key infrastructure opportunities that are currently focused on this growth corridor 

have the potential to provide immense value to the wide geographic area that it covers, but 

also nationally.  As yet it is not possible to have any accurate or even broad estimate of the 

‘value add” these key projects could make but in light of the scale of the improved 

connectivity they can deliver, the associated GVA and VFM must be amongst the best of any 

scheme nationally.  
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Priorities and Wider Infrastructure 

The vast majority of the areas in this corridor are at the stage where the requirement is for 

investments that can create and unlock a step-change in growth.  Without this full potential 

being unlocked, growth will stagnate and the economic conditions for sustained growth will 

dissipate.  

There is a greater need now than perhaps ever in the past for there to be a consistent and 

focused commitment by central and local government and other partners to energise the 

focus on this particular growth corridor as the UK evolves its new economic agenda. Co-

ordination across national infrastructure projects , particularly in the areas where they 

intersect, eg HS2, East West Rail and the Cambridge-Oxford growth corridor is also critical.  

 

Q4. Are there lessons to be learnt from previous initiatives to maximise the potential 

of the corridor? 

The previous work on the Oxford-Cambridge Arc is an interesting comparison but it was 

never obvious that it really delivered any tangible outcomes.  It is likely that it’s lack of a 

delivery body that could hold partners and agencies to account and the absence of any real 

focus and key objectives resulted in the initiative drifting away.  

 

As referenced earlier, the MKSM partnership was a more positive experience in terms of 

outcomes and focus and the oversight by a Government Minister helped to positively drive 

this agenda forward and corral the various agencies and partners into a delivery mode.  

 

Q5. Are you aware of any examples of UK or international good practice, for example 

in respect of new technology, local frameworks or the built environment that are 
relevant to this review? 

Examples are cited in the joint LEPs submission.  
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Opening statement from Mayor of Bedford, Dave Hodgson 

 

Thank you for the opportunity to contribute to your work on the Oxford to Cambridge 
corridor. 

I welcome the Commission’s role in making recommendations for the corridor and 
hope that you are able to set out a compelling case for investment in your interim 
report later this year. 

Because of our central location on the route of the Oxford-Cambridge Expressway 
and East West Rail, Bedford Borough has a crucial role in delivering jobs and 
housing growth for the whole area. Bedford lies midway along the Oxford to 
Cambridge corridor and has already benefitted from recent major government 
investment in the A421, connecting the M1 to the A1. However east-west access 
beyond to these two important economic drivers remains below the standard 
required by a growth based economy.  

The interaction of transport projects and delivery of growth in the Bedford area is 
complex and we are continually frustrated by the inability of the current institutional 
framework to develop coordinated, effective and timely plans. I would welcome the 
opportunity to discuss our situation and role in more detail with members of the 
Commission should the opportunity be available, and trust we will be able to 
contribute to the second stage of work on the corridor next year. 

We fully support the strategic evidence submitted by the LEPs, and suggest that the 
following pages set the aforementioned evidence in context by considering the 
posed questions from a more local perspective. 

 

 

  

 

 

 

 

 

 

Cover Photo: Junction of the A421/A603 and Priory Business Park, Bedford 



1. Many places across the Cambridge – Milton Keynes – Oxford corridor have 
very successful local economies and are perceived as highly desirable places 
to live. 

 What have been the key drivers of that success? 
 What is holding back further growth and greater productivity? 
 In particular, what planned or new infrastructure improvements would best 

support sustainable growth and promote innovation over the long-term? 
 Does the corridor require better connectivity to other major centres of growth? 

Key Drivers 

Bedford Borough covers an area of 476 square kilometres. Almost 155,000 people 
live in the Borough and many more work here, or use the Borough for shopping, 
recreation or key services.  

The key feature of the Bedford Borough area is its diversity of geography, economy 
and demography.  The Bedford / Kempston urban area provides the main service 
and employment locations, while the area to the north of Bedford is characterised by 
arable farmland and stone-built villages and the area south of Bedford by a history of 
clay extraction and brickmaking, much of which is being regenerated through 
planned sustainable housing and employment growth alongside the creation of the 
Forest of Marston Vale.  

Being located at the centre of the Oxford – Cambridge Arc, 35 minutes from St 
Pancras by rail, and within the Milton Keynes & South Midlands growth area, the 
Borough is well-placed to benefit from the rapid growth of the sub-regional 
knowledge-based economy. To do so it needs clearly to define its role and make 
itself the location of choice for people to live and work in the area. 

Future growth 

Since 2008, Bedford Borough has under-performed against the England, East of 
England, and now South East Midland Local Enterprise Partnership, with regard to 
Job Seekers Allowance Claimant Count for Unemployment (Souce:NOMIS).  This is 
unexpected  when considering Bedford’s strategic UK location and proximity to 
London and the South East. 

Prior to major government investment in the A421, Bedford was difficult to access 
quickly and efficiently by road from surrounding towns and cities.  The investment in 
the A421 has sparked new private sector investment along the dual carriageway that 
links the M1 and A1, with many new housing and employment sites being brought 
forward. However, access to the major economic centres of Oxford and Cambridge 
remains problematic, hindering Bedford’s residents and businesses ability to better 
engage with significantly high value added businesses in key UK and world growth 
sectors. 

The impact of the recent investment in the road network has not yet fully filtered into 
local prosperity.  Travel to work patterns remain relatively insular, reflecting the 
business make up and the lower wage levels in Bedford.  The most popular work 



destinations outside Bedford Borough for Borough residents are Central Beds, Milton 
Keynes, London and Cambridgeshire.  For work trips to Bedford Borough that start 
outside the area, the most popular origins are Central Beds, Northamptonshire, 
Milton Keynes and Cambridgeshire. 

Planned improvements 

In terms of future infrastructure, our main priority is to improve east-west accessibility 
and ensure the existing north-south routes perform to their full potential.  This should 
largely be achieved by delivering planned road and rail projects and bringing the two 
relevant DfT strategic studies to a positive conclusion and committing to delivery of 
the recommended interventions.  The specific schemes are: 

 Deliver East West Rail – Western Section. As well as a general concern that 
the specification no longer meets the longer term needs for the corridor, the 
exclusion of the Marston Vale Line and Bedford area from any significant 
improvement until questions over the Central Section are concluded will 
hamper delivery of the benefits of the Western Section (and the investment in 
the Midland Main Line Electrification north of Bedford) 

 Deliver the A428 Improvement Scheme (Black Cat to Caxton), starting in 
RIS1 and completing in RIS2, to Expressway standard and providing a 
continuous route that extends the A421 east of the A1 at Black Cat to join the 
existing A428 dual carriageway to Cambridge. 

 Delivery of the M1 Smart Motorway J13 to 16 and reviewing operation of the 
existing M1 J10 to J13 Smart Motorway is important for connectivity and 
network resilience. 

 

Schemes under development: 

 Agree and protect a route for East West Rail Central Section (Bedford-
Cambridge), ensuring this becomes a committed scheme that connects 
directly to the centre of Bedford to maximise accessibility east and west and 
provide maximum interconnectivity with the Midland Main Line.  The issue of 
protecting routes is a thorny one that we believe the Commission should 
consider.  Delays in determining the route also risk undermining the significant 
opportunities for development in the centre of Bedford 

 The Oxford-Cambridge Expressway is essential even though in the Bedford 
area the existing A421 provides the basis for this.  We can testify to the 
benefits of past investment in the A421 around Bedford and can see the need 
to extend this approach if we are to unlock the potential of the corridor. 

 The recommendations of the A1 Strategic Study (due in the autumn) will need 
to be reviewed in the light of the Commission’s consideration of the Corridor, 
but the recommended scheme must then be included in RIS2 

 

In addition to these strategic projects, sustainable growth will require more local 
projects to be delivered, for example the LEP Local Growth Fund schemes, ensuring 
delivery of LGF2 projects and approval to LGF3 submissions made at the end of 
July.   



The Council is keen to be both positive and progressive - looking beyond current 
plan making horizons to ensure that growth occurs in a forward looking and 
comprehensive manner. It is important that new sustainable homes are built in 
Bedford Borough to maximise the benefits from this critical high value added UK 
growth corridor and secure delivery our local Growth Plan, approved in 2014. Such 
housing growth will be accompanied by a major enhancement of infrastructure and 
economic prosperity, creating and sustaining a broad range of new jobs, improving 
economic performance and stimulating investment in this important part of South 
East Midlands, at the heart of the Oxford to Cambridge Growth Arc. 

We are also keen for other agencies to ‘future proof’ their infrastructure development 
so that it can support and deliver the growth agenda without the need for 
retrospective improvement. This will help to improve the viability of development 
sites from an early stage. 

Connectivity and sustainability  

Improvements from the strategic road network into town and village centres, coupled 
with local corridor improvements and town centre enhancements are two 
complimentary devices to help deliver sustainable development, which will prevent 
Bedford Borough from being a drive by location. 

It is important that the Commission does not just look at inter-urban connectivity, but 
considers and makes recommendations that support the creation of attractive and 
accessible urban centres. In Bedford, our vision is to create a well connected town 
with attractive places to live and encourage visitors and investment.  

We are fortunate to enjoy the benefits of the Forest of Marston Vale which is ideally 
located along the corridor between Milton Keynes and Bedford. This community 
woodland covering 61 square miles was created in 1991 to regenerate and transform 
an environment degraded by industrial processes, Twenty five years on, the forest 
provides a range of social and community activities, creating jobs and opportunities 
for the local community as well as proving a popular tourist attraction. 

 

Figure 1: Forest of Marston Vale 



2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, 
form a recognizable economic corridor? If so: 

 What factors unite the area? 
 Would greater emphasis on corridor-wide planning and decision making benefit 

local communities and local economies? 
 Would that same emphasis on coordinated planning and decision making provide 

wider benefits for the UK economy? 
 Should adjacent towns and cities be incorporated into the corridor in terms of 

growth and infrastructure planning? 

 

Figure 2: The Oxford Cambridge Arc 

Benefits of area wide planning 

The concept of the Oxford-Cambridge corridor as an economic entity has existed for 
some time, but its realisation has been hampered by a lack of stable institutional 
frameworks to exploit its potential. A useful summary of the background is at: 

https://www.oecd.org/sti/inno/40049628.pdf 

https://www.oecd.org/sti/inno/40049628.pdf


Previous research has identified the potential of the corridor long before the current 
Local Enterprise Partnerships were formed. SQW Limited reported to the previous 
economic partnerships along the corridor in 2001: 

http://www.mkiobservatory.org.uk/Download/Public/1026/DOCUMENT/7202/Oxf
ord%20-%20Cambridge%20ARC%20final%20study%20.pdf 

The above questions have therefore largely already been answered.  The corridor 
has unique mix of assets that are already world-class in themselves, but which could 
perform better if the components were better linked. 

The identification of Milton Keynes and South Midlands as a growth area (MKSM) 
led to specific policy being adopted in 2005 that effectively modified the 3 Regional 
Spatial Strategies that previously provided the sub-national policy framework for 
development and transport.  Although the MKSM area did not include Oxford or 
Cambridge, several of the themes that emerged have shaped current policy and 
remain applicable in the consideration of the overall corridor.   

Whilst much has been made of Oxford, Milton Keynes, Northampton and Cambridge, 
little has been said on the role that Bedford will need to have in developing the 
corridor.  It is essential that the corridor is treated as a whole, not just the 3 or 4 key 
nodes.  We envisage that the Bedford area will have a key role both as a destination 
for those business activities that support the key academic and economic drivers and 
as the home location for families working in the corridor.  

Thinking about connections outside the immediate corridor, the arc conceptually 
extends to Reading and Swindon to the west, and to Norwich and Ipswich 
(Felixstowe) to the east. Similarly, Bedford is working with other LEPS and strategic 
agencies within the Strategic Alliance of England’s Economic Heartland.  

 

3. Describe your vision to maximise growth, maintain a high quality environment, 
and deliver more jobs and homes across the corridor over the next 30 years:  

 What does that mean for growth and infrastructure investment in your area? 
 What steps are currently being taken to realise that vision, and what more needs to 

be done? What value could new cross-corridor intercity road and rail links bring? 
How do these compare to other transport initiatives e.g. intra-city links, or wider 
infrastructure, priorities?  

Impact on growth  

Bedford Borough is proactive in planning for and delivering growth, despite concerns 
raised by the development sector.  We currently have unimplemented planning 
consents and plan allocations in place for 11,000 dwellings and are preparing our 
next Local Plan with a forward look to 2035.  The Local Plan process is currently 
considering proposals for 4 new settlements in the Borough before proposing a 
specific development approach.  To assist with the formulation of our development 
strategy we have also submitted a bid for funding to Government through the HCA 

http://www.mkiobservatory.org.uk/Download/Public/1026/DOCUMENT/7202/Oxford%20-%20Cambridge%20ARC%20final%20study%20.pdf
http://www.mkiobservatory.org.uk/Download/Public/1026/DOCUMENT/7202/Oxford%20-%20Cambridge%20ARC%20final%20study%20.pdf


under the recent Garden Villages initiative. The scale of ambition is high, with a 
number of separate and distinctive emerging opportunities each for 4-6,000 new 
homes in an area of search north of Bedford. 

Significant land allocated for employment use along the A421 corridor is ready for 
development, and some major investment is currently on site, however the full social 
and economic opportunity, linked to higher value added growth sectors, will not be 
realised without the required Oxford to Cambridge investment to help drive Bedford’s 
economy forward. 

Bedford’s vision 

Bedford Borough also has an ambitious programme of development projects under 
the One Public Estate initiative that have the potential to significantly enhance the 
attractiveness and vitality of Bedford town centre. 

Given that the Bedford area has: 

 Relatively low house prices compared to the region; 

 Significant local opportunities for business growth – both large and small; 

 Valuable assets that could be enhanced such as Bedford town centre and its 
riverside location, and 

 Rural surroundings that could provide the formal and informal environment to 
support growth and healthy lifestyles, building on the current provision of 
country parks and the community forest,  

Then Bedford is well placed to play a major role in maximising the potential of the 

corridor. 

Key factors that will also need to be incorporated in a corridor approach will be to: 

 Identify the corridor as a recognised and stable concept for longer term 
investment and marketing 

 Set common policies on water and energy conservation for example for the 
whole area 

 Build on the existing and proposed LEP and England’s Economic Heartland 
governance, prioritisation and delivery arrangements, taking account of any 
Combined Authority proposals that emerge. 
 

4. Are there lessons to be learnt from previous initiatives to maximise the 
potential of the corridor? 

Moving forward 

The previous work on the Oxford-Cambridge Arc referred to above clearly identified 
the fragmented and sometimes duplicated arrangements that had tried but failed to 
generate the uplift in performance of the corridor.  The main themes that perhaps 
remain most relevant today are those of: 



 Networking and Communications, and 

 Skills and Workforce Culture 

Whilst the focus of this submission is how to unlock economic growth, both these 
themes will also need to be considered if the knowledge based cluster concept is to 
develop. 

The MKSM Growth Area also recognised the potential of the central part of the 
corridor to contribute to the growth in the national economy.  Although this strategy 
disappeared alongside the Regional Spatial Strategies, it did provide a more 
strategic planning framework for growth than now exists. 

It is essential that LEPs and Local Authorities work together to ensure successful 
delivery of the “Growth Corridor”.  Bedford Borough Council is fully engaged in the 
work of the South East Midlands Local Enterprise Partnership and a response on 
behalf of the relevant 6 Local Enterprise Partnerships. 

 

5. Are you aware of any examples of UK or international good practice, for 
example in respect of new technology, local frameworks or the built 
environment that are relevant to this review? 

Developing good practice 

From Bedford’s perspective, in common with other areas we have suffered from 
residential and employment development sites stalling due to there being significant 
infrastructure requirements to overcome.  Some time ago we were able to determine 
the infrastructure needed to enable sites to be developed, but in the absence of 
public investment simply placing these requirements on the developments 
themselves made them uneconomic or slow to progress.  Recent experience in 
delivering the bypass to the west of Bedford shows how meaningful levels of 
investment and cooperative practices can help turn policy into delivery. Our recent 
successful delivery is based on working with the Homes and Community Agency in 
particular, using an early form of a revolving investment fund. 

Overall, we believe the corridor concept has much to offer the UK, and Bedford 
much to offer the corridor. 

Conclusions 

Bedford has a proven track record of bringing partners together to deliver 
investment. Coupled with an outward outlook and a willingness to embrace change 
and work collectively, we are looking forward to delivering a strong and prosperous 
economic future for Bedford.  

 

 

 



 

Figure 3: Bedford River Festival July 2016 
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Bedford to Milton Keynes Waterway Trust’s Response to Cambridge – Milton 

Keynes – Oxford ‘growth corridor’: call for evidence 

Introduction and context 

The Bedford to Milton Keynes Waterway Park is a potentially transformational project which will 

provide significant and wide-ranging benefits to the immediate locality and the wider region as a 

whole. It will run from the River Great Ouse in Bedford through the Marston Vale to the Grand 

Union Canal in Milton Keynes. It will be the first new waterway in the UK for 100 years and a 

huge source of interest and innovation. It will provide a key missing link in the wider regional 

Anglian waterway network thereby opening up major tourism opportunities and providing a 

significant boost to the local and wider economy and to the Marston Vale area in particular. In 

addition, the new link will bring with it the potential benefits for regional water management such 

as improved water storage and transfer as well as improved flood defences. The wider Waterway 

Park will provide significant new healthy lifestyle and leisure opportunities and, at the same time, 

increase biodiversity as it links major wetland sites. 

The Bedford to Milton Keynes Waterway Park Trust is a charitable organisation which, along with 

a wider Consortium of Local Authorities and other agencies, seeks to promote the project for the 

benefit of the wider sub region. Further information about the Trust, its background and 

achievements is set out in Annex 1, including contact details. 

The Trust’s current Business Plan estimates that the Waterway Park would probably take around 

10 years to implement. It will be a catalyst for regeneration and economic growth and require both 

public and private sector commitment and investment. It has the potential to establish major new 

tourism destinations around iconic features and thus attract investment. The Trust is developing an 

updated Business Case for the project to take account of its potential benefits and the nature of the 

delivery mechanism(s) it will require. In this respect a specific timescale for delivery of the 

waterway park is very difficult to predict. It is anticipated that some sections of the project will be 

developed as part of new commercial and residential development, however, without a cross 

boundary strategic planning framework, pressure to provide other planning-related benefits as part 

of such new developments has meant that contributions have been largely restricted to reservation 

of land parcels. If recognised strategically as infrastructure which can underpin growth in the 

Cambridge – Milton Keynes - Oxford corridor, then the timescale for development of delivery 

mechanisms and implementation of the project will be significantly enhanced. 
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The Trust’s response to the call for evidence is set out below 

3.1 

Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 

local economies and are perceived as highly desirable places to live. 

What have been the key drivers of that success? 

A range of factors have contributed 

 Proximity to London and good quality north – south transport routes. The corridor as a whole 

benefits from 3 north south motorways, the M40, M1 and M11 plus the A1. In addition, three 

north south rail routes run through the corridor, the West Coast Mainline, Midland Mainline 

and the East Coast mainline. All provide easy access to London for business, commuters and 

leisure. 

 Quality of academic institutions – Oxford and Cambridge are significant key drivers for 

growth and, in the middle of the corridor, both Cranfield and the Open University provide 

different but complementary bases for innovation the development of a skilled work force 

 The quality and range of housing available. The corridor provides a significant range of both 

urban and rural settlements with a range of high and rapidly growing housing supply. Milton 

Keynes in particular thrives on innovative approaches to new development and high quality 

social and physical infrastructure. 

What is holding back further growth and greater productivity? 

 Despite excellent north/south connectivity, the corridor lacks strong east – west connectivity 

and unifying themes. In particular tourism in the central section of the corridor lacks focus. 

Whilst Oxford and Cambridge are highly popular tourist destinations in their own right, 

Bedford and Milton Keynes are significantly less so. Whilst there are popular destinations 

such as Centre Parks, Whipsnade and Woburn there is no strong theme or product 

development which links potentially attractive places within the central section corridor, 

particularly in and around the Marston Vale through which the main east/west road and rail 

connections run. 

 The area benefits from a range of attractive green infrastructure particularly around rivers and 

canals. The Grand Union canal is a key feature in Milton Keynes and in Bedford the Great 

Ouse provides the town centre with an attractive riverside setting. However, there is no one 

factor which links the areas waterway heritage and its parklands. In the past the Marston Vale, 

at the heart of the corridor, suffered from a poor environment as a consequence of previous 

industrial activity. This is being countered by Forest of Marston Vale initiative which in itself 

would be significantly enhanced by a new waterway linking Marston Vale to Bedford and 

Milton Keynes providing new direct cycle and pedestrian routes through existing and 

potential new settlements. 

 A coordinated strategic/cross-boundary approach to planning for growth opportunities within 

the corridor is essential. In the absence of a comprehensive growth strategy there is a lack of 

incentive or certainty to unlock private and public sector investment. In addition to public 
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funding, private sector and landowner investment is key in delivering strategic infrastructure 

improvements.  This private sector investment is often released through commercial and 

residential developments. Without a secure planning framework to establish the priorities for 

growth, it is difficult for strategic development to be brought forward and deliver 

comprehensive infrastructure. 

In particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 

First, completion of East West Rail, both committed route improvements to Bedford and 

construction of new rail line to Cambridge. 

Second, the Bedford to Milton Keynes Waterway Park is the key element in a strategic 

transregional project linking the canals of the Midlands to East Anglia. It will provide significant 

and wide-ranging benefits to the immediate locality and the region as a whole. It will be the first 

new waterway in 100 years and a huge source of interest and innovation. Significantly it will, at 

last, provide a key missing link in the wider regional Anglian waterway network thereby opening 

up major tourism opportunities and providing a significant boost to the local and wider economy. 

In addition, the new link will bring with it the potential benefits for regional water management 

such as improved water storage and transfer as well as improved flood defences. The wider 

Waterway Park will provide significant new leisure opportunities, improve sustainable 

connectivity with new pedestrian and cycle routes and, at the same time, increase biodiversity as it 

links major wetland sites. 

The Trust’s current Business Plan points to the following benefits: 

 Improved connectivity, especially for walking, cycling and horse-riding with resulting 

reductions in emissions and health benefits from active modes of travel and recreation. The 

Waterway Park has the scope to act as a trigger for opening up a wide range of leisure 

opportunities focussing on healthy lifestyles, walking, cycling and water based sports. 

 Creating this link will close a significant gap in the regional waterway network and thereby 

place Bedford and the Marston Vale at the heart of the national waterway network  

 The ability to improve an underperforming rural economy opening new tourism opportunities, 

bringing visitors who stay in the sub region, new commercial opportunities in catering and 

accommodating visitors, marinas and spin off business 

 Opportunities to showcase innovation and grow business tourism. It will be the first new 

waterway for 100 years with significant opportunities for technological innovation and 

development 

 The benefits to regional water management. The waterway will create a major opportunity for 

improved water storage and transfer, improving flood defences and drainage at a regional 

level. It will create opportunities to create irrigation storage reservoirs to aid local farmers and 

landowners. Local clay from the construction of the waterway could be recycled to line the 

reservoirs 
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 The ability to increase biodiversity and safeguard rare species by linking major wetland sites, 

creating new habitats and parkland at a sub-regional level thereby increasing ecological 

resilience 

In addition, there may be opportunities to: 

 Use the Waterway infrastructure for district heating schemes and increasing mobile density to 

improve 4G and 5G connectivity in towns and cities. Towpaths have the potential to be used 

as conduits for fibre connectivity.  

 Open up opportunities for waterside development, both commercial and residential, thereby 

enhancing land value.  

 Provide sustainable urban drainage to help alleviate flood risk in newly developed areas 

 improve water quality using innovative approaches such as reed beds to remove phosphates 

 Contribute to cooling the urban environment and improving air quality and through increased 

green/blue infrastructure 

 Provide opportunities to create sustainable energy sources 

Does the corridor require better connectivity to other major centres of growth? 

Yes. The Waterway will provide links and improved connectivity both north towards Northampton 

and Birmingham and south towards Watford and London especially in relation to sustainable 

modes of travel and incorporating fibre and 4G/5G infrastructure in towpaths. 

3.2 

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 

recognizable economic corridor? If so: 

What factors unite the area? 

Oxford and Cambridge are powerful entities in their own right. Milton Keynes and Bedford cannot 

at present fully exploit economic links with the cities at either end of the corridor (or each other) 

due to the lack of east west strategic infrastructure connections. Thus there are few strong linkages 

in the central part of the corridor. Both Bedford and Milton Keynes have much stronger north 

south links than links across the corridor. 

Would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? 

Yes. More coherent strategic planning would benefit local communities and economies, along the 

lines of the Northern Powerhouse for example. It is crucial that a strategic planning framework for 

the corridor is developed. This will provide both the public and private sector with the certainty to 

commit funding and investment into infrastructure improvements such as the Waterway Park, 

including where these are delivered through development proposals within the corridor. 

Would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy?  
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Strategic planning can bring about benefits at both a national and local level. Delivery of the 

Bedford to Milton Keynes Waterway Park could have both economic and environmental benefits 

beyond the immediate locality simply because it will close a significant gap in the national 

waterway network. 

Should adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning?  

No comment 

3.3 

Describe your vision to maximise growth, maintain a high quality environment, and deliver 

more jobs and homes across the corridor over the next 30 years: 

What does that mean for growth and infrastructure investment in your area? 

The Bedford to Milton Keynes Waterway Park has the potential to help maximise growth and 

maintain a high quality and sustainable environment. Unlike much other infrastructure which 

improves travel times between destinations, the Waterway Park has the opportunity to drive 

significant growth by being a destination in its own right at the heart of the growth corridor. 

Within the former counties of Bedfordshire, Buckinghamshire, Northamptonshire and Oxfordshire 

the existing canal network attracts over 6.5m visitors p.a. with an annual spend of c. £30m 

supporting the equivalent of c. 900FTE jobs. Where towpaths are used as conduits for fibre the 

network acts as an ‘Information Superhighway’ and is also a source for thermal energy generation 

and cooling.  Waterside locations in these areas have resulted in the creation of attractive and 

healthy places to live, with consequent increased investment and spend on leisure activities. 

Improvements to waterways have been demonstrated to underpin economic prosperity. 

Rural tourism has experienced strong growth in England in recent years, with new activities and 

experiences attracting domestic visitors. Rural trips have grown by roughly 1m a year since 2006, 

accounting for 22% of domestic leisure trips. Many visitors visit their own region: in 2012, 34% of 

overnight visitors and 70% of day visitors to the East of England area came from the East of 

England itself (1). 

The ‘great outdoors’ is a key tourism driver; in 2012, 37% of overnight trips related to outdoor 

recreation, equating to a figure nationally of £10 billion (2). It is suggested that walking tourism 

supports 245,500 FTEs and the cycling economy 23,000 direct FTEs (3). The more popular types 

of short breaks that visitors are seeking include cycling and glamping; connecting with nature, wild 

life walks and so on are also proving popular with families (4). 

The Waterway Park would provide a particular opportunity to develop and promote water-based 

leisure activities. A study into the economic potential of the River Great Ouse noted that 25% of 

England’s population who visit the countryside visit inland waterways, accounting for 65 million 

annual trips, and 53% of people living within 15km of an Environment Agency waterway use their 

local river for angling, water sports, boating or informal recreation (5). 

The Trust is currently seeking to update an economic impact study undertaken by SQW in 2009 

and significantly broaden it to encompass potential environmental and social benefits. The 2009 

study pointed to significant economic benefits 
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Economic impact  Estimated scale of 

impact  

Comment  

Employment creation  2,370 to 2,925 person-

years of employment  

A one-time impact  

Property uplift  £45 million increase in 

property values  

A one-time impact based on 

1,500 housing units 

benefitting from improved 

amenity.  

Visitor economy: Waterway 

with towpath and picnic sites  

42,400 to 84,800 day and 

tourist visitors  

Gross spend of £813,436 

to £1.6 million  

Estimates of visitor economy 

activity with only minimal 

accompanying infrastructure. 

Visitor economy: Waterway 

with towpath and picnic sites, 

and marina/basin 

development  

75,000 to 150,000 day 

and tourist visitors  

Gross spend of £2.1 

million to £4.2 million  

Estimates of visitor economy 

activity with the addition of 

marina facilities and other 

waterside services. 

Visitor economy: Waterway 

with towpath and picnic sites; 

marina/basin development 

and Iconic attraction at  

Brogborough  

500,000 to 750,000day 

and tourist visitors  

Gross spend of £13.8 

million to £20.7 million  

Estimates of visitor economy 

activity with the addition of a 

high-quality iconic structure at 

Brogborough Hill. 

Source: SQW (6) 

In summary, when completed the Waterway Park was predicted to generate a gross annual visitor 

spend of between £16.7m - £26.5m.  The Trust believes that updating and broadening this study 

should be a vital element of any examination of the drivers of growth in the Cambridge/Milton 

Keynes/Oxford corridor but this is currently subject to raising funding to cover the costs. 

What steps are currently being taken to realise that vision, and what more needs to be done? 

The project is already supported and promoted by the Bedford to Milton Keynes Waterway Trust 

and the wider Consortium of partners including Local Authorities along the route, SEMLEP, the 

Environment Agency, Canal and River Trust and two charitable Trusts, the Forest of Marston Vale 

and Milton Keynes Parks Trust. The Milton Keynes section of the Waterway was entered into Big 

Lottery Living Landmarks and was shortlisted (credible and fundable) but a runner up. It did 

benefit from an award of £250k which helped establish the route and cover the cost of initial 

engineering drawings for sections. There has already been investment in infrastructure along the 

route with a £1m underpass created under the A421 in Marston Vale and Bedford Borough’s 

planned Innovation Park, which will deliver a kilometre of waterway, in the form of a balancing 

pond. The Trust is working with landowners and developers with interests along the route to 

ensure the project is integrated into plans for new development. Although it has limitations on 

funding, the Trust has appointed a part time Programme Manager, the Consortium has invested in 

new promotional material and the Trust is intending to develop a Business Case for the project 

subject to raising funding. 
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There are significant opportunities for strategic growth in this part of the corridor between Milton 

Keynes and Bedford which could help deliver considerable sections of the Waterway Park. A 

strategic planning framework is necessary to identify the growth priorities for the area and provide 

a platform for such opportunities to be pursued. 

What value could new cross-corridor intercity road and rail links bring? How do these 

compare to other transport initiatives e.g. intra-city links, or wider infrastructure, 

priorities?  

With improved growth and connectivity between Cambridge/Milton Keynes/Oxford, the addition 

of the Waterway Park will provide an opportunity for families, young scientists/engineers and 

professionals not only to live, but also to access weekend leisure activities, thereby re-investing in 

the local economy. 

3.4 

Are there lessons to be learnt from previous initiatives to maximise the potential of the 

corridor? 

The new town of Milton Keynes is the best example of establishing new settlements and delivering 

economic growth via the strategic planning and use of major water bodies and river valley 

parkland and positively managing them to create a successful and sustainable environment. 

Previous regional and sub-regional planning policy prior to 2011 provided a strategic platform for 

growth initiatives to be brought forward. This included the proposition of an Eco Town in the 

Bedford to Milton Keynes corridor.  This eco-town was recognized as one of the best private 

sector bids submitted and was successfully shortlisted. Whilst the proposals were innovative and 

well considered in their approach to achieving growth in the corridor, the scale of development – 

around 15,000 homes - was not well received locally. Strategic growth potential within this 

corridor can still be realized with a reduced scale of development that is sympathetic to existing 

settlements whilst also delivering the much needed infrastructure investment, including for the 

Waterway Park. With a supportive strategic growth framework in place, public/private 

partnerships would be able to work more positively with local communities to deliver coordinated 

growth and infrastructure that would also deliver tangible community benefits and secure greater 

public support. 

3.5  

Are you aware of any examples of UK or international good practice, for example in respect 

of new technology, local frameworks or the built environment, that are relevant to this 

review? 

The waterway has the potential to provide a source of major innovation in relation to water 

management, the development of new waterways and the benefits of waterway networks. 

Brogborough Hill, on the route of the Waterway Park has the potential to bring innovation and 

investment to an iconic mechanism which can resolve the transportation of waterway traffic over 

the hill and be a huge source of interest and economic benefit in its own right. Lessons can be 

learned from the Falkirk Wheel and the Kelpies on the waterway network in Scotland which 

receives over half a million visitors a year. Brogborough Hill is a mile from Junction 13 of the M1, 
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50 miles from London and within a 2 hour drive of 50% of the UK population so the potential for 

tourism as well as engineering innovation is enormous. 

Footnotes 

1. England’s Countryside: What are the opportunities? (Visit England 2012) 

2. Reconomics: The Economic impact of Outdoor Recreation 2014 

3. The Economic Contribution of Outdoor Recreation. The Evidence. Sport and 

Recreation Alliance (2014) 

4. Domestic tourism leisure trends for next decade. Visit England 2013. 

5. Quoted in Bedford Waterspace Economic Impact and Opportunities Study. 2011 

6. Bedford and Milton Keynes  Waterway, Economic Impact assessment, SQW 2009 
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Annex 1 -Bedford to Milton Keynes Waterway Park Trust – Background 

The Bedford & Milton Keynes Waterway Trust was established in 1995 to promote and assist in 

the provision and maintenance of a new 16 mile long Waterway Park connecting the Grand Union 

Canal in Milton Keynes to the River Great Ouse in Bedford 

Main Achievements 

Since 1995 the Trust and its partners have built up significant public support for the project. Over 

£2 million has been raised and invested by partners in essential technical studies since 2001. 

The Waterway Park was judged the top waterway project for ‘Strategy and Masterplanning’ and 

received a special award for ‘Outstanding Achievement’ from the Waterways Trust at their 2011 

Waterways Renaissance Awards. 

The Trust works with partners through the Bedford to Milton Keynes Waterway Park Consortium, 

which was formed in 2010 and is made up of the following members: 

 The Bedford & Milton Keynes Waterway Trust 

 Bedford Borough Council 

 Canal & River Trust 

 Central Bedfordshire Council 

 Environment Agency 

 Forest of Marston Vale Trust 

 Milton Keynes Council 

 Milton Keynes Parks Trust 

 SEMLEP 

Nominated members from each organisation meet twice a year as a Consortium Board to review 

progress on the project. The meetings are chaired on a rotating basis by the three council elected 

representatives. 

The Consortium and the Trust have set up a Joint Programme Executive made up of an appropriate 

technical representative from each member of the Consortium and is chaired by the Chair of the 

Bedford & Milton Keynes Waterway Trust. Meetings take place four times a year. 

The Trust has a trading arm called Bedford & Milton Keynes Waterway Enterprises Ltd which 

operates a boat cruising business in Bedford promoting the Waterway and providing an income for 

the Trust. 

Project Delivery Plan 

Over the past five years the Trust and its partners have successfully integrated the project into all 

key local and regional strategies.  Line and level studies have been undertaken for over a third of 

the route and planning approval obtained for a quarter of the route. The concept of building in 

sections had been developed as a pragmatic way of tackling an ambitious but deliverable project. 

This work is documented in a Project Delivery Plan, updated regularly and last published in 

November 2014. 
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The Trust has recently restructured its Board to strengthen its strategic focus and ability to work 

with partners and has appointed a part time Programme Manager. Over the next 18 months the 

Trust aims to develop an updated Business Case for the whole project and an implementable 

Programme Plan so that the questions of where, how and when delivery can be achieved are much 

clearer. The Business Case will focus on the economic, environmental and social benefits which 

the project can bring to the Cambridge – Milton Keynes- Oxford corridor but is, as yet, not fully 

funded. 

Contact Details: 

Jane Hamilton, Chair BMKWT 

[Contact details redacted]

mailto:jane.hamilton@b-mkwaterway.co.uk
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Annex 2 - Map of the Route 
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5th August 2016 
 
Organisation background and overview 
 
Milton Keynes Chamber of Commerce was established in July 2013. Following a lengthy selection 
process, the British Chambers of Commerce gave the go-ahead to Northamptonshire Chambers of 
Commerce to set up Milton Keynes Chamber of Commerce3. 
 
Over the past three year, Milton Keynes Chamber has gone from strength to strength with 
approximately 400 businesses in membership representing close to 20% of borough’s workforce. 
 
The composition of Milton Keynes Chamber’s memberships encompasses sole-traders through to 
multinationals across a broad array of sectors from manufacturing and engineering to professional 
services and Information Technology. 
 
Northamptonshire Chamber of Commerce encompasses around 1,000 business across the county 
that equates to roughly 33% of the workforce4. 
 
Northamptonshire represents a broad-cross section of business from logistics and automotive 
through marketing and telecommunications. These businesses range from sole-traders through to 
1,000+ corporations. 
 
Milton Keynes and Northamptonshire Chambers of Commerce are unique throughout the accredited 
Chamber network, this is because both Chambers operate a dual membership at a discounted rate5.  
This means that businesses can operate a primary and secondary membership with either Chamber. 
Essentially this enables businesses to promote themselves across both Milton Keynes and 
Northamptonshire. 
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3.1 
Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local 
economies and are perceived as highly desirable places to live. 
 
What have been the key drivers of that success? 
 
Key drivers for success have been; high GVA per worker output; high level of contribution to the 
exchequer through taxes; a highly skilled and well paid workforce; strong driver of innovation; some 
of the fastest population growth rates throughout the UK; as well as some of the highest business 
start-ups rates in the UK with Milton Keynes particularly, seeing twice the national average of 
business starts6.   
 
This corridor is home to highly specialist specialism including, advanced manufacturing, automotive 
engineering, and high performance technologies.  
 
Relatively high skill levels across the corridor, 32% of all residents aged between 16-64yrs have a 
level 4 of above qualification, this is compared to an average of 30% for England and Wales. 
 
Also, collaborative working between regional LEPs, local authorities and Chambers of Commerce 
have all helped contribute towards the success.  
 
What is holding back further growth and greater productivity? 
 
Whilst Oxford, Milton Keynes and Cambridge all represent high growth cities, the Government must 
act to give these cities the support they need in order to avoid constraining growth. Policy that are 
currently been put into practice in cities such as Sheffield and Manchester must be employed here in 
order for these cities to thrive and maximise their growth potential. 
 
Devolution deals such as those that are in effect in Sheffield and Manchester that enable long term 
strategic transport funding models to take place would be welcome. This would help expedite plans 
at a local level7.  
 
Key challenges faced by these three cities are; increased pressures on the existing transport 
infrastructure, resulting in congestion; increased demand for housing and particularly the lack of 
affordable housing; and skills shortages and residents with low skill levels8.  
 
Whilst Milton Keynes is well connected via the road and rail network, with increased population 
growth and a high percentage of commuters that travel to area from distances of up 40km, there 
will be an estimated 60% increase in congestion over the next 20 years. Existing infrastructure 
developments are only estimated to have the capacity to sustain a 25% increase9.  
 
There is also a perception amongst businesses that whilst connections are great going from North to 
South, connections East to West to the “great seats of learning and technical innovation” i.e. Oxford 
and Cambridge are not satisfactory.  
 
In particular, what planned or new infrastructure improvements would best support sustainable 
growth and promote innovation over the long-term? 
 
With the West Coast Main Line already offering frequent and fast rail services to London, the 
Midlands and the North West, HS2 will free up capacity on the West Coast Main Line.  
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Completion of the A421 Expressway (see Fig.1) will be essential in providing fast paced transport 
between Oxford, Milton Keynes and Cambridge10. These national infrastructure investments will 
provide the spine for the arc11, not to mention enabling Milton Keynes to form the hub of this arc. 
In addition, the completion of the East-West Rail route (see fig.2) is vital to ensure the continued 
growth of the arc cities. It is anticipated that the East-West Rail will deliver significant economic, 
social and environment benefits to Bedfordshire, Buckinghamshire, and Oxfordshire and beyond12.  
 
Fig.1 

 
 

 
Furthermore, this will enhance connections between major centres of economic activity and growth 
as well as giving businesses and employer’s access to a wider base of labour, talent and skills. In 
addition it will make key centres of growth more attractive, boosting business growth and attracting 
new business and inward investment.  
 
The past success of Milton Keynes has been down to placing emphasis on Infrastructure before 
Expansion (I before E)13, as one the country’s most rapidly growing cities there is now strain on 
existing infrastructure. This infrastructure development, such as those mentioned above, as well as 
housing development is critical not only for the continued prosperity of Milton Keynes but also the 
corridor as a whole.  

Furthermore, connectivity from the corridor through to Southampton and Felixstowe also needs to 

be considered - some of the highest value and growth sectors in the corridor such as advanced 

manufacturing and the automotive sector require reliable and fast journey times between their 

plants and ports. 

Does the corridor require better connectivity to other major centres of growth? 
 
It’s absolutely vital that the Government make a decision on airport expansion in the South East to 
address the issue of runway capacity in the South East. This needs to be done sooner rather than 
later as there have already been two delays since the Davies Commissions Report was published 
back in July 2015.  
 
Now more than ever at a time of uncertainty, when the Government wants to reassure the business 
community on its commitment to invest in strategic infrastructure for the long-term, further delays 
are unacceptable. 
 
 
 
 
 

Fig.2 
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3.2 
Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognizable 
economic corridor? If so: 
 
What factors unite the area? 
 
As was highlighted in the organisational background and overview on page 1, there is a distinct offer 
from both Chambers which create linkages and unite both business communities, throughout the 
borough of Milton Keynes and the county of Northamptonshire.  
 
This is demonstrated by the fact that there are, at the time of drafting this response, 107 member 
businesses that are dual members of both Chambers.   
 
High GVA per worker and growth in GVA per worker also unite these three (Oxford, Cambridge and 
Milton Keynes) distinctive areas. This is illustrated by the recent Centre for Cities Report. Average 
GVA per worker across these three areas stands at £59,226 with average percentage growth rate per 
worker at 29.66%14. 
 
Critical the continued growth of the UK is the generation of much needed private sector jobs where 
Oxford, Milton Keynes and Cambridge excel. From 2010-14 they averaged around 15% private sector 
jobs growth. Cambridge and Milton Keynes also rank in the top 20 of UK cities for share of 
Knowledge Intensive Businesses Services (KIBS)15. 
 
Furthermore, Oxford, Cambridge and Milton Keynes also provide twice as much in economy taxes 
per worker as is paid out to them in Government expenditure16.  
 
In a recent report by the Government for Science it highlighted based on the characterisation of the 
“UK systems of cities” that London cannot function alone and relies on cities such as Oxford, 
Cambridge and Milton Keynes for its continued growth17. 
 
Whilst both Oxford and Cambridge Universities are undertaking world-class research on driverless 
vehicles and smart cities, Milton Keynes is providing a real-life test bed for these technologies. This is 
being carried out through the Transport Systems Catapult based in Milton Keynes, the autonomous 
test track facility currently under development at Cranfield, and Millbrook as a centre for testing low 
carbon transport technologies. This places the arc front and centre of would class research in cutting 
edge transport solutions18.  
 
Milton Keynes Futures 2050 Commission places emphasis on building stronger partnerships across 
the arc in order to shape a globally competitive single knowledge-intensive cluster19.  
 
Would greater emphasis on corridor-wide planning and decision making benefit local communities 
and local economies? 
 
Foundations for greater decision-making are already in place via the South East Midlands Local 
Enterprise Partnership (SEMLEP) and Northamptonshire Enterprise Partnership (NEP). 
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In addition the Fast Growth Cities Group via the Centre for Cities20 incorporates Oxford and 
Cambridge.  
 
Furthermore the England’s Economic Heartland (EEH)21 initiative combining Buckinghamshire, 
Oxfordshire and Northamptonshire through strategic transport and infrastructure proposition 
provides the framework for greater corridor-wide planning. EEH has a combined population of 1.9m 
and an economy valued at £46.6bn. EEH principle tasks were to address barriers to delivery of 
growth such as strategic transport and infrastructure, skills and strategic economic development as 
well funding certainty. These work streams would complement and support the individual Strategic 
Economic Plan (SEP) and other key spatial and planning strategies across the new geography22. 
 
Would that same emphasis on coordinated planning and decision making provide wider benefits 
for the UK economy? 
 
There should be greater emphasis placed on local government coordination as well as between local 
and central government, in addition to national delivery bodies such as Highways England, Network 
Rail, the Homes and Committees Agency and utility companies. This would maximise the growth 
potential of those situated along the corridor as well as boost national productivity and growth. In 
addition joined-up thinking would also streamline the decision making process, making it more 
efficient as well making cost savings.  
 
Should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning? 
 
It’s the view of both Chambers of Commerce that Northampton has a critical role to play in the 
success of this arc. Given, as already mentioned that our membership overlaps across both areas. In 
addition, the overlapping LEPS – SEMLEP and NEP – also strengthen the case for Northampton to be 
considered as part of wider infrastructure planning across the corridor. 
 
Based on the Centre for Cities Fast Growth Cities Report, we believe that Swindon should also be 
given consideration when reviewing this corridor. Swindon which performs strongly on a range of 
economic indicators, including productivity and knowledge based jobs makes, not to mention their 
strong position for growth going forward. Finally Oxford and Swindon already have close ties 
through specialist sectors such as automotive. All of this makes Swindon an ideal fit to be part of the 
corridor in term of infrastructure planning. 
 
3.3 
Describe your vision to maximise growth, maintain a high quality environment, and deliver more 
jobs and homes across the corridor over the next 30 years: 
 
What does that mean for growth and infrastructure investment in your area? 
 
Milton Keynes over the past 10 years has gradually seen housing become more unaffordable, the 
borough seeing a 16% increase in prices over the past two years, a 9% greater increase when 
compared to London. Affordable homes have been one of the key attractions for Milton Keynes 
historically, especially as it meets demand spill over from London. Furthermore losing the lower 
living costs advantage is likely to impede on Milton Keynes’s ability to attract people to the area, 
impacting on growth. 
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Enabling places like Milton Keynes, and other fast growth cities such as Oxford and Cambridge 
greater flexibility to borrow through the Housing Revenue Account would alleviate some of the 
barriers to build more affordable housing.   
 
What steps are currently being taken to realise that vision, and what more needs to be done? 
 
Milton Keynes Futures 2050 Commission has taken steps to address the fact that Milton Keynes does 
not have a higher education institute is to establish MK:IT, which will be a 21st Century university – 
offering a mix of academic and vocational opportunities, which will be underpinned by a global 
research programme shaped by around 20+ global technology companies. This will be at the heart of 
the cluster of high-performing universities in the Cambridge-Milton Keynes-Oxford arc. This will help 
lead the UKs effort to compete in the advanced industries driving global economic growth23. 
 
MK:IT in concert with Cambridge & Oxford (both of which are ranked consistently in the top 5 
Universities in the world24), Cranfield (a leader in post-graduate courses in engineering25), the Open 
University as well as the University of Bedfordshire will provide a research and development 
resource unmatched in Europe.  
 
What value could new cross-corridor intercity road and rail links bring? How do these compare to 
other transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 
 
East-West Rail is forecast to create 12,000 new jobs and boost regional GDP by up to £38m per 
annum in addition to supporting planned economic and housing growth26. This rail route will also 
enhance connections to major centres of economic activity and growth including Aylesbury, Milton 
Keynes, Bedford, Bicester, Oxford, and Science Vale UK in South Oxfordshire27.  East-West Rail 
responds to growth in demand for rail travel which has doubled in twenty years. Finally, it will offer 
an alternative to journeys by road, thus helping reduce traffic congestion and CO2 emissions28.  
 
In particular the East-West Rail (Western Section) has an impressive benefit to cost ratio of 6.3 to 1, 
meaning that every £1 of money invested will return £6.30 in financial benefit29.   
 
In the autumn last year Highways England commissioned WSP Parsons Brinckerhoff, Halcrow, and 
Steer Davies Gleave to study the economic benefits of the proposed Oxford-Cambridge Expressway, 
which is due to report in the autumn this year. This study was principally designed to improve 
connectivity between Oxford and Cambridge, extending to the A43 and as far as the M4. This study 
will look into the use of existing roles and where possible make recommendations to fill in missing 
links. Highways England have already identified gaps particularly between the M1 at Milton Keynes 
and the M40 near Oxford. 
 
The benefits via this expressway would be significant, by connecting some of the country’s fastest 
growing conurbations it would continue to enhance their respective growth potential as well as 
helping improve housing growth, not to mention bringing wider economic benefits. 
 
We argue that forging closer links between Oxford and Cambridge as well as incorporating Milton 
Keynes could create a competitor to Silicon Valley. The region itself has huge potential, but the 
67mile gap between Oxford and Cambridge feels a great deal more given the lack of suitable 
transport. This corridor has the potential to provide the necessary mechanisms for Oxford, 
Cambridge and Milton Keynes to become greater than the sum of their parts by creating a high-tech, 
highly productive and high employment powerhouse to fuel not only regional economic growth but 
nationally as well.  
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3.4 
Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 
 
The English Partnerships Initiative launched by John Prescott, which failed to properly engage with 
local committees and suffered from a democratic deficit. Furthermore it was also too property 
orientated30. 

The current push for the formation of Combined Authorities is understandable for urban areas 

centred on big cities, but it is not the only model for strong governance, accountability and 

accelerated delivery and growth. Whilst work is underway for the formation of a Sub-National 

Transport Body, England’s Economic Heartland, it would be wrong for the corridor to be penalised 

and constrained in delivering genuinely high levels of growth for the country by developing its own 

successful models for planning, delivery and growth. We do and will continue to work collaboratively 

locally and with national partners to accelerate delivery and growth.  

3.5 
Are you aware of any examples of UK or international good practice, for example in respect of 
new technology, local frameworks or the built environment that are relevant to this review? 
 

 Victoria State Government, Australia (Growth Corridor) 

 The Eindhoven-Leuven-Aachen Triangle (ELAT) 

 The Randstad 

 The Rhine-Ruhr 
 
In June this year two private sector businesses – CityFibre and dbfb communications – announced a 
partnership to enable Milton Keynes and Northampton to join the UKs growing ranks of Gigabit 
Cities.  A Gigabit City is one in which a state-of-the-art pure fibre optic infrastructure is made 
available to everyone, transforming the digital capabilities of local government, businesses, mobile 
network operators and ultimately residents. 
  
With over 216km of pure fibre infrastructure available in Milton Keynes and Northampton, CityFibre 
has partnered with dbfb, a leading internet service provider based in Northampton but with national 
reach, to offer businesses affordable next-generation internet services up 100 times faster than the 

UK’s average speeds. 
  
Both CityFibre and dbfb are making a significant investment to provide businesses in the region, with 
an expected growth rate of 4.7% this year, to have some of the fastest internet speeds anywhere in 
the world. This will further boost Milton Keynes and Northampton's ability to attract inward 
investment. 
  
Note: Both CityFibre & dbfb are members of both Northamptonshire and Milton Keynes Chambers 
of Commerce. 
 
Also, there’s a case study in two regional Chambers (Milton Keynes Chamber of Commerce and 
Thames Valley Chambers of Commerce) coming together to lobbying over regionally significant 
infrastructure projects, an example of which was the Western Rail Link to Heathrow (WRLtH) which 
was under threat due to Network Rail’s Control Period 5 spend. This rail link connecting the west to 
Heathrow will improve journeys to the UK’s busiest airport and help increase economic productivity 
across Thames Valley31.  
 
Finally, an example of recent good practice is when an inward investor from Turkey recently 
enquired about setting up a premises in Milton Keynes. As a result during this visit organised by 
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Milton Keynes council set-up a meeting between key strategic partners and in the area to present to 
the business delegation from Turkey. Key strategic partners included; MK: Smart; SEMLEP; financial 
and legal experts (both of whom were SEMLEP envoys); as well as Milton Keynes Chamber of 
Commerce. 
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National Infrastructure Commission: Call for Evidence  

Cambridge – Milton Keynes – Oxford ‘growth corridor’ 
 

Response from Buckinghamshire County Council, Aylesbury Vale District Council, 

Wycombe District Council, Chiltern District Council and South Bucks District Council  

 

Aylesbury – the next growth hub 

 
Large scale and ambitious growth, including transformative infrastructure is already planned for 

Buckinghamshire.  The planned growth for Buckinghamshire is expected to be in the region of 50,000 

homes with somewhere in the region of 30,000 of these expected to be delivered in Aylesbury Vale by 

2033.  This scale of growth will take Aylesbury Vale to a similar size as the current Milton Keynes or 

Northampton. It is not just the scale of growth which is significant but also the pace – if national 

housebuilding matched Aylesbury Vale’s rate, England would have built 314,609 homes in the last year, 

exceeding all its targets1.   

 

These aspirations are not purely based on population projections, but also on a demonstrable track record 

of delivering housing completions.  Since 2010 there have been 5,660 houses completed in Aylesbury 

Vale, which represents a 7.6% increase in housing stock and makes this the 5th fastest rate of 

housebuilding in England2.  

 

In comparison with all the other districts in the Oxford to Cambridge Corridor, Aylesbury Vale performs well 

on all statistics relating to housing growth (see Appendix 1)3.  It does not compare so well on economic 

data (see Appendix 2). However, BTVLEP were successful with a multi-site Enterprise Zone application 

covering Silverstone, Arla/Woodlands and Westcott which have the potential to provide over 8,000 jobs in 

the key economic sectors of space, advanced manufacturing and agri-food.  Proposals for the initial stages 

of development at Westcott have achieved planning permission for 25,000 sq ft of Grade A warehouse 

accommodation and part of the Woodlands site is the subject of a planning application which includes over 

100,000 sq m of employment space.  

 

Effective partnership working is leading to inward investment and delivery of some key infrastructure, 

including key sections of an Aylesbury Ring Road.  Significant effort is being made to progress England’s 

Economic Heartland, which stretches across the Oxford-Cambridge corridor, and there is political 

leadership and commitment to progress a Sub-National Transport Body.  There could be more effective 

                                                
1
 Calculated using DCLG Housing statistics – Table 253a - https://www.gov.uk/government/statistical-data-sets/live-

tables-on-house-building  
2
 DCLG Housing statistics – Table 253a - https://www.gov.uk/government/statistical-data-sets/live-tables-on-house-

building  
3
 Refer to tables in Appendix 1  

Do you know? 

 Which local authority in the corridor had the strongest recent growth in both population and 

housing stock?  

 Where the UK Space Agency is investing £4.12m? 

 Where almost 30,000 homes are expected to be built by 2033? 

 

It’s not Oxford, or Cambridge or Milton Keynes but Aylesbury Vale.  

https://www.gov.uk/government/statistical-data-sets/live-tables-on-house-building
https://www.gov.uk/government/statistical-data-sets/live-tables-on-house-building
https://www.gov.uk/government/statistical-data-sets/live-tables-on-house-building
https://www.gov.uk/government/statistical-data-sets/live-tables-on-house-building
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partnership working if the process for delivering infrastructure projects was streamlined and consistent 

across government. We have come to this conclusion as a direct consequence of the delays to the delivery 

of East West Rail (EWR). 

 

Yet there is concern for the County’s economic performance which for many years has been strong but is 

showing signs of decline in comparison with many other LEP and local authority areas, making our ability to 

compete in global markets harder.  The declining economic performance is largely a reflection of the area’s 

lack of connectivity to the strategic road and rail networks.  The economic benefits of high connectivity, 

through improved journey times and agglomeration affects lead to positive consequences for productivity – 

these are built into the calculations of economic benefits of transport proposals and supported by the 

submission by England’s Economic Heartland.  Yet Buckinghamshire has the potential to act as an 

economic hub.  Its location marks the intersection of both east-west and north-south routes with 

Buckinghamshire an integral part of the corridor from Milton Keynes to Oxford as well as to the highly 

productive Thames Valley along the M4 Corridor to Reading.  

 

The evidence shows that there are significant inadequacies in the existing infrastructure which restrict 

opportunities for economic growth. The local authorities in Buckinghamshire have delivered growth as best 

as we can but we now need a step change in investment in order to realise our economic potential and to 

continue to deliver planned future growth.  This would make a significant contribution towards the economic 

success of the Cambridge – Milton Keynes – Aylesbury – Oxford ‘growth corridor’.  

 

The current scale of growth and delivery has been achieved with very little public investment compared to 

other local authority areas 4.  However, to deliver the scale of the projected housing and jobs growth and 

maintain the existing delivery rates for the next 15 years significant investment is needed which is beyond 

the capacity available to existing organisations. The key agencies are therefore working together to 

determine the long term infrastructure needs, which will be completed early next year and it is hoped that 

the opportunity for Aylesbury to be awarded Garden Town status will assist significantly in this respect. In 

addition, The Bucks Infrastructure Investment Plan has been approved by BTVLEP partners.  

 

At the same time as having an ambitious growth agenda we appreciate and value our special environment 

and quality of life.  These contribute to making Buckinghamshire special and a desirable place to live.  In 

some places, such as Aylesbury, the scale of growth gives us the opportunity to enhance places and 

increase their attractiveness.  Aylesbury will be the subject of a Garden Town proposal with local partners 

seeking to use the opportunity of its expansion to re-shape the settlement to create a vibrant and desirable 

place to live and work.  

 

We do know that future infrastructure investment will be critical but it must benefit Buckinghamshire, and 

not solely achieve national strategic objectives.  The County is currently managing the impacts of several 

strategic infrastructure projects – HS2, Western Rail Access to Heathrow (WRatH), M4 Smart Motorway 

and Crossrail – all of them will bring disruption and change the county permanently.  Each one of these 

projects has been developed in isolation and each one has a direct impact on the county but brings little if 

any benefits.  New strategic infrastructure, whether it is an Expressway or other investment, needs to 

significantly benefit Buckinghamshire, the Cambridge - Oxford Corridor and UK plc. Buckinghamshire has 

seen the need to provide strategic leadership on a cross border basis and played a leading role in the 

establishment of the England Economic Heartland strategic alliance which is now starting to develop the 

co-ordination of strategic transport planning from Cambridge - Oxford.   

 

   

 

                                                
4
 Centre for Cities  
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A journey through Bucks – a case study of growth and opportunity 
 

As part of our assessment of the options being investigated by the Highways England Strategic Study on 

an Oxford to Cambridge Expressway, BCC, as the Transport Authority, favour investment in the corridor 

along the A329/A418 linking Oxford/M40/Thame/Aylesbury and Milton Keynes.  The key reason for 

selecting this corridor is the anticipated housing and economic growth that is likely to be focused along this 

corridor, but also the appreciation that lack of connectivity is a critical barrier to realising the economic 

potential of this area.  By selecting a corridor with a high level of expected growth, this would hopefully 

ensure that any infrastructure investment would maximise the return on investment through the creation of 

new homes and jobs.  This corridor was also one identified by the work commissioned by the Rees Jeffreys 

Road Fund into England’s Major Roads, which seeks to map out a major road network for 2040.  The 

preliminary network identifies how this corridor forms part of a sub-national route that stretches to Swindon 

beyond Oxford and from Cambridge onto Felixstowe.5  

 

Whilst the Highways England Strategic Study into an Oxford-Cambridge Expressway has identified that 

Buckinghamshire is the “missing gap” for expressway roads along the corridor, we are not content to wait 

for these proposals to take shape.  We have submitted a bid to DfT for Local Majors funding for a feasibility 

study to assess what improvements would be needed along the A418 corridor to purposefully commence 

the development of a strategy that will improve connectivity along it as well as facilitate the long term 

expected growth along this corridor.   

 

Starting in the west from Oxford, we looked at the planned growth and also what options for growth had 

been investigated.  Oxford is constrained in terms of its housing growth potential due to a lack of land within 

its borders for new developments.  It is reliant on adjoining Councils to accommodate some of its identified 

housing needs.  South Oxfordshire (on the western Bucks border) is currently out for consultation on its 

Local Plan.  It has previously considered strategic locations for new housing, with three of these (Lower 

Elsfield, Wick Farm, Thornhill ) being close to the Buckinghamshire border and the fourth (south of 

Grenoble Road)  just to the south of Oxford.  Whilst South Oxfordshire has not selected any of these as a 

preferred location for new housing it is indicative of the potential for additional growth in these locations 

between the M40 and Oxford within the corridor. Crossing the M40, South Oxfordshire has identified the 

popular town of Thame as a location for a further 600 homes. Looking at Map 1 below the relationship 

between these areas in Oxfordshire with Haddenham and Aylesbury in Buckinghamshire can clearly be 

seen.  

 

 

 

                                                
5
 Rees Jeffreys Road Fund – England’s Major Roads – A Long Term Future : 

http://www.reesjeffreys.co.uk/uncategorized/launch-of-major-new-study/  

http://www.reesjeffreys.co.uk/uncategorized/launch-of-major-new-study/
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Map 1 ; Strategic Growth Locations (large version attached as appendix 3)   

 

Once within Buckinghamshire, somewhere in the region of 30,000 new homes are expected to be provided 

around Aylesbury Vale, including a new settlement option, which could potentially be at Haddenham. If a 

new settlement option was approved at Haddenham this would need to provide approximately 4,500 new 

homes in addition to the 1,043 homes allocated for the existing village at Haddenham.  The town’s 

connectivity with an existing rail station and proximity to the M40 are some of the reasons for its selection 

as a strategic location for new housing.  

 

Before reaching Aylesbury, the corridor passes over the route of HS2.  Construction of HS2 is planned over 

a ten year period, and there is considerable planning of mitigation measures in the county of both the 

construction impacts as well as the longer term impacts of this strategic route.   

 

In common with the rest of the Country there has been a huge increase in rail travel. Aylesbury has 

benefitted from a new station at Aylesbury Parkway and usage has risen sharply since it opened.  This will 

also be an area which will benefit from East-West Rail western section, as trains from London Marylebone 

will run to Milton Keynes via Princes Risborough and Aylesbury.   

 

Aylesbury is the largest town in the northern section of Buckinghamshire and acts as a focal point for 

housing, employment, retail and community services.  The draft Vale of Aylesbury Local Plan proposes to 

increase the town’s population by 50% with the addition of 15,000 new homes.  This would take the town’s 

population to about 112,000 compared to the 2011 Census of 74,748.   

 

It is not just housing where growth is expected.  This corridor is also home to two of the Aylesbury 

Enterprise Zones designated in November 2015, Westcott Venture Park and Arla/Woodlands.  Westcott 
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Venture Park has recently been in the news as both the home for the rocket for the Juno project to Jupiter 

and the recently announced £4.12m by the UK Space Agency to establish a National Space Propulsion 

Facility – see Case Study below. 

 

Case Study – Westcott 

The Westcott Venture Park is the largest business park in Buckinghamshire covering an area of 265 

hectares. Its roots are as a World War 2 Rocket Testing Facility and in recent years the site has attracted a 

growing cluster of businesses in the space propulsion sector.   It has the potential to develop as a centre for 

Space Propulsion and Environmental Engineering.  The site already accommodates high technology 

research and development in the fields of satellite and future propulsion systems.  Rocket propulsion test 

facilities on the site are used by Reaction Engines (currently located in Abingdon), Moog, Airbourne 

Engineering and SSTL.  

 

Recently, a rocket engine developed by Moog at Westcott was instrumental in ensuring that the Juno 

satellite entered into Jupiter’s orbit correctly to enable this ground breaking mission to proceed.  This 

continues a tradition of rockets developed at this site have been used in Nasa missions.  

 

The Bucks Thames Valley LEP and local partners spotted the opportunity to develop this cluster and have 

worked with the UK Space Agency to secure additional investment. This has led to the announcement in 

July 2016 of a £4.12m investment to create a National Space Propulsion Test Facility at Westcott.  

 

Other locations in this sector within the Oxford-Cambridge Arc include the UK Space gateway at Harwell in 

Oxfordshire as well as Astrium in Stevenage.  However, connections to these locations are awkward and 

limited to road access. In each case the most direct road route would take longer than an indirect route. 

This is a very practical demonstration of how existing poor road connectivity impacts on building networks 

of knowledge based sectors.  Existing journey times would put both locations outside the normal 45 

minutes journey time associated with the definition of clusters.  

 

 

 

The Arla/Woodlands Enterprise Zone area builds on the position of the UK’s largest super dairy to promote 

a Human Health and Agri Food cluster.  It also builds on the close proximity of Stoke Mandeville –   the 

location for the National Spinal Injuries Centre and the Stoke Mandeville Stadium, birthplace of the 

Paralympic movement and the national centre for wheelchair sport and other Paralympic sports.  A 

planning application is currently being considered for development of 1100 homes and 150,000sq m of 

mixed employment space on part of the Enterprise Zone. It is being promoted by Bucks Advantage which is 

a delivery vehicle established by BTVLEP, BCC and AVDC.  

 

Yet there is a clear discrepancy between the economic aspirations of the Enterprise Zones and local plan 

evidence on the need for employment space6. The need for the Enterprise Zones is clear, to help drive 

inward investment in locations that are appropriate for growth. Across Buckinghamshire there has been a 

trend of traditional employment sites being lost or remaining undeveloped due to the high demand for 

housing. This in many ways distorts the current planning process which has to follow historical trends in 

allocating employment sites without fully assessing the potential of the location or the full picture of why 

current allocations are not fully utilised.   The current draft Local Plan where just 22 hectares of additional 

employment land are being allocated against availability of 73 hectares ( draft VALP para 3.12).   

 

                                                
6
 Buckinghamshire draft Housing and Economic Development Needs Assessment - 

http://www.aylesburyvaledc.gov.uk/supporting-evidence  

http://www.aylesburyvaledc.gov.uk/supporting-evidence
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The A418 corridor then continues towards Leighton Buzzard and Milton Keynes.  This corridor is 

constrained as it passes through the village of Wing before reaching the Stoke Hammond Bypass (A4146) 

which opened in 2007.  From here it is possible to continue east towards the M1 and Luton via the A505, 

which will link in with the A5/M1 link (shown on Map 1) currently under construction and due to open in 

2017. 

 

The Stoke Hammond By-Pass heads north, providing a fast route to the south-east of Milton Keynes, 

joining the A5.   It passes close to an area to the south-west of Milton Keynes and Bletchley where there 

are proposals for 4,700 homes within Aylesbury Vale.  

 

Recent strategic transport modelling of the cumulative impact of planned growth in the county has identified 

a number of locations where the impacts of this growth will have a severe impact in terms of additional 

congestion and increases in journey times7.  The locations identified include 

 

- Aylesbury 
- Haddenham (if ultimately the new settlement option proceeds) 
- SW side of Milton Keynes, particularly along A421 

 
Existing congestion already creates problems of local access to and around Aylesbury, limiting its 

accessibility still further. Even where there are good road links (A41 to east) it can take over 30 minutes to 

reach the centre of Aylesbury from the outskirts during peak hours.  Due to the degree of out - commuting, 

the congestion occurs in both directions during both the am and pm peaks.   The table on travel to work 

areas provides an indication of the economic relationships between districts within the SEMLEP area.  For 

Aylesbury Vale it shows a relatively low level of self-sufficiency compared to most other towns. It also 

shows in-commuting from adjoining areas including Cherwell and Milton Keynes but also relatively weak 

existing linkages with Central Beds and Luton, despite their relative proximity.  

 

Within Buckinghamshire alone, this corridor is due to experience over 26,000 new homes and over 8,000 

new jobs by 2033.  It will experience the impacts of national strategic infrastructure, including HS2 and East 

West Rail as well as implement new link roads around Aylesbury as the town grows.  

 

However, to deliver this scale of growth, the area needs planned infrastructure such as East West Rail to 

be prioritised and more national investment in infrastructure.  Whilst we have some evidence on the 

infrastructure needed for this, we will be undertaking a countywide strategic infrastructure study in the 

coming months and hope to have this available by spring 2017.

                                                
7
 Buckinghamshire Countywide Local Plan Modelling – Forecasting Report -  2016  

http://www.aylesburyvaledc.gov.uk/sites/default/files/page_downloads/Countywide%20Local%20Plan%20Modelling%
20Support_Final_Draft_060716.pdf  

http://www.aylesburyvaledc.gov.uk/sites/default/files/page_downloads/Countywide%20Local%20Plan%20Modelling%20Support_Final_Draft_060716.pdf
http://www.aylesburyvaledc.gov.uk/sites/default/files/page_downloads/Countywide%20Local%20Plan%20Modelling%20Support_Final_Draft_060716.pdf
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Response to Call for Evidence Questions 
 

1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 

local economies and are perceived as highly desirable places to live. 

What have been the key drivers of that success? 

 

Buckinghamshire has some existing centres of economic growth, such as Silverstone Enterprise Zone, 

Westcott Enterprise Zone and prosperous towns.  It is a popular residential location due to very high quality 

landscape, especially in The Chilterns (AONB) which attracts high level professions.  Numerous historic 

market towns offer high quality of life with prosperous retail, leisure and education offerings. A combination 

of high quality built and natural environment have been key drivers in making Buckinghamshire a desirable 

place to live.  From the southern part of the County there is good access to the Thames Valley including 

London and along M4 Corridor.   

 

Parts of the County – particularly in Aylesbury Vale - are also outside the Green Belt, providing the space 

for housing and employment, which is not available in either more constrained urban areas or within AONB.   

 

The relative price of employment space is cheaper than other locations and anecdotally this has been a 

factor for a number of companies at Westcott, but transport connectivity is seen as a weakness.  Aylesbury 

Vale is also a more affordable housing location than Oxford or Cambridge or other districts in 

Buckinghamshire.   

 

Partnership working is solid (for example EWR planning) and is expanding with the development of 

England’s Economic Heartland Strategic Alliance.  BCC has demonstrated its leadership and willingness to 

take risks on a number of significant infrastructure projects, not just EWR but also recent commission of an 

£200m Energy to Waste plant. Also the district councils have collectively invested hundreds of millions of 

pounds in their town centres regeneration schemes and other property investments to help lead the way in 

transforming our areas.  

 

For well over a decade, more businesses have started here than anywhere else in the UK. 

Buckinghamshire is the Birthplace of the Paralympics at Stoke Mandeville, the creative film engine for 

James Bond and Star Wars at Pinewood Studios, and the joint home of the Silverstone Grand Prix Circuit.   

 

What is holding back further growth and greater productivity? Does the corridor require better 

connectivity to other major centres of growth? 

 

There are a number of barriers which are limiting Buckinghamshire’s ability to reach its economic potential:  

 

 Uncertainty about delivery of planned infrastructure such as East West Rail – every year of delay 

is £200m lost to the UK economy – and expansion of airport capacity in the South East.  

 Connectivity between economic centres needs improved. Both east-west travel and north-south 

travel in Buckinghamshire is difficult and unreliable.  Public transport is particularly indirect with going 

via London frequently the only option for accessing other areas of the corridor. The work undertaken 

by Greater Thames Valley LEPs8 identified very poor connectivity of Aylesbury and the BTVLEP 

Strategic Economic Plan identified that 31% of high growth businesses feel negative about transport 

                                                
8
 Joint response to this Call for Evidence from six Local Enterprise Partnerships along the corridor: Buckinghamshire 

Thames Valley, Greater Cambridge Greater Peterborough, Hertfordshire, Northamptonshire, Oxfordshire, and South 
East Midlands 
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connectivity in the area, with 59% of them mentioning North to South road connections through the 

County as a major constraint9 

 Inter and intra urban congestion – a number of towns in Buckinghamshire are severely congested. 

Combined with this Buckinghamshire’s high level of house completions (BTVLEP area is ranked 2nd 

among LEPs) and large amount of out commuting, congestion is becoming a significant constraint. 

Countywide transport modelling associated with the new local plan proposals has shown moderate or 

significant impacts terms of travel time increases in areas including Aylesbury, Haddenham, High 

Wycombe, Princes Risborough and Iver compared with a do minimum development scenario  

 Dependency on development to secure new transport infrastructure rather than being able to 

pump prime development with infrastructure investment – this leads to a piecemeal approach, 

uncertainty and may ultimately be detrimental to final urban form where towns are expanding rapidly 

and significantly e.g. Princes Risborough and Aylesbury  

 The lack of affordable housing is seen as a critical infrastructure gap.  The average wage to house 

price ratio means that most homes are outside the means of most people of working age and is 

considered to be a contributing cause of skill shortages.   

 Uncertainty and concern exists around whether the utilities infrastructure – such as energy, waste 

and water – can support the anticipated level of growth. Support for forward utility provision and 

assessment to facilitate development is required.  

 

In particular, what planned or new infrastructure improvements would best support sustainable 

growth and promote innovation over the long-term? 

 

 East West Rail – fast progress on the western section and further work on increasing planned 

services  

 A strategic approach to the provision of a circle of link roads around Aylesbury and complementary 

measures on radial routes and town centre to address congestion and improve liveability 

 Other infrastructure to support Aylesbury Garden Town aspirations 

 Faster progress on the Oxford to Cambridge Expressway proposals – existing timescales would see 

delivery after Local Plan timescales (i.e. post 2030).  

 North-south connectivity to provide better links to the M40 and M4 corridors (including Heathrow 

and Reading), including along the A404 corridor.  

 Transport network to south-west of Milton Keynes along and around A421 Corridor 

 Ultra-fast broadband and infrastructure to address mobile phone not-spots  

 Increasing relationship between universities and businesses to encourage/increase local skill 

provision in key sectors  

 Investment in national strategic infrastructure needs to bring benefits to all locations affected 

 Support to identify the other infrastructure needed to accelerate delivery of growth and achieve 

economic potential  

 

 

 

 

 

 

 

 

 

                                                
9
 BTVLEP  SEP - http://www.buckstvlep.co.uk/uploads/downloads%5CBTVLEP-SEP-FINAL-02-04-14.pdf  

http://www.buckstvlep.co.uk/uploads/downloads%5CBTVLEP-SEP-FINAL-02-04-14.pdf
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2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognizable 

economic corridor? If so: 

 

What factors unite the area? 

 

We support the submission from our Local Enterprise Partnerships in relation to this question.  10 

 

Would greater emphasis on corridor-wide planning and decision making benefit local communities 

and local economies; and have wider benefits for the UK economy? Should adjacent towns and 

cities be incorporated into the corridor in terms of growth and infrastructure planning? 

 

We are working as part of England’s Economic Heartland on a proposition for a Sub-National Transport 

Body which would seek to co-ordinate the strategic transport requirements of the corridor as well as 

manage and promote a major road network linking the key economic hubs.  

 

In terms of adjacent towns and cities, we would consider Luton needing to be incorporated, and 

Peterborough. Although Hertfordshire is not currently participating in England’s Economic Heartland, north 

Hertfordshire (including Stevenage) has clear economic relationships to Luton, Central Bedfordshire and 

Cambridge with strengths in Pharmaceuticals and Advanced Manufacturing.   

Investment on both the local authority major road network and the strategic road network 11 is required. 

Combined with the delivery of East West Rail, the transport network could be much more integrated, 

reliable and suited to the fostering of an economic corridor which can compete on a global stage. Without 

investment on the local authority road network, this ambition will be significantly challenged.   

 

3. Describe your vision to maximise growth, maintain a high quality environment, and deliver more 

jobs and homes across the corridor over the next 30 years: 

 

Buckinghamshire has long identified improvements to our connectivity as a key limitation to our growth. The 
local authorities and LEPs have repeatedly sought funding for infrastructure improvements however a step-
change in infrastructure delivery is now required to match the growth we are experiencing. Our vision is to 
secure improved connectivity with the M40 and M1; and with Milton Keynes and Oxford in order to improve 
our connectivity for business and make Aylesbury an attractive business destination. Significant investment 
planned by Buckingham University over the next decade £150m investment to capitalise on the key 
strategic location at the heart of the Oxford to Cambridge Arc. Our potential is clear, and with high 
preforming areas (such as Westcott, Arla, Silverstone and Pinewood) already in place, it is vital now that a 
strategy of improved strategic transport connectivity is implemented.  

What steps are currently being taken to realise that vision, and what more needs to be done? 

 

Significant work has been carried out to assess the transport impacts in the county and around planned 

major growth areas of Aylesbury, Haddenham, Winslow, and areas south of Milton Keynes. 

 

 A DfT Local Majors bid for the A418 Strategic Transport Corridor has recently been submitted. The bid 
is for feasibility work along the A418 corridor to assess long-term improvements in the corridor between 
Oxford, Haddenham, Thame, Aylesbury and on to Milton Keynes and Luton.  

 

                                                
10

 Joint response to this Call for Evidence from six Local Enterprise Partnerships along the corridor: Buckinghamshire 
Thames Valley, Greater Cambridge Greater Peterborough, Hertfordshire, Northamptonshire, Oxfordshire, and South 
East Midlands 
11

 Major Roads for the Future study – Rees Jeffreys - http://www.futureroadsengland.org/  

http://www.futureroadsengland.org/
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 Options for improving traffic flow in and around the village of Wing (also on the A418) including the 
preparation of a Strategic Outline Business Case for a bypass for the village.  The bypass was not 
progressed through Local Growth Funds as this was seen as part of the wider corridor options. 

 

 Extensive transport modelling of Aylesbury Town centre, including the development of strategic outline 
scheme business cases for sections of strategic outer link roads around Aylesbury. This work is now 
being incorporated in the new Aylesbury Transport Strategy to support the emerging Vale of Aylesbury 
Local Plan. 

 

 The proposed enhancements to the strategic outer link roads around Aylesbury, which include the 
Aylesbury Eastern Link Road South (Aylesbury Woodlands Enterprise Zone) and Stocklake Urban Link 
Road  secured funding in the first round of Local Growth Funding. Additional sections of Aylesbury 
Outer Link Road have been submitted as part of the current round of LGF, including the Aylesbury 
North East Link Road and the Stoke Mandeville Outer Link Road as part of the High Speed 2 mitigation. 

 

 BCC is bidding for a package of complementary revenue measures through the DfT’s Access Fund to 
improve access to employment, education and training, particularly through safe walking and cycling. 
The focus of this bid will either be Aylesbury or Buckingham.  

 

BCC is currently working with Buckinghamshire’s four district councils to assess the transport impacts of 

their developing local plans. As part of this, BCC is working on an Aylesbury Transport Strategy. The first 3 

stages of this work looked at existing and future conditions; and issues and opportunities12. A further stage 

looking at mitigation has been commissioned and results are expected in the autumn. We have also 

commissioned a transport strategy for Buckingham in order to support and accommodate future planned 

growth in the town.   

 

Further work is also being completed looking at the south of the county, such as: 

 

 Junction 4 of the M40 and the A40 in High Wycombe are the subject of a joint piece of work with 

Highways England13.The M40 passes on the west of Buckinghamshire and the Handy Cross junction 

(junction 4) is the major access point. Both this junction and accessing it through High Wycombe town 

centre are very congested.  

 

 South Bucks is subject to a large number of infrastructure pressures including HS2, Crossrail, 

Heathrow Airport, Heathrow Express depot, Western Rail Access to Heathrow, M4 Smart Motorway 

and Slough International Frieght Exchange. The Iver Traffic and Transport study was commissioned 

as part of a phased series of studies into the traffic issues in the area.  

 

We aim to undertake a strategic assessment of the County’s infrastructure needs starting in the autumn.  

 

4. Are there lessons to be learnt from previous initiatives to maximize the potential of the corridor? 

 

A number of positive lessons have been learnt from East West Rail, including the importance of 

governance, a central project team, a leading figurehead to promote and drive the project, the importance 

of partnership working, the value of local knowledge and input into the design.  

 

                                                
12

 Draft Vale of Aylesbury Local Plan – supporting evidence – Aylesbury Transport Strategy 
http://www.aylesburyvaledc.gov.uk/supporting-evidence  

 

http://www.aylesburyvaledc.gov.uk/supporting-evidence
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England’s Economic Heartland – the Transport Forum includes representatives from Highways England, 

Network Rail, civil contractors, bus operators and DfT which ensure joined up thinking across all those 

involved in the delivery of transport schemes and services.   

 

 

5. Are you aware of any examples of UK or international good practice, for example in respect of 

new technology, local frameworks or the built environment, that are relevant to this review? 

 

The Science Transit work developed by Oxfordshire County Council provides a different vision of the future 

of transport which is translatable to other areas. 

Infrastructure investment needs to be supported by behaviour change measures to get the best use of 

existing and new infrastructure. Much of the focus is on large scale infrastructure investment, but the 

ongoing effect of yearly behaviour change measures should be incorporated into plans for growth.  Even if 

these are only considered for urban areas to improve liveability, the continuation of “car culture” will lead to 

an unsustainable future. Sustainable Travel Demonstration Towns are one such example of good practice, 

although such methods are not currently perceived as a high priority despite offering competitive value for 

money to major infrastructure schemes.   

 

Appendices  

1. Local Authority comparisons – housing and economic data 

2. A418 Corridor and its connections  

3. Strategic Growth Locations and Transport links in Buckinghamshire and its borders – map  



Appendix 1:  Oxford- Cambridge Local Authority comparisons  

Of all the local authorities lying between Oxford and Cambridge (see map below) Aylesbury Vale has had the strongest recent growth in both population 

and housing stock. 

Aylesbury Vale has also shown stronger growth than Oxford, Cambridge or Northampton on five of the eight measures below.  Aylesbury Vale has lower 

forecast GVA growth to 2026 than Oxford and Cambridge, weaker recent jobs growth than Cambridge and a lower rate of forecast jobs growth than 

Cambridge and Northampton. 

 
Sources: MYPE, ONS, 2015, SNPP, ONS, 2016, DCLG, 2016, DCLG, 2015, Regional Accounts, ONS, 2016, 

]BRES, ONS, 2015, Experian Local Markets Forecast ©, 2016 

No % No % No % No % £m % £m % No % No %

Aylesbury Vale 9,680    5.5 28,996  15.7 4,450    6.2 10,492  14.2 676       16.9 1,803    37.1 5,400 7.8 8,600    10.0

Central Bedfordshire 13,432  5.3 46,759  17.4 5,050    4.6 17,626  15.8 962       21.5 1,728    34.4 7,200 8.2 12,700  11.8

Oxford 7,752    5.2 13,234  8.4 810       1.4 4,113    7.3 857       16.3 2,804    41.5 6,800 6.2 13,100  10.0

Cambridge 5,790    4.7 9,754    7.6 2,830    5.9 3,349    7.0 469       11.1 1,971    37.5 9,800 10.8 14,600  13.2

Bedford 6,084    3.9 24,172  14.7 3,400    5.0 9,858    14.6 204       6.2 1,240    35.2 2,800 4.1 10,800  13.0

Luton 7,321    3.6 31,349  14.9 1,090    1.4 12,293  15.6 483       11.4 1,735    36.6 6,100 7.1 15,000  14.6

Northampton 7,003    3.3 26,735  12.2 2,610    2.9 12,300  13.2 452       8.4 1,978    33.0 -4,000 -3.1 17,300  12.0

South Northamptonshire 2,718    3.2 7,791    8.8 1,230    3.4 3,549    9.8 203       14.4 401       27.9 2,500 8.5 2,900    8.0

North Hertfordshire 3,552    2.8 16,917  12.9 1,130    2.1 7,714    13.7 453       15.8 919       32.8 3,500 7.4 6,100    10.9

East Northamptonshire 2,003    2.3 7,146    8.0 1,200    3.2 8,787    14.6 47         3.7 364       27.5 -2,000 -7.2 2,400    7.5

South Cambridgeshire 3,439    2.3 21,117  13.8 2,790    4.5 9,570    14.9 400       10.9 1,383    36.5 4,500 6.5 10,800  12.8

Cherwell 2,242    1.6 11,647  8.1 2,050    3.5 6,118    10.3 601       15.9 1,117    26.9 3,700 5.5 5,800    6.9

South Oxfordshire 2,054    1.5 8,525    6.2 2,090    3.7 4,558    8.1 480       15.3 696       21.9 3,300 5.6 4,700    6.8

Wellingborough 809       1.1 5,099    6.7 890       2.7 3,218    9.7 132       9.5 460       28.7 0 0.0 3,200    8.6
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Appendix 2: The A418 Corridor and its connections  
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Attn: The Commission Secretariat 
Commission Secretariat 
Growth Corridor Call For Evidence  
National Infrastructure Commission  
1 Horse Guards Road  
LONDON 
SW1A 2HQ 
 
 
5th August 2016 
 
        
 
Dear Commission Secretariat, 
 
The Cambridge–Milton Keynes–Oxford Growth Corridor: The National Infrastructure Commission’s 

call for evidence - A response from Cambridge Ahead 

Introduction 

1. Cambridge Ahead welcomes the Government’s invitation to the National Infrastructure 

Commission to make recommendations to maximise the potential of the Cambridge – Milton Keynes 

– Oxford corridor. As a business and academic member group dedicated to the successful long-term 

growth of Cambridge and its region, our objectives align with the aim to promote the Cambridge-

MK-Oxford corridor as a knowledge intensive cluster competing on the global stage.  

2. Our answers focus particular on the Greater Cambridge area (broadly a 30 Mile radius travel 

to work area around Cambridge) where our knowledge is greatest. Where relevant we also offer 

comments on the western corridor as a whole. We also underline the importance of the links south 

to London from Cambridge, and eastwards into Norfolk and Suffolk.  

3. We have for some time supported the work of the East-West rail consortium. In particular 

we have been keen to see a solution found to the problem of the central section of the line between 

Bedford and Cambridge. The central section is key to unlocking the potential of the corridor, and, 

alongside other rail improvements, to improving links east to Ipswich and the ports, and north 

through Ely to Peterborough and Norwich.  In this regard, the announcement in March 2016 of a 

preferred corridor (Bedford-Sandy-Cambridge) was a welcome development, but there remains a 

long way to go.  

4. We hope that the work of the NIC will generate a stronger focus on the Oxford-MK-

Cambridge corridor, and its role as part of the London-Oxford-Cambridge triangle. As highlighted in 

the recent London-Stansted Growth Commission report1, with the right investment and 

                                                           
1 http://www.lsccgrowthcommission.org.uk/wp-content/uploads/2016/07/LSCC-Growth-Commission-Final-
Report-EXEC-SUMMARY.pdf 
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prioritisation, the whole triangle can take on even greater national and international significance. 

Done in the right way, and complemented with investments in the social networks that allow 

clusters to develop and grow, this would allow us to continue to compete with Silicon Valley, the 

Greater Boston area, and other international knowledge economies2.  

Responses to specific consultation questions 

Q1 Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 

local economies and are perceived as highly desirable places to live: 

 what have been the key drivers of that success? 
 what is holding back further growth and greater productivity? 
 in particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 
 does the corridor require better connectivity to other major centres of growth? 
 
A1 
 
Key drivers of success to date 
 
The remarkable success of Cambridge since the 1960s has been much discussed and analysed. At its 
heart, the success of the Cambridge economy has been driven by having a world-class research 
university with the right mindset and conditions that enable the successful commercialisation of 
research.  
 
That includes Cambridge University having taken a progressive approach to intellectual property, 
and that the ecosystem has developed in a way that continues to support soft networks which 
enable the fertilisation of ideas across disciplines and link great ideas with early stage and 
development finance.  
 
More generally, as the work of Cambridgeshire Horizons demonstrated3, the quality of life within the 
city region, and the perceptions of that quality of life, are critical to the area’s ability to recruit and 
retain the best talent across the globe to feed the growing knowledge economy.  
 
Further, the spatial strategy of the area needs to facilitate sustainable growth of businesses and seek 
to deliver additional housing stock, particularly affordable housing, as the city-region grows. Whilst 
earlier approaches to planning were less progressive, the Cambridge area has benefitted from pro-
growth approaches to strategic planning for the last 15 years or so, following the Cambridge Futures 
initiative4, the adoption of the County Structure Plan in 20035, the retention of the principles of that 
Structure Plan in the Regional Spatial Strategy and now in local plans and through the work of the 
Joint Strategic Planning Unit6.  
 
 

                                                           
2 “Connect People, Build Infrastructure, Grow Clusters”, Cleevely, Coutu, Hauser, Richards. December 2014 
(http://entrepreneurshippolicy.co.uk/wp-content/uploads/2014/11/Connect-People-Build-Infrastructure-Grow-Clusters-report-Final.pdf) 
 
3 Such as the Green Infrastructure Strategy;  
https://www.cambridge.gov.uk/public/ldf/coredocs/2006%20Green%20Infrastructure%20Stratgey.pdf 
4 http://www.cambridgefutures.org/futures1/index.htm 
5 http://www.eastcambs.gov.uk/sites/default/files/NR7%20Cambs%20Structure%20Plan%202003.pdf 
6 http://cambridgeshireinsight.org.uk/planning 

http://entrepreneurshippolicy.co.uk/wp-content/uploads/2014/11/Connect-People-Build-Infrastructure-Grow-Clusters-report-Final.pdf
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What is holding back further growth and greater productivity? 
 
The key barriers to growth and productivity that have long been identified revolve around labour 
market constraints. These are strongly correlated with the housing market (and particularly a 
shortage of affordable housing), insufficient transport infrastructure within the Cambridge travel to 
work area, low investment in education, and skills shortages in some areas.  
 
House price to income ratios in Cambridge of around 17:1 are clearly unsustainable. The position is 
worsened by the inability to access cheaper housing markets further afield because of weak 
transport links, the absence of the much-needed reinstatement of the Wisbech to March rail line 
being a particular example.  
 
A new risk is that Brexit results in a less open economy, harms the international research 
environment that has fuelled the Cambridge Phenomenon over decades, and a more negative 
perception of the UK as a place to come to study, work and live. This is true not just for high-skilled 
academic and business staff, but also for key industries such as construction and vital support 
services such as social care. 
 
In particular, what planned or new infrastructure improvements would best support sustainable 
growth and promote innovation over the long-term? Does the corridor require better connectivity 
to other major centres of growth? 
 
The key issues for securing the sustainable growth of Greater Cambridge more generally lie in the 
delivery of the planned major urban extensions, the new towns at Waterbeach and Northstowe, the 
Enterprise Zone at Alconbury and more modest expansion of the market towns within the travel to 
work area.  
 
Linked to these are the delivery of improved transport links between the major employment hubs 
and main areas of settlement. Delivery of the planned new stations to the north of Cambridge near 
the Science Park and to the south of Cambridge at the Biomedical Campus are critical schemes. But 
this needs to be complemented by a far more effective transport network in and around Cambridge, 
which could be delivered by a combination of better bus, busway, rapid bus transit, light rail and 
Park & Ride services.  
 
Critical projects to improve connectivity to other major centres of growth include:  
 
a) advance delivery of the East-West rail connection, particularly the central section, to enable 
Cambridge to connect with Milton Keynes quickly, and then to access rapid train services to 
Manchester and the North West 
 
b) bring forward improvements to the West Anglia Route to speed up and strengthen links from 
Cambridge through Stansted and Harlow to Liverpool Street and Tech City (as evidenced in the 
recent West Anglia Taskforce report)7 
 
c) ensure the planned upgrade of the A14 comes forward on time so that links between the ports, 
Ipswich, Cambridge, Northampton and into the Midlands can be strengthened 
 
d) improve the rail service between Cambridge and Peterborough to link these two fast-growing 
cities and to improve connectivity to the north via Peterborough 
 

                                                           
7 https://www.london.gov.uk/sites/default/files/taskforce_brochure_a4_24ppv11.pdf 
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e) reinstate the rail line between March and Wisbech to enable stronger connections between the 
fens and Greater Cambridge. This would ease labour market and housing constraints and improve 
opportunities for businesses and residents 
 
Q2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognizable economic corridor? If so: 
 
 what factors unite the area? 
 would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? 
 would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy? 
 should adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning? 

A2  

The corridor is not yet a recognisable economic geography, but we believe it could become so, if 
transport links are strengthened and if the opportunities afforded by devolution can be seized and 
augmented.  

What factors unite the area? 

The factors uniting the area include the rapidity of growth and strength of demand, issues which 

were recently explored by the Centre for Cities in its report on Fast Growth Cities8. This report 

highlighted the productivity and high share of knowledge-based jobs enjoyed by cities in the Oxford-

MK-Cambridge corridor and notes that there is a strong platform for future growth.  

The barriers to further growth (see A1 above) are also similar, and there is a risk that if these are not 

overcome cities in the corridor will lose their attractiveness to high knowledge firms and workers. In 

turn this could see businesses choosing to locate in other countries rather than to a different UK 

location, a risk now increased by the outcome of the EU referendum.  

At a sectoral level, there are strengths (and potential for greater clustering) in high value 

engineering, technology, science and logistics along the corridor.  

Would greater emphasis on corridor-wide planning and decision making benefit local communities 
and local economies? Would that same emphasis on coordinated planning and decision making 
provide wider benefits for the UK economy? Should adjacent towns and cities be incorporated into 
the corridor in terms of growth and infrastructure planning? 
 

Cambridge Ahead has engaged closely with our local authorities and central Government in the 

recent devolution negotiations and is supportive of the devolution deal for Cambridgeshire and 

Peterborough that has been agreed in principle. First and foremost, it is important that this deal is 

delivered and that a Combined Authority can be put in place with the powers to oversee transport 

and strategic planning. Beyond that, there are strong arguments for greater coordination of strategic 

planning and transport beyond the Cambridgeshire & Peterborough Combined Authority geography.  

                                                           
8 http://www.centreforcities.org/publication/fast-growth-cities-opportunities-and-challenges-for-cambridge-
oxford-milton-keynes-swindon-norwich/ 
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The findings of the London Stansted Cambridge Corridor Growth Commission, published in July this 
year (see footnote 1 above), included a recommendation to explore the creation of a Corridor 
Transport Authority for that economic corridor. There could be a similar approach taken for the 
Oxford-MK-Cambridge corridor, although a strong case can be made for the creation of a Regional 
(or “regional plus”) Transport Authority, on the lines of Transport for the North, which would work 
with the Combined Authorities to strengthen key economic corridors from Cambridge south towards 
London, west towards Oxford and east and north towards Norwich and Ipswich.  
 
Q3. Describe your vision to maximise growth, maintain a high quality environment, and deliver 
more jobs and homes across the corridor over the next 30 years: 
 
 what does that mean for growth and infrastructure investment in your area? 
 what steps are currently being taken to realise that vision, and what more needs to be 
done? 
 what value could new cross-corridor intercity road and rail links bring? How do these 
compare to other transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 
 
A3  
As mentioned above, there are a number of critical transport investments that would be needed to 
drive sustainable and high quality growth along the corridor, and in and around Cambridge. Equally, 
the importance of the London-Stansted-Cambridge corridor should be recognised, and the two 
corridors should be considered together in enabling the “Golden Triangle” between Cambridge, 
Oxford and London to develop as the UK’s knowledge-intensive hub. Improving the transport links 
(particularly rail and the A14 between Cambridge and Huntingdon) along these corridors would also 
strengthen the case for improved services from Cambridge to Ipswich and Norwich.  
As ever, there is a need to align cross-corridor transport initiatives with interventions that enable 

better access to the key nodes along the route. This is why the Greater Cambridge City Deal remains 

such an important ingredient for success. It is imperative that the City Deal continues to deliver 

transport and housing solutions for the Greater Cambridge area, and that the subsequent tranches 

of funding are brought forward to create a stronger transport network, and that this works in 

conjunction with the devolution deal for Cambridgeshire and Peterborough to augment agreed 

priorities for the Oxford-MK-Cambridge corridor. 

For this corridor, the central section of the rail line (the Cambridge to Bedford stretch) is the single 

most important piece of the jigsaw. A specific preferred route needs to be agreed and delivered as 

soon as possible to realise the economic potential of the corridor. This would enable much stronger 

clustering of knowledge-intensive clusters and enable people to envisage moving to work for 

organisations based along the corridor without having to move home.  

Given that the East of England is a water-stressed area, it will also be important to ensure that plans 

coming forward from the Water Resources East project can ensure sufficiency of future water supply 

for the region as a whole. Similar issues are potentially relevant for energy too.  

The growth potential already inherent in this corridor means that infrastructure investment is likely 

to yield significant wider economic returns. The study of the Cambridge Phenomenon shows that 

innovation ecosystems are organic and can be nurtured, with spectacular results. Conversely, 

attempts to install such an eco-system where governments wish to locate them tend to fail. In 

essence, purely infrastructure-led approaches are unlikely to work. But where – as in this corridor –  
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there are pre-existing strengths, infrastructure spend to strengthen agglomeration effects can be 
successful. Greater Boston’s “Big Dig” is a relevant example here9.  
 
Q4 Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 
 
A4  
 
In general, previous initiatives have failed to make progress on improving connectivity, underplayed 
the importance of the social infrastructure (bringing people, academic institutions and businesses 
together around a shared ambition), and not had a viable product to develop brand and marketing. 
The Oxford-Cambridge Arc initiative, championed by the Regional Development Agencies, can 
perhaps be seen to have failed to make impact as a result of these issues.  
 
Efforts to improve connectivity between Cambridge and Oxford in the past have also failed because 

there is insufficient point to point demand between the two University cities. Hence the Oxford-

Cambridge flights launched some years ago could not generate enough passengers for the business 

to be viable. However, the aggregation of demand for travel to all points between Oxford and 

Cambridge is sufficient to support a rail service. This is underlined by the popularity of the X5 bus 

service (Cambridge-Bedford-MK-Oxford), which carries around 1.3m passengers annually, up from 

around 500,000 in 2008, despite relatively long journey times.  

Previous initiatives have perhaps also focussed too narrowly on the corridor itself, rather than seeing 
it as one arm of the Golden Triangle, and also realising and selling the benefits to the wider area if 
the corridor can be strengthened.  
 
Q5. Are you aware of any examples of UK or international good practice, for example in 
respect of new technology, local frameworks or the built environment, that are relevant to this 
review? 
 
A5 
 
In the UK, the foresight shown by local and central Government in front-funding the Cambridgeshire 
Guided Busway has enabled stronger links from the west of the city, including to the new town of 
Northstowe, through to the Science Park, the station to the north of Cambridge due to open in 2017, 
the city centre, the central Cambridge station, the biomedical campus at Addenbrookes and would 
link to the proposed new station there. This has created a much stronger economic corridor and 
helps to grow the reach of the Cambridge cluster beyond the traditional boundary of “cycling 
distance from Kings College”.   
 
Looking further back in time, it may be considered that new or improved rail links to support the 

corridors from Cambridge could generate significant economic growth in a similar way that the 

Metropolitan line construction achieved for Greater London in the 1930s. 

Outside of the UK, some of the best examples can be found in city regions like Portland Oregon, 

Raleigh-Durham, and Boston. In all these cases, there has been a combination of local decision-

making, much greater fiscal autonomy than is present for UK city-regions, long-term planning, and 

up-front infrastructure investment where the capital deployed is “patient” and not seeking an early 

                                                           
9 http://www.city-journal.org/html/lessons-boston%E2%80%99s-big-dig-13049.html 
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return.  It is imperative that the UK now takes the opportunity to build on these models to compete 

on the global stage.  

Yours sincerely, 

       

Alex Plant      Jane Paterson-Todd 
Chair of Transport Group    Chief Executive 
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1. Commuter journeys per hr at peak, excluding non-commuter and tourist journeys. Assumes 
travel in 2.5 h peak window. See data on passenger numbers in Revenue section below.
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Year 

Cambridge 
Working 
Residents 

Commuting 
WITHIN 

Cambridge /d 

Commuting 
OUT OF 

Cambridge /d 

Commuting 
INTO 

Cambridge /d 

Total INTO / 
OUT & 

WITHIN /d 

Commuter 
journeys To-
From = x2 /d 

2011 60 000 44 000 16 000 51 000 111 000 222 000 

2031 70 800 51 920 18 880 60 180 130 980 261 960 

 
Per day Per Year 

 
Revenue per year 

Year 
Total journeys 
commuters /d Total /y 

By Light 
Rail 15% 

£ (15% of commuter journeys  
by Light Rail, avg fare £1.20) 

2011 222 000 81 030 000  10 402 500 14 585 400 

2031 261 960 95 615 400 12 274 950 17 210 772 
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Question 1  

Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 
local economies and are perceived as highly desirable places to live.  What have been the key 
drivers of that success?  

1. The University of Cambridge lies at the foundation of many of the dramatic economic, scientific 
and technological successes in the Cambridge region.  

2. A vision that sought to build on the innovation and expertise within the University to develop 
business and economic opportunities has been a key driver. 

3. The success has been facilitated by proximity and good transport links to London. The link to 
London is important not only academically, but also to join the expertise in financial services and 
business with the technological and scientific innovation in the University. 

4. Protection of the environmental quality of the region has been key to maintaining the centre as 
an attractive place to live, and this helps to attract a highly-skilled and in-demand workforce. 

5. A critical mass developed which in itself has attracted more and similar businesses, in particular 
those with strength in research and development in the sciences. Co-location facilitates 
collaboration, knowledge transfer and partnerships – all of which are important to the economic 
development.  

What is holding back further growth and greater productivity?  
1. Just as collaboration, knowledge transfer and partnerships are important to economic 

development, constraints in connectivity kill productivity. 
2. Poor quality transport infrastructure in Cambridge is now imposing that constraint, and is 

weakening business productivity. Time is wasted in congestion. 
3. In particular need of improvement is the Girton Interchange, which lies at a key strategic 

connection point on the road network, linking the nationally and regionally important 
highways of the M11, A14 and A428. Full connectivity is badly needed here. 

4. Growth is hindered by high land / housing costs. Transport infrastructure, if planned 
properly, can help address this problem by enabling more reliable and faster links to lower 
cost housing areas, and to areas where more businesses can afford to locate. 
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In particular, what planned or new infrastructure improvements would best support 
sustainable growth and promote innovation over the long-term?  

1. Cambridge Light Rail, as proposed by Cambridge Connect in partnership with Railfuture, would 
make a dramatic improvement to the sustainable growth of Cambridge, would help support 
business and residential developments in the region, and support projected growth at the same 
time as sustaining environmental, heritage and community values. 

2. The proposed East-West Rail link would help support and strengthen growth in the Oxford to 
Cambridge corridor. 

3. The proposed A428 Expressway will further strengthen these linkages. We need to recognise 
that the road network is and will remain vital to the economy. 

4. Improvements to the Girton Interchange on the A428 Expressway is a high priority, and would 
enable full and proper connections with the M11 and A14. The link with Cambridge Light Rail at 
this location would ensure this strategic junction is well-integrated by transport into the city 
centre and to key employment centres. 

Does the corridor require better connectivity to other major centres of growth?  
1. Such connectivity can only be beneficial. However, Cambridge Connect has not investigated 

such links, and is not in a position to comment on specific centres.  

Question 2  

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognizable economic corridor?  

1. Cambridge Connect has not evaluated the evidence for an economic ‘corridor’ as indicated by 
the question. However, we believe that the general business, technology, science and 
educational activity throughout this corridor would lend support to the idea that it works to 
some extent as a ‘corridor’ where the economy is boosted and strengthened by proximity. 

2. Transport linkages are often linear, and thus help strengthen activity along ‘corridors’. There 
would seem many examples where transport corridors have served to stimulate the economy 
along those lines. Many examples are evident in London, for example, prominent amongst 
which is the Docklands Light Railway and east London developments.  

If so: What factors unite the area?  
1. Education, science, technology and finance, all fostered by an environment in which innovation 

and collaboration is allowed to flourish. 
2. An environment that has protected important green space and heritage values. 

Would greater emphasis on corridor-wide planning and decision making benefit local 
communities and local economies?  

1. Corridor planning and transport planning need to be joined at the hip. It is transport that makes 
the connections within the corridors practical and workable, which in turn makes them viable 
and economically strong. 

2. Without planning the two in concert, local communities will not benefit and local economies will 
find it more difficult to thrive.  

Would that same emphasis on coordinated planning and decision making provide wider 
benefits for the UK economy?  

1. This would seem logical, although Cambridge Connect has not studied the wider UK economy. 
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Should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning?  

1. In principle there is a good argument to undertake integrated infrastructure planning within a 
region extending up to about 15 miles from Cambridge City, which is a reasonable commuting 
distance. 

2. The adjacent areas identified by Cambridge Connect that would benefit from this type of 
integrated infrastructure planning are particularly Cambourne, Haverhill, Fulbourn, Newmarket, 
Waterbeach, Ely, Royston, etc.  

3. No doubt other nearby towns could be identified, although Cambridge Connect has not yet 
undertaken sufficient research on this aspect.  

Question 3  

Describe your vision to maximise growth, maintain a high quality environment, and deliver 
more jobs and homes across the corridor over the next 30 years. 

1. The Cambridge Connect vision is outlined in the preceding sections and in the maps. 
2. National-level support is needed to achieve this vision, which would be repaid by national-level 

benefits. 

Question 4  

Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor?  

1. The establishment of Cambourne is perhaps an example where more consideration could have 
been given to the means of integration of this town with key employment centres, and more 
consideration of transport provision and the economic drivers behind resident decisions.  

Question 5  

Are you aware of any examples of UK or international good practice, for example in respect 
of new technology, local frameworks or the built environment, that are relevant to this 
review? 

1. Yes, the cities of Freiberg, Lausanne, Avignon, Helsinki, Genoble, Amsterdam and many others 
all demonstrate very well the benefit of long-term investments in public transport 
infrastructure, in particular exploiting the benefits of light rail and integration on a multi-modal 
basis with other forms of transport including heavy rail, buses, private vehicles, cycling  and 
walking. These examples should all be studied closely for the lessons they offer. 

 
 
 

 



 

 

 

NIC Cambridge – Milton Keynes – Oxford: 'growth corridor' call for 

evidence ~ Response from Campaign for Better Transport  

 
Campaign for Better Transport is a leading charity and environmental campaign group that promotes 

sustainable transport policies. Our vision is a country where communities have affordable transport that 

improves quality of life and protects the environment. 

 

We welcome the opportunity to respond to the call for evidence on the Cambridge – Milton Keynes – Oxford: 

'growth corridor'. The call for evidence sets out a number of questions for response. We have focused our 

response on the transport and related infrastructure needs of these communities.  

 

We would also identify the need to for any measures promoted by the NIC to minimise resource use, 

improve public health, reduce inequality and respond to climate change as a process. 

 

The challenge of managing sustainable growth 

The designation of the Oxford-Milton Keynes – Cambridge area as a growth corridor is more of an economic 

than a geographic construct. The focus is on the “Knowledge corridor”, creating an environment to foster 

high skill jobs in IT, R&D and HE, established applied science sectors and emerging sectors such as 

biotechnology, renewable energy, and robotics, rather than the traditional concept of a transit corridor. 

The cities and their hinterlands do face some common challenges and share some common areas of 

strength.  Oxford and Cambridge are world class centres of intellectual creativity, sharing the benefits of 

outstanding architecture and heritage and state of the art science parks at Harwell Campus and Milton Road 

respectively.   

 

Milton Keynes, as a new town, combines a range of purpose built public amenities with a wide range of 

housing, and a flourishing technology centre based around MK:IT. All three cities have excellent public 

services, particularly in health and education, attractive surrounding countryside, and high quality rail links to 

London. 

 

These are not communities in need of regeneration. They already enjoy a high degree of economic success 

and are attractive places to live and work. The challenge is less to stimulate growth than to manage demand 

for growth in a sustainable way. The goal must be to provide sufficient affordable housing and employment 

space, without undermining the quality of the environment that makes these attractive locations.   

 

Sustainable housing development 

Meeting housing demand is the largest challenge, with a shortage of housing supply driving prices upwards, 

with knock on effects on the labour market. There is a strong influence from the London economy, with large 

numbers of commuters and high pressure for housing, in particular, affordable housing.   

 

Viewing the arc as a single place risks over developing it, undermining the rural landscapes and distinctive 

urban characters which make these cities attractive places to live and work. We believe that focusing on 

developments that meet very high sustainability criteria is the best approach to address this problem.  

 

Specifying low carbon developments that are not car-dependent has multiple benefits.  Energy efficient 

homes are more affordable for residents, while lower parking provision makes best use of scarce land. This 

is especially important given the constraints posed by the Oxford and Cambridge Green Belts. In addition 

there are health benefits from tackling air pollution and obesity, and economic benefits from connecting 

people without access to cars to local jobs, and supporting local high streets. 



 

 

Harwell Campus has adopted a successful strategy of having high quality homes close to its workplaces with 

good walking, cycling and bus connections to nearby town centres. Its Science Transit Shuttle service 

provides an express minibus service linking the campus with other science sites in Oxford, removing the 

need for car commuting. 
1
 

 

Bicester is also embracing green growth through initiatives such as EcoBicester which has seen a zero 

carbon sixth form at the local secondary school, zero carbon homes at NW Bicester, a car club, and 

improved cycling and walking routes. 
2
 This is a model for the style of development for the whole growth 

corridor.  

 

New housing developments with inbuilt green travel plans have proven a success elsewhere, for example 

Kilnwood Vale, a 2,500 home urban extension to Crawley, West Sussex, developed by Bovis and Crest 

Nicholson. The site is designed to support and promote sustainable travel with the aim of minimising the 

amount of traffic generated by the development.  The layout of the development is designed to promote bus 

travel and additional bus services are funded by the developer. New home purchasers receive a travel 

voucher to the value of £100 which can contribute towards the purchase of an adult bicycle, bus season 

ticket, rail season ticket or local authority travel pass.
3
 

 

Further afield, Houten, an urban extension to Utrecht, Netherlands (and a contemporary of Milton Keynes), is 

a model of sustainable design, with high quality train connections, linked by cycling and walking routes that 

take precedence over motorised transport.  
4
   

 

Sustainable transport infrastructure 

New infrastructure should not be seen as an end in itself but a means to the end of supporting economically 

and socially flourishing communities in a high quality, sustainable environment.  We support the 

Commission’s commitment to a multi-modal analysis of transport need. 

 

Any new transport capacity should be designed to avoid the known problems of induced traffic, minimise 

environmental impacts and be sustainable and future proofed in terms of carbon reduction and tackling air 

pollution.  

 

Improved East-West transport connectivity and increased capacity should primarily be delivered through 

public transport and sustainable modes.  Adding more car-dependent development and population growth in 

an already busy commuter belt clearly makes little sense.  

 

Instead, the focus should be on:  

• Completing East-West rail as quickly as possible 

• Developing rail capacity and services to provide good journey times to London for places along the 

route 

• Ensuring new development is high density and with easy access to public transport, especially rail 

• Supporting and expanding the existing X5 coach route, alongside the proposed east-west rail link. 

We echo the aspiration of Iain Stewart MP in the recent Westminster Hall debate on the growth arc, that the 

east-west rail link “will not only be of huge economic significance for Oxford and Milton Keynes but hopefully 

will see a modal shift of transport away from roads and on to rail, thus enhancing the environment”. 
5
  

 

We do not believe the case has been made for significant new road capacity linking Oxford to Cambridge.  

                                                 
1
 Harwell Campus http://harwellcampus.com/ 

2
 EcoBicester website http://www.ecobicester.org.uk/cms/ 

3
 Kilnwood Vale website http://www.kilnwoodvale.co.uk/travel/ 

4
 Case study Houten  

https://www.itdp.org/wp-content/uploads/2014/07/22.-092211_ITDP_NED_Desktop_Houten.pdf 
5
 Oxford-MK-Cambridge Arc debate Westminster Hall 12 July 2016 www.theyworkforyou.com/whall/?id=2016-07-

12a.94.1 



 

Both Oxford and Cambridge have, from a combination of the constraints of their historic centres and a 

positive approach to sustainable development, pioneered measures to reduce car use though development 

of Park & Ride schemes, traffic-free areas in the city centres, parking restrictions and widespread cycling 

provision.  

 

Oxford has set a goal of being a Zero Emission City by 2020 through a combination of extending such 

measures and phasing out diesel vehicles, together with demand management measures, such as extending  

remote park and ride sites to neighbouring inner-Oxfordshire towns. 
6
  

 

Cambridge, through the Greater Cambridge City Deal, is currently consulting on an ambitious programme for 

traffic management, including enhanced bus and cycling routes, peak time congestion controls, and a 

workplace parking levy.  

 

Oxford and Oxfordshire are also considering such a levy to manage traffic and contribute to improving public 

transport and other alternatives. This follows from Nottingham’s successful implementation of a workplace 

parking levy, which has managed the growth of traffic, and generated revenue for public transport 

infrastructure, notably trams, without constraining growth in homes and jobs. 7 

 

To increase road capacity between the two cities would inevitably increase traffic pressures on both, at direct 

odds with, and perversely undermining, the positive sustainable transport policies each is pursuing.  

 

Milton Keynes has also set out plans for an environmentally sustainable future in the MK2050 Futures report, 

adopting the position that “Green is a state of mind as well as defining the essence of Milton Keynes… 

Having long been a leading low carbon city, in 2050 Milton Keynes shows how every city can contribute to 

global carbon reduction targets. Many eco-companies have relocated to be near like-minded others, as well 

as firms seeking the prestige of being based in the most environmentally sustainable city in Europe.”  
8
 

 

In contrast, Northampton, which has relatively high levels of car dependence, has some of the worst air 

quality in the region. In July 2016, air pollution in Kingsthorpe, Northampton was recorded as the worst in the 

country, due to high volumes of traffic in hot weather.  
9
 

 

The links between motor vehicle traffic and air pollution are well-established. Some 80% of NOx in areas 

exceeding EU limits comes from road transport, primarily diesel vehicles. Latest figures indicate that 97% of 

all modern diesel cars emit more toxic nitrogen oxide (NOx) pollution in real-world conditions than in 

laboratory compliance testing, contributing further to illegal pollution levels. 
10 

 Given that the single biggest 

contributor to air pollution is diesel vehicles, joined-up working on sustainable transport is essential to 

tackling the problem. 

 

Demand for new cross-country roads is driven less by the needs of these communities, and more by the 

perception that such roads are necessary to open up new housing and employment sites.  As set out in our 

report “Getting There”, it is both possible and desirable to develop high quality and high density homes 

without the need for new road capacity. 
11

 

 

                                                 
6
 Oxford Transport Strategy: emerging themes 

https://www.oxfordshire.gov.uk/cms/sites/default/files/folders/documents/roadsandtransport/transportpoliciesandplans/a

reatransportstrategies/oxford/OTS_A1themes.pdf 
7
 Nottingham Workplace Parking Levy briefing http://www.cbtthoughtleadership.org.uk/WPL-Briefing-Nottingham.pdf 

8
 MK Futures 2050 report http://www.mkfutures2050.com/images/pdfs/reports/MK-Futures-2050-Full-Report-

printable.pdf 
9
 Northampton Chronicle “Northampton area suffers worst air pollution in the UK during heatwave” 21 July 2016 

http://www.northamptonchron.co.uk/news/northampton-area-suffers-worst-air-pollution-in-the-uk-during-heatwave-1-

7486873 
10

 http://www.theguardian.com/business/2016/apr/23/diesel-cars-pollution-limits-nox-emissions 
11

 “Getting There”, Campaign for Better Transport, June 2015 

http://www.bettertransport.org.uk/sites/default/files/research-files/Getting_there_final_web_0.pdf 

http://www.theguardian.com/business/2016/apr/23/diesel-cars-pollution-limits-nox-emissions


 

A secondary aim, as acknowledged by Highways England’s M25 SW Quadrant strategic study, is to relieve 

pressure on the M25, with little or no benefit to the surrounding area. 
12

 Other more sustainable options are 

already under consideration as part of the M25 study. Creating new road capacity through protected 

landscapes, including the proposed Oxford-Cambridge expressway, should be a last resort.  

 

New infrastructure should be designed to meet future needs, not reinvent the problems of the past. There is 

evidence that so-called Mobility on Demand is leading to a decline in car ownership in some cities, and to 

increased modal flexibility in how people chose to travel. Advances in information technology are likely to 

accelerate this trend, particularly in the high tech sectors of the “Knowledge Corridor”. 

 

Fostering sustainable communities, liberated from car dependency has multiple benefits, for the economy, 

the environment and public health. Promoting active travel, in line with the Government’s draft Cycling & 

Walking Investment Strategy (CWIS), has a proven economic and health dividend. 
13

 As the CWIS 

acknowledges, “realising this ambition will not only take sustained investment in cycling and walking 

infrastructure but also long-term transport planning and a change in attitudes amongst central Government, 

local bodies, businesses, communities and individuals.” 
14

  Oxford, Cambridge and their surrounding areas 

provide the ideal environment for such an approach to be implemented. 

 

 

August 2016 

 

Bridget Fox 

Campaign for Better Transport 

 

Campaign for Better Transport’s vision is a country where communities have affordable transport that 

improves quality of life and protects the environment. Achieving our vision requires substantial changes to 

UK transport policy which we aim to achieve by providing well-researched, practical solutions that gain 

support from both decision-makers and the public. 
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 M25 South West Quadrant strategic study https://www.gov.uk/government/collections/road-investment-strategy-post-

2020#research-phase-m25-south-west-quadrant 
13

 Economic case for active travel: the health benefits, DfT November 2014  

https://www.gov.uk/government/publications/economic-case-for-active-travel-the-health-benefits 
14

 Draft Cycling & Walking Investment Strategy March 2016 https://www.gov.uk/government/consultations/draft-

cycling-and-walking-investment-strategy 
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Consultation Oxford – Milton Keynes – Cambridge Call for evidence 
Response from CPRE Cambridgeshire and Peterborough 
 
Summary of key points: 
 

1. The first priority should be to establish sustainable and effective travel within the 
Cambridge Sub-Region (and by implication within the Oxford Sub-Region as well) 
before pushing through with links between sub-regions across the Arc. We do not 
consider that the current City Deal for Cambridge is adequate for this purpose. 

2. In considering travel between sub-regions, the emphasis should be on sustainable 
travel, with East-West Rail taking priority over additional road capacity.  

3. The emphasis should be on the regeneration and economic growth in those areas 
which need it most rather than adding to the pressures on those sub-regions which 
are effectively over-heating. 

 
CPRE Cambridgeshire objects to the principle of apparently stimulating yet more economic 
growth into a sub-region which is struggling to accommodate the existing level of proposed 
growth. Cambridge City is in danger of being overwhelmed by its own success - in terms of 
the impact of the demand for additional housing and associated infrastructure especially 
new roads. This is exacerbated by demand for long distance commuting, especially to 
London, by the impact of mass tourism and by the distortion of the local housing market by 
speculative investments. The result has been a desperate shortage of truly affordable 
housing. Yet, beyond the Cambridge Sub-Region, there is a significant need for 
regeneration, for example in North Cambridgeshire in the Wisbech area. 
 
Local Plans for Cambridgeshire and Peterborough indicate land being allocated for around 
100,000 new homes over the next 20/25 years. It is difficult to see how further stimulating 
the economy - and the consequent increase in demand 
for additional housing can be met without severe 
environmental damage. 
 
On the wider front, the recent move of Astra-Zeneca 
from the north-west to the Cambridge area led to 
representatives of the City Council to conclude that no 
similar move could be accommodated within Cambridge 

The Town Hall, Market Hill 

St Ives, Cambs PE27 5AL 

 

01480 396698 

 

office@cprecambs.org.uk  

 

www.cprecambs.org.uk 
 

CPRE Cambridgeshire and Peterborough is our local branch 
of CPRE, a national charity. We speak up for the English 

countryside: to protect it from the threats it faces, and to 
shape its future for the better 

 

 

President 

Christopher Vane Percy 

Chairman 

Mr Michael Monk 

Vice-Chairman 

Sean Traverse-Healy 

Lawrence Wragg 

 
                       Registered charity number 242809 

mailto:GrowthCorridorEvidence@nic.gsi.gov.uk
http://www.cprecambs.org.uk/


in the future. Such relocations must also damage the economy of the regions by moving the 
jobs away. From the very areas which need them most. 
 
We therefore consider that the focus should be on expanding growth further beyond London, 
rather than stimulating growth within the Oxford-Cambridge corridor, which is effectively 
the penumbra of the megacity of London.  
 
There is a real danger that the level of development could significantly damage the local 
physical and social environments. The edge of the Cambridge urban area is ringed by 
substantial science and business parks, especially to the north (Cambridge Science Park) and 
south-east (Addenbrookes Bio-Medical Campus). In the rural area around the city there are 
a number of “free-standing” science and business parks such as the Sanger Institute/ 
Genome Campus at Hinxton Hall, Granta Park and the Babraham Research Campus. 
 
 
The small Cambridge Green Belt, designated to protect the special character of the 
university city and to maintain the quality of its setting has been drawn back to allow the 
city to grow to a point where further incursions would irreparably damage the purposes of 
the green belt. Large scale new settlements are being built or are proposed at Northstowe 
and Waterbeach, while other major developments are proposed at Cambourne and Bourn 
Airfield. 
 
This is one of the driest parts of the country with well below average rainfall, giving rise to 
one of the biggest issues regarding future development in our area is  the supply of water 
for the population, for commercial activities and for agriculture - this is one of the most 
intensively farmed parts of the UK . In the Anglia Water Region, the Environment Agency 
describes the Region as being under “severe water stress”.  The Environment Agency has 
halted any further extraction from the River Great Ouse. 
The lowering of the water table in the Cambridge Water Company area is causing stress on 
the natural environment, through the over-abstraction of water from the chalk aquifer.   A 
number of the tributaries of the Cam depend on being artificially 'topped-up', which is an 
inescapable downward spiral, as it depletes the aquifer further still.  Some, including the 
Cam Valley Forum are concerned that even the River Cam may dry up completely in the 
future if current trends prevail. Others are concerned about the future of projects to restore 
wetland habitats such as the Great Fen and Wicken Fen. 
 
The current City Deal attempts to address some of the existing and inevitable transport 
consequences of this job and housing growth, but does not go far enough to ensure that 
sustainable travel is achieved around the sub-region, and particularly from the new 
settlements and ring of expanded market towns to Cambridge. Current car congestion is 
causing substantial delays to journeys and is damaging the natural and built environment of 
the urban fabric and the rural approaches to the city. The limited proposals in City Deal 
cannot address the needs of the proposed growth. To see Cambridge as an economic 
“anchor” of the suggested Oxford/Cambridge Arc will merely exacerbate the existing 
problems facing the sub-region and run the risk of ruining the very environment which has 
led to its success. 
 
We wish to emphasise that CPRE Cambridgeshire has not been negative about 
accommodating growth. We accepted the review of the Cambridge Green Belt through the 
Structure Plan (2003) process, as this was agreed on a careful study of the locations around 
the city which might be released without damaging the fundamental purposes of the green 
belt. It should be noted that the Inspectors at the EiP indicated that this was as far as the 
green belt could be withdrawn - and they rejected (as did CPRE) proposals for a much larger 



erosion of the green belt to the east of the city. We are concerned that this accepted 
principle could be lost if further growth is inflicted. 
 
Similarly, CPRE accepted that, beyond the green belt there would have to be significant 
development to serve the housing needs of the area, and that to protect the countryside 
and villages, new settlements based on brownfield sites would be the most sustainable 
solution, as at Northstowe and Waterbeach. 
 
We have supported the development of 8,000 jobs in an Enterprise Zone along with 5,000 
homes at Alconbury Weald as another example of making good use of a brownfield site. 
 
We therefore trust that the concerns that we raise will lead to the conclusion that to 
stimulate the local economy here is not in the best interests of the UK economy as a whole, 
and that it presents severe environmental capacity issues as a result of increased pressure 
for housing and associated infrastructure. 
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4th August 2016 
 
National Infrastructure Consultation Oxford – Milton Keynes – Cambridge Call for evidence 
 
Introduction 
 
The Campaign to Protect Rural England (CPRE) Oxfordshire welcomes the opportunity to offer its 
views on the above.  CPRE Oxon is aware of and endorses other local CPRE branches making similar 
returns and the overarching detailed comments from CPRE National Office. 
 
CPRE Oxfordshire has concerns over the overly prescribed nature of this consultation. The entire 
premise of the approach as set out, appears to be based on accelerating current, above national 
average, growth across an area which already enjoys significant advantages over other regions of the 
UK.  This is despite the absolute need to ensure that the benefits, and burdens of increased growth be 
shared with, or even targeted at, those areas of greatest need. 
 
Whilst it is accepted that the Oxfordshire area has some need for increased supply of genuinely 
affordable homes (of all tenures) for organic growth, the premise that the area “requires” significant 
growth in jobs is inaccurate and misleading.  Oxfordshire enjoys almost full employment and existing 
growth plans, as set out by the Local Enterprise Partnership in its refreshed Strategic Economic Plan, 
clearly indicate that it is already planning for the creation of almost 100k jobs for which a significant 
increase in working age population will be required.  As the existing working age population has full 
employment, it therefore follows that the majority of these new jobs will require additional labour to 
fulfil them. In doing do so, either upgrading of transport infrastructure or significant new housing will 
be required.  However, it is a misnomer to consider that the current population of Oxfordshire either 
needs or desires further growth initiatives as envisaged in the review. 
 
Identifying Cambridge - Milton Keynes – Oxford (with potential to extend to Swindon, Northampton 
and Norwich) as a “single, knowledge intensive cluster” is an apparent desire to capitalise on the 
existing, vibrant but independent communities mentioned.  All these locations have far more 
dependence and interconnection with London and other international knowledge-based locations 
than each other.  The apparent similarities of Oxford and Cambridge being world class university cites 
avoids the very fact that they are in direct active competition and both apparently focus partnering 
aspirations on third parties rather than each other.   
 
We note that within the same Chancellor letter that two reviews were instigated:  the above and a 
separate 5G infrastructure deployment review.  We suggest that in framing the reviews in this 
manner, it highlights the importance of examining the potential benefits of early 5G deployment along 
the alleged knowledge intensive corridor, rather than promotion of physical infrastructure. 
 
 
Consultation Questions 
 
 
1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local 

economies and are perceived as highly desirable places to live. 



 

 what have been the key drivers of that success? 

Proximity to London with historical transport infrastructure links and good Oxford City, 
Banbury and Science Vale to central London rail links. 
 
Proximity to Heathrow allowing international exchange and partnering. 
 
World Class Universities with knowledge based spin-off starter companies. 
 
Large areas of AONB and Green Belt and high quality rural areas.  This coupled with historic 
town and city centres, protected by heritage designations, create the highly desirable place to 
live as identified in the question. 
 
Avoidance or over reliance solely on knowledge-based organisations.  Other significant areas 
of employment include automotive manufacturing, motor sport, agriculture and military 
logistics. 

 
 what is holding back further growth and greater productivity? 

 

Lack of county-based structure planning and delivery allowing job growth incompatible with 

housing supply resulting in significant transport congestion caused by inter- and infra-county 

commuting. 

 

Environmental capacity as a result of the existence of longstanding and publically supported 

areas of AONB and Greenbelt1, and by extensive flood plains in close proximity to existing 

urban centres. 

 

Inadequacy of water, power and broadband supply. 

 

 in particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 

Comprehensive availability of at least 3G, preferably 4G and ultimately 5G networks 
supplemented by universal access to  fibre-based broadband to the property/premises (FTTP) 
or fibre to the cabinet (FTTC) supplemented by the early deployment of G.FAST or equivalent 
technologies. 
 
Upgrades and extensions of non-private car modes of commuting including a focus on 
completing the East West rail link and integrated ticketing. 
 
 does the corridor require better connectivity to other major centres of growth? 

We have considerable doubts over the potential benefits of increased physical connectivity.  
Currently there is very limited evidence that there is a need or desire for such connectivity.  As 
a knowledge-based corridor, the current inadequacy of superfast broadband and 3G/4G 
networks leads to unnecessary and potentially avoidable long distance commuting. 
 
Providing new physical links, including the promoted off current route “expressway” standard, 
dual carriageways across Green Belt or open farmland at its western end is a sub optimal 
solution designed for the past.  Increased availability and speed of broadband connectivity, 
early roll out of 5G and supplemented by sustainable East/West rail based travel connectivity 

                                                 
1 See CPRE Oxon Green Belt survey http://www.cpreoxon.org.uk/news/item/2507-oxfordshire-green-belt-
study?highlight=WyJncmVlbiIsImdyZWVuJyIsIidncmVlbiIsImJlbHQiLCJiZWx0JywiLCJiZWx0JyIsImJlbHQnLiIsImJlbH
QncyIsInN1cnZleSIsImdyZWVuIGJlbHQiLCJncmVlbiBiZWx0IHN1cnZleSIsImJlbHQgc3VydmV5Il0= 
 

http://www.cpreoxon.org.uk/news/item/2507-oxfordshire-green-belt-study?highlight=WyJncmVlbiIsImdyZWVuJyIsIidncmVlbiIsImJlbHQiLCJiZWx0JywiLCJiZWx0JyIsImJlbHQnLiIsImJlbHQncyIsInN1cnZleSIsImdyZWVuIGJlbHQiLCJncmVlbiBiZWx0IHN1cnZleSIsImJlbHQgc3VydmV5Il0
http://www.cpreoxon.org.uk/news/item/2507-oxfordshire-green-belt-study?highlight=WyJncmVlbiIsImdyZWVuJyIsIidncmVlbiIsImJlbHQiLCJiZWx0JywiLCJiZWx0JyIsImJlbHQnLiIsImJlbHQncyIsInN1cnZleSIsImdyZWVuIGJlbHQiLCJncmVlbiBiZWx0IHN1cnZleSIsImJlbHQgc3VydmV5Il0
http://www.cpreoxon.org.uk/news/item/2507-oxfordshire-green-belt-study?highlight=WyJncmVlbiIsImdyZWVuJyIsIidncmVlbiIsImJlbHQiLCJiZWx0JywiLCJiZWx0JyIsImJlbHQnLiIsImJlbHQncyIsInN1cnZleSIsImdyZWVuIGJlbHQiLCJncmVlbiBiZWx0IHN1cnZleSIsImJlbHQgc3VydmV5Il0


for those limited aspects of physical travel, are seen as the only inter-county / inter-city 
connectivity improvements required. 
 
 

2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 

recognizable economic corridor? If so: 

 

We do not believe that, apart from superficial aspects, the study area is a recognisable 
economic corridor. 
 
 what factors unite the area? 

We believe that the underlying similarity is proximity to London not factors that in themselves 
create “unification” 
 
 would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? 

As we do not believe that this is a recognisable corridor, we do not believe that corridor-
focussed planning is warranted or would be of benefit.  Continued promotion of this corridor 
will, over time, create conditions in which long distance commuting is increased, which is not 
sustainable or desirable. 
 
 would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy? 

The removal of regional planning systems has apparently reduced wider co-ordination.  We 
believe that Local Enterprise Partnerships (LEP) are not effective in consulting and engaging 
with neighbouring LEPs.  This is compounded by the overlapping nature of some LEP 
geographic areas.  Whilst greater cooperation between neighbouring LEPs and Local 
Authorities is to be welcomed (especially in assessing and minimising the cumulative impacts 
of individual aggressive growth policies) we believe that this should not be focussed on an 
unrecognised geographic corridor.  
 
Should any further co-ordination of planning and decision making be considered, it is essential 
that no democratic deficit is created.  Many people already consider the undemocratic nature 
of Local Enterprise Partnerships and Local Authority Joint Statutory Committees (e.g. the 
Oxfordshire Growth Board) to have effectively disenfranchised them of their rightful ability to 
contribute to planning decision-making. 
 
 should adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning? 

At a local level it is notable that individual District Councils in Oxfordshire, feeding back to the 
Local Enterprise Partnership on its recent Strategic Economic Plan refresh2, consider that there 
is a significant danger in the exclusive focus on a narrow geographic or sector specific (in this 
case knowledge-based) approach.  Recognising the locality as a whole is essential. 
 
If these views are scaled up it therefore follows that a wider approach should be considered 
but not continue to be focused on a narrow corridor or sector-specific approach.  At a national 
level the London-centric approach has led to the overheating of the London and South East 
economy and particularly the housing market.  The focus should be on the whole of Great 
Britain and not on the creation of artificial corridors surrounding London. Prime Minister May 
has called for reform of the economy to “allow more people to share in the country’s 
prosperity.”  We believe that areas having historic lower levels of growth should be focussed 
upon, and invested in, to allow this worthy intention to come to fruition. 
 

                                                 
2 See http://www.oxfordshirelep.com/sites/default/files/SEP%20Consultation%20Report%20June%202016.pdf 

http://www.oxfordshirelep.com/sites/default/files/SEP%20Consultation%20Report%20June%202016.pdf


 
3. Describe your vision to maximise growth, maintain a high quality environment, and deliver 

more jobs and homes across the corridor over the next 30 years: 

We question the premise of the question.  Oxfordshire has near full employment and current 
plans to create an excess of jobs over our population base (including future population growth 
projections).  Whilst some modest provision of genuinely affordable housing of all tenures is 
required, the focus of our vision is not just “maintaining” our existing high quality environment but 
improving it to address some of detriment caused by previous inappropriate development. 
  
Therefore, our vision does not seek to maximise growth, but to deliver co-located housing and 
jobs at a higher density, targeted on existing sustainable brownfield sites.  A current example of 
this is a recent consultation by Oxford University on the regeneration of the Osney Mead 
Industrial site in central Oxford3.  Their vision is employment based, supported by some (an 
unspecified number) of houses.  However, we believe that in Oxford, with nearly full employment, 
this site should be addressing the significant under provision of housing in a city universally 
acknowledged as one of the least affordable in the country. At a target density of approximately 
70 dwellings per hectare (similar to much of Victorian Oxford) with a focus on affordability and 
mix of tenures, this site would immediately and sustainably, address a significant proportion of the 
City’s unmet housing needs. 
 
City centre brownfield redevelopment is the most sustainable approach which can support vibrant 
City centres, reduce the need for long distance commuting, make use of existing sustainable 
modes of travel where necessary (e.g. walking, cycling, rail and bus) and protect the environment 
from outward sprawl and coalescence of settlements.  This is vitally important to local people both 
in the City and surrounding villages. 
 
 what does that mean for growth and infrastructure investment in your area? 

N/A 
 
 what steps are currently being taken to realise that vision, and what more needs to be done? 

N/A 
 
 what value could new cross-corridor intercity road and rail links bring? How do these compare 

to other transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 

See above, the focus should be completion of East/West rail and the immediate upgrading of 
Fibre-to-the-Premises (FTTP) or Fibre-to-the-Cabinet (FTTC) with G.Fast, supplemented by 
improvements in 3/4/5G to reduce the need for physical travel.  Selective local upgrading of “on 
route” road networks may also be warranted and beneficial.  However, the current plans for the 
Oxford-Cambridge expressway, encouraging long distance commuting are clearly not sustainable 
and are considered inappropriate. 
 

 
4. Are there lessons to be learnt from previous initiatives to maximise the potential of the 

corridor? 

We are not aware of such initiatives and do not recognise the existence of the corridor. 
 
 

5. Are you aware of any examples of UK or international good practice, for example in respect of 

new technology, local frameworks or the built environment, that are relevant to this review? 

No 
 

                                                 
3 See https://www.admin.ox.ac.uk/estates/aboutus/news/eventsawards/heading_235566_en.html 
 

https://www.admin.ox.ac.uk/estates/aboutus/news/eventsawards/heading_235566_en.html


Conclusion 
 
As set out above CPRE Oxfordshire have concerns over the prescribed nature of the consultation and 
an apparent unshakable belief that an “all growth is good” mantra is supported by the current 
residents of Oxfordshire.  We do not believe in the existence of, and see no evidence presented on, 
the artificially promoted Oxford-Milton Keynes-Cambridge corridor.  We support the early completion 
of East/West Rail for passenger and freight use and the upgrading of superfast broadband and the 
early rollout of 5G.  technologies.  We are opposed to the creation of new off route “expressway” 
standard road networks. 
 
  
 
Should you have any queries on this response please do not hesitate to contact the CPRE Oxfordshire 
Office. 
 
 
 
Yours sincerely 
 
 
 
Brian Wood  
Chairman CPRE Oxfordshire 
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CAMBRIDGE – MILTON KEYNES – OXFORD: ‘GROWTH CORRIDOR’ CALL FOR EVIDENCE 
 
Response to the National Infrastructure Commission’s consultation by the Campaign to Protect 
Rural England 
 
August 2016 
 

 
Introduction 
 

1. The Campaign to Protect Rural England (CPRE) welcomes this opportunity for early 
engagement with the National Infrastructure Commission (‘the Commission’). CPRE fights for a 
better future for the English countryside. We work locally and nationally to protect, shape and 
enhance a beautiful, thriving countryside for everyone to value and enjoy.  
 
2. As a charity with about 60,000 members, a branch in every county, over 200 
district groups and more than 2,000 parish council members, we have long had an interest 
in infrastructure proposals, whether of local or national scales. We are most grateful for 
the invaluable input provided into this response by our Oxfordshire, Buckinghamshire, 
Northamptonshire, Bedfordshire and Cambridgeshire branches and their extensive local 
knowledge of the geographic area being considered by the Commission’s review. 
 
Overview 

3. The terms of reference given to the Commission for this study by the previous Chancellor 
on 16 March 2016 focused on ‘the economic case for which investments would generate the most 
growth’. On 18 May, the Government clarified that the Commission’s scope would, besides 
international competitiveness, be broadened to include ‘quality of life’ and ‘sustainable economic 
growth across all regions of the UK’. This commitment has effectively been entrenched by the new 
Prime Minister, Theresa May, who, on her appointment, highlighted the need ‘to reform the 
economy to allow more people to share in the country’s prosperity’.  
 
4. Clearly, if this study is to support the Commission’s wider work, indeed be relevant to the 
new Government’s priorities, its terms need to be carefully interpreted in light of these recent 
statements of policy. In any event, the suggestion at this stage to consider economic case appears 
misjudged. As the development of High Speed 2 clearly demonstrated, getting into the detail of 
economic cases (typically Benefit Cost Ratios for transport projects) before a robust strategic case 
has been widely agreed is a recipe for discord and disrupted decision-making1. 
 
5. For reasons set out below, we do not agree that the geographic area identified in the 
review is a recognisable corridor nor indeed do we believe it should become one. Nonetheless we 
believe that the review is a most valuable opportunity to consider the future of infrastructure in a 
key part of England. In this context, we make the following three overarching comments: 

i) While there are opportunities to improve productivity into lower skill areas in the north 
of Northamptonshire and Cambridgeshire, the focus should be on expanding growth 
beyond the south east, rather than stimulating growth between Oxford-Cambridge, 
which is effectively the penumbra of the megacity of London.  

 

1 See the five stage approach to businesses cases in the HM Treasury Green Book, which emphasises the need to develop a 
robust strategic case before an economic case. This is also vital to meet principles of Strategic Environmental Assessment. 
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ii) Long-term prosperity will be best secured by changing the way we use energy and 
travel, rather than simply investing in expanding capacity of existing infrastructure.  

iii) Environmental constraints, whether congestion or availability of freshwater, will 
become major challenges unless there are radical shifts in policy. 

 

6. We make the following suggested recommendations for this review, which we believe 
should: 

i) Compare the benefits for the study area of different infrastructure strategies, such as 
Minimal Intervention, Capacity Enhancement, System Efficiencies and System 
Restructuring2. 

ii) Scope the means – including policy, governance and funding frameworks - through 
which the best performing infrastructure strategies could be delivered most effectively. 

iii) Assess threats to and opportunities for quality of life and natural capital, particularly 
those that create or maintain a sense of place, which are not well catered for by 
quantitative assessments of infrastructure.  

iv) Review the strategic cases for current and potential infrastructure schemes and policies 
in combination with each other. 

v) Develop options for growth to be spun out beyond the corridor to areas with lower 
productivity and growth. 

 
7. We would be very happy to discuss these ideas further with the Commission. 
 
 
Consultation questions 

1 Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 

local economies and are perceived as highly desirable places to live. 

 what have been the key drivers of that success? 
 
8. These places have a winning combination: world class universities, a high quality of life due 
to the quality of the local environment and excellent centre-to-centre connectivity by public 
transport to the mega-city of London.  
 
9. Environmental designations have protected heritage and Green Belt, for example protecting 
countryside that reaches right into the centre of cities not to mention their wider setting. A road 
through Oxford’s Christ Church Meadow was first proposed in 1948, pronounced ‘inescapable’ by an 
inspector following a public inquiry in the 1960s and only fully dropped in 1971. Now it is rightly 
viewed as unthinkable.  

 

10. Environmental constraints are nonetheless still seen by some as a burden on economic 
development. Yet just as they can stimulate the most creative architecture – such as where the 
design of new buildings needs to respond to neighbouring old ones - they can also stimulate 
innovative policies. In Oxford’s case, the Balanced Transport Policy of 1973 introduced what were 
then radical ideas of access restrictions, pedestrianisation, cycle routes and parking restraint, 
policies now copied widely elsewhere. With the benefit of hindsight, it is easy to see that a 
strategy of restructuring the transport system, rather than simply expanding its capacity, has 
served Oxford far better. There are similar lessons from Cambridge too. 
 
11. In relation to some potential drivers of success, especially those that are qualitative, it is 
difficult to prove causation, even though there does appear to be some form of causal relationship. 
Oxford and Cambridge, for example, have the highest rates of cycling in the UK. According to the 
UN World Happiness Report 2016, Denmark is the happiest country in the world. It also has one of 

 

2 Broadly speaking Minimal Intervention is do minimum, Capacity Enhancement is trying to build your way out, System 
Efficiencies is seeking to maximise efficiency, such as through managing demand, and System Restructuring is about trying 
to reconfigure infrastructure, such as modal shift and electrification of transport. See Hall, Tran, Hickford and Nichols 
(2016). The Future of National Infrastructure 
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the highest cycling rates. Whether it is cycling itself or the spatial patterns of development that 
foster high levels of cycling and walking, there does seem to be some connection, even if indirect. 
 

 what is holding back further growth and greater productivity? 
 

12. Environmental capacity is clearly holding back growth. Significant further growth would not 
only be incompatible with the qualities that make these places special today, it would cause 
growing conflict with environmental limits tomorrow. An Oxford or Cambridge with 250,000 
inhabitants would change the feel of their city centres fundamentally, not to mention lead to 
sprawl encroaching into the surrounding countryside. In the future, pressure on water supplies from 
greatly increased population and a changing climate could put severe pressure on summer flows of 
rivers, leading to traditional activities such as punting becoming impossible in some years3.  
 
13. Employment in most of this area is already very high by national not to mention European 
levels. In the circumstances, it is not inappropriate to ask what form of growth we want and where. 
Modelling suggests that under a range of scenarios, the share of national GVA within London and 
the south east will increase from 36% to 39-41% in 20504. The decision by Astra-Zeneca to move 
from the north west to Cambridge takes skilled jobs from one region that needs them and crams 
them into a city that is overheating5. If the new Prime Minister’s ambition to share economic 
success is to be realised, it is clear that more interventionist policies are needed, policies that 
focus infrastructure investment where there are opportunities not simply constraints. 
  
14. Productivity is being held back by inefficient use of the current transport network, and 
housing market problems. Congestion caused by large numbers of people travelling alone in their 
cars, for example, and a lack of affordable housing for a wider range of tenure types, making it 
challenging for junior academic staff wanting affordable homes to rent. Some infrastructure 
investments could help tackle both issues, such as better rail links to places with lower house 
prices, such as Wisbech.  
 

 in particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 

 
15. The first priority should be making better use of infrastructure. Fast-tracking the 
introduction of integrated smart ticketing across transport modes - including shared mobility - 
across the sub-region would be a massive step forward. While that would assist the movement of 
people, something similar is needed for freight. The combination of consolidation hubs, an 
integrated last mile delivery service and parcel pick-up lockers for the sub-region’s cities and larger 
towns could address the surge in van traffic. With peak time access restrictions in existence in 
certain cities and likely to be extended, there is already a stick for businesses, now it is time for a 
carrot. 
 
16. A failure to restructure infrastructure systems would lead to growing costs, growing 
economic and environmental challenges, such as congestion and a failure to meet the ambitious 
targets in the Climate Change Act 2008. Last year UK transport emissions became the biggest single 
source of Greenhouse Gas Emissions. According to DfT forecasts, transport emissions are due to rise 
from the 2030s absolutely not just relatively, making this sector the biggest challenge. Efficiency 
and demand management measures will be needed in addition to restructuring infrastructure.  
 
17. Because of the current political dislike of demand management measures, which were 
highlighted as necessary as far back as the Eddington Transport Study in 2006, the Strategic Road 
Network is set to become ever more gridlocked6. Highways England has been slow to consider the 
opportunities of new technologies - its smart motorways have been described by some experts as 

 

3 By 2050, average water flow in the East of England could decrease by as much as 70%. Higher population would increase 
pressure for abstraction. Climate UK, A Summary of Climate Change Risks for East England from Defra, UK Climate Change 
Risk Assessment Evidence Report 2012 
4 Page 46 in Hall, ibid. 
5 In Cambridge there are as many as 14 jobs being advertised per applicant (Cambridge News, 3 August 2016). 
6 This is increasingly an issue in Oxfordshire businesses, see The Oxfordshire Innovation Update (May 2016). 

http://www.cambridge-news.co.uk/fourteen-jobs-available-in-cambridge-for-every-jobseeker-in-the-city-the-best-ratio-in-britain/story-29577798-detail/story.html
http://www.sqw.co.uk/files/4314/6797/2756/Oxfordshire_Innovation_Engine_Update_2016_FINAL_REPORT.pdf
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anything but – as it establishes itself as a new company. Indeed the specification for expressways 
being developed fail to engage with the opportunities offered or needs of Autonomous Vehicles7. 

 

18. Better rail capacity and connectivity will become ever more necessary. Unfortunately 
Network Rail is increasingly unambitious, planning for half the rate of growth for the next twenty 
years that the rail network has experienced in the last twenty. Its Improving Connectivity study, 
which set out how Swiss style timetabling could dramatically improve rail travel in East Anglia, was 
published in 2014 before its recent troubles and seems to have sunk without trace. The 
infrastructure upgrades to junctions and stations it suggests would help rail gain the same modal 
share for regional journeys that it has to and from London. This deserves further study as it could 
be a game changer for intra- and inter-regional rail travel. 
 
19. With the publication this Autumn by the DfT of the first Cycling & Walking Investment 
Strategy and associated guidance on producing Local Cycling & Walking Investment Plans, there is 
an opportunity for this area to build on its strengths. Rolling out continental quality cycle 
infrastructure in towns and cities and beyond to their hinterland, particularly around rail stations, 
could be done quickly and relatively easily. Especially if combined with promotion of e-bikes, it 
could lead to a surge in cycling, including amongst older and less able people.  
 
20. Besides transport, decarbonising power, in particular heat is a major challenge. Besides 
energy efficiency, heat pumps plus Combined Heat and Power (CHP) will be required in larger 
settlements. There will be opportunities for multi-utility trenching, to combine the laying of the 
necessary pipes, fibre optic cable for broadband and additional transmission lines to strengthen the 
grid to facilitate charging of electric vehicles. Because the countryside in this area is planned 
countryside, the settlement structure is more nucleated and there could be opportunities to trial 
micro CHP and heat pumps serving a number of homes. 
 

 does the corridor require better connectivity to other major centres of growth? 
 
21. Once East West Rail and the Electric Spine are completed, connectivity will generally be 
very good. Train services are slow and indirect however between Cambridge and Birmingham: 
reopening Northampton-Bedford would have an excellent strategic case to speed up longer 
journeys, including rail freight from ports, as well as improve local connectivity. There is a good 
case to reopen Cambridge—Haverhill-Sudbury to create a fast link to Colchester. Adding 
electrification of Nuneaton to Leicester could enable fast direct services, avoiding Birmingham, 
between Oxford and the east midlands. 

 

2 Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognizable economic corridor?  

22. No, at present this is part of a penumbra outside London, which much economic activity 
relates to, rather than a recognizable corridor in itself. As a recent report by IPPR north8 noted 
‘there is clearly a ‘London-effect’ driving the success of places like Milton Keynes, Cambridge and 
Swindon.’ Indeed with poor orbital transport links by road and rail meaning limited movement 
between these cities at present, it is difficult to see how this could be described as an economic 
corridor when most existing movements are radial. 

 what factors unite the area? 

23. There are factors that are shared, such as high growth, skills and wages, but these do not 
unite nor create a specific area. There are also two of the world’s best universities, though rather 

 

7 See, for example, WSP & Farrells (2016). Making Better Places: Autonomous Vehicles and Opportunities 

8 Cox and Longlands (2016). City Systems, IPPR North http://www.ippr.org/files/publications/pdf/city-
systems_June2016.pdf 

http://www.wsp-pb.com/en/WSP-UK/Who-we-are/Newsroom/News-releases1/20161/How-autonomous-vehicles-will-free-15-20-of-UK-land-to-create-healthier-towns-and-cities/
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than being united, they are well known for competing against each other. The factor that defines 
the area the most is being close to one of the world’s most dynamic cities. 

 would greater emphasis on corridor-wide planning and decision making benefit local 
communities and local economies? 

24. Better co-operation between local authorities, particularly in relation to infrastructure 
issues, would be of benefit. This is the case, however, in all geographical directions rather than 
along one specific axis. The loss of the regional tier of planning has resulted in a gap; the duty to 
co-operate that has supposedly replaced it has not been sufficient, as it is simply procedural rather 
than substantive.  
 
25. Local Enterprise Partnerships (LEPs) have been given some responsibilities, such as around 
funding decisions, despite not being public bodies or subject to any democratic control. This has 
recently been subject to criticism by a range of bodies including the Public Accounts Committee 
and National Audit Office. The fuzzy boundaries of LEPs, for example Northamptonshire falls within 
two different LEPs, complicates matters further. 
 
26. So long as they are democratically accountable, creating new sub-national bodies could 
assist with larger than local planning within and between regions and benefit the public. 
Democratic accountability is necessary both in relation to setting the boundaries of new bodies as 
well as their operation. Although the Cities and Local Government Devolution Act 2016 created the 
concept of Sub-national Transport Bodies, there is scope to aligned Combined Authorities to cover 
infrastructure too, such as through a devolution deal. This could offer greater opportunities to 
implement multi-functional infrastructure, which is discussed in more detail below. 

 would that same emphasis on coordinated planning and decision making provide wider 
benefits for the UK economy? 

27. There would be similar benefits to the UK economy as to those set out for local areas 
above. 

 should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning? 

28. As noted above there is a strong case for a sub-national level of planning but not for it to 
be centred on a corridor that does not exist. Some of the greatest benefits would be from 
spreading prosperity further away from London to places like Wisbech and Corby. Incentives should 
be created to encourage local authorities and universities within the area of this review to enter 
into partnership agreements with other authorities to help spread growth further from London. 
 
 
3 Describe your vision to maximise growth, maintain a high quality environment, and deliver 
more jobs and homes across the corridor over the next 30 years: 
 
29. Through a combination of devolution and stronger national strategies, such as in relation to 
skills and industry, the area contributes to stronger growth outside the south east. New 
partnerships and improved transport links in the area between Oxford and Cambridge and 
elsewhere in the UK help spread higher rates of productivity and innovation across the nation. Some 
people with jobs in the area live further afield, working a few days a week from home or from co-
working spaces in their towns and villages. These help spread dynamism and spin out new ideas to 
local businesses and educational establishments. 
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30. The new housing is built to high densities and environmental standards9. This includes some 
redevelopment at higher densities of existing areas, so as to respond to housing need while 
protecting the Green Belt. A mix of tenures, plus priority for academic staff in social housing after 
the needs of key workers have been met, helps ensure universities continue to be amongst the best 
in the world. Inspired by Stonesfield Community Trust in Oxfordshire, established in 1983 as the 
first Community Land Trust in the UK, rural areas ensure some new homes are kept as community 
assets, so as to provide housing for people with local connections. 

 

31. Harnessing technological innovation from its universities and start-ups, the sub-region 
becomes globally respected as a testbed for restructuring infrastructure systems. In 2023, fifty 
years on from Oxford’s ground-breaking Balanced Transport Strategy, a new sub-regional 
Networked Transport Strategy enables people and businesses to give up their own cars and vans, 
instead using networked transport, integrating electric cycles and Autonomous Vehicles and a 
renewed rail network. This enables a fundamental restructuring of the transport network, freeing 
up space used for roads and parking to green space and new housing. Similar changes are made to 
make the sub-region zero waste and reduce water and energy consumption per capita to amongst 
the best in northern Europe. 

 

32. Land in rural and urban locations is more multi-functional. Sprawling housing estates, out of 
town supermarkets with enormous car parks and solar farms are seen an inefficient and 
unattractive use of valuable land. In rural areas, multi-functional landscapes that incorporate 
farming, flood defence, increased connectivity for nature and new leisure opportunities, such as  
green bridges over linear transport infrastructure, which are linked to new canal routes that double 
as flood relief.  

 

33. Green Belt has been protected, indeed its quality and accessibility has been enhanced. 
Undesignated and largely unprotected local landscapes like the Nene and Great Ouse valleys, have 
also been noticeably improved. New corridors for wildlife to move and people to cycle and walk in 
urban as well as rural areas are created, along waterways, hedgerows and greened residential 
streets from which rat-running traffic is filtered out. Small scale renewables and energy storage are 
common, not least in rural areas where they fit with local landscape character, such as through 
sensitively design solar panels on buildings.  
 
34. Noise and light pollution are reduced, particularly through better design and management 
of transport infrastructure, whether retrofitting of existing infrastructure or new build. 
Opportunities are taken to integrate the electricity grid with transport corridors, whether burying a 
400KV line along East West Rail or local distribution links next to new cycle paths.  
 

 what does that mean for growth and infrastructure investment in your area? 

35. Organic and phased growth at a pace that is compatible with environmental constraints and 
preservation, and where possible enhancement, of local character. 

 what steps are currently being taken to realise that vision, and what more needs to be 
done? 

36. Securing multi-functional use of land will require a better functioning planning system and 
policies, since while many aspirations have been there for years, delivery is limited. New 
arrangements for financing and delivery are likely to be needed: in the same way that new models 
are needed to encourage Demand Side Response to reduce peak electricity demand, so new models 
are needed for farmers and housebuilders to secure better use of land. At present it is difficult to 
encourage single-sector infrastructure providers to engage early enough with other sectors, so as to 
consider opportunities for bundling solutions for different infrastructure needs in the same project. 
Giving local and sub-national authorities more of a role should help. 

 

9 An example of densification is the proposal to redevelop Oxford’s Osney Mead Industrial Estate, which would involve 
tackling flooding issues and ugly energy infrastructure.  There are concerns that current proposals fail to provide sufficient 
levels of housing, however. 

https://www.admin.ox.ac.uk/estates/aboutus/news/eventsawards/heading_235566_en.html
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37. A strategic approach to transport, water and energy is urgently needed, especially in 
relation to the cumulative impacts of proposed housing development. Such an approach should 
secure a major shift to sustainable travel and decarbonised energy. Currently an incremental 
approach is used, for example incremental road capacity increase to unlock more car-dependent 
housing, even though the long-term impact would be widespread gridlock. Ambitious planning 
policies are required on the sub-national scale to minimise infrastructure (excluding social 
infrastructure) demands of new housing, with a requirement to offset any remaining impact 
through a system of trip, water and energy credits. This could include removing storm water flows 
from existing drains, installing solar PV on existing buildings and retrofitting cycle routes in existing 
developments. 

 

38. New pricing mechanisms could be trialled, offering lower charges except for homes using 
the highest volumes of water or those using the most electricity in the few weeks in winter when 
capacity is most constrained. CPRE accepts the need for new tax raising powers as part of 
devolution settlements, if our local authorities are to have the same freedoms as those in other 
countries.  

 what value could new cross-corridor intercity road and rail links bring? How do these 
compare to other transport initiatives e.g. intra-city links, or wider infrastructure, 
priorities? 

39. While there is an exceptionally strong case for a strategic rail corridor, this should be  as 
much about improving wider sub-national connectivity (e.g. Bicester-Northampton) as providing for 
travel simply along a corridor (e.g. Bedford - Oxford). Other measures to improve cycling and 
walking conditions, or indeed harness new powers proposed in the Bus Services Bill, could make a 
great difference quickly and cheaply. 
 
40. Traffic has rapidly increased where capacity has increased, such as the A421 in 
Bedfordshire, and is likely to increase further if not faster as new highway capacity unlocks new 
housing, albeit car dependent housing. This is not a sustainable pattern of development in any 
sense. Although the DfT has effectively disowned the assertion in the Roads Command Paper of 
2008 that traffic can increase by 8-10% per annum where capacity is increased on congested routes, 
the evidence is mounting. 

 

41. New cross-corridor road links, such as an Oxford-Cambridge expressway, would induce 
significant volumes of traffic, encourage sprawl and have devastating impacts on Green Belts. This 
additional traffic would put great pressure on surrounding road networks in rural and urban areas, 
leading to negative economic not to mention environmental impacts such as further encroachment 
of rural tranquillity. Any purported economic benefits would be outweighed by economic costs, 
such as added congestion, let alone wider negative impacts. 

 

42. Such links would also require ever larger park & ride sites in Green Belt to cater for 
increased numbers of cars coming to urban areas, a problem Oxford is now facing. Various research 
suggests that Cambridge’s system of park & ride has led to a net increase in traffic and carbon 
emissions10. New transport technologies offer opportunities for more decentralised systems to 
succeed, such as ‘link & ride’ that was suggested in the 1990s. These could help strengthen county 
bus services rather than threaten their viability. 

 

43. Although only a small proportion of containerised freight that arrives at UK ports has a 
destination in this sub-region, the majority of it passes through: as the Institution of Mechanical 
Engineers has highlighted, while 65% of the UK population lives within 150 miles of Liverpool, it is 
Felixstowe and Southampton that are the biggest Lo-Lo ports11. With London a major port too and 
Dover the biggest for Ro-Ro traffic, that puts enormous pressure on the road and rail networks 

 

10 See http://www.lucas-smith.co.uk/dissertation/dissertation.html  
11 Oldham (2016) UK Freight: In for the long haul? Institution of Mechanical Engineers https://www.imeche.org/policy-and-
press/reports/detail/uk-freight-in-for-the-long-haul 

http://www.lucas-smith.co.uk/dissertation/dissertation.html


 

8 

 

through these areas. There is a strong case to introduce incentives for far greater use of northern 
ports: southern ports are effectively subsidised by not charging lorry traffic the full cost of road 
use.  
 
4 Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 

44. There have been limited initiatives centred around this corridor and some, such as East 
West Rail, have been ongoing for many years without being completed. 

5 Are you aware of any examples of UK or international good practice, for example in respect 
of new technology, local frameworks or the built environment, that are relevant to this 
review? 
 
45. Transport is the infrastructure sector that will change the most due to new technology. The 
San Francisco Municipal Transport Authority is securing significant modal shift away from car use 
while planning for Shared Autonomous Connected Electric Vehicles. Critically this has to be realistic 
about the need to keep on investing in conventional modes of sustainable travel like rail and 
cycling, rather than seeing driverless cars as a panacea. There is much to learn from the 
Netherlands, Germany and Denmark regarding the provision of cycle friendly town centres and 
cycle superhighways between settlements. 
 
46. With energy use patterns set to change radically, better linking of spatial and energy 
planning is needed. New approaches could be piloted in this area. The EU funded SPECIAL project 
(Spatial Planning and Energy for Communities in All Landscapes) highlighted new approaches being 
piloted, such as Spatial Energy Demand Analysis in South Dublin County Council and in Austrian 
spatial energy planning. 
  
47. The Scottish National Planning Framework designated the Central Scotland Green Network 
as one of a dozen or so National Developments, albeit the only one covering green infrastructure. It 
has improved the quality of the natural and built environment, created new cycling and walking 
routes and generated new tourism opportunities. A similar approach could be of great benefit, 
combining improvements to the Green Belts in this area, as well as high quality yet undesignated 
countryside such as the Great Ouse Valley. 
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CAMBRIDGE- MILTON KEYNES- OXFORD GROWTH CORRIDOR 
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INTRODUCTION 

 
This response is submitted on behalf of the Canal & River Trust (the Trust). The Trust is a company limited 

by guarantee which became registered as a charity on 4 April 2012. The assets and undertaking of British 

Waterways ("BW") in England and Wales were transferred to the Trust on 2 July 2012 by a Statutory 

Transfer Scheme under the Public Bodies Act 2012. 

 
The Trust cares for an extraordinary collection of waterways in England and Wales, holding them in trust  

for the nation in perpetuity. This includes 2,000 miles of working canals and river navigations in both urban 

and rural communities. 

 
Waterways contribute significantly to the economic, environmental and social well-being of the 

communities through which they run. Land development values close to waterways are commonly greater 

than those further afield an·d businesses prefer these locations to grow and prosper. The Trust owns and 

manages a variety of waterways in this growth corridor for example the Grand Union and Oxford Canals. 

Whilst these waterways run north south across the growth area a new waterway (The Bedford & Milton 

Keynes Waterway Park) has been proposed which, if built, could add significantly to the prosperity of the 

Growth Corridor. 

 
Whilst existing waterways shouldn't be overlooked, the Trust's main response to this consultation refers 

principally to the benefits of this new proposed waterway. 

 
Many places across the Cambridge- Milton Keynes- Oxford corridor have very successful local 

economies and are perceived as highly desirable places to live. 

 
What have been the key drivers of that success? 

 
• Proximity to London and good quality north- south transport routes. The corridor as a whole 

benefits from three north south motorways, the M40, M1and M11 plus the Al. In addition, three 

north south rail routes run through the corridor, the West Coast Mainline, Midland Mainline and the 

East Coast mainline. All provide easy access to London for business, commuters and leisure. 

 
• The area benefits from a range of attractive green infrastructure particularly around rivers 

and canals. The Grand Union canal is a key feature in Milton Keynes and in Bedford the Great 

Ouse provides the town centre with an attractive riverside setting. 

 
• Quality of academic institutions- Oxford and Cambridge are significant key drivers for growth and in 

the middle of the corridor both Cranfield and the Open University provide different but 

complementary bases for innovation and the development of a skilled work force. 

 
• The quality and range of housing available. The corridor provides a significant range of both urban 

and rural settlements with a range of high and rapidly growing housing supply. Milton Keynes in 

particular thrives on innovative approaches to new development and high quality social and physical 

infrastructure. 



Page 2 of6  
 
 

What is holding back further growth and greater productivity? 

 
• Despite excellent north/south connectivity, the corridor lacks high quality east- west routes. Travel 

across the corridor is hampered by sections of single carriageway routes and in places the main 

highways pass through urban areas e.g. Milton Keynes. Recent improvements to the highway 

network have helped as will east-west rail. 

 
• Tourism in the central section of the corridor lacks focus. Whilst Oxford and Cambridge are highly 

popular tourist destinations in their own right, Bedford and Milton Keynes are significantly less so. 

Whilst there are popular destinations such as Centre Parks,Whipsnade and Woburn, there is no 

strong theme or product 'brand' which links potentially attractive places within the central section 

corridor. 

 
In particular, what planned or new infrastructure improvements would best support sustainable growth 

and promote innovation over the long-term? 

 
• Completion of East West Rail in a way that takes careful account of the impact of the infrastructure 

on the existing natural and historic environment. The Trust has been working closely with HS2 to 

ensure that the design of the proposed new railway takes account of the rich natural and industrial 

heritage of the waterways it crosses. Part of this work involved the publication of a "HS2 Design 

Principles" document- see links below. We would like to build on the work undertaken with HS2 

and work with the organisation chosen to  complete the east-west rail link to ensure the project is 

world class in terms of design quality: 

 
Links to document (in two parts):- 

https:ljcanalrivertrust.org.uk/media/library/6524.pdf 

https:ljcanalrivertrust.org    .uk/media/library/652S.pdf 

• Bedford to Milton Keynes Waterway Park. This proposed Waterway Park is a strategic trans-regional 

'canal & linear parkway' project linking the canals of the Midlands to the waterways of East Anglia . It 

could provide significant and wide-ranging benefits to the immediate locality and the region. It 

would be the first new waterway for over a century and a huge source of interest and innovation. 

Significantly it will provide a key missing link in the wider Anglian regional waterway network 

thereby opening up major tourism opportunities and providing a significant boost to the local and 

wider economy. In addition, a new link could bring with it the potential benefits for inter-regional 

water management such as improved water storage and transfer as well as improved flood 

defences. The wider Waterway Park could provide significant new leisure opportunities, improve 

sustainable connectivity with new pedestrian and cycle routes and, at the same time, increase 

biodiversity as it links major wetland sites. The waterway charity promoting this new Waterway 

Park, The Bedford and Milton Keynes' Waterway Trust (B&MKWT), points to the following benefits 

in its business plan: 
 

• Improved connectivity, especially for walking, cycling and horse-riding with subsequent 
/ 

reductions in emissions and improved health benefits from active modes of travel and 

recreation. The Waterway Park has the scope to act as a trigger for opening up a wide range 

of leisure opportunities focussing on healthy lifestyles, walking, cycling and water based 

sport. 

 
• The ability to improve an underperforming rural economy creating new tourism 

opportunities, bringing visitors who stay in the sub region and generating new commerc.ial 



Page 3 of6  

 
 

opportunities in catering and accommodating visitors, marinas and sector supporting 

businesses. 

 
• Opportunities to showcase innovation and grow business tourism. It will be the first new 

waterway for 100 years with significant opportunities for technological innovation and 

development. 

 
• The benefits to regional water management subject to investment in pumping and water 

management. The 'waterway' will create a major opportunity for improved water storage 

and transfer, improving land drainage and flood defences at a regional level. 

 
• The ability to increase biodiversity by linking major ecosystems, wetland sites and parkland. 

Creating new habitats and parkland at a sub-regional level thereby increasing ecological 

resilience. 

 
In addition there may be opportunities to 

 
• Use the Waterway infrastructure for district heating schemes and as a route to improve 4G 

and 5G connectivity in towns and rural areas. Towpaths across the country, including the 

Grand Union Canal have been used as conduits for fibre connectivity. 

 
• Open up opportunities for waterside development, both commercial and residential, 

thereby enhancing land values. 

 
• Contribute to cooling the urban environment and improving <:Jir quality through increased 

green/blue  infrastructure 

 
• Provide opportunities to create sustainable energy sources 

 
The B&MKWT is currently seeking to update an economic impact study undertaken by consultants, SQW in 

2009 and significantly broaden it to encompass potential environmental and social benefits. The 2009 study 

pointed to significant economic benefits of a new Bedford to Milton Keynes Waterway Park. 
 

 
 
 

Economic impact Estimated scale of impact Comment 
 

Employment creation  2,370 to 2,925 person-years of 

employment 

A one-time impact 

 

Property uplift £45 million increase in property 

values 

A one-time impact based on 

1,500 housing units benefitting 

from improved amenity. 
 

Visitor economy: Waterway with 

towpath and picnic sites 

42,400 to 84,800 day and tourist 

visitors  Estimates of visitor economy 

activity with only minimal 

Gross spend of £813,436 to £1.6   accompanying infrastructure. 

million 
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Visitor economy: Waterway with 75,000 to 150,000 day and 

towpath and picnic sites, and tourist visitors 

marina/basin development 
Gross spend of £2.1 million to 

£4.2 million 

 
Visitor economy: Waterway with 500,000 to 750,000day and 

towpath and picnic sites; tourist visitors 

marina/basin development and 

Iconic attraction at 
 

Brogborough Gross spend of £13.8 million to 

£20.7 million 

 
Source: SQW 2009 

Estimates of visitor economy 

activity with the addition of 

marina facilities and other 

waterside services. 

 
 

Estimates of visitor economy 

activity with the addition of a 

high-quality iconic structure at 

Brogborough Hill. 

 

In summary, when completed the Waterway Park is predicted to generate a gross annual visitor spend of 

between £16.7m- £26 .5m gross annual spend. The B&MKWT believes that updating and broadening this 

study should be a vital element of any examination of the drivers of growth in the Cambridge/Milton 

Keynes/Oxford corridor. 

 
Does the corridor require better connectivity to other major centres of growth? 

 
Yes. A Waterway will provide links east-west and improved connectivity both north towards Northampton 

and Birmingham and south towards Watford and London especially in relation to sustainable modes of 

travel and fibre I sustainable heat networks. 
 

Does the Cambridge- Milton Keynes- Oxford area, including Northampton, form a recognizable 

economic corridor? If so: 

 
What factors unite the area? 

 
• There aren't a great many unifying factors. Both Oxford and Cambridge are powerful entities in 

their own right, whilst Milton Keynes and Bedford have few links with either of the cities at either 

end of the corridor or each other. Thus there are few strong linkages in the central part of the 

corridor. Both Bedford and Milton Keynes have much stronger north south links than links across 

the corridor. 

 
Would greater emphasis on corridor-wide planning and decision making benefit local communities and 

local economies? 

 
• Yes. More coherent strategic planning would benefit local communities and economies, along the 

same lines as the branding and planning of the Northern Powerhouse. 

 
Would that same emphasis on coordinated planning and decision making provide wider benefits for the 

UK economy? 

 
• Strategic planning can bring about benefits at both a national and local level. Delivery of the 

Bedford to Milton Keynes Waterway Park could have both economic and environmental benefits 

beyond the immediate locality simply because it will close a significant gap in the national 

waterway network. 
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Should adjacent towns and cities be incorporated into the corridor in terms of growth and infrastructure 

planning? 

 
• Yes, it is important to focus on the smaller settlements in and adjacent to the corridor e.g. Bicester, 

Aylesbury, Banbury, Bedford. Connectivity all along the corridor needs to be improved by linking 

these smaller settlements 

 
Describe your vision to maximise growth, maintain a high quality environment, and deliver more jobs 

and ,homes across the corridor over the next 30 years: 

 
What does that mean for growth and infrastructure investment in your area? 

 
• The Bedford to Milton Keynes Waterway Park has the potential to help maximise growth and 

maintain a high quality and sustainable environment. Unlike much other infrastructure which 

improves travel times between destinations, the Waterway Park has the opportunity to drive 

significant growth by being a destination in its own right at the heart of the growth corridor. Within 

the counties of Bedfordshire, Buckinghamshire, Northamptonshire and Oxfordshire, the existing 

canal network {Grand Union Canal etc.) attracts over 6.5m visitors p.a. with an annual spend of c. 

£30m supporting the equivalent of c. 900FTE jobs. The network acts as an 'Information 

Superhighway' and is also a source for thermal energy generation and cooling. Waterside locations 

in these areas have resulted in the creation of attractive and healthy places to live, with 

consequent increased investment and spend on leisure activities. Improvements to waterways 

have been demonstrated to help underpin economic prosperity. 

 
What steps are currently being taken to realise that vision, and what more needs to be done? 

 
• The project is already supported and promoted by the Bedford to Milton Keynes Waterway Trust1 

and the wider Consortium of partners including Local Authorities along the route, SEMLEP, the 

Environment Agency, Canal & River Trust and two other charitable Trusts, the Forest of Marston 

Vale and Milton Keynes Parks Trust. The Milton Keynes section of the Waterway was entered into 

Big Lottery Living Landmarks and was shortlisted (credible and fundable) but a runner up. It did 

benefit from an award of £250k, which helped establish the route in planning terms and cover the 

cost of initial engineering drawings for sections. There has already been investment in  

infrastructure along the route with an underpass created under the A421 in Marston Vale and 

Bedford Borough's planned Innovation Park. The B&MKWT has appointed a part time Programme 

Manager and the Consortium has invested in new promotional material and is intending to develop 

a Business case for the project subject to securing funding. 
 
 
 
 
 
 
 
 

1 The Bedford & Milton Keynes Waterway Trust was established in 1995 to promote and assist in the provision and 

maintenance of a new 16 mile long Waterway Park connecting the Grand Union Canal in Milton Keynes to the River 

Great Ouse in Bedford. The Trust's current Business Plan estimates that the project would probably take around 10 

years to implement. The waterway and the parkland through which it will run are complex. Currently the project is 

likely to be developed in sections, some incorporated within new commercial or residential development and others by 

public or private investors. Thus the project is dependent in part on the planning approval, timing and feasibility of new 

development and in part on the availability of funding from public or private sector investors or grant aid.  

Consequently, a specific timescale for delivery of the waterway park is very difficult to predict. It will require a great 

deal of preliminary work to plan the detail, secure approvals and raise finance in advance of construction. If recognized 

as infrastructure which can underpin  growth in the Cambridge -Milton Keynes - Oxford corridor, then the timescale for 

development of delivery mechanisms and implementation of the project could be compressed. 
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What value could new cross-corridor intercity road and rail links bring? How do these compare to other 

transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 

 
Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 

 
The 2009 eco town initiative to create a new settlement in the Marston Vale was not well received 

locally as it was perceived as developer-led. A locally led initiative linked to a public/private 

partnership may have the potential to deliver growth that is less unpopular, which could deliver the 

central section of the waterway. 

 
Are you aware of any examples of UK or international good practice, for example in respect of new 

technology, local frameworks or the built environment that are relevant to this review? 

 
No comment . 

 

 
I do hope that the Canal and River Trust's considered response is helpful. If you require any further 

information piease don't hesitate to contact; 

 
[Contact details redacted] 

 

 
Thank you for giving the Canal & River Trust the opportunity to comment on the Cambridge, Milton Keynes 

and Oxford Growth corridor. 

 
Yours sincerely 

 

 
 

Richard Rutter 



 

 

Central Bedfordshire Council 

Priory House, Monks Walk 

Chicksands, Shefford 
Bedfordshire SG17 5TQ 

 

Telephone 0300 300 8000 

Email customer.services@centralbedfordshire.gov.uk 

www.centralbedfordshire.gov.uk 

 

 

 

 

 

 

 

Growth Corridor Call for Evidence 
National Infrastructure Commission  
1 Horse Guards Road  
London  
SW1A 2HQ 

Your ref: Cambridge–Milton 
Keynes–Oxford 
“growth corridor” call 
for evidence 
 

Our ref: NIC call for Evidence 
 

Date: 05/08/16 

  

 

Dear Sir 

 

National Infrastructure Commission call for evidence on the Cambridge – 
Milton Keynes – Oxford “growth corridor”. 
 
We are providing evidence, as attached, to the Commission on the Cambridge-
Milton Keynes-Oxford “growth corridor”. We are also fully supportive of the 
separate evidence submitted from the joint LEP submission. 
 
As the backbone across the “growth corridor”, Central Bedfordshire is home to 
many of the area’s key businesses, and academic and infrastructure assets. It is 
already a keystone in delivering the economic offer, working to release the 
potential of the area. We are creating an environment that secures investment 
and innovation – an entrepreneurial, economic area that underpins our existing 
strength in skills and key sectors. 
 
We recognise the importance of the corridor continuing its critical focus and 
investment, and remain fully committed to continuing our work across the 
backbone of the corridor to further strengthen a “single, knowledge-intensive 
cluster that competes on a global stage, whilst protecting the area’s high quality 
environment and securing the homes and jobs the area needs”. 

 

Yours sincerely 

 

 

08 16 

 

Jason Longhurst 

Director of Regeneration and Business 
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Central Bedfordshire Council – A Great Place to Live and Work 
Response to the National Infrastructure Commission Review on the 
Cambridge – Milton Keynes- Oxford “Growth Corridor” 

Executive Summary 

 

 Central Bedfordshire has a high performing economy, forming the backbone of the Growth 
Corridor with significant potential and ability to deliver further sustainable growth. The 
opportunity to deliver sustainable growth is considerable, but timely action must be 
undertaken to realise this. The Council is defining our growth potential through our emerging 
local plan process. 

 The Corridor must critically focus on the wider interconnected nature of the area, where 
there are clear functional economic, housing market area and sector linkages that can be 
tangibly evidenced in Central Bedfordshire.   

 Connectivity is a challenge to delivering sustained growth across the corridor, with the need 
to deliver strategic projects such as the A421 Expressway, A428 improvements and East 
West Rail infrastructure projects essential to releasing the growth potential and enhancing 
the investment environment of the corridor.  Critically this must include delivery of major 
stopping stations on the East West Rail route, at Ridgmont and Sandy.  

 There is a requirement to consider broader investment on top of the need for strategic 
infrastructure, for example, skills provision and ensuring all our communities benefit from 
growth, business support and inward investment, local transport schemes, digital 
connectivity and projects to maintain and enhance the highly valued natural and historic 
environments in the area.  

 There is opportunity to further develop and expand knowledge clusters across both Central 
Bedfordshire and the Corridor by releasing additional areas in order to develop the potential 
for knowledge and entrepreneurial activities. 

 Ensuring that all our communities are able to benefit from growth also represents an 
untapped potential, that if supported through skills, enterprise and labour market access, 
could also further enhance the growth opportunity of the area. 
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Q1. Many places across the Cambridge – Milton Keynes – Oxford corridor 
have very successful local economies and are perceived as highly desirable 
places to live: 

 what have been the key drivers of that success? 

 what is holding back further growth and greater productivity? 

 in particular, what planned or new infrastructure improvements would best support sustainable 
growth and promote innovation over the long-term? 

 does the corridor require better connectivity to other major centres of growth? 

Central Bedfordshire Council welcomes the Cambridge – Milton Keynes – Oxford: 'Growth Corridor’ 
call for evidence, recognising that this key opportunity can deliver high levels of economic growth 
and investment within a sustainable growth location, delivering a range of homes to meet increasing 
market demand.  

Central Bedfordshire is a highly performing economy, due in part to its excellent strategic location, 
high quality environment, world leading academic institutions and businesses, highly skilled and 
growing resident population and support policies towards sustainable growth.  

As the backbone to the Growth Corridor, home to many of the area’s key businesses, academic and 
infrastructure assets, Central Bedfordshire is already playing a leading role in delivering sustainable 
housing and jobs growth and can play a key role in delivering the future economic potential of the 
area.  

 

 

 

 

 

91,800 jobs 
1,550 new 
businesses 

£5.4bn 
GVA (2014) 

1,470 
houses a 

year 

274,000 
population 
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 £5.4 billion GVA (2014) 

 More than 91,800 jobs, increase of 8,500 jobs since 2009 (10.2%) one of the fastest rate in 
SEMLEP (7%) (Milton Keynes 13.9%) 

 An area already delivering housing growth.  Average of 1,470 yearly completions over the last 3 
years and accelerating pace of delivery.  

 1,550 new businesses – November 2014 

 134,700 people in employment - employment rate of 79.4% (December 2015) consistently  
above the national level of 73.9%  

 Population of 274,000- grown at a faster rate than national levels since 2011 (7.2%) 

 Examples of the breadth of world leading and innovative business already in Central 
Bedfordshire   

Connectivity 
Better connectivity is required to deliver 
enhanced growth levels, Central 
Bedfordshire occupies a strategic location - 
the M1, A1, A5, A6 and A421 all run through 
Central Bedfordshire, with the £162.1 million 
M1 – A5 link due to be completed in June 
2017. In terms of rail connections, London 
and the Midlands can be accessed from our 
six mainline stations. The Line between 
Bedford and Bletchley is the only east-west 
rail connection, but this is due to be 
upgraded with new services between 
Bedford and Oxford operating by 2019 with 
the line electrified by 2020 as part of a 
£550m East-West Rail improvement 
scheme. 

London Luton Airport has a direct 
connection in under 15 minutes from 
Dunstable, via the new £90 million Guided Busway. This provides international connections to over 
100 destinations. Likewise Cranfield Airpark provides exclusive business travel.  Stanstead and 
Heathrow Airports are all less than an hour’s drive. 

 

 

 

 

  
 
 
 
 
 
 
 
 

https://www.google.co.uk/url?q=http://cardealermagazine.co.uk/publish/nissan-returns-c-segment-new-pulsar/81738&sa=U&ei=O42EU8HnCqqj8gGasoH4BA&ved=0CDYQ9QEwBA&usg=AFQjCNGzSgzZ-t7v7jbeIiziTU64OmkrZA
https://www.google.co.uk/url?q=http://www.wastecycle.co.uk/sectors-we-service/construction/kier-construction-case-study.html&sa=U&ei=OmSIU-6WKIncOarpgKAC&ved=0CC4Q9QEwAA&usg=AFQjCNGjPeSKTHp59nlDQ5bzu_TF70sQsg
https://www.google.co.uk/url?q=http://www.vinci-concessions.com/2012/08/vinci-group-over-the-year-2011/&sa=U&ei=DWaIU4eDKMGKOLOZgPgO&ved=0CC4Q9QEwAA&usg=AFQjCNEo4yS_b55Fr-J3Zw3lXxtlsmdfCA
http://en.wikipedia.org/wiki/File:BBC.svg
http://www.bing.com/images/search?q=Prologis+logo&id=0F6DF88650DE62BAB113A226936D65B8E6D1BF75&FORM=IQFRBA
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Excellent transport links are backed up by the 2015 Central Bedfordshire Business Survey, 
respondents were asked to rate aspects of the area as good/poor. The third highest rating was for 
the area’s road network (62%, an increase from the 58% in 2014). Airport access was rated as the 
forth best aspect of the area, with 57% rating it as good / very good. 

Innovation 

Central Bedfordshire is home to Cranfield University with 
world leading facilities and specialism in Aerospace, 
Defence and Security, Energy and Power, Environment 
and Agrifood, Manufacturing, Transport Systems and 
Water. At the heart of the Corridor Cranfield has 
considerable development opportunity and ambitions and 
must be considered as a central part if delivering the 
potential of the Corridor, through skills development, 
innovation and attracting new business investment to the 
area. 

Likewise Millbrook Proving Ground is a key partner and deliver of growth within the area. 
Millbrook a world leader in automotive proving, testing and 
precision engineering is a unique facility (again at the very 
heart of the Corridor), that the Council has been working 
closely with to deliver jobs growth and attract new 
investment, for example through the recent awarding of 
24,000sqm of new B1 development opportunities, which 
could support thousands of high skilled jobs for the area.  

While Central Bedfordshire has a number of unique facilities 
there is scope, as there is within the wider corridor to 
increase our business start up and entrepreneurial activity 
rates. The significant housing growth in the corridor allows for the opportunity to focus interventions 
to support this entrepreneurial growth, such as growth engagements with universities and early 
engagement with schools to promote business opportunities.  

 
Population Growth 

ONS sub-national population projections suggest that the population of Central 
Bedfordshire will increase from 269,076 to 354,550 between 2014 and 2039. 

This represents a 24% increase, versus a 14% projected increase for England 
as a whole over the same period. 

Central Bedfordshire is projected to have greater % growth than England across 
all age bands. 

As with England, Central Bedfordshire is projected to have a very steep % rise in older age groups 
over the period (age ranges 70+), but also is projected to have steep % rises in the 55-69 aged 
range, and the 10-19 aged range. This will put additional pressure on public services, which must 
be addressed as part of the wider consideration in delivering sustainable growth in the corridor. 

Central Bedfordshire, like all areas in the Corridor, also has pockets of deprivation. With a number 
of wards in the top 20% most deprived nationally. It is important that all communities are able to 
benefit from growth, and ensuring that our communities are supported with enhanced skills training 
and access to employment should be a fundamental objective of the Corridor. This also represent a 
pool of untapped potential which could also increase the growth potential and impact on the 
national economy.  
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GVA 

Central Bedfordshire generates £5.4 billion GVA (2014).  
It is a growing economy, growing by almost £300 million between 2013 and 2014. 
This alone makes Central Bedfordshire one of the largest economies, at the heart 
of the Corridor. However, the rate of grow over the last decade, while broadly in 
line with national levels (64%) is below Cambridgeshire (80%), Oxfordshire (77%) 

and Milton Keynes (97%). Furthermore, Central Bedfordshire’s level of GVA per capita in 2012 was 
£16,558 (Source: ONS) which is significantly below the national level of £21,937, indicating that the 
local economy is operating at a level equivalent to 76% of the UK average performance.  

                             

Q2. Does the Cambridge – Milton Keynes – Oxford area,  
including Northampton, form a recognisable economic corridor?  
 

 
There are many functional areas within the corridor, sharing a number of 
interrelated supply chain, travel to work, travel to learn, shopping and leisure 
patterns. Likewise there are a number of shared sectors and specialisms of the 
areas’ academic institutions, that combined with the significant size of individual 
local economies, would allow a wider Corridor to compete at a truly international 
level, achieving more than would be possible by focusing on individual areas 

alone.  In addition the knowledge clusters across both Central Bedfordshire and the Growth 
Corridor offer much opportunity to expand, releasing the areas’ potential in term of knowledge and 
entrepreneurial activities. As such it is considered that the Growth Corridor should also include 
surrounding local authorities, where it can be demonstrated there are clear functional economic 
linkages, as is the case with Central Bedfordshire, with travel to work boundaries, functional 
economic market areas, travel to learn and travel leisure linkages across the corridor and to both 
Cambridge and Milton Keynes.     

Across the wider corridor, land values are considerably lower than the poles of Oxford and 
Cambridge; as such many developments (housing and commercial) can be affected by viability 
issues. Often this relates to existing infrastructure being at capacity and the marginal costs of 
enhancing capacity can be prohibitive, across the full range of utilities and infrastructure. Supporting 
innovation in funding delivery will be required to enable development.     

Detailed analysis of the low levels of GVA per capita commissioned by the Council, identified that a 
large part of this lower level of GVA per capita was due to high levels of commuting from the area, 
meaning that the value generated by residents in Central Bedfordshire was being accounted for in 
areas they were working. High levels of commuting within the Corridor highlight the interconnected 
nature of the local economies and further emphasise the need to wider corridor as a key driver for 
growth (balancing housing and job growth).   

97% 80% 77% 76% 

Milton Keynes Cambridgeshire Oxfordshire Central
Bedfordshire

Growth Rates 

Growth Rates
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Sector Specialisms

 
Central Bedfordshire sector specialisms  
 
 
 
 
 
 
 
High Performance   Transport                         Visitor Economy        AgriFood 

Technologies                  and Logistics 

 

The Green Economy in Central Bedfordshire employs over 7500 people with a combined total 
turnover of £1.3 billion. The quality of the environment is not only an important factor for businesses 
choosing to locate in Central Bedfordshire, but it also plays a key role in the types of businesses 
that make up the local economy and provide local employment through taking an active part in the 
local Green Economy. 

Reflecting the inter-connected nature of Functional Economic Market Areas within the Growth 
Corridor, these also align with LEP and neighbouring authority sector specialisms. This highlights 
the need to consider the wider economic impacts of the Growth Corridor with respect to driving 
national employment growth and innovation.   

Housing 
Central Bedfordshire is delivering housing growth with consistently improved New 
Homes Completion figures - 1625 in 2015 /16, this represents 1.9% of the housing 
starts in England 2015 / 16.   

 

There has been an average of 1,470 completions over the last 3 years and the Council is focused 
on accelerating this pace of delivery. Again this is one of the highest delivery rates in the area.  

Analysis of Housing Market areas highlights a vastly interconnected range covering Central 
Bedfordshire, though this will be true for the wider Growth Corridor. 
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Travel to work 
In December 2015, 62% of Central Bedfordshire residents also worked in Central Bedfordshire, an 
increase from the 2011 figure of 50%. 

In 2011 of the Central Bedfordshire residents who commuted out of Central Bedfordshire, 7.3% 
commuted to London, 9.6% to Luton and 14.4% to Hertfordshire; with people commuting in to 
Central Bedfordshire from mainly Luton, Bedford, Milton Keynes and North Hertfordshire. 

 

Q3. Describe your vision to maximise growth, maintain a high quality 

environment, and deliver more jobs and homes across the corridor over the 

next 30 years: 

 

The Council’s Strategic Plan highlights our vision and priorities for the area. Enhancing Central 
Bedfordshire aims to improve Central Bedfordshire as a place to live, by enhancing prosperity with 
more and better jobs; to improve infrastructure, and to provide the quantity and type of housing 
needed by our residents while maintaining and enhancing the character of the area.  

Our development will be facilitated by great infrastructure, such as broadband, Wi-Fi and transport. 
Our Market Towns and villages will thrive and prosper, with improved town centres and facilities. 

 

 

 

In addition to priorities to deliver Great Resident Services, Protect the Vulnerable Improve 
Wellbeing, Creating Strong Communities and be a More Efficient Council, our priority is to also 
Improve Education and Skills. We will support the academic and social success, and physical 
wellbeing of our children and young people, working with schools, parents and communities. In 
addition, because learning is a lifelong activity, opportunities will be available for adults to continue 
to develop their existing skills and learn new ones. 
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Our All Age Skills Strategy sets out our plans to achieve our vision to provide the best possible 
opportunities for our residents to develop their skills and reach their potential so that local 
businesses can prosper and grow. It provides the framework for supporting lifelong learning that is 
informed by employer needs, from the choices young people and adults make for their career paths 
through to supporting our most vulnerable to reach their full potential. We will have created 
opportunities for everyone to have the access and incentives to work, either in Central Bedfordshire 
or in other areas, which they will be able to get to with ease. There will be routes into employment 
for all ages, such as apprenticeships and schemes for older people which will result in not only in 
increased income, but improved health and raised self esteem. 

The Council will be setting out our vision for long term sustainable growth. This will demonstrate our 
growth potential through bringing together our thinking on future housing, education, infrastructure, 
environmental and community development, building on our enabling. Significant work has been 
and will continue to be undertaken to identify investment opportunities and barriers to growth. 
Strong linkages have been made with key growth sectors, local businesses and national investors, 
reflecting the growing recognition of Central Bedfordshire as a great place to Live and Invest. There 
is a real and timely opportunity for sustainable growth, but action must be undertaken now to realise 
this potential. This must address known barriers and opportunities for growth outlined in this 
response. Ensuring that all our communities are able to benefit from growth also represents an 
untapped potential, that if supported through skills, enterprise and labour market access, could also 
further enhance the growth opportunity of the area.  

A key element of our vision for the area is our new Local Plan, which is currently in development. 
The Local Plan will support our ambitions to strengthen our economy through new investment, jobs 
and better infrastructure while at the same time preserving the varied character of our market towns 
and villages and our attractive landscape. Infrastructure is the key determinant of the most 
appropriate growth strategy, both in terms of major transport, utilities and other place based 
infrastructure but also in terms of availability of services.  CBC is committed to supporting the 
delivery of the range of infrastructure, essential to delivering growth and realising the wider 
Corridor’s potential.  

Four key elements of our approach are: 

 

 

 

 

Focusing large-scale growth along major transport routes  

Making sure that there is local infrastructure in place to support new 
homes and jobs 

Easing pressures across the wider area by identifying further sites that 
can accommodate growth and that are supported by good transport 
links 

Recognising the importance of protecting Central Bedfordshire’s historic 
settlements and unique landscape 
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The new Plan is being produced at pace and early options for growth will be identified in the draft 
plan due to be published by the end of 2016. It is critical that the Commission’s findings do not 
prejudge the outcomes of the Plan before CBC has reached conclusions about its own capacity for 
growth having carried out a number of evidence studies to support the soundness of its plan. CBC 
is aware of the high demand for growth in its area having received some 830 submissions through 
its recent call for sites. These will go through a rigorous sifting process to produce a SHLAA to 
identify sites that are suitable, available and achievable.   

The preferred development strategy will however be informed by a range of studies including but 
not limited to growth options studies and employment land assessments that are specifically 
considering how the Council can maximise the economic benefits of the growth corridor. CBC is 
committed to developing good working relationships with neighbouring areas to deliver our plans 
and Duty to Cooperate meetings are being held and will continue to take place through the plan 
making process. 

While the technical evidence for this is still being developed and without prejudice to the full plan 
making process, there is an objectively assessed need of between 28,000 – 32,000 dwellings over 
the period 2015 – 35. When taking into account existing permissions to meet the unfulfilled need 
from neighbouring authorities, there could an additional requirement for around 23,000 extra new 
homes up to 2035. This would be supported by a commensurate level of employment growth. (For 
reference previous growth plans had highlighted 27,000 jobs between 2011-31).  

The first formal consultation (Regulation 18) of the Local Plan will be 
undertaken in December 2016.  A further consultation (Regulation 19) 
will take place in the middle of 2017 followed by Submission to the 
Secretary of State in December 2017. 

To deliver on our vision and ensure that Central Bedfordshire can 

continue its role as the backbone of the Growth Corridor, current key 
infrastructure developments within the area will be essential to 
delivering continued growth; these include the A421 expressway, A1 

improvements, A5- M1 Link Road, M1- A6 Link road and East West Rail.  Within the wider East 
West Rail project Central Bedfordshire will be home to two key stations at Ridgmont and Sandy. 
Securing the route and delivering these stations will be key to releasing further housing and 
employment growth in the area (within a project that is already recognised as delivering excellent 
levels of Net Present Public Value and Business Cost Ratio).  

The Council is also developing a new Local Transport Plan (LTP) which is being produced to align 
with the emerging Local Plan. It is intended to be in place by April 2018.  

The core focus of the LTP will be on facilitating growth through investment in infrastructure and 
services, with three overarching objectives: 

 Capacity: Provide the capacity to accommodate future growth 

 Connectivity: Improve connectivity to jobs and opportunities by a choice of means of travel 

 Communities: Create safe and attractive communities where people want to live and 
businesses want to invest  

This highlights the need to consider wider sustainable travel initiates and local level investment on 
top of major infrastructure projects to connect poles within the corridor. The Council has already 
successful delivery a number of scheme including Travel Choices schemes - 
http://www.cbtravelchoices.co.uk/home. However, more needs to be done, currently Central 
Bedfordshire is ranked fourth lowest nationally in terms of bus usage. 

 

 

http://www.cbtravelchoices.co.uk/home
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In addition to key physical infrastructure, the Council is leading a partnership (covering Milton 
Keynes, Luton and Bedford) to ensure that superfast digital connectivity is available. While this has 
focused on the rollout of fibre broadband, and ensuring access of such infrastructure is key, future 
provision of emerging technologies such as 5G will also be essential to realise the area’s potential. 

Delivery of the range of infrastructure noted above is essential to achieving this growth and realise 
the wider Corridor’s potential. Likewise, there must be strong local support to deliver sustainable 
growth, a fact that can be demonstrated in Central Bedfordshire. The Council has delivered a range 
of business support, inward investment and skills projects to ensure that the area both attracts 
investment and jobs, but also that residents are able to access these opportunities. For example the 
Council has led a public private partnership to develop an online business portal 
www.becentralbedfordshire.co.uk to promote the area for inward investment, whilst also providing a 
range of business support packages and recruitment services as part of a joined up service for 
business investing in the area. Working in 
partnership with local providers the Council has 
also supported upskilling of residents to meet 
business needs.  Continued investment in these 
business support and skills initiatives will be 
equally essential to ensure that the growth 
corridor remains prosperous and the benefits of 

growth are realised by all residents.  

Over and above the infrastructure available, the 
fabric of the area’s market towns and natural 
environment are both key factors in attracting and 
maintaining investment, key economic drivers in 
their own right (for example as witnessed by the 
new Woburn Forest Centre Parcs) but also 
needing future investment to grow and sustain such facilities. For example the Council has recently 
launched a £4 million Market Towns Programme, to secure private sector investment and ensure 
our market towns are thriving and able to meet the range of demands on our varied town centers. 

Central Bedfordshire Council is also strongly supportive of proposals to create essential green 
infrastructure in this growth corridor. The Forest of Marston Vale was designated in 1991 as one of 
England’s twelve community Forests, and has been and will continue to be critical to the 
environmentally led regeneration of this area. The Bedford to Milton Keynes Waterway Park is a 
strategic infrastructure project, linking Bedford to Milton Keynes with a new Waterway set within a 
multifunctional green corridor. It will provide an attractive location for businesses and a setting for 
housing growth, as well as a major tourism destination, an ecologically rich corridor and a space for 
recreation and healthy living. Central Bedfordshire Council recognises the opportunities for 
environmentally projects to make a step change in the model of growth, and secure benefits for 
communities and sustainability. 

 

http://www.becentralbedfordshire.co.uk/
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           5 August 2016 

Dear Sir/Madam 
 
NIC Consultation: Cambridge – Milton Keynes – Oxford: 'growth corridor' call for evidence 
 
Thank you for consulting Cherwell District Council on the proposal for a NIC study. 
 
Introduction 
 
Cherwell District Council (CDC) welcomes the commencement by the National Infrastructure 
Commission study into the opportunity for improved East-West connections between Cambridge 
and Oxford. 
 
We submit this response as a District specific submission to reinforce points made in the OXLEP 
and SEMLEP responses. 
 
While the OXLEP and SEMLEP areas have only a limited number of East-West connections there 
is clearly an opportunity to secure increased economic growth from targeted investment to improve 
the connections to major centres such as Milton Keynes and Oxford and so secure cumulative 
improvements across corridor as a whole. 
 
We believe it would be sensible for the NIC study to draw on the advanced work undertaken by 
DfT/Highways England into the case for a Cambridge - Oxford Expressway, as one of its studies to 
inform the development of the next National Roads Programme.  
 
But we see the case for investment in the Cambridge – Oxford corridor as being about more than 
securing improved road connections it should support and take advantage of Hendry Review to 
fund the next stage of the East – West rail project to enable it proceed from Bicester through to 
Milton Keynes / Bedford by 2019. There is a clear opportunity to secure wider economic gains. 
 
Scale of current planned growth 
 
The NIC should take account of the high level of known planned growth, as set out in the adopted 
Local Plans for each District. In the OXLEP and SEMLEP areas the cumulative level of housing 
need, housing delivery and job creation is nationally significant. 
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In considering the economic case for the support for the growth corridor, it is critical that the 
modelling takes full account of growth across a wide area, particularly Cherwell and Oxfordshire, 
Aylesbury and Milton Keynes amongst others. Oxfordshire jointly commissioned a new SHMAA in 
2013-2014 which identified the need for 100,000 houses in Oxfordshire; the adopted and submitted 
plans from the 5 Districts allocate this and Cherwell alone is committed to growth of 22,800 houses 
through the Local Plan period. Work is nearing completion to address the unmet need of Oxford 
with areas of search being considered to allocate 15,000 houses, on top of the neighbouring 
District Local Plans for Cherwell, South, Vale and West Oxfordshire. It is anticipated that this will 
largely focus on the A34 and the associated A40 and A44 corridors. 
 
The adopted (25 July 2015) Cherwell Local Plan for the period 2011 to 2031 
(http://www.cherwell.gov.uk/index.cfm?articleid=98030) is the first of the Local Plans in Oxfordshire 
to be adopted that takes the SHMA figure in full and applies it to the Local Plan for the District. The 
Local Plan has an extensive evidence base (http://www.cherwell.gov.uk/index.cfm?articleid=9635). 
This database contains a series of studies on matters such as the economy and transport which 
are relevant to the issues being considered by the NIC. Modelling of the Cherwell growth figures 
was shared at the time of the Local Plan Examination with Highways England.  
 
Like other Districts in the OXLEP and SEMLEP areas Cherwell is delivering significant levels of 
housing and employment growth at sites in the District. As the Annual Monitoring Report for 
Cherwell shows housing delivery has increased from an average 540 houses pa to 1425 house 
completions in 2015/16 with a substantial increase in the level of New Homes Bonus secured by 
Cherwell since the scheme was introduced. 
 
Measures such as the proposed Expressway should clearly be established as being to support the 
planned growth and strengthen the economy of the cities and towns along its route. For example, 
substantial growth is now committed at Bicester as a result of the adopted Local Plan for Cherwell, 
both for housing of 10,200 houses on a series of sites and 138.5 hectares of employment land. In 
addition, Milton Keynes is considering new growth to the east of M1 and Aylesbury Vale District 
Council is considering growth options alongside the western edge of Milton Keynes, together with 
other growth options centred on Aylesbury. All this housing and employment growth will serve to 
increase population in the key part of the corridor area and highlights the need to improve access 
to the area between Milton Keynes and Bicester in support of drawing in new economic investment 
which a new east – west Expressway would facilitate. 
 
The creation of an Expressway would clearly secure improved east – west connectivity by reducing 
an indirect 70mile route between Oxford and Milton Keynes to a more direct 30/40 mile connection 
which has the potential to substantially crunch together the economies of two growing cities and 
the town of Bicester. Bicester is one of Europe’s fastest growing towns and the current economic 
growth of the cities of Milton Keynes and Oxford has already been identified by the Centre for 
Cities as amongst the fasted in the UK.  
 
High housing growth is driven by demographic and economic trends but there is a challenge to 
maintaining the delivery of the scale of planned growth. Demand for housing is driven by 
demographic change and the availability of mortgages and employment and in the OXLEP and 
SEMLEP area near full employment exists, with a strong focus on inward investment and 
supporting the growth of existing local companies to increase the level of employment in the area 
and thus maintain housing demand.  
 
The scale of current housing and economic growth and delivery in Cherwell, is based on the Local 
Plan, which as with other areas in Oxfordshire and the SE Midlands needs further infrastructure 
support in transport, electricity grid and water infrastructure to be maintain delivery in the medium-
term (next 10-15 year’s).   
 
There is currently a risk of Brexit creating investment uncertainty slowing housing and employment 
delivery of the area. Investment in improved east-west connectivity is an opportunity to show public 
support for an area of high growth and rebuild investor confidence for the long term. 

http://www.cherwell.gov.uk/index.cfm?articleid=98030
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The economic opportunity of the study area 
 
The study area is an ambitious area which recognises the importance of its economic strengths 
and the need to capitalise on the existing level of high economic growth. The area has relatively 
low unemployment and high employment levels, with significant national economic assets and key 
sectors such as the High Performance Engineering sector, Manufacturing, Food and Drink and 
Logistics. The work of OXLEP and SEMLEP across the study area has been important in 
deepening collaboration between Councils and other public and private sector partners in support 
of the key economic sectors. 
 
The adopted Local Plan for Cherwell commits to the release of new strategic sites for economic 
development on the edges of Banbury, Bicester and Upper Heyford and the District is seeing a 
major increase in inward investment on these sites. Cherwell values its close engagement with the 
UKTI in the promotion of its sites. 
 
In the Cherwell Local Plan, we have an employment trajectory that shows the scale of our ambition 
on Employment Land Release through the Local Plan process. This commitment is already leading 
to substantial increases in Business Rates for the Cherwell District. 
 
Substantial employment land is available in Cherwell and reducing the travel time between 
Bicester and Oxford and Bicester and MK, services to reinforce its central location as a place to 
invest. 
 
Cherwell is also exploring where to secure additional small scale business premises to strengthen 
the existing stock and ensure high occupancy levels are maintained and the significant business 
rate growth witnessed continues. 
 
Cherwell is one of a number of rural Districts within OXLEP and SEMLEP, areas with many 
successful and growing market towns. Improved east-west connections will help maintain town 
growth. Most of the towns are the focus for considerable planned growth in both their housing and 
employment components through adopted and emerging Local Plans, with supply chains across a 
number of the key economic sectors of the study area.  
 
Cherwell has a high wage, high level of education attainment and high value local economy. With a 
strong logistics sector focused on M40 business parks, key sectors include manufacturing, food 
and drink and High Performance Engineering.  
 
The recently published report by MEPC (authored by SQW) into the High Performance 
Engineering Cluster – focused on Silverstone in South Northants - contains important insights into 
how knowledge is acquired and applied across large and small companies, a wide supply chain, 
the place of Colleges and Universities, banks and finance secured and new ideas applied to the 
development of enterprise across the region, including Cherwell. The challenge is for improved 
East-West links helping to drive deeper connections between different economic clusters such as 
the HPE sector and harnessed to strengthen those sectors and the economy of the study area as a 
whole. 
 
The High Performance Engineering (HPE) is a cluster that is globally significant and has global 
reach. Post Brexit the significance of this sector to the UK economy cannot be underestimated and 
merits active support by BIS and the NIC study.  
 
A range of statistics show how the Cities of Milton Keynes, Oxford and Cambridge are major 
growth drivers of the UK economy. Importantly, Oxford University continues to play a strong role in 
supporting the HPE sector. At Cherwell we welcome the aspiration of Oxford University to 
strengthen and expand its high tech site at Begbroke, near Kidlington and we will work with the 
University to secure the advantages that an expanded site will bring to the wider County economy. 
In addition, Cherwell District has significant range of education institutions contributing to the 
economy of the District. such as the College and Space Academy at Banbury, the College and 
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Studio School at Bicester and the Oxford University Begbroke science research facility which 
provide support to driving up skills and work with industry across the County.   
 
We recognise that the Universities of Oxford, Cambridge, Open University and University of 
Northampton are national and regional assets. The opportunity to link the concentration of high 
tech sectors in this corridor, linked to the two leading International Universities of Cambridge and 
Oxford, plus the economic hot spots of Milton Keynes and Northampton (highest rate of company 
formation in the UK), has merit in terms of reducing travel times between all of them and enhance 
their economic role in supporting economic innovation and growth collaboration across this 
corridor.  
 
Improved connectivity in the corridor, such as a new Expressway would help maintain the 
economic strengths of the area. This is a corridor that benefits from high employment, low 
unemployment and high R&D investment. The creation of a new Expressway has the potential to 
support substantial productivity gains for the study area and increase the value added of the 
associated economy.  
 
Enhanced connectivity within this corridor for major brownfield sites such as Upper Heyford and 
Arncott brings land back into productive use. 
 
The creation of a new Expressway will help the area integrate with economic assets such as 
Silverstone and the London- Oxford Airport (to the north of Oxford, in Cherwell District) which is 
poised to grow and also deepen access to other key value centres such as those established by 
Luton and Heathrow airports. 
 
An Expressway will also facilitate improved access to the wider housing market by Oxford and 
Milton Keynes, helping them to maintain their significant economic role as well as strengthen the 
important role played by Milton Keynes, Bicester & Oxford as major retail hubs. In this regard retail 
based tourism is growing as a feature of the area. It is notable that Bicester Village has increased 
its visitors from 5.9 million in 2013 to 6.4 million in 2014. Other developments taking place at 
Bicester include RAF Bicester which is currently planning major tourism growth. All of which places 
pressure on the existing strategic transport network and reinforces the case for a strategic east – 
west corridor connecting Oxford/Bicester through to Milton Keynes and beyond, more directly. 
 
Infrastructure constraints on growth 
 
We support the case for improved east-west connections across the study area as supporting 
current planned growth, but also opening new opportunities for growth locations. 
  
Our priorities are for additional investment in improving the A34 and the creation of a new 
Expressway between Oxford and Cambridge to reduce pressure on the A34 and so deliver 
significant network of reduced travel times and alternative routes for freight.  
 
The strategic importance of the A34 is recognised in the recent DfT Route Based Strategy for the 
Solent (Southampton) via A34 (Oxford0 and the A43 and M1 to the East Midlands. We see 
securing funding to deliver the route improvements identified in that study as fundamental to the 
Districts continued growth. 
 
Congestion on the A34 is a particular problem for Cherwell, Oxfordshire and inhibits its role as a 
strategic connection from the deep-water port at Southampton northwards.  Banbury and Bicester 
are set to grow substantially and have detailed commitments for new road investment set out in the 
Infrastructure Delivery Plan that accompanies the adopted Local Plan.  
 
Bicester currently has primary access onto the Motorway network through M40 junction 9 and will 
place additional traffic growth onto both the A41 and A34 as it grows. The transport modelling that 
underpins the Local Plan sets this out in detail, while the County Councils Local Transport Plan 4 
takes forward the management of this growth with proposals for new peripheral route investment at 
Bicester.  
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But there is a need to consider alternative infrastructure support. The Expressway options include 
the option for a new Motorway access on to the M40 south of Bicester that would function to both 
support the growth of Bicester, but also that planned at Aylesbury and feeds westwards onto the 
A41 and so would provide a new route option onto the motorway relieving the pressure on M40 
junction 9 and the A41 southwards from Bicester. 
 
The significance of how infrastructure investment driving deeper economic connections merits 
closer attention, for example the investment in the rail chord at Bicester has facilities a new route 
from Oxford to London; while the new East-West rail line will ultimately connect Oxford & Bicester 
with Milton Keynes by 2019 and in later phases on to Cambridge, all of which are high growth 
towns and cities.  
 
We are keen to ensure that the role of air related business activities at Oxford Airport is addressed 
as this is one of a number of airports within the study area that are of regional significance and 
have a larger economic role to play. 
 
There is a need for the corridor to address other infrastructure constraints to growth, namely the 
capacity of the electrical grid and ‘water stress’ which is projected to become a factor to address 
over the next 10-15 years.  
 
Additionally, superfast broadband is a key piece of infrastructure that is essential for the support of 
economic growth. Cherwell District Council has extended the DCMS/County Council/BT scheme 
by committing £1 million additional funds from the New Homes Bonus to extend the planned 
coverage and in particular ensure the business parks are connected.  Completing this network is 
important and will secure coverage across 97%+ of the District, but there is a need to improve the 
low level of broadband speeds compared with international standards. This is a critical issue for 
businesses in the rural parts of South Northants and the other rural parts of SEMLEP. 
 
But there is a need a national strategy for infrastructure, so key projects don’t sit in isolation. A 
national infrastructure strategy would support planned growth in housing and the economy on a 
cross District, County and Region basis, over a long term 20 to 30year basis. In the absence of a 
national approach the Oxfordshire Growth Board has agreed to a proposal for a County-wide 
Infrastructure Plan to address the challenges of water-stress, grid capacity and environmental 
impact. Not tacking these will inhibit growth potential. 
 
The Environment and network resilience 
 
Environmental assessments will be required in considering the case for the Expressway and its 
optimal route, the impact of a new direct route needs to be compared with the cost and 
environmental impact of upgrade existing routes – for example the M40 J9 and the A41 / A4221 / 
A422 routes between the A34 and Milton Keynes. 
 
To future proof the road, the design of the road should make provision for the increasing use of 
electric, hydrogen cars and driverless cars. 
 
Alongside East - West rail. Bicester has benefitted from substantial new investment between 
Oxford and Bicester, securing an enhanced service level and providing modal choice through new 
extended services. The proposed extension of this line between Bicester, Milton Keynes, Bedford 
and Cambridge will clearly improve rail connectivity, but only has limited benefit compared with the 
major economic impact a new Expressway will bring over a much wider area.  
 
There is a need to consider the impact of the anticipated traffic growth on the A34 and A40 on the 
Oxford Meadows SAC. 
 
There will be a need for any proposed route to avoid the SSSI at Ottmoor (as the M40 was 
designed to do) as well as other registered environmental and heritage assets across both the 
study area and that may exist in the zone of a subsequent preferred route. 
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In terms of the resilience of what the evidence suggests is needed, it is clear that it would be 
prudent to ensure the scheme is future proofed and designed with a full anticipation of the future 
growth demands from both the corridor in which it sits and the areas which feed into the transport 
corridor. 
 
Improved east - west connectivity which this route will establish will also provide route and choice 
in transport mode used. It will serve to establish improved journey time reliability and help to relieve 
some transport pressure, particularly freight on other important east-west routes such as A43 and 
the M25. 
 
It would also make sense to consider the opportunity which crossing point between the HS2 route 
and East-West rail in the NW of the Aylesbury District may have for an integrated station providing 
north – south and east-west connectivity. This would provide a strategic opportunity for Bicester, as 
the closest town, plus the opportunity for links supporting Silverstone and the economy of the wider 
region. 
  
Improved Planning Coordination 
 
There is clearly a strong case for adding to existing planning guidance to support improved cross-
boundary infrastructure planning. Planning guidance to support key infrastructure across the 
Cambridge – Oxford corridor is a gap worth closing to deliver the strategic gains identified. 
 
It is worth noting that in the main the existing Duty to Cooperate provisions work well between the 
different local planning authorities. But it is clear that the current planning system gives insufficient 
regard to considering infrastructure such as road, rail, gas, electricity and water that has to be 
provided through corridors and that runs through more than one plan and supports more than just 
local growth. The approach Kent have taken to considering infrastructure needs merits wider 
application.  
 
Using NSIP procedures to consider corridor infrastructure would be unhelpful as it removes the 
consideration of the local opportunities and the larger spatial gains from these infrastructure 
choices. The decision making should remain aligned with the rest of the planning system and 
remain local. NIC report should be a key 'material consideration' as planning guidance on the 
needs of the corridor. 
 
The NIC study should also lead to increased coordination within the OXLEP and SEMLEP of 
growth proposals for the region as a whole and improved infrastructure planning and coordination 
across the region through up to date SEPs and an OXLEP and SEMLEP Action Programme and 
investment plan.  
 
I would be very happy to expand or explain any of the points set out above. 

Thank you again for the opportunity to comment.  
 
Yours sincerely 
 

 
 
Adrian Colwell 
Head of Strategic Planning and the Economy 





S U B M I S S I O N  T O
T H E  N A T I O N A L 

I N F R A S T R U C T U R E 
C O M M I S S I O N 

A U G U S T  2 0 1 6

L A N D  AT 
B L E T C H I N G D O N  R O A D

I S L I P



PAGE 1 LAND AT BLETCHINGDON ROAD, ISLIP - SUBMISSION TO THE NIC

INTRODUCTION

This document has been prepared on behalf of the Church 
Commissioners for England, who own significant land holdings 
around Islip, in Oxfordshire. It is submitted in response to the 
National Infrastructure Commission (NIC) call for evidence for the 
Cambridge – Milton Keynes – Oxford ‘growth corridor’.

Land at Islip is being put forward as a location for a new sustainable 
development to provide much needed new homes and jobs. The 
three options set out in this document range from a modest 
development of 200 new homes, through to a comprehensive 
development of 1,700 homes, new jobs, new school, community 
facilities and a potential link road taking traffic away from the centre 
of the village.

The document includes analysis of the surrounding local area of Islip 
including identification of constraints and opportunities within and 
around the wider area of the village. In particular, the document 
responds to question 3.3 of the open consultation, which asks 
respondents to describe their vision to maximise growth, maintain a 
high quality environment and deliver more jobs and homes across 
the corridor over the next 30 years. In setting out this vision, we 
have also considered the pressures Oxford City faces, with a need 
to find suitable locations in the adjoining authorities (including 
Cherwell District Council) for their unmet need of 15,000 homes in 
the period to 2031. The document presents three options for the 
creation of a sustainable new neighbourhood which complements 
and supports the existing village of Islip.

The Red Lion

Islip Train Station

St. Nicholas Church

Islip Village Hall and Shop
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PLANNING CONTEXT

assist Oxford in taking an element of its unmet housing need, a high 
level assessment of environmental constraints and capacity to 
absorb development has been carried out in Islip (see page 4). This 
document sets out 3 possible approaches to growth in Islip over the 
next 30 years. They range from a relatively modest level of growth 
on the western side of the village, through to a ‘holistic vision’ for 
Islip which would not only provide homes and jobs, but a new link 
road, possible new school, local services and facilities, and public 
open space. 

Benefits 
Importantly, the ‘holistic vision’ not only maximises growth, but it 
has the potential to bring significant benefits for Islip by delivering a 
new link road around the village. A new route would not only 
mitigate the impact of the growth of the village, but it would take 
away through traffic from the centre of the village, improving the 
environment for local and new residents alike. The road would also 
improve links between the A34 and A40, and further afield, and 
strengthen connections between Bicester and Oxford.

Due to Islip’s road and rail connections it is a sustainable location 
for growth. It is therefore likely that new development will come 
forward at some stage in the next 30 years. The particular 
circumstances of the Church Commissioners land ownership 
provide an opportunity for growth to not only be planned, but 
delivered, in a holistic way. Rather than a number of different land 
owners, who may bring forward sites in a piecemeal fashion, the 
Church Commissioners have the ability to deliver a carefully 
planned, phased growth of Islip across the next 30 years. They 
would also still retain a long term interest in the future of the village, 
as there would still be a significant area of land in their ownership 
outside of that identified in the wider concept plan (see page 5).

Local Plan Review and Oxfordshire’s Housing Requirements 
Cherwell District Council adopted their Local Plan in 2015, which 
plans for growth to meet Cherwell’s needs to 2031. However, they 
are currently undertaking a partial review of the Local Plan to 
consider the extent of Oxford’s unmet need and how, and where, 
that need could be met within Cherwell District. As part of this the 
Council are also considering whether there should be additional 
employment generating development in the District. The Local Plan 
partial review would provide a mechanism to remove land from the 
Oxford Green Belt to enable the vision to be realised. The land 
could be allocated for development, or safeguarded for future 
development, given the timescales that the Local Plan and the NIC 
are both considering.

Islip
Islip is ideally situated along the two main transport nodes for the 
‘growth corridor’. Islip station, in the centre of the village, has 
recently been upgraded and has mainline train services to Oxford 
Parkway (soon to be extended to Oxford mainline station), 
Bicester, and London Marylebone. The A34 is approximately 1 mile 
from the centre of Islip, with slip roads off Bletchingdon Road 
(B4027) providing access to the A34 from Islip.

Opportunities at Islip for Sustainable Development
The Church Commissioners’ landholdings extend to nearly all of the 
land surrounding Islip, up to the A34. There is therefore a rare 
opportunity to deliver growth in a sustainable location in the 
‘growth corridor’ on two major transport corridors, where the vast 
majority of land is within the Church Commissioners’ ownership.

Set in the context of the NIC’s request for a “vision to maximise 
growth”, and the Local Authorities’ agreement for Cherwell to 
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The village of Islip lies approximately six miles to the north-east of 
Oxford and approximately seven miles south-west of Bicester, via 
the A34. The main focus of the village is located north of the 
convergence of the River Ray and River Cherwell. Islip has a 
population of approximately 700 residents. A compact village, the 
varied heritage and character is particularly noticeable within the 
Conservation Area, which features buildings dating back to the 17th 
and 18th centuries and includes a number of listed buildings.

The main townscape characteristics of the village are:
• A compact village core where linear streets are tightly enclosed 

by buildings and walls;
• A nucleus of listed buildings and landmarks including St. 

Nicholas Church, the Red Lion and Swan Inn and the 
Community Hall;

• A mix of services including a village shop, medical practice, a 
primary school and train station.

CONTEXTUAL ANALYSIS
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CONTEXTUAL ANALYSIS
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Meanwhile, being located adjacent to the A34 would mean ease of 
access for those travelling by road. The development may also 
deliver improvements to the A34 access in both directions.

Transport Benefits
A new link road will help mitigate the impact of growth on the 
village whilst also improving links between the A34 and A40 and 
further afield, thus strengthening connections between Bicester and 
Oxford. Option A proposes a maximised growth scenario of 
approximately 1,700 dwellings to both the north and south of Islip. 
It offers the opportunity for a new link road to take the B4027 
traffic out of the existing village. It is understood that this road is 
currently used as a rat-run between the A34 and A40 and this level 
of development would offer the opportunity to bypass the village. 
Access would be from Bletchingdon Road and Kidlington Road but 
with a bridge across the railway and river to Wheatley Road 
(B4027). This proposal would also provide access to the east from 
Bletchingdon Road. In addition to the residential development, 
there is a proposal for employment close to the A34 with an 
upgraded junction with Bletchingdon Road. 

The new neighbourhood as illustrated in Option A is within 1.5km / 
1 mile of the centre of the village and Islip station. The proposed 
new local centre to the north would be within easy walking and 
cycling distance of all the proposed development and the existing 
village to the south.

The proposed link road will provide access to the development and 
provide a link route to take through traffic out of the village. There 
is the possibility of providing a new access to the station from 
Bletchingdon Road and the potential for an enlarged station car 
park and second vehicular entrance from the north.

In terms of improved transport provision for Islip the site offers the 
opportunity for a comprehensive network of walking and cycling 
improvements with the ability to provide off carriageway routes 
along Kidlington Road towards Kidlington and Bletchingdon Road 
towards the proposed employment area. As noted, a route to 
Kidlington would link to wider LTP proposals for a park and ride and 
improved cycle route into Oxford. The scale of development 
proposed would also require junction improvements at the A34 
junction with Bletchingdon Road and Kidlington Road. Given the 
level of proposed development, including employment, there is a 
strong possibility of a reintroduced local bus service to serve both 
the village and employment and a significant number of potential 
passengers for a local frequent ‘Growth Arc’ Oxfordshire’s rail 
service between Didcot and Bicester, or regular stops in longer 
distance services between Reading and Milton Keynes/Bedford.

In terms of maximising growth the Church Commissioners for 
England land holdings at Islip offers the opportunity for sustainable 
development close to an existing railway station on what will 
become the core East-West arterial route once the East-West Rail 
is complete. The location adjacent the A34 also offers easy access 
to east west road links. The development fulfils both a local need 
with transport provision for a local Oxfordshire catchment but also 
the Governments wider objects for growth within the corridor.

Three concept masterplan options of differing scale are presented. 
Each recognises its proximity to the village and existing well-
established services and facilities. The proposals are summarised 
below and on the following pages. 

Option A 
This concept sketch shows a ‘holistic vision’ for Islip over the next 
30 – 40 years. It brings forward important infrastructure in the 
form of a new link road around Islip, a potential new school, 
community facilities and shops, and a significant amount of new 
homes and jobs. It includes the former oil depot (MoD) site as part 
of a comprehensive concept masterplan.

This vision recognises the existing qualities of Islip and identifies 
potential opportunities for its long term position within the context 
of the Cambridge – Milton Keynes – Oxford ‘growth corridor’. This 
option offers the following opportunities for the village of Islip: 

• A new link road connecting the B4027 Bletchingdon Road to 
Wheatley Road to the south, alleviating current vehicular traffic 
through the village; 

• An excellent opportunity to support and add to existing 
services and facilities within Islip; 

•  Accessibility to the A34 – an important artery linking Islip with 
Oxford, Bicester and beyond; 

•  Close proximity and good accessibility to Islip and Oxford 
Parkway rail stations, with links to Oxford, Reading, Bicester and 
London Marylebone;

•  An opportunity to provide an integrated movement network 
that improves existing links and maximises opportunities for 
pedestrian and cycle movement to and from the site; 

•  Links to the village and its facilities, including the village shop, 
community hall, pubs and medical surgery;

• Much needed new housing that will help meet the current 
under supply of housing by Oxford City;

•  Development in a location that will encourage social interaction 
and cohesion;

•  A proposed mix of housing types that will support a wide 
spectrum of potential residents, enriching the demographic mix 
of the village; and

•  An integrated landscape network where new play and sports 
facilities, allotments, and informal open space and landscaping 
will benefit existing and new residents.  

Creating Jobs
This vision for Islip includes a potential area of commercial 
floorspace adjacent to the A34. An area of approximately 6 
hectares has been shown in the wider vision which could provide a 
mixture of different employment uses framed by a high quality 
landscaped area which responds to the surrounding environment.

The employment area represents a unique opportunity for the 
village and would provide local jobs in a sustainable location, less 
than a mile from Islip train station. Located within Church 
Commissioner land ownership it would also be possible to provide 
new cycle and footpath links between the employment area and the 
train station. 

PLANNING FOR FUTURE GROWTH
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OPTION B - CONCEPT MASTERPLAN

Option B illustrates an alternative approach of development confined to the northern 
edge of the railway line towards the A34. 

This option also includes the former Military of Defence (MoD) / Oil Depot Site. 
Recognising the close proximity of Islip train station, this option offers the opportunity 
to provide a new access point, from Bletchingdon Road, and an area for an enlarged 
station car park to the north of the railway line.

This option also presents an integrated approach to development – whereby new 
homes are set within an integrated landscape spine which spans east and west of 
Bletchingdon Road. This integrated spine includes informal public open space, 
allotments, sports and play along with associated landscaping.

East of Bletchingdon Road, new homes are proposed and supported by a local centre 
where retail and community facilities are envisaged. West of Bletchingdon Road, a 
potential primary school is proposed in close proximity to the existing medical surgery 
and the existing Dr. South’s Church of England Primary School, located south of the 
railway line. 

Vehicular access to this neighbourhood is primarily focussed off Bletchingdon Road and 
Kidlington Road - away from the village core street network, with exception to the 
southernmost parcel which is accessed off Mill Street. This option offers the potential 
for approximately 1,000 new homes based on 30 dwellings per hectare. The transport 
benefits of this option are explained further on page 10 of this document.

B4027 Bletchingdon Road

Proposed residential development

Proposed public open space including 
allotments, sports provision and 
pedestrian and cycle routes

Proposed Local Centre including primary 
school

Islip Train Station with proposed new car 
park

Kidlington Road
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Village Hall / Shop and Playing Fields

St. Nicholas Church
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River Cherwell

B4027 Wheatley Road
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Option B
•  Up to 1,000 new homes
• Local centre including community facilities and 

retail
• Primary school
• Additional Station Car Park
• Employment opportunities
• Green Infrastructure including allotments, 

sports and multi-age play facilities, and public 
open space
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OPTION C - CONCEPT MASTERPLAN

An opportunity exists to provide new housing that benefits from the close proximity 
of existing facilities within Islip. Option C focuses on a localised approach in terms of a 
natural extension to the village. Focussed to the west, this new neighbourhood 
stitches with the existing settlement by way of improved pedestrian links to the village 
and landscape approaches. Set within a network of new and retained landscape 
features, this neighbourhood will be supported by passive and active open space and 
associated landscaping, including allotments.

Vehicular access to the new neighbourhood is primarily focussed off Bletchingdon 
Road and Kidlington Road - away from the village core street network, with exception 
to the southernmost parcel which is accessed off Mill Street. This option offers the 
potential for approximately 200 new homes, based on 30 dwellings per hectare. 

The transport benefits of this option are explained further on page 10 of this 
document

B4027 Bletchingdon Road

Former MoD / Oil Depot Site

Proposed public open space including 
pedestrian and cycle routes

Proposed residential development

Islip Train Station

Kidlington Road

Proposed play area

Village Hall / Shop and Playing Fields

St. Nicholas Church

Bridleway bridge over the railway line

River Cherwell
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Option C
•  Up to 200 new homes
•  Employment opportunities
•  Green-infrastructure including allotments, 

sports and multi-age play facilities, and public 
open space
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TRANSPORT POLICY CONTEXT AND 
EMERGING TRANSPORT SCHEMES
The Oxfordshire County Council Local Transport Plan (LTP4 
2015-2031) sets out the vision for transport in Oxfordshire for the 
next 15 years. It promotes an integrated approach of providing 
mass transit, supporting walking and cycling and managing traffic 
and travel demand. Key to delivery is improvements to rail services, 
bus rapid transit and more locally walking and cycling routes. 

Within LTP4 there are proposals to improve the A34 under the 
context of the Oxford – Cambridge Expressway as this route 
provides the main link for the ‘Knowledge Spine’. It is recognised in 
the LTP that further improvements will be required to support 
growth to the north of Oxford with the potential for new route 
alignments or improvements of the A34 between Kidlington and 
the M40. To this end Oxfordshire are working with Highways 
England who are currently undertaking a study into the 
requirements for an Expressway to link Oxford to the M1 and 
Cambridge; the report is due in Autumn 2016. 

In a local context for the site at Islip there are proposals within the 
LTP for a Kidlington Park and Ride and a Cycle Premium Route 
between Oxford and Kidlington; both these schemes would be 
approximately 3 km from Islip.  

The LTP includes the Oxfordshire Rail Strategy and Delivery Plan 
(2012), which sets out Oxfordshire’s aspirations to improve railways 
services and infrastructure in Oxfordshire. The main aim of this 
document was to develop and deliver rail services in the 
Oxfordshire ‘Growth Arc’ and make rail part of an integrated public 
transport service. The ‘Growth Arc’ (illustrated in the plan below) 
and Islip sits just on the edge of the Northern Gateway to the 
north of Oxford. It is noted that the updated version of this 
document is due later this year.

 

26262626    ● Oxfordshire Rail Strategy & Delivery Plan  Oxfordshire Rail Strategy & Delivery Plan  Oxfordshire Rail Strategy & Delivery Plan  Oxfordshire Rail Strategy & Delivery Plan  

Part One 

Key Economic Drivers, Developments and Places 

Introduction 

The number and location of new jobs will increase commuting and business travel which, if 

all made by car, will lead to significant increases in traffic congestion.  Much of the 

proposed economic growth and housing development will be concentrated within the 

“Growth Arc” of Bicester - Oxford – Science Vale UK (see Figure 2.3). Table 2.1 and 

Figure 2.3).  

 

Table 2.1 – Summary of Growth Arc Development Plans (to 2026) 

Additional Housing New Jobs Area 

Number % Increase Number % Increase 

Oxford 8,000 10 10,000 7 

Bicester 5,500 64 6,000 32 

Science Vale 

UK 

13,000 18 12,000 60 

Total 26,500 - 28,000 - 

 

Figure 2.3 – The “Growth Arc” 

 

 

In order to maintain and enhance the high quality of life in the county, it is vital that our 

urban areas accommodate new development in a way that makes them better places to 

live, work and play. 

Figure 19 from Connecting Oxfordshire: Local Transport Plan 2015-2031 Volume 1 - 
Oxford Cambridge Expressway

Extract from Oxfordshire Rail Strategy and Delivery Plan - Draft for Consultation 
Figure 2.3

The East-West Railway is a key piece of infrastructure in the 
‘growth corridor’ that will improve journeys in Oxfordshire and the 
wider corridor. It is being delivered in a number of phases with 
Phase 1 (the Western Section) completed in October 2015 
between Oxford Parkway and Bicester Village. This phase was 
delivered jointly between Chiltern Railways and Network Rail, with 
Chiltern now operating the service between London Marylebone 
and Oxford Parkway. A number of these services call at Islip during 
the day. The final part of Phase 1 extension to Oxford is planned 
for the December 2016 timetable change.

Phase 2 of the East-West Railway will involve the upgrading and 
reconstruction of the mothballed freight line between Bicester and 
Bletchley and Aylesbury and Claydon. At the time of writing the 
designs for a reconstructed railway have been developed and 
consultation has taken place with submission to the Secretary of 
State planned for summer 2016. 

Following the completion of Phase 2, the East-West Rail 
stakeholders have identified a number of potential train services 
that will operate on the route, which Islip sits on. 

Under the proposal by Oxfordshire County Council, Oxfordshire 
Local Enterprise Partnership, East-West Rail and the recent 
Network Rail West Midlands and Chiltern Route Study, Islip station 
will provide access to both local services between Oxford, Milton 
Keynes and Bedford and connections to wider services at Bicester 
and Oxford. This means that Islip is well placed both in the local 
Oxfordshire ‘Growth Arc’ but also at the western end of the 
Cambridge – Oxford corridor.
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SUMMARY
This response document to the NIC’s call for evidence on the 
Cambridge-Milton Keynes-Oxford ‘growth corridor’ directly 
responds to Question 3.3. It describes our vision for maximising 
growth, maintaining a high quality environment and delivering more 
jobs and homes across the corridor in the next 30 years. It sets out 
a vision for a sustainable development to provide much needed 
new homes and jobs, as well as a possible bypass for Islip.

The response shows how the village of Islip could grow in a 
sustainable fashion over this 30 year period. Islip benefits from a 
mainline train station, direct access onto the A34 and is therefore 
sustainably located on two major transport corridors. Three 
possible growth options for Islip are put forward in this document. 
Option A, which seeks to maximise growth whilst maintaining a 
high quality environment, would deliver around 1,700 new homes, 
new jobs, and a new link route around Islip. 

Benefits of development at Islip could include:
• Provision of new homes and jobs;
• A readily available, deliverable and viable site;

• The ability to contribute towards Oxford’s unmet housing 
needs in a sustainable location;

•  The opportunity to encourage integrated pedestrian and cycle 
connectivity by way of improving the existing pedestrian realm, 
providing new links through the site and connecting with the 
village; 

•  The ability to create new employment and education 
opportunities for new and existing local residents;

•  The ability to provide new formal and informal recreation 
facilities on-site including community facilities; and

•  The ability to provide a new mixed use neighbourhood within 
the Cambridge-Milton Keynes – Oxford ‘growth corridor’.

Our client would welcome the opportunity to explore the concepts 
set out in this document further with the NIC. Copies of this 
submission are being sent to Islip Parish Council, Cherwell District 
Council, Oxford City Council, Oxfordshire County Council, and the 
Oxford Growth Board and our client would also welcome 
discussions with each of these Authorities.

Option B: (page 7) 
The northern parcel would be accessed from Bletchingdon Road to 
the north of the village and to Kidlington Road from the west. The 
western parcel would be accessed from Kidlington Road. The 
smaller parcel to the south of the railway line would be accessed 
from Mill Street.

The identified areas for development in Option B are within 700 
metres of the centre of the village with most of the northern parcel 
falling within 300 to 550 metres. Islip station is within 750 metres. 
The close proximity of the new neighbourhood to the village means 
that all local services and access to the station are within easy 
walking distance.

The provision of a new link road through the northern parcel will 
also assist in taking traffic travelling between Bletchingdon Road and 
Kidlington Road out of the centre of the village and will provide an 
alternative access route to the station from the west.

In terms of transport provision Option B offers the opportunity for 
improved cycle and walking links from the village to the west 
towards Kidlington with the potential for off carriageway provision 
along Kidlington Road to link into Oxfordshire’s proposals for a park 
and ride and improved cycle route into Oxford at Kidlington. It is 
unlikely that the scale of development proposed under Option B 
would support the reintroduction of a local bus service but it could 
contribute subsidy funding and an increased number of potential 
passengers longer term that would use any service. 

Option C: (page 8) 
As per the first option access to the northern parcels is provided 
from Bletchingdon Road with a link road around the north of the 
village through to Kidlington Road to the west. These proposals 
would also see the lane to the north of the former MoD site 
upgraded to provide access to the eastern part of the site. The 
western parcels south of Kidlington Road would be accessed from 
Kidlington Road and the smaller parcel to the south of the railway 
line would be accessed from Mill Street.

All the sites considered in this option are within 1km of the centre 
of the village and Islip station. A new local centre to the north of 
the village would be within easy walking distance of all the proposed 
development and existing village to the south.

The provision of a new internal link road through the northern 
parcel will also assist in taking traffic travelling between 
Bletchingdon Road and Kidlington Road out of the centre of the 
village and will provide an alternative access route to the station 
from the west. There is the possibility of providing a new access to 
the station from Bletchingdon Road and the potential for an 
enlarged station car park and second vehicular entrance from the 
north.

In terms of improved transport provision for Islip, Option B offers 
the same cycle link improvements as Option C. It is likely that 
approximately 1,000 dwellings would also require some form of 
improvement to the A34 junction with Bletchingdon Road and this 
level of development offers the opportunity to improve the slip 
roads in this location. Furthermore, the scale of development 
proposed in Option B adds more weight to the possibility of 
reintroducing local bus services with initial service funding and a 
larger number of potential future passengers. The same can be said 
for any future railway services, either local or longer distance as a 
larger population at Islip means greater passenger pressure for a 
more frequent clock-face timetable.

TRANSPORT BENEFITS OF CONCEPT 
OPTIONS B & C
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Submission from Cranfield University to the National Infrastructure Commission’s ‘Cambridge-

Milton Keynes-Oxford Growth Corridor’ call for evidence 

Key points 

 Higher Education is a spur for growth and innovation along the ‘growth corridor’ (£7.6 billion of 

economic output is generated by universities in the East of England and South-East)1  – Cranfield is 

a world-renowned University and plays a key part in the regional economy. 

 Improved infrastructure and better connectivity between Cranfield, Milton Keynes, Cambridge and 

Oxford can help achieve additional growth and increase collaborative innovation through linking up 

national research facilities. 

 Cranfield Airport is a regional business asset and national research facility – investment in the 

airport will improve global business links in Milton Keynes and develop a world-class research 

centre. 

 Cranfield is making significant investment in its estate and facilities creating jobs and growth in the 

region and has further plans that we are currently seeking funding for. 

 To further harness Cranfield’s capacity to grow and spread innovation in the region and beyond, 

better transport links are needed to Cranfield. 

 

1.0 About Cranfield 

1.1 As the UK’s only exclusively postgraduate university, Cranfield’s world-class expertise, large-scale 

facilities and unrivalled industry partnerships creates leaders in technology and management globally. 

1.2 Our key areas of expertise and capabilities are grouped under seven main themes aerospace, agrifood, 

defence and security, energy, manufacturing, transport systems and water, along with our world-renowned 

School of Management. 

1.3 Around 2,400 students graduate from Cranfield each year and we award over 5% of the UK’s 

engineering and technology PhDs every year. We employ around 1,800 staff and are the biggest employer 

in Central Bedfordshire. 

1.4 In its specialist areas, Cranfield is at the heart of postgraduate education. Of those that study in the UK, 

47% of aerospace engineering postgraduates, 24% of automotive engineering postgraduates and 16% of 

production and manufacturing postgraduates choose to study their master’s at Cranfield. 

1.5 Our intensive one-year MBA programme, informed by real world practice, is built on 50 years’ 

experience of educating business leaders. 

1.6 81% of our research is classed as world-leading or internationally excellent by REF (Research 

Excellence Framework, 2014) and we are ranked in the top five of UK universities for commercial research 

                                                
1 http://www.universitiesuk.ac.uk/policy-and-analysis/reports/Pages/economic-impact-higher-education-institutions-in-
england.aspx  

http://www.universitiesuk.ac.uk/policy-and-analysis/reports/Pages/economic-impact-higher-education-institutions-in-england.aspx
http://www.universitiesuk.ac.uk/policy-and-analysis/reports/Pages/economic-impact-higher-education-institutions-in-england.aspx


 

 

income. As a university we pride ourselves on being ‘close to business’ with relationships with over 1,500 

businesses and organisations.  

1.7 Over 15,000 people come to Cranfield each year to benefit from our executive and professional 

development programmes. Our customised executive education programmes are ranked 10th in the world, 

according to the latest Financial Times survey.  

1.8 We are home to many world-class, large-scale facilities which enhance our teaching and research.   

1.9 Our facilities include many premium national assets2:  

 we are the only university in the world to own and run an airport on campus and to have airline 

status; 

 the National Wind Tunnel facility enables research into energy and cost savings for transport 

companies; 

 our Crash Impact Centre is one of just three FIA (Federation Internationale de l’Automobile) 

approved test centres in the world, crash-testing Formula One cars; 

 the Structural Integrity Laboratory has a wide range of equipment to study the mechanical behaviour 

of components and material samples up to 250,000 tonnes; 

 Cranfield’s National Reference Centre for Soils houses the largest collection of its kind in Europe 

and is recognised as the UK’s definitive source of national soils information; 

 the Ultra Precision Machining Laboratory houses a range of ultra-precision diamond turning 

machines and is the UK's national facility for large x-ray optics manufacture; 

 our high-temperature coatings facility is the only one of its kind in a European university; 

 our Accident Investigation Laboratory is dedicated to our world-leading work in aviation, marine and 

rail safety; 

 we have our own on-campus water treatment works, which recently received over £8m from 

government to explore water infrastructure challenges. 

 

1.10 We have recently secured funding of over £60 million of capital investment, sourced from both public 

and private organisations, for the following developments: 

 

 Aerospace Integration Research Centre3 

 MUEAVI - (Multi-User Environment for Autonomous Vehicle Innovation)4 

 Enhanced Agri-tech facilities through our key role in Agri-Epi and CHAP5 

 Enhanced and extension to our industrial water and wastewater facilities through our key role in 

UKCRIC6 

1.11 Cranfield University is one of the world’s largest providers of postgraduate education in defence and 

security technology and management, working on classified projects for government and industry. Cranfield 

Defence & Security based in Shrivenham, Oxfordshire is 50 minutes away from Oxford and 15 minutes 

away from Swindon. 

Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local 

economies and are perceived as highly desirable places to live. 

What have been the key drivers of that success? What is holding back further growth and greater 

                                                
2 http://www.cranfield.ac.uk/business/benefit-from-our-facilities/specialist-facilities-and-equipment  
3 https://www.cranfield.ac.uk/centres/aerospace-integration-research-centre  
4 http://www.cranfield.ac.uk/press/news-2015/intelligent-mobility-road-to-be-built-at-cranfield-university  
5 http://www.cranfield.ac.uk/press/news-2016/government-invests-in-crop-health-consortium-with-cranfield 
 
6 http://www.cranfield.ac.uk/case-studies/research-case-studies/ukcric  

http://www.cranfield.ac.uk/business/benefit-from-our-facilities/specialist-facilities-and-equipment
https://www.cranfield.ac.uk/centres/aerospace-integration-research-centre
http://www.cranfield.ac.uk/press/news-2015/intelligent-mobility-road-to-be-built-at-cranfield-university
http://www.cranfield.ac.uk/press/news-2016/government-invests-in-crop-health-consortium-with-cranfield
http://www.cranfield.ac.uk/case-studies/research-case-studies/ukcric


 

 

productivity? In particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? Does the corridor require better 

connectivity to other major centres of growth? 

2.0 Higher Education is a driver of regional growth and innovation 

2.1 Higher Education is undoubtedly a driving force for economic growth within the Cambridge - Milton 

Keynes – Oxford Corridor, as it is for the nation. With 10 universities operating across the region, in 

Cranfield, Cambridge, Oxford and the Open University, the ‘Corridor’ has four global Higher Education 

brands. 

2.2 Our collaborations with Cambridge and Oxford universities bring together world-class research and 

facilities including: 

 REMS (Renewable Energy Marine Structures) - REMS is an EPSRC-funded centre aiming to train 

50 Engineering Doctorate (EngD) and PhD students over an eight-year period, admitting 10 new 

students each year for five years. This is a collaborative partnership between Cranfield University 

and the University of Oxford, which started in October 2014. 

 EPSRC Centre for Doctoral Training in Ultra Precision – Started in October 2011 as a collaboration 

between the Precision Engineering Institute at Cranfield University and the Institute for 

Manufacturing at the University of Cambridge, funded by the Engineering and Physical Sciences 

Research Council (EPSRC). 

 Cranfield University is leading a consortium, together with the University of Cambridge, Newcastle 

University and the University of Birmingham, for a Centre for Doctoral Training (CDT) in Big Data 

and Environmental risk mitigation. The DREAM Centre (Data, Risk And Environmental Analytical 

Methods), draws on long-established consortium collaboration and complementary expertise.  

 The UK Collaboratorium for Research in Infrastructure & Cities (UKCRIC) will provide leadership 

and support for the development and growth of a co-ordinated and coherent, world class, UK-based 

national infrastructure research community, spanning at least 14 universities including the University 

of Cambridge 

 The EPSRC funded Network in Consumer Goods, Big Data and Re-Distributed Manufacturing 

(RECODE) features a multidisciplinary team comprised of internationally renowned experts from 

Cranfield, Brunel, Cambridge, Manchester and Teesside universities and practicing industry leaders 

in the fields of sustainability, manufacture, big data, circular economy and consumer goods. 

2.3 As well as our collaborations with Cambridge and Oxford we work closely alongside The Open 

University, our neighbours in Milton Keynes. We have signed a Memorandum of Understanding with them 

which covers co-operation across a wide set of activities, including supporting and enhancing local and 

regional economic development, providing opportunities for new education provision, joint research and 

equipment and asset sharing. 

2.4 Together Cranfield University and the Open University produced a joint bid for a major education 

contract and plan further shared education projects that take advantage of our complementary skills in top 

team and face-to-face delivery (Cranfield University) and excellent distance learning (Open University).  

2.5 Students at both institutions can use the other’s library and we regularly take part in one another’s 

academic skills development events to upskill both groups of academics and expose them to different 

approaches and practices. The Executive teams of Cranfield University and the Open University meet 

regularly to discuss further areas of collaboration. 



 

 

2.6 While there has been no specific research looking at the economic impact of the universities on the 

‘Growth Corridor’, Universities UK have produced research detailing the economic impact on the East of 

England and the South East of England. 

 In 2011/2012, East of England region universities including Cranfield University, University of 

Cambridge, Anglia Ruskin University and the University of Bedfordshire produced £3.1 billion of 

economic output for the region – this equated to 3.1% of total GVA for the East of England. 

 In 2011/2012, South-East universities including University of Oxford, Buckinghamshire New 

University, University of Buckingham, the Open University and Oxford Brookes University produced 

£4.5 billion of economic output for the region  –  this equates to around 3% of total GVA for the 

South East of England. 

2.7 Cranfield University makes a significant impact on the regional economy. In 2014/2015 our turnover 

was £164,852,000, with £79,522,000 being spent on staff wages, around 1,100 of our staff live in the MK 

postcode area and we are one of the largest employers in Central Bedfordshire.7 

2.8 As well as our impact on the regional economy Cranfield promotes economic growth nationally through 
our industry partnerships, applied research projects and our executive education and professional 
development programmes. 
 
2.9 We have links with government departments and many of the largest and most successful global 
businesses including Airbus, AWE, BAE Systems, Boeing, Centrica, Jaguar Land Rover, Lockheed Martin, 
PepsiCo,  Qinetiq, Rolls-Royce, Severn Trent, Unilever, UK Civil Aviation Authority and Yorkshire Water. 
 
2.10 These large Original Equipment Manufacturers (OEMs) require access to their global facilities. 
Cranfield Airport can be used as a transport hub, thereby encouraging R&D facilities to be based at 
Cranfield University. The GDP effect on the regional economy will be multiplied by the OEMs accessing 
local service companies and encouraging growth in local supply chains.  
 
2.11 We have mutually-beneficial relationships with around 1,500 companies and organisations. 44% of our 
income comes from commercial research and consultancy. 
 
2.12 We work with all sizes of companies, including growth companies and SMEs (small- and medium-
sized enterprises).  Cranfield University Technology Park, based on the Cranfield University campus, is a 
centre for innovation and is home to more than 50 companies.   
 
2.13 Cranfield School of Management’s Business Growth Programme (BGP) is the UK’s longest running 
and most successful programme for the development of owner-managers. It has been running with great 
success for 25 years and has helped over 2,200 owner managers achieve their business and personal 
ambitions.  
 
2.14 BGP works with owner-managers of businesses that have been in operation for at least three years 
and have a turnover of between £0.5m and £30m. Past notable BGP clients include Lord Bilimoria, 
Founder and CEO of Cobra Beer Partneship and Angus Thirwell, Managing Director of Hotel Chocolat. 
 

“When I started my business career, I thought, “That’s it. My education is over for ever”—but I was 
wrong. Eight years later I attended the Business Growth Programme at Cranfield School of 
Management and it changed my life; it opened my eyes to lifelong learning”8  
Lord Bilimoria, House of Lords, 28th January 2016 
 

2.15 We are the only university to have a strategic relationship with Defence Science and Technology 
Laboratory (Dstl), and one of just five universities to have a strategic alliance with the Atomic Weapons 
Establishment (AWE). 

                                                
7 http://www.cranfield.ac.uk/about/facts-and-figures  
8 http://www.publications.parliament.uk/pa/ld201516/ldhansrd/text/160128-0002.htm#16012842000961  
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Strengthening infrastructure – a strengthened Higher Education offer for students and business 
 
2.16 Cranfield University is one of the most influential universities in the world. However, like all Higher 

Education Institutions in the UK, we face threats from emerging global competitors.  

“Governments overseas are increasingly focusing on the expanding market of international 

education and the value of education exports to their own economies.” International students in 

higher education: the UK and its competition, Universities UK, 20149 

2.17 In order to stay competitive in a global market, Cranfield, like all universities, needs to have an 

increasingly attractive offer to students (both domestic and international) and to business (local, national 

and global).  

2.18 Given the economic importance of Higher Education to the ‘Corridor’, it is vital that infrastructure 

improvement plans in the region increase the attractiveness of the institutions to students and business. 

Cranfield’s economic impact on the ‘Corridor’ could undoubtedly be increased with better connectivity to 

Milton Keynes, Cambridge, Oxford and subsequently London. 

2.19 Infrastructure in the region could be supported by Cranfield research programs such as Future Digital 

Airport and Intelligent Mobility Roads which, linked together, will help to develop new transport methods 

linking road traffic conditions to airport operations. This blueprint, designed and tested in the Corridor, can 

be used to assist all infrastructure projects that link transport systems such as HS2 which will link rail to 

Heathrow, Birmingham City and Manchester Airports. The Government has already stated the economic 

benefits of the efficient movement of passengers and freight on our national transport networks. 

2.20 As well as the economic impact, better connections within the ‘Corridor’ would help foster even 

stronger innovation by linking up national research facilities at Cranfield, Cambridge and Oxford. 

Strengthening links with Milton Keynes 

2.21 Currently, Cranfield is primarily accessed by car, around 70% of our staff and students travel to and 

from campus by this method. This has reduced from 75% over the last three years with the introduction of a 

half hourly bus service to Milton Keynes and Bedford.  

2.22 We are committed to reducing the carbon footprint of the University and have set a target to reduce 

car travel by 50% of its current levels but this can only be achieved by improved infrastructure in roads and 

rail links. Achieving our goal would reduce CO2 emissions by 2,000 tonnes p.a. 

2.21 This bus service has undoubtedly improved public transport links into Milton Keynes from Cranfield. 

However, at peak times this service can take one hour to reach its destination. This bus service is the only 

means of travel to and from Cranfield by public transport. 

2.22 Car journeys to and from Milton Keynes are also problematic at peak times with journey times taking 

around 50 minutes, as opposed to off-peak times of 15 minutes.  

2.23 Better links to Milton Keynes would increase the attractiveness of Cranfield’s offer to international 

students many of whom want a city lifestyle combined with Cranfield’s world-class academic offering – as 

                                                
9 http://www.universitiesuk.ac.uk/policy-and-analysis/reports/Pages/international-students-uk-he-its-competition.aspx  
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Universities UK research has shown international students provide a significant boost to regional 

economies.10 

2.24 As well as an improved student offer, faster and more reliable links to Milton Keynes from Cranfield 

would help foster further innovation particularly around transport systems, big data, business growth and 

entrepreneurship. 

2.25 Improving local links will encourage large OEMs to locate operations within the Corridor as they will 

benefit by access to the Corridor’s Universities and the UK’s fastest growing city providing a large, local 

workforce with a substantial proportion qualified to NVQ 5 and above. Improved local employment 

opportunities will aid another Government aim of balancing economic growth across the UK. 

2.26 Milton Keynes is the home of the Transport Systems Catapult and is a pilot site for driverless vehicles. 

Cranfield is building an intelligent mobility road, integrating autonomous vehicles with other traffic and 

pedestrians. The Multi-User Environment for Autonomous Vehicle Innovation facility at Cranfield will 

support the work of IMEC (Intelligent Mobility Engineering Centre), also being constructed at Cranfield. 

IMEC is £10m Cranfield/HEFCE/SEMLEP funded capital project providing the region and the nation with a 

centre of excellence focused on developing and delivering education, training and skills for the UK’s 

burgeoning transport systems sector workforce. 

2.27 Improved connections between the two sites could enhance further research into this area. For 

example the M1 around Junction 14 could be made into the UKs first intelligent mobility section of 

Motorway. 

2.28 Both Milton Keynes and Cranfield are leading the way in the use of big data research, Milton Keynes 

through its Open University-led project MK:Smart and Cranfield with its leading role  in the Data, Risk and 

Environmental Analytical Methods (DREAM) Centre alongside, among others, the University of Cambridge.  

2.29 Milton Keynes is ranked number one for start-ups outside of London, according to Invest:MK and is 

the fastest growing city in the UK11. Just seven miles away from Milton Keynes is Cranfield School of 

Management, a world-class business school. Improved links between Milton Keynes and Cranfield would 

further improve access for Milton Keynes businesses to Cranfield programmes like the highly successful 

Business Growth Programme. 

2.30 A reduced journey time to and from Cranfield to Milton Keynes would: 

 Help foster links between one of the UK’s fastest growing city and Cranfield’s ‘world-leading’ 

research and education offer 

 Boost Cranfield’s offer to students who want a ‘city experience’ and a Cranfield education 

 Increase the use of public transport by staff and students travelling to and from Cranfield 

Strengthening links across the corridor and beyond 

2.31 The East-West rail link between Oxford and Cambridge will greatly transform the transport links in the 

region, in order to further harness Cranfield’s contributions to the ‘growth corridor’, transport links will need 

to be created to this line.  

2.32 The nearest stations to Cranfield that will service this line are Ridgmont and Woburn Sands. Currently 

there are no public transport links from Cranfield to these stations. A stronger link between Cranfield and 

the East-West rail link will help link the national research facilities that are contained in the ‘growth corridor’.  

                                                
10 http://www.universitiesuk.ac.uk/policy-and-analysis/reports/Pages/international-students-uk-he-its-competition.aspx  
11 http://www.investmiltonkeynes.co.uk/successful/  
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2.33 Cranfield offers the space for companies to establish their operations and equally important provide 

housing that is affordable and local. With the proper links to Oxford and Cambridge companies can offer a 

superb quality of life while benefiting from easy access to the cities’ world class institutions. 

2.34 As well as improved rail links across the region, road links should also be improved to reduce journey 

times. Cranfield welcomes the development of the A421 Expressway and believes further work needs to be 

carried out to dual the A421 approaching the Black Cat Roundabout. 

2.35 The new station being built at Wixhams will be Cranfield’s nearest station that serves London, again 

there is no current public transport link between Cranfield and this developing station. 

2.36 An improved link between Cranfield and the M1 would help widen the access to the national research 

facilities available at Cranfield. 

2.37 Better transport infrastructure across the growth corridor would help foster further collaboration 

between Higher Education and Research Institutions across the region, as well as increasing the capability 

of business to access the research expertise available at these institutions. 

2.38 Improvements to communications infrastructure should also be considered alongside transport 

improvements. In order to further exploit the world-class research and innovation being carried out in the 

region, the ‘growth corridor’ should be one of the first areas in the UK to see the rollout of 5G technology. 

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognisable 

economic corridor? If so: 

What factors unite the area? Would greater emphasis on corridor-wide planning and decision making 

benefit local communities and local economies? Would that same emphasis on co-ordinated planning and 

decision making provide wider benefits for the UK economy? Should adjacent towns and cities be 

incorporated into the corridor in terms of growth and infrastructure planning? 

3.0 The uniting factor of Higher Education across the region has already been emphasised previously in 

this submission. Higher Education is the thread across the region that can enhance the knowledge-based 

innovation economy that the National Infrastructure Commission is looking to capitalise on. 

3.1 Cranfield University recommends that the National Infrastructure Commission develops a work-stream, 

during its inquiry, looking at how national research facilities based at Higher Education and Research 

Institutions within the ‘growth corridor’ can be linked by improved infrastructure in order to promote 

innovation across the region and beyond leading to increased economic growth. 

3.2 Incorporating Swindon, one of the UK’s Fast Growth Cities, would incorporate Cranfield University’s 

work at Shrivenham into the ‘growth corridor’, which would further strengthen the region’s research and 

innovation capacity. 

3.3 Cranfield University facilities at Shrivenham include: 

 National Centre of Excellence for Explosives Chemistry - Used to develop explosives, propellants 

and pyrotechnics with improved safety and environmental performance. 

 Military Off-Road Vehicle Testing and Development Centre - Leading test and development facility 

for off-road engineering and dynamics, working in partnership with the MOD and vehicle 

manufacturers to maximise the performance and reliability of military vehicles. 

 Cranfield Forensics Institute - A centre of excellence for science research, with exceptional facilities 

in ballistics, explosives, archaeology, materials science and forensic computing. 

Describe your vision to maximise growth, maintain a high quality environment, and deliver more 

jobs and homes across the corridor over the next 30 years: 



 

 

What does that mean for growth and infrastructure investment in your area? What steps are currently being 

taken to realise that vision, and what more needs to be done? What value could new cross-corridor intercity 

road and rail links bring? How do these compare to other transport initiatives e.g. intra-city links, or wider 

infrastructure, priorities? 

4.1 We would urge the National Infrastructure Commission to review the recent report of the MK Futures 

2050 Commission for a detailed vision of infrastructure development over the next 30 years. 

4.2 We believe we can play a significant role in supporting a hi-tech, knowledge-based economy in the 

‘growth corridor’. 

4.3 Cranfield’s own contribution to growth and innovation in the region centres around two pillars, the 

continued realisation of the Cranfield University Estates Masterplan and the development and increased 

utilisation of Cranfield Airport. 

Estates Masterplan 

4.4 For the ‘Growth Corridor’ to continue to develop its offer around Higher Education and innovation, in an 

increasingly competitive global market, investment will need to be made in research facilities. Investment in 

research facilities will strengthen the region’s offer to students, improve its skill base and encourage further 

business R&D investment. 

4.5 Cranfield has an ambitious £330 million Estates Masterplan that will see significant improvements to 

our campus over the next 20 years improving our research offering, teaching environments and student 

experience. The investment in our estate and our facilities will create jobs in the region and boost the 

economy. 

4.6 Projects already underway include: 

 The Aerospace Integration Research Centre, a new £35 million innovative aerospace research 

centre, which will change the design of future aircraft, will open in 2016/7, funded jointly with our 

industry partners Airbus and Rolls-Royce following a funding award from HEFCE. 

 An intelligent mobility road, integrating autonomous vehicles with other traffic and pedestrians, is a 

UK first and will be built at Cranfield in 2016 with support from SEMLEP; The facility will accelerate 

the development of Cranfield’s ‘innovation habitat’, establishing it as the ‘go to’, national and global 

location for the research and innovation of autonomous transport systems in a controlled research 

environment. 

 The Centre for Atmospheric Informatics and Emissions Technology (CAIET) building which is 

almost complete. Researchers will investigate how emissions contribute to large-scale atmospheric 

shifts. It supports industry and governments in the science and technology of atmospheric releases, 

exposures and their impact in the short and long term. It will be a shared home with the like-minded 

researchers of the Facility for Airborne Atmospheric Measurements (FAAM). 

4.7 Future ambitious projects that we are currently seeking funding for include: 

 The Cranfield Defence Manufacturing Innovation Centre will catalyse the rapid development of 

manufacturing technologies, providing solutions to the emergent needs of the global defence sector 

and with our partners foster international relations to maximise research and development 

investment and export opportunities. 

 The Digital Aviation Research & Technology Centre (DARTeC) is an exciting initiative that is 

currently seeking funding through the UK Government’s Research Partnership Investment Fund 

(RPIF) with the primary focus of advancing the application of innovative digital systems technologies 

within the air transport sector. 



 

 

Cranfield Airport – a national research and a regional business asset 

4.8 ‘Lifting Off –Implementing the Strategic Vision for UK Aerospace’12 outlines the importance of the 

Aerospace sector to the UK economy.  

“The UK aerospace sector is the European leader and global number two. Its world class 

capabilities in the manufacture of some of the most sophisticated and high value parts of modern 

aircraft has created a high-tech and high-skill industry of 3,000 companies and 230,000 employees 

in the UK that creates massive UK economic benefits.”  

Lifting Off –Implementing the Strategic Vision for UK Aerospace’, Aerospace Growth Partnership, 

2013 

4.9 The UK needs a centre of aviation research and development to support the Government’s aim to 

maintain the UK's position as the World's second largest national aerospace industry after the USA.  

4.10 Cranfield Airport is a national research and a regional business asset with the potential to help 

develop increased growth in the region through its transformation into a world-leading research airport and 

a strengthened offer for business. 

4.11 Cranfield is the only university in the world to own and run an airport on campus and to have its own 

airline status. This gives our students and industry partners unique ‘hands on’ opportunities for research. 

Currently, half of all postgraduate aerospace students in the UK study for their MSc at Cranfield. 

4.12 Cranfield Airport is home to several unique national research facilities: 

 the National Flying Laboratory Centre is a unique national asset and provides a hands-on, flying 

experience;  

 we host the national Facility for Airborne Atmospheric Measurements (FAAM), which provides an 

aircraft measurement platform for use by the UK atmospheric research community on campaigns 

throughout the world; 

 with our industry partners, Airbus and Rolls-Royce, we are currently constructing the Aerospace 

Integration Research Centre which with a combination of state of the art engineering design, 

simulation and visualisation facilities will combine with full scale HIL/development rigs to allow the 

rapid development of new integrated propulsion, airframe and subsystems technologies. 

4.13 The University has ambitious plans for the Airport and is actively seeking funding to help realise these 

ambitions. The realisation of these ambitious plans would allow us to grow aviation start-ups through linked 

business acceleration facilities. 

4.14 Aviation R&D will be substantially improved by being located at Cranfield which combines academic 

research with airside practical experience due to the presence of Cranfield Airport. Aviation Industry 

timescales are typically measured in decades. Including Cranfield Airport in the National Infrastructure will 

encourage international OEMs to locate to Cranfield knowing that have they security of a 30-year vision.  

4.15 To maintain its status and to develop into a leading global research facility Cranfield Airport will need 

significant investment to transform it into an ‘airport of the future’ where students from all over the world can 

come to get ‘hands on’ practical experience of aerospace.  

                                                
12 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/142625/Lifting_off_implementing_the_st
rategic_vision_for_UK_aerospace.pdf 
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4.16 The Facility would also give the regulators (European Aviation Safety Agency, Civil Aviation Agency, 

Federal Aviation Agency etc.) a facility where developments can be proved land side and then moved 

airside in a “closed” facility to enable approvals to be obtained on new technologies before role out to major 

airports such as Heathrow and Gatwick. 

4.17 As well as the research benefits, Cranfield Airport should be seen as a regional asset that can bring 

international business clients right into the heart of Milton Keynes, with the development of improved 

transport links between Cranfield and Milton Keynes.  

4.18 Currently, the Airport handles 30,000 movements a year but it is licensed by the Civil Aviation 

Authority to handle 150,000 – unlike Luton, Gatwick and Heathrow it also has a 24hr licence.  

4.19 There is significant capacity to increase the number of business jets flying into Milton Keynes and the 

wider region through Cranfield Airport. With investment in infrastructure both at and around the airport, 

Cranfield could become Cranfield/Milton Keynes Business Airport and support economic growth in Milton 

Keynes and beyond.  

4.20 An increase of business jets into Cranfield could also help alleviate pressure at Luton, allowing it to 

expand its charter flight operations and in turn reducing pressure on other London airports. 

4.21 At present, the size of planes that can operate to and from Cranfield is currently limited by the current 

airport facilities. With upgrades to the Airport, larger planes could operate increasing the range that planes 

could reach Cranfield without refuelling. By resurfacing and levelling the current runway planes could reach 

Cranfield from Chicago, Central Africa, the Middle East and Northern India. With resurfacing of the runway 

and an extension of 300 metres, on land the University already owns, the range can be increased to West 

Coast USA, South Africa, India and China. 

4.22 A report by the Atkins, one of the world’s most respected design, engineering and project 

management consultancies, has costed the necessary improvement to transform Cranfield into a ‘airport of 

the future’ - creating a ‘world-leading’ research facility and a vastly improved business offering. 

4.23 Atkins estimates that Cranfield Airport needs the following upgrades to achieve the University’s 

ambitions. 

 Radar - £5 million 

 Upgrade to instrument landing system and installation of a 2nd instrument landing system - 

£1million 

 Upgrading existing runway - £11 million 

 Upgrading taxiways - £11 million 

 300m runway extension - £3 million 

 Virtual Control Tower - £5 million 

4.24 Cranfield University would be delighted to share with the National Infrastructure Commission our more 

detailed vision for the airport and the analysis that Atkins has produced. 

Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 

 

5.0 We are heartened by the desire of the National Infrastructure Commission to engage with the region’s 

universities. 

5.1 Examples already provided in this submission show how research initiatives that Cranfield is currently 

undertaking with both the University of Cambridge and the University of Oxford is leading to world-class 

research collaborations in the region. 



 

 

5.2 As has already been highlighted we believe greater collaboration among universities and business can 

be achieved with greater link-up between the national research facilities that are available in the region. 

Are you aware of any examples of UK or international good practice, for example in respect of new 

technology, local frameworks or the built environment, that are relevant to this review? 

6.0 Cranfield University welcomes the publication of the MK Futures 2050 Commission as a key starting 

point for debate around long-term planning in Milton Keynes and the surrounding area and encourages the 

National Infrastructure Commission to consider its report in its deliberations.13 

6.1 One of the six major projects suggested by the MK Futures 2050 Commission’s report is the creation of 

a Higher Education Institution ‘MK:IT’ in Milton Keynes that offers a distinctive 21st Century education and 

supports the growth of the city, particularly around small high-tech enterprises.  

6.2 As part of the development of this project, Milton Keynes Council is set to invite local HE providers to 

become the ‘lead provider’ in taking forward this project. At this time, Cranfield has not committed itself to 

putting itself forward, although we are supportive of the concept. 

6.3 If Cranfield were to apply for ‘lead provider’ status and be accepted then better transport links between 

Milton Keynes and Cranfield would be vital to the success of the project. Staff and students could not be 

expected to travel for up to 50 minutes between the two locations. Without these improved transport links it 

is hard to see how Cranfield, could in the long-term, become a provider at MK:IT. 

Conclusion 

7.0 Cranfield University already makes a significant impact on regional growth and innovation and is in a 

position to add further to this growth with improvements to transport infrastructure and investment in further 

national research facilities. 

7.1 The ‘Growth Corridor’ has an exceptional Higher Education offer with four global brands located within 

the region, Cranfield University, University of Cambridge, University of Oxford and the Open University. 

7.2 The National Infrastructure Commission should consider how national research facilities across the 

region can be better linked together through improvements in infrastructure to further improve collaboration 

between universities and business in the region. 

4th August 2016 

                                                
13 http://www.mkfutures2050.com/  
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CAMBRIDGE – MILTON KEYNES – OXFORD: ‘GROWTH CORRIDOR’ 

CALL FOR EVIDENCE SUBMISSION 

Submitted on behalf of: East of England Transport Information Group (EETI), please note however 

that the views expressed here are those of the authors, primarily Nick Illsley 

Specific Questions Generally Addressed: 

3.1 What planned or new infrastructure improvements would best support sustainable growth 

and support innovation?  

3.2 Should adjacent towns and cities be incorporated in terms of growth and infrastructure 

planning? 

3.3 What value would new cross-corridor intercity road and rail links bring? How do these 

compare to other transport infrastructure initiatives? 

3.4 Are there lessons from previous initiatives? 

3.5 UK or International good practice in new technology? 

 

1. Background 

EETI http://www.damtp.cam.ac.uk/user/pvl/transport_information.pdf is a collaborative exercise 

between the public and private sectors and academia to improve network operation and 

information to end users by bringing together, merging and disseminating existing data sources. Key 

players are Cambridge University, BT, local government, Highways England and Turners of Soham, 

together with the Department for Transport, Cambridgeshire Police, logistics companies and the 

Port of Felixstowe. Key target outputs are reducing the duration, impact and consequences of 

incidents, providing better information to road users, notably logistics companies, and providing 

highway authorities with better decision making models.  

EETI is co-ordinated and chaired by Professor Peter Landshoff, Emeritus at Cambridge University and 

it has led or has been involved with the following key initiatives: 

 National Transport Data Framework – mid 2000’s project looking at standardisation of data  

 National Transport Information Incubator- late 2000’s project looking at data mashing 

 STRIDE – Internet of Things information hub applied to transport issues 

 A14 Corridor Study – application of STRIDE technology to specific road infrastructure 

The submission also references other emerging initiatives notably: 

 MK Smart – city-wide smart technology including information hub 

 Greater Cambridge City Deal – city deal including smart technology and information hub 

 Development of Co-operative Intelligent Transport Systems (C-ITS) standards and services 

 A2/M2 Connected Corridor Proposal – building on A14 pilot 

2. Key Submission Proposition 

EETI would wish to encourage the National Infrastructure Commission to make the digitisation of the 

corridor and the application of smart technology in the day-to-day operation of the corridor; the 

foundation of all existing and new infrastructure deployment and development. 

Key benefits of this approach: 

 Cost of deployment – measured in the low millions 

http://www.damtp.cam.ac.uk/user/pvl/transport_information.pdf


 Speed of deployment – measured in months 

 Existing and emerging technical capability – building on deployments elsewhere in UK and 

abroad 

 Fit with corridor skills and expertise – strong academic and business capability in the corridor 

 Fit with policy objectives – maximising use of existing assets as well as providing better 

services and travel experience to end users 

 Operational benefits to infrastructure owners – better day-to-day management of assets 

and ability to deal with planned and unplanned disruption to operations 

 Commercial opportunities for businesses including SMEs – smart mobility seen as a major 

new business area with activity suited to multi-nationals and SMEs 

 Travel benefits for end-users including logistics and drivers – better information leads to 

better decision-making and options for dealing with disruption to network operation 

 Scalability and future-proofing – can be applied to existing and new infrastructure and 

vehicles and also of great use during periods of construction 

The submission will draw out some of the findings of the initiatives listed in section 1 and how they 

might be applied to the corridor and also how the benefits of applying a smart and connected 

environment could assist in meeting the aspirations of the growth corridor. 

3. National Transport Data Framework (NTDF)  

The NTDF http://www.escience.cam.ac.uk/projects/transport/ntdffinalreport.pdf  was a research 

project, funded by DfT, to develop a system which would improve access to a variety of transport 

and other relevant data. It consisted of a core or hub, which was the middleware, and a number of 

applications, which may be thought of as spokes. The hub concept was developed by Cambridge 

University and Imperial College London. The spokes were expected to involve a number of other 

universities  

The NTDF was envisaged to provide the means to derive useful information in real time and to 
analyse archival data from disparate sources. This would help transport users and operators make 
better decisions and government departments formulate strategy. The data to be handled was 
envisaged to be very varied and range from rail data and information from sensors on highways to 
demographic and pollution data.  

The goal was to establish a Web service that provided common access to relevant data sources for a 
variety of users with an interest in transport. It was not the intention to store copies of the data, but 
instead to manage metadata describing the characteristics of each data set, and to support 
appropriate tools for interacting with them. Part of the metadata description was to record what is 
known about the uncertainty in the various attributes that are recorded in each primary data 
context.  

Several important themes were identified in the NTDF work: 

 The framework needed to be programmable so that machine-reading of data was the norm 

 Datasets would be of interest across themes, so that traffic density and air pollution needed 
to be able to be read together and correlated  

 Stakeholders needed to retain a measure of control over their data, in terms of collection 
and collation, as well as security and in some cases re-use 

 Metadata needs to contain information on provenance and quality 

http://www.escience.cam.ac.uk/projects/transport/ntdffinalreport.pdf


 A lack of agreed standards and protocols leads to problems with consistency and 
comparability, also with effective fusing and re-use 

 Real-time and static datasets need to be considered and suitable update and quality regimes 
established 

 Potential uses could be very varied from policy, through operation to end-user consumption 

4. National Transport Information Incubator (NaTII) 

NaTII http://www.damtp.cam.ac.uk/user/pvl/natii_publication.pdf was a follow-on from the NTDF 
work and looked at taking the findings from the initial work and applying them to an incubator 
environment where transport issues and applications could be evaluated, primarily by the mashing 
of relevant data and datasets to elicit solutions and improved operational performance. It was led by 
Cambridge University with Anglia Ruskin, Lockheed Martin and Thales. 

The report recommended the creation of a National Transport Innovation Incubator (NaTII).  Initially, 
it was envisaged that NaTII’s main function would be that of a data- mashing laboratory. It would 
provide a neutral environment to encourage owners of data to join together to experiment and so 
devise new high-value services. It would offer essential tools, and give advice on technical issues and 
on appropriate business models. Part of the pilot study was to put a transport-related application 
through the NaTII environment so as to test that the process worked, and learn what form the final 
NaTII facility needed to take.    

The NaTII proposals became much more than a data-mashing laboratory, it was recommended that 
it became a pioneering mechanism for innovation, to enable high-speed de-risking, reducing the 
time to market, and increasing the certainty of delivery. It would apply to projects with a wide range 
of attitudes and skills, and transfer expertise and best practice between different sectors of the 
economy. 

Legacy of NTDF and NaTII – although these two initiatives were of their time and have since lapsed, 
their legacy can be clearly seen in the development of metadata repositories for the discovery of 
data, such as data.gov.uk and London Data Store and also the Catapults that seek to accelerate 
technological development and deployment. 

They also directly led to the establishment of EETI and the desire to apply the principles that had 
been developed to specific infrastructure in the East of England, and subsequently on a national 
basis. 

5. STRIDE 

Funded by Innovate UK and led by BT, the key objective was to create an Internet of Things Cluster 
for Smart Transport https://connect.innovateuk.org/web/internet-of-things-ecosystem-
demonstrator/article-view/-/blogs/the-list-of-8-internet-of-things-clusters . The cluster was to be 
based around an information hub supporting an IoT ecosystem of data providers, app developers, 
end-users and the hub operator. More specifically, the project aimed to:     

 provide an information hub containing a critical mass of diverse transport data including 
historical and real-time data collected from a range of sensors and devices; 

 support interoperability of the hub with other IoT information hubs, specifically the other 
Phase 1 project hubs via active participation in a shared interoperability activity; 

http://www.damtp.cam.ac.uk/user/pvl/natii_publication.pdf
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 offer facilities for data providers and app developers on the hub, including a data discovery 
facility, enhanced data provider and developer portals, a payments facility, and data 
ownership, security and privacy capabilities; 

 deliver Smart Transport applications developed by the project partners based on data 
shared by partners and stakeholders to illustrate how novel applications can be built using 
data provided via the Cluster; 

 ensure some of the applications used data from multiple hubs thus demonstrating the value 
of hub interoperability; 

 create an Application Accelerator to engage with 3rd party organisations via a series of hack 
events and developer competitions to widen the usage of the Cluster and allow the 
development of an understanding of the technical and commercial conditions that must 
exist for a sustainable market to emerge, as well as getting feedback on the usability of the 
hub; 

 determine the commercial conditions that must exist for such an ecosystem to thrive and 
work with stakeholders to ensure a broad dissemination and uptake of project outputs; 

 deliver a set of multi-media dissemination material and activities, providing impact and 
shared learning of our findings.   

The project successfully delivered against the above aims and objectives, as set out below: 

 An information hub was created with more than 50 transport data feeds, including a wide 
range of real-time and static data. Examples include Highways Agency data providing real-
time information of traffic speed and density on the UK trunk road network; current and 
future roadworks; GPS data from 2 of the UK’s largest haulage (HGV) fleets; weather data; 
live and timetable bus and train data; social media feeds; and so on.   

 All data was catalogued according to the Hypercat catalogue format developed as part of 
the project interoperability activity in collaboration with the 7 other Phase 1 projects.   

 The hub was enhanced in several ways including: improved support for data providers and 
app developers through the implementation of specialist portals for these user groups and 
implementation of the Hypercat data catalogue coupled with a CKAN human-readable 
interface making it easy for developers to find and access data feeds relevant to their 
interests.  

 As well as key-based access to data feeds, a number of other security and privacy measures 
were implemented. All http communication with the hub is carried out over https and 
strong password rules, inactivity logoff and an audit log of all activity are used.  Regarding 
privacy, all data feeds can be made public or private. If private, only specific, pre- defined 
users with particular keys can access the data feed.   

 6 applications were developed by project consortium members. Of these, 4 are being 
exploited in various ways as described later in this report. 2 of these applications used data 
from 2 other project hubs thus validating the Hypercat interoperability initiative. In 
addition, the Stride data catalogue has been made publicly available and other IOT projects 
are using Stride data feeds in their applications.   

 As well as app development by consortium members, more than 100 external developers 
accessed the site through the 5 hackathons and the development competition which the 
project ran. Feedback from external users was captured and used to further improve the 
hub.    

 A comprehensive report on value chains and business models entitled The Business 
Advantage of Stride was produced discussing the commercial implications of the Stride 
project and its outputs. This included a discussion of the Internet of Things (IoT) market, an 
overview of the transport IoT ecosystem of which Stride is a part and the associated value 
chain; an analysis of the Stride demonstrator applications and their business models; 



description of the business cases for three stakeholder organisations playing different roles 
in the ecosystem; analysis of the key challenges and enablers for IoT ecosystems. 

It emerged during the pre-project preparatory work that the requirements for a traffic incident 
management (TIM) applications were not in fact primarily IoT-based but rather the majority of the 
data would most naturally and appropriately be provided by humans typing information into 
systems: a web-based portal where information feeds were provided from the emergency services, 
the Highway Agency and the relevant local authorities and information could then be shared  would 
meet most of the requirements.  

Therefore, a system was devised for managing traffic incidents with more IoT-style data. An idea was 
developed of using a variety of data sources (particularly a live feed of the Highways Agency 
inductive loop sensor data) to provide an incident alerting system by being able to very quickly 
detect sudden changes (decreases) in traffic speed, density and/or flow, for example. This was then 
linked to an analysis of relevant social media feeds to provide automatically extracted ‘human input’ 
regarding the nature of the incident. The social media data was geo-fenced and analysed to provide 
only relevant information to the incident that has been detected.   

Several of the applications developed in Stride were innovative with 2 patents and an award arising 
from the work. The Driver Behaviour application disrupted the market by allowing the recording and 
analysis of driving tracking and performance to be carried out via a commodity smartphone rather 
than relying on the installation of (more expensive) specialist equipment to the vehicle.    

In a similar fashion, the Driver Assist Application, developed by DARTT, used a smartphone to 
provide significant reductions in carbon emissions and greater fuel efficiency by highlighting coasting 
opportunities to HGV drivers.  The real-time Driver Assist feature of Driver Behaviour offered the 
ability to help a driver in unfamiliar surroundings and was being trialled by Turners, a large UK 
haulier fleet to reduce carbon emissions and maximise fuel efficiency. The initial Turner’s trial 
involved 3 vehicles on the Newmarket to Felixstowe route. The trial showed a conservative estimate 
of the saving on fuel of £250.00 per 15,600 miles of use. This equates to 1.6p per mile which is very 
encouraging when the billions of miles that HGVs and other vehicles travel on UK roads each year is 
considered. The application won the Leadership in Logistics Carbon Reduction category at the 
Freight Transport Association Logistics Carbon Reduction Scheme (LCRS) Awards 2014. 

6. A14 Corridor Study 

This project https://www.gov.uk/government/publications/information-sharing-proof-of-concept-
east-of-england-transport described an investigation of whether there are tangible benefits to the 
physical transport infrastructure from the better sharing of data.  The investigation built on the 
STRIDE project and applied this to physical infrastructure in the Cambridgeshire A14 corridor as a 
test of its wider applicability. The possible benefits extended both to better use of existing assets 
and to better-informed drivers.  Both technology, and human issues concerned with governance, 
privacy and cooperation were considered in the project. Funded by DfT, the work was undertaken by 
BT Research and Innovation and Cambridgeshire County Council, with additional contributions from 
Atkins, Cloud Amber, Dartt, Neul and Steria. It was coordinated by Peter Landshoff, Professor 
Emeritus at Cambridge University. 

The report felt that it was important to make better use of information to increase the effective 
capacity of the road system, so as to avoid the environmental and monetary costs of laying more 
tarmac. The road system should be treated as a single entity even though many organisations have 
responsibility for it. (No journey begins or ends on a Highways Agency road.) The potential for 

https://www.gov.uk/government/publications/information-sharing-proof-of-concept-east-of-england-transport
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conflicting and inconsistent actions by different stakeholders would always be present but one can 
aim to reduce this by making sure that people make decisions based on the best available 
information.  

It was concluded that there should be an aim to make good traffic flow information available for 
every road. Drivers should be told of the causes of delays they encounter and their likely duration, so 
as to take informed decisions. Drivers need advice on whether to take a diversion and, if so, what is 
the best route, taking account of road conditions at the time. This entails converting raw information 
into a form that is easily understandable, and is neither too little nor too much to be actionable. 
Variable- message signs are too widely-spaced and all too often display information that is not 
relevant to a particular driver.   

Where possible, information should be transferred electronically rather than person to person, so 
that it is made available rapidly and to all that need it. This is best achieved through the use of data 
hubs and, as far as possible, by machine-to- machine processes. Each organisation connected to a 
hub decides what information it is willing to share and who is allowed to see it.  

The report recommended that the following actions be put in place in the future:  

 There is an urgent need to provide more, and more expeditious, exchange of information 
among those involved in the handling of incidents – the police, Highways Agency traffic 
officers, fire service etc. In particular it is important to bring in the knowledge of local 
authorities on the appropriateness and availability at the time of previously-agreed diversion 
routes.  

 More work needs doing on the most appropriate technologies to give drivers continually-
updated information about the road system, particularly warnings about incidents and their 
expected clear-up times.   

 The route to universal adoption of such new technologies, and the means to cope with their 
inevitable obsolescence, needs careful planning. New systems will need to run in parallel for 
several years with existing ones. 

 The low level of information infrastructure on local authority roads compared with Highways 
Agency roads needs addressing.   

 Steps should be taken to overcome the problems resulting from the unavailability of local 
authority staff out of hours when an incident occurs.   

 More work needs doing on the most appropriate technologies to replace obsolescent 
methods of monitoring traffic flows and particularly on technologies that can be applied 
effectively and cheaply to local authority roads. There should be tests of how many sensors 
are needed and of what kind, both roadside and in-vehicle. 

 It is important to avoid the need for numerous local negotiations, and therefore to decide at 
national level  

o the system architecture, data formats, procedures and protocol  
o which agencies should participate    
o how to bring together networks with different security restrictions  
o what different agencies should be able to see 

 As part of this, there is a need for all agencies, especially public sector, to clearly define their 
key objectives and needs so that data and information services can be designed or adapted 
to meet these purposes.  

 While better means of connectivity remain to be developed, adequate means already exist 
but international standards need to be agreed.  

 A set of scenarios should be modelled for each strategic route, so as to inform the best 
diversion strategy when an incident occurs. 



 It should be mandatory for those undertaking road works to transmit notification 
electronically to the road authority concerned immediately after they have begun and after 
they have ended.  

 The barriers to getting people to share data need to be overcome, by giving wide publicity to 
the benefits. There should be a web site for easy discovery of both commercial and open 
data, with minimal metadata descriptions of them.   

 There must be debates on privacy issues, and the benefits from people cooperating should 
be made widely known.  

The report considered a number of issues in detail, each of which was the subject of a separate 
appendix to the report: 

 Information management - A central element to the pilot architecture was an information 
hub, which was built on the Internet of Things principle and whose purpose was to facilitate 
the rapid exchange of continually-updated information, via a publish and subscribe regime, 
among all those concerned with managing an incident, as well as giving information to road 
users to allow them to make informed decisions on whether to try to avoid the incident.  

 The role of the information hub was to make it relatively simple to set up and exchange 
information.  Traditionally this was a complex, costly and time-consuming activity. An 
information hub required organisations to establish only a single connection to the hub.  The 
hub then took on the responsibility of managing the information flow to other appropriate 
partner organisations, with each deciding what information it is willing to share and who is 
allowed to see it. Subject to this, organisations can then choose which elements of the 
information they wish to extract. The hub must ensure that the confidentiality and security 
policies for the information supplied are explicit, agreed and delivered.    

 Management of incidents – significant time savings and operational benefits could be made 
in the reaction to and management of incidents by more efficient and timely sharing of 
information and learning from previous incidents 

 Information sources – there are numerous and growing sources of data and information, 
including social media, that could significantly add to the knowledge that could be delivered 
to highway authorities and drivers, most notably on non-strategic roads where there is 
currently poor provision 

 Communication with vehicles – continuous and ubiquitous connectivity would enable 
information and data to be both passed from the vehicle and also to the vehicle enabling 
enhanced services to be developed and deployed, specifically the pilot looked at the use of 
Television White Space 

 Network modelling – existing models could be re-used in and enhanced by the addition of 
data derived from real-time vehicle and infrastructure data, enabling predictive models to 
be improved and also the use of the wider network and especially diversion routes to be 
optimised 

 Advances in technology – although technology inevitably provides new opportunities to 
enhance infrastructure management and driver services, it also puts a premium on highway 
authorities and policy makers clearly identifying the priority problems that require to be 
resolved 

7. MK Smart (http://www.mksmart.org/)  

Funded by HEFCE and led by the Open University with Milton Keynes Council and BT, the MK Data 
Hub is the technical, data infrastructure of the MK:Smart project, supporting the collection, 
integration and use of large amounts of data from many diverse resources relevant to city systems. 
The datasets include local and national open data, data streams from both key infrastructure 

http://www.mksmart.org/


networks (energy, transport, water) and other relevant sensor networks (e.g., weather and pollution 
data), data crowdsourced from social media and mobile applications, etc. 

As a data platform for the city, the MK Data Hub enables the onboarding of data from data 
providers, who remain in control of the redistribution policies (the data licences) and the access 
permissions they want to apply. The data catalogue supports the discovery of the data, as well as the 
description and traceability of the relevant metadata, such as the sources and rights that apply to 
the data. Much of the functions of the MK Data Hub are centred around smart APIs (Application 
Programming Interfaces) to re-deliver the data in a common, homogeneous and convenient way for 
the developers of data-intensive applications 

Currently, the MK Data Hub includes a streaming API for timeline and sensor data, and an Entity API 
which aggregates the information available in the hub on general entities (places, buildings, topics, 
etc.) from the many datasets contributing to the MK Data Hub. These data and APIs are used to 
inform analytics at different levels of detail to support intelligent planning and usage of resources 
across city systems. Innovative solutions are being created using the MK Data Hub to reduce the cost 
of data-driven application development.  

 

8. Greater Cambridge City Deal (http://www.cambridgeshire.gov.uk/citydeal/) 

Led by Cambridgeshire and Cambridge City councils, Smart Cambridge is developing a ‘smart city 
management platform’ with scope for myriad smart applications, including a data network to 
support ‘Internet of Things’ technology - allowing products to ‘talk’ to each other - and a data hub to 
collate and process data from an array of sensors around the city. The platform will also allow third-
party developers and citizens to use the data to build applications and to be able to analyse and 
visualise the data. 

Sensors in roads, pavements, traffic lights, lamp-posts and buildings can be used to monitor a range 
of measures including air quality, traffic, cycle and pedestrian movements. The combined data can 

http://www.cambridgeshire.gov.uk/citydeal/
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then be used to plan smart solutions including making transport systems more reliable and easier to 
use. Much of the technology required is still in development, so Smart Cambridge is looking to 
collaborate with commercial partners to ‘test bed’ new solutions. 

 

9. Current Developments and Application to Cambridge – Milton Keynes – Oxford Corridor 

Smart City Information Hubs – as set out above, Milton Keynes has an established information hub 
as part of MK Smart and Cambridge has set aside funds to procure the Greater Cambridge Smart City 
platform. Both of these hubs include transport as a major source of data and also a key application 
area for the resulting new information services. On the proposed growth corridor, the expectation 
would be of information hubs for the Oxford and Northampton areas and also potentially for some 
of the wider county areas. Importantly, these hubs also contain data and services about other 
functions that complement the transport data and applications such as air quality and commerce. 

Integration between Information Hubs – STRIDE showed the potential for and the application of 
integration between hubs and the resulting services and applications that could be developed. This 
is a vital component in the concept of developing a smart corridor and is an area that the Internet of 
Things and standardisation of metadata has facilitated the achievement of. 

A2/M2 Smart Connected Corridor -  following on from the A14 pilot, the DfT, in conjunction with 
Highways England, Transport for London and Kent County Council has published proposals for a 
connected corridor from the Blackwall Tunnel in London to the Port of Dover. Although the 
specifications for this corridor are still under development, it will encompass motorway, dual 
carriageway and single carriageway roads. It will cover formal Co-operative Intelligent Transport 
Systems (C-ITS) services such as roadworks warning, in-vehicle signage, traffic light warning and 

http://www.cambridgeshire.gov.uk/citydeal/download/downloads/id/166/smart_cambridge_infographic.pdf


probe vehicle data, and also other services provided by private sector suppliers such as satellite 
navigation and in-vehicle services provided by the manufacturers. 

C-ITS and Driver Service Provision – the Amsterdam Group in the EU, and most notably national 
authorities in the Netherlands and Austria, have developed a series of service definitions of Co-
operative ITS and these are planned to be implemented on a major corridor between Rotterdam and 
Vienna, with the A2/M2 corridor being a potential extension of the corridor. These definitions will be 
progressively extended as services are deployed to cover issues such as incident detection and 
management, speed awareness and control and traffic management actions, including potentially 
traffic demand management.  

10. Next Steps in Potential Deployment 

Digital Representation – all the key attributes and entities in the corridor and the wider travel area, 
need to be clearly defined and catalogued in a digital representation of the corridor. This should 
include the transport infrastructure (ideally related to the wider built infrastructure), the things that 
move on the infrastructure (cars, freight vehicles, buses, trains, cycles etc.) and the contents of the 
things that move (drivers, passengers, freight etc.) 

Standards/Protocols – there are a variety of emerging standards and protocols, it is however 
important that these can be related to each other and resolved to a single, unambiguous definition 
so that a clear understanding can be provided. This is especially important in relation to a clear 
definition of each thing (infrastructure element, vehicle, person etc.) and also a clear definition of 
place. If these two things can be achieved then the third element is the provision of ubiquitous and 
persistent connectivity, including arrangements in the event of loss of connectivity.  This should 
result in the right information to/from the right vehicle/person at the right time. 

Governance – in conjunction with the information and data architecture, it is important to establish 
a physical governance architecture that mirrors the IT one and is able to set the parameters for the 
operation of the corridor and also to resolve any emerging issues between key participants. 

Data Cataloguing -  all important existing data and services should be able to be discovered by 
potential users and other interested parties, this should also be described via relevant metadata and 
also have clearly described any restrictions on re-use. 

Public and Private Sector Involvement – it is important that an atmosphere can be developed that is 
conducive to the involvement of the public and private sectors and has clear statements of the 
strategic, operational and user benefits that the corridor is trying to achieve. 

Smart Corridor Definition – the smart infrastructure can be reasonably fluid but there needs to be at 
least an understanding of the core, which would probably include fixed communications provision 
and also the core Smart Cities. This could be something akin to the A428/A421/A43/M40/A34 
corridor via Bedford/Milton Keynes/Buckingham and possibly also the A14/A45/A43/M40/A34 via 
Huntingdon and Northampton. However, provision of a wider travel information area, via mobile 
phone and in-car services, would enable a much wider corridor to be defined, including Luton, 
Stansted and Heathrow Airports and rail public transport services via London as well as key coach 
services such as the X5 and travel across the whole wider growth corridor.  



 



Mr Richard Pill 24c St Michael’s Road, Bedford, MK402LT 01234 330090 richard24c@yahoo.co.uk 

Nos. Location What should 
be done 

Options/Variations Consideration, Comment or other detail. 

1.  Twin or bi-
directional 
tracks leave 
the 
Midland 
Main Line 
(MML) 
up/down 
just North 
of 
Bromham 
Road 
Bridge 

Twin tracks or 
single but bi-
directionally 
signalled. 
Bromham 
Road to have 
either single 
span or 3 
arches or 2 
wider arches 
across tracks 
to make 
capacity. 
The verge at 
Spencer Road 
may be 
needed. 

Replacement of 
bridge is due to 
begin after the new 
Bypass has opened 
May 2016. It would 
have been nice to 
have been 
consulted on 
design and assured 
it will take this into 
consideration. 

The benefit of a twin track and/or 
dedicated single line veering off at this 
point, is to run through a new designed 
station ‘box’ (the cordon of change and 
operation including aesthetic 
accompaniment) enables more passenger 
and freight potential movements to and 
from the East-West Lines without 
recourse to London centric operations. 

2.  Bedford 
Midland 
Cordon Box 

The 
continuation 
of the new 
tracks on a 
straight axis 
under former 
Hitchin bridges 
(Ford End 
Road), 
through new 
sidings to just 
south of Great 
Ouse Bridge. 

If Thameslink is 
going to terminate 
at Corby anyway, 
relocation of some 
serving sidings 
there may create 
space. Other 
capacity is surely to 
be found at former 
Forders Sidings. 

Separate and integrated to the East-West 
Rail project, a case should be made for 
electrification of the Bedford-Bletchley 
alias Marston Vale Railway (MVR) for 
movements and continuum from south of 
Bletchley, West of Bletchley Flyover and 
any reversals from the north. 

3.  South of 
Great Ouse 
River 
Bridge 

The bridge 
itself should 
be made 3 or 
4 tracks or 
2x2. 
Both 
Cauldwell 
Street/Kempst
on Road and 
Ampthill 
Bridges need 
modernisation
. 

You can either 
reinstate 2 tracks 
on existing 
alignment and 
relocate the 1984 
St John’s Station 
Halt to a reopened 
old St John’s 
Station or have a 
new station 
centred on the 
Hospital. 

Benefit of a hospital located station with 
2 loops and 2 through lines and 2x2 lines 
veering off east and west respectively 
south off the platforms, is that parking 
can go on a multi-storey on stilts above 
and land releases from the 1984 Halt, 
could be used as a trade off. 

4.  Out of a 
new station 
on the old 
Hitchin 
Tracks 

Veering East, 
twin tracks 
venture 
towards 
Cardington 

There could be 
double track new 
railway or single bi-
directional fanning 
out to two out of 

The railway must come into Bedford from 
the East via the old alignment all other 
options are expensive, wasteful, spurious 
and don’t serve Bedford well and makes a 
mockery on timing and relevance. 
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Road.  urban cordon. East 
of Priory Park for 
example. 

5.  Cardington 
Road 

Insert a 
double track 
level crossing 
with auto 
operation and 
skirts.  

Single track would 
be cheaper but a 
bridge would be 
expensive, obscure 
sight and too close 
to Longholme 
Roundabout. Road 
could revert to 
single carriageway 
from roundabout, 
fanning out into 
two lanes, one for 
Tesco, post the 
crossing. The 
crossing takes less 
space than a 
cumbersome 
bridge and is less 
visually intrusive. 

It should be bourne in mind that when 
the reopening of the line occurs, 
commuters from East Beds will have a 
time beating rail option to commute for 
work, study, school and shopping, thus 
cutting Cardington Road queues anyway. 
If in doubt, a consultation of preference 
should be done than Network Rail 
insisting on a policy against level 
crossings, regardless of the landscape, 
practicability and sensicality. 

6.  Cardington 
Road – East 
of Priory 
Park 
Sewerage 
River Great 
Ouse 
Bridge. 

Single bi-
directional or 
double track 
should be 
made up the 
railway. Level 
crossing for 
Priory 
entrance. 

A new up and over 
and down bridge 
off Barker’s Lane 
from the just short 
of the Riverfield 
Roundabout, on 
former Power 
Station river bridge 
alignment could be 
done. 

I support a level crossing as visually less 
intrusive and everyone knows where they 
stand with flashing lights, alarm sounds 
and skirted gates coming down before a 
train. CCTV cameras should be installed 
to ensure the integrity of operation and 
ward off abusers. Visual screening of 
railway and a cycle path can co-exist, but 
a new cycle bridge over the Great River 
Ouse would be needed for segregated co-
existence. 

7.  East of 
Priory Park 
Sewage 
Bridge to 
Willington. 

Double track 
throughout. 
Raise the A421 
Bypass with 
double track 
under bridge 
for the 
railway. 

It is ludicrous to 
suggest taking the 
railway over the 
road. 

It is flat plain countryside trackbed for the 
railway. The extended parkway, as long 
as delineated with a fence should be as 
the railway at Millbrook and Stewartby 
Parks west of Bedford. Same principles 
apply. The cycle route must be realigned 
to make way for the railway, but allowed 
to coexist along the same rough corridor.   

8.  Willington One option is 
compulsory 
purchase and 
run the 
railway on the 
old route 
straight 
through and 
provide a halt 
and footbridge 

Second option is 
that there is plenty 
of deviation space 
to the north of the 
village but may 
involve crossing the 
river twice to swing 
round to join a 
Blunham deviation 
to the south to 

My preference is for the first option. 
Compensation will be a cost, but any new 
routes will incur the same or more, it is 
just one of those things. We are not 
taking homes, but extended gardens 
since the 1980’s which have spawned, 
knowing full well a campaign for the 
railway to reopen existed. 



for Danes Park 
and the wider 
village to 
share and use. 

swing round again 
to go north of 
Sandy. 

9.  Willington- 
East of 
Blunham 

One option, 
using the old 
trackbed 
assumes the 
right of way 
and 
compulsorily 
buys and 
moves the 
Station Court 
residency. 

Option 2 takes the 
1999 Steer Davis 
Gleave realignment 
of the railway 
around the housing 
estate and swings 
to the north using 
the meadow north 
east of the River 
Ivel bridge to flat 
land and bridge the 
A1 for the new 
curves to the south 
over the East Coast 
Main Line (ECML) 

I prefer option 2 as just and humane, but 
new housing could be built from the 
Barford Road to the cemetery-alongside 
the railway and people offered 
relocation, as a choice to compulsory 
purchase or having the so called intrusion 
of a railway, which actually will shorten 
their commute journey times. Unless the 
Station Court is compulsorily purchased, I 
think the railway and space will not be 
sufficient for a new halt style station for 
Blunham, whereas if they go and the old 
route is reinstated on the old trackbed, a 
new halt/station could indeed be 
restored to the village. 

10.  Sandy Area From going 
over the East 
Coast on grade 
separated 
flyover 
junctioning, a 
twin or single 
bi-directional 
railway drops 
down to a new 
Sandy Station, 
ideally with 
twin passing 
loops and 
platforms 
segregated to 
boot. 

Crossover with 
London Platform at 
Sandy would be 
useful.  

I do not see a new station at Sandy North 
given the layout of access due to interim 
infill housing estates. The old alignment 
seems too far gone with dense housing 
and a school occupying it and former 
campaign group BASRRA always called for 
what was adopted as the Steer Davis 
Gleave alignment. However, if like the 
Hitchin flyover there is a northern set of 
arms to join the up slow line, access to St 
Neots, Huntingdon and Peterborough 
could be envisaged, a mere 35 miles than 
the 75 miles via Corby and Manton 
Junction. On the question of coming back 
that way, a new track off the up slow 
would be required to join the flyover 
which would take some engineering 
design. 

11.  Sandy to 
East of 
Gamlingay 

Out via former 
trackbed 
and/or a new 
alignment 
slightly to the 
south. Bypass 
Potton to the 
South and 
Gamlingay. 
Add a shared 
Parkway 
Station and 

The blockages 
along the 
traditional route 
here seem too 
dense to be just in 
re-possession with 
some major 
objection and 
upheaval. Better to 
side step and save 
time, cost and win 
friends. 

The new alignment could be within a 
stones throw of the old Gamlingay 
Station and with an improved road, cycle 
and pedestrian access to and from the 
main village centre. Bus integration like 
Corby has, should be planned from day 
one. Principal stations and strategic 
locations like this should be improved as 
interchanges, whereas the Willington’s of 
this world would serve the built village 
loop which is currently not served by 
main stay buses, albeit niche operations 



new infill 
development 
quotient. 

fill user gaps like access to the shops on 
select days and dial a ride services. 

12.  East of 
Gamlingay 
to M11 

Rebuild 
double track 
with moderate 
deviations 
from old route 
where 
blockages 
exist or where 
old stations 
like Old North 
Road are 
occupied. 

The Cambridge 
Astronomy Dishes 
are going digital 
anyway and will be 
smaller and less 
visual apparently. 
In any case, 
moderate 
realignments 
would be 
unobtrusive as 
once a train goes 
by, it is gone and 
peace returns, 
unlike the adjacent 
A603 out to 
Barton! 

Modest realignment, double track out of 
Sandy, that’s the ticket for straight 
running and melting 15 miles to 15 
minutes. One the question of 
Cambourne, a new station south of Great 
North Road could act as a commuter 
magnet, but unlike Royston to the south, 
you have to change at Sandy if London 
centric. Far better for the X4 to 
Cambourne from Cambridge to turn into 
Station Road St Neots and loop round via 
Longsands Road and terminate at St 
Neots market Square or even St Neots 
Tesco off the Bypass via Cromwell Road, 
which could be made more of a rural bus 
interchange. Then the X5 could be 
released from the tortuous delays going 
through St Neots adds to overall journey 
times, making 1.5 hour Bedford-
Cambridge, just 45 minutes. That would 
free up capacity for the X5 to save fuel 
but also run on to Cambridge Railway 
Station, feeding into other services.  

13.  M11-Long 
Road 

Double track 
bridge insert 
over M11. 
Either double 
or single bi-
directional 
signalled track 
into 
junctioning 
south of Long 
Road, 
Cambridge. 

I prefer single bi-
directional track 
with a halt at 
Trumpington Park 
and Ride and then 
sharing a newly 
made up alignment 
with Guided 
Busway to link to 
the main line south 
of Cambridge. 

The cycle track could be slewed to take 
another route. Not beyond wit, if a will 
can be found. Likewise given the low 
floor of the Busway corridor, could rail be 
put back in a cutting and a roof put above 
for Guided Busway or vice versa? That 
would not be unprecedented surely? 
Otherwise slew the Busway to decease or 
go on normal roads or even a new 
busway from Trumpington to 
Cambourne. Again not beyond wit and 
could go on via Papworth to link with 
counterpart in St Ives, making a busway 
loop around a growing arc out of 
Cambridge. As anyone knows, getting 
from Addenbrookes to Maddingley takes 
some doing and the railway cannot help it 
except reduce overall Cambridge traffic in 
a context of growth. 



14.  Long Road 
– 
Cambridge 
Station and 
beyond to 
Newmarket 

New 
Lewisham type 
junction with 
triangle 
platform and 
single eastern 
up London line 
platform 
interface. 

Single curve to 
Addenbrookes and 
facing south to 
cross over to go on 
and back to 
Stansted direct off 
ECML and the 
Bedford line. This 
cuts the tortuous 
and slow 
Peterborough-Ely 
creating capacity 
there. 

Other single track joins the down slow to 
go under Long Road Bridge and into 
Cambridge Station cordon. Freight would 
be facing right way to Felixstowe this 
way. New station and housing North of 
Cambridge may block Chesterton 
Junction (?) and getting from there to St 
John’s would be much long, more 
expensive and as much upheaval as via 
old route with attendant spin-off 
benefits. The St Ives corridor is another 
campaign and a rail solution for the A14 
another exercise separate to the cordons 
of East-West Oxbridge Varsity interest 
surely? 

15.  Newmarket 
Line 

Double it. 
Automate it. 
Add a direct 
curve to 
Soham line for 
Soham 
commute and 
more Ely-
Cambridge 
options. 

Stations/Halts at 
Cherry Hinton and 
Fulbourne should 
be revived. The F3 
Bus is an unreliable 
bus and the 
splitting between 
Whitehead Estate 
and Fison Road has 
causes 
inconvenience and 
confusion. 

Dedicated bus shelter at Maddingley 
Road Park and Ride for X5 customers 
should be provided with seating, as X5’s 
sweep into the compound, unless young 
and sprightly, from currently sheltered 
areas or seating, may sweep by and leave 
people behind. This can also happen if 
other coaches occupy the X5 stop like 
National Express. 
The option of a direct link line from 
Potton to ECML slows south of Sandy 
should be looked at for second 
Cambridge-London and enabling 
Biggleswade-Cambridge without a 
change. Double tracking the down slow at 
Arlesey with extra West platforms (see 
Tring for up equivalent), would create 
more capacity and parking needs 
expansion. 

These are my observations at 05-04-2016. I trust they may be of interest. Constructive feedback on 
technical, engineering or equivalent professional judgment is welcome to consider. There are no easy 
answers, the traditional route commands no nostalgia, it will be a new railway, but the corridor commends 
itself as other variations bring more cost and have their own pros and cons, which should not be under-
estimated or treated lightly in enthusiast zeal for cobbling together two or more rail schemes and agendas 
namely A14 and the A428/A421/A603 corridors.  

 



ASPECTS OF THE BEDFORD TO NORTHAMPTON RAILWAY 
LINE REOPENING 

 
The following is a summary of a presentation given by  

Capita Symonds Ltd in April 2006. 
 
History of the Line  
� Opened in 1872 by the Bedford and Northampton Railway Company - relatively low 

construction cost 
� Operated by the Midland Railway  
� Three intermediate stations: Turvey, Olney, Piddington 
� Terminated in Northampton at a station at St John’s Hospital 
� Through services to Northampton Castle started in 1939   
� Line closed in 1962 but remained open for freight between Northampton and 

Piddington  
� Brackmills to Piddington closed in 1981 
� Line still open between Northampton and Brackmills 
 
Capita Symonds Ltd – Initial Work 
� Appointed by Connex to assist them in their 2000 bid for the Thameslink Franchise  
� Carried out a brief engineering study into the potential for reopening the Bedford – 

Northampton Line 
� Considered likely reopening cost to be around £220M in 2000 
� In 2003 authorised to use work carried out for Connex to assist others who were 

looking to reopen the line 
� Reopening cost revised to £275M in 2004 
 
Connex Specification 
� Double track railway 
� Electrification at 25kV  
� One intermediate station at Olney  
 
Capita Symonds Assumptions 
� 75mph running throughout 
� Crossovers at Olney to allow trains to terminate/start there 
� Grade separated junction at Oakley 
� Signalling for five minute headways and for bi-directional movements 
 
Options 
� No electrification 
� Single track railway with one or more passing loops 
� 90mph running 
� More stations: 
  � Bromham & Oakley Parkway 
  � Northampton Stadium 
  � Great Houghton 
  � Brackmills 
  � Others? 
� Initial reopening Olney to Bedford  
 

 



Engineering Observations 
� Formation is generally intact throughout 
� Most underbridges have been removed 
� Some overbridges will need to be raised to provide sufficient clearance for 

electrification 
� New alignments will be necessary at Olney and Turvey 
� Steep gradients may affect station location  
 
Running Times 
� Gradient and speed restriction information input into train performance modelling 

software 
� Rolling stock assumed to be Class 319 on 25kV (as existing First Capital Connect – 

formerly Thameslink - trains) 
� Running time between Northampton and Bedford calculated at 25 minutes with a 

stop at Olney. 
� Olney to Bedford takes 11 minutes 
� Olney to Northampton takes 13 minutes 
 
Timetable Options 
� Extension of existing Brighton to Bedford services to Northampton 
� Further extension to Rugby, Coventry and Birmingham New Street (replacing 

existing Northampton – Birmingham shuttle service) 
� Half-hourly or hourly interval service 
� Additional peak hour services 
� Connections with future East-West (Oxford – Cambridge) services at Bedford 
� Through services from West Midlands/Northampton to East Anglia   
 
Potential Journey Times (Through Services) 
� Bedford to Birmingham New Street:  1 hour 30 minutes, (currently 2 hours, change at 

Leicester)  
� Northampton to Luton Airport Parkway:  50 minutes, (1 hour 35 minutes, change at 

Bletchley and Bedford) 
� Coventry to Gatwick Airport: 2 hours 45 minutes, (2 hours 25 minutes, change at 

Euston and Victoria) 
� Olney to London City Thameslink: 1 hour 15 minutes 
 
Journey Opportunities 
� Towns & Cities: Birmingham, Coventry, Rugby, Northampton, Bedford, Luton, St 

Albans, London, Croydon, Brighton 
� Airports: Birmingham, Luton, Gatwick 
� Connections: 
  � Birmingham: West Midlands, Wales and the North 
  � Rugby: The North 
  � St Pancras: CTRL International services and Underground 
  � London Bridge: SE London and Kent 
  � East Croydon: Sussex Coast 
 

 



 

Next Steps 
� Protect alignment 
� Gain support of stakeholders: Local Authorities, Train Operating Companies, 

Network Rail, DfT, etc.  
� Include in Regional Transport Strategies/Local Transport Plans 
� More detailed engineering study to refine capital cost estimates 
� Initial environmental assessment 
� Assess timetable options 
� Demand forecasting and cost-benefit assessments 
� Consider likely operating costs  
� Prepare the business case 
� Consider Funding Options: Capital and Operating 
� Detailed design 
� Transport & Works Act – powers to construct and operate 
� Construction 
� Reopening! 
 
 
For further information please contact: 
 
Steve Sharp 
Associate Director, 
Capita Symonds Ltd 
Capita Symonds House, 
Wood Street 
EAST GRINSTEAD 
RH19 1UU  
Tel: 01342 333622 
E-Mail: Steve.Sharp@capita.co.uk 
 
January 2007 

mailto:Steve.Sharp@capita.co.uk


 





Mr Richard Pill 24c St Michael’s Road, Bedford, MK402LT 01234 330090 richard24c@yahoo.co.uk 

Nos. Location What should 
be done 

Options/Variations Consideration, Comment or other detail. 

1.  Twin or bi-
directional 
tracks leave 
the 
Midland 
Main Line 
(MML) 
up/down 
just North 
of 
Bromham 
Road 
Bridge 

Twin tracks or 
single but bi-
directionally 
signalled. 
Bromham 
Road to have 
either single 
span or 3 
arches or 2 
wider arches 
across tracks 
to make 
capacity. 
The verge at 
Spencer Road 
may be 
needed. 

Replacement of 
bridge is due to 
begin after the new 
Bypass has opened 
May 2016. It would 
have been nice to 
have been 
consulted on 
design and assured 
it will take this into 
consideration. 

The benefit of a twin track and/or 
dedicated single line veering off at this 
point, is to run through a new designed 
station ‘box’ (the cordon of change and 
operation including aesthetic 
accompaniment) enables more passenger 
and freight potential movements to and 
from the East-West Lines without 
recourse to London centric operations. 

2.  Bedford 
Midland 
Cordon Box 

The 
continuation 
of the new 
tracks on a 
straight axis 
under former 
Hitchin bridges 
(Ford End 
Road), 
through new 
sidings to just 
south of Great 
Ouse Bridge. 

If Thameslink is 
going to terminate 
at Corby anyway, 
relocation of some 
serving sidings 
there may create 
space. Other 
capacity is surely to 
be found at former 
Forders Sidings. 

Separate and integrated to the East-West 
Rail project, a case should be made for 
electrification of the Bedford-Bletchley 
alias Marston Vale Railway (MVR) for 
movements and continuum from south of 
Bletchley, West of Bletchley Flyover and 
any reversals from the north. 

3.  South of 
Great Ouse 
River 
Bridge 

The bridge 
itself should 
be made 3 or 
4 tracks or 
2x2. 
Both 
Cauldwell 
Street/Kempst
on Road and 
Ampthill 
Bridges need 
modernisation
. 

You can either 
reinstate 2 tracks 
on existing 
alignment and 
relocate the 1984 
St John’s Station 
Halt to a reopened 
old St John’s 
Station or have a 
new station 
centred on the 
Hospital. 

Benefit of a hospital located station with 
2 loops and 2 through lines and 2x2 lines 
veering off east and west respectively 
south off the platforms, is that parking 
can go on a multi-storey on stilts above 
and land releases from the 1984 Halt, 
could be used as a trade off. 

4.  Out of a 
new station 
on the old 
Hitchin 
Tracks 

Veering East, 
twin tracks 
venture 
towards 
Cardington 

There could be 
double track new 
railway or single bi-
directional fanning 
out to two out of 

The railway must come into Bedford from 
the East via the old alignment all other 
options are expensive, wasteful, spurious 
and don’t serve Bedford well and makes a 
mockery on timing and relevance. 

mailto:richard24c@yahoo.co.uk


Road.  urban cordon. East 
of Priory Park for 
example. 

5.  Cardington 
Road 

Insert a 
double track 
level crossing 
with auto 
operation and 
skirts.  

Single track would 
be cheaper but a 
bridge would be 
expensive, obscure 
sight and too close 
to Longholme 
Roundabout. Road 
could revert to 
single carriageway 
from roundabout, 
fanning out into 
two lanes, one for 
Tesco, post the 
crossing. The 
crossing takes less 
space than a 
cumbersome 
bridge and is less 
visually intrusive. 

It should be bourne in mind that when 
the reopening of the line occurs, 
commuters from East Beds will have a 
time beating rail option to commute for 
work, study, school and shopping, thus 
cutting Cardington Road queues anyway. 
If in doubt, a consultation of preference 
should be done than Network Rail 
insisting on a policy against level 
crossings, regardless of the landscape, 
practicability and sensicality. 

6.  Cardington 
Road – East 
of Priory 
Park 
Sewerage 
River Great 
Ouse 
Bridge. 

Single bi-
directional or 
double track 
should be 
made up the 
railway. Level 
crossing for 
Priory 
entrance. 

A new up and over 
and down bridge 
off Barker’s Lane 
from the just short 
of the Riverfield 
Roundabout, on 
former Power 
Station river bridge 
alignment could be 
done. 

I support a level crossing as visually less 
intrusive and everyone knows where they 
stand with flashing lights, alarm sounds 
and skirted gates coming down before a 
train. CCTV cameras should be installed 
to ensure the integrity of operation and 
ward off abusers. Visual screening of 
railway and a cycle path can co-exist, but 
a new cycle bridge over the Great River 
Ouse would be needed for segregated co-
existence. 

7.  East of 
Priory Park 
Sewage 
Bridge to 
Willington. 

Double track 
throughout. 
Raise the A421 
Bypass with 
double track 
under bridge 
for the 
railway. 

It is ludicrous to 
suggest taking the 
railway over the 
road. 

It is flat plain countryside trackbed for the 
railway. The extended parkway, as long 
as delineated with a fence should be as 
the railway at Millbrook and Stewartby 
Parks west of Bedford. Same principles 
apply. The cycle route must be realigned 
to make way for the railway, but allowed 
to coexist along the same rough corridor.   

8.  Willington One option is 
compulsory 
purchase and 
run the 
railway on the 
old route 
straight 
through and 
provide a halt 
and footbridge 

Second option is 
that there is plenty 
of deviation space 
to the north of the 
village but may 
involve crossing the 
river twice to swing 
round to join a 
Blunham deviation 
to the south to 

My preference is for the first option. 
Compensation will be a cost, but any new 
routes will incur the same or more, it is 
just one of those things. We are not 
taking homes, but extended gardens 
since the 1980’s which have spawned, 
knowing full well a campaign for the 
railway to reopen existed. 



for Danes Park 
and the wider 
village to 
share and use. 

swing round again 
to go north of 
Sandy. 

9.  Willington- 
East of 
Blunham 

One option, 
using the old 
trackbed 
assumes the 
right of way 
and 
compulsorily 
buys and 
moves the 
Station Court 
residency. 

Option 2 takes the 
1999 Steer Davis 
Gleave realignment 
of the railway 
around the housing 
estate and swings 
to the north using 
the meadow north 
east of the River 
Ivel bridge to flat 
land and bridge the 
A1 for the new 
curves to the south 
over the East Coast 
Main Line (ECML) 

I prefer option 2 as just and humane, but 
new housing could be built from the 
Barford Road to the cemetery-alongside 
the railway and people offered 
relocation, as a choice to compulsory 
purchase or having the so called intrusion 
of a railway, which actually will shorten 
their commute journey times. Unless the 
Station Court is compulsorily purchased, I 
think the railway and space will not be 
sufficient for a new halt style station for 
Blunham, whereas if they go and the old 
route is reinstated on the old trackbed, a 
new halt/station could indeed be 
restored to the village. 

10.  Sandy Area From going 
over the East 
Coast on grade 
separated 
flyover 
junctioning, a 
twin or single 
bi-directional 
railway drops 
down to a new 
Sandy Station, 
ideally with 
twin passing 
loops and 
platforms 
segregated to 
boot. 

Crossover with 
London Platform at 
Sandy would be 
useful.  

I do not see a new station at Sandy North 
given the layout of access due to interim 
infill housing estates. The old alignment 
seems too far gone with dense housing 
and a school occupying it and former 
campaign group BASRRA always called for 
what was adopted as the Steer Davis 
Gleave alignment. However, if like the 
Hitchin flyover there is a northern set of 
arms to join the up slow line, access to St 
Neots, Huntingdon and Peterborough 
could be envisaged, a mere 35 miles than 
the 75 miles via Corby and Manton 
Junction. On the question of coming back 
that way, a new track off the up slow 
would be required to join the flyover 
which would take some engineering 
design. 

11.  Sandy to 
East of 
Gamlingay 

Out via former 
trackbed 
and/or a new 
alignment 
slightly to the 
south. Bypass 
Potton to the 
South and 
Gamlingay. 
Add a shared 
Parkway 
Station and 

The blockages 
along the 
traditional route 
here seem too 
dense to be just in 
re-possession with 
some major 
objection and 
upheaval. Better to 
side step and save 
time, cost and win 
friends. 

The new alignment could be within a 
stones throw of the old Gamlingay 
Station and with an improved road, cycle 
and pedestrian access to and from the 
main village centre. Bus integration like 
Corby has, should be planned from day 
one. Principal stations and strategic 
locations like this should be improved as 
interchanges, whereas the Willington’s of 
this world would serve the built village 
loop which is currently not served by 
main stay buses, albeit niche operations 



new infill 
development 
quotient. 

fill user gaps like access to the shops on 
select days and dial a ride services. 

12.  East of 
Gamlingay 
to M11 

Rebuild 
double track 
with moderate 
deviations 
from old route 
where 
blockages 
exist or where 
old stations 
like Old North 
Road are 
occupied. 

The Cambridge 
Astronomy Dishes 
are going digital 
anyway and will be 
smaller and less 
visual apparently. 
In any case, 
moderate 
realignments 
would be 
unobtrusive as 
once a train goes 
by, it is gone and 
peace returns, 
unlike the adjacent 
A603 out to 
Barton! 

Modest realignment, double track out of 
Sandy, that’s the ticket for straight 
running and melting 15 miles to 15 
minutes. One the question of 
Cambourne, a new station south of Great 
North Road could act as a commuter 
magnet, but unlike Royston to the south, 
you have to change at Sandy if London 
centric. Far better for the X4 to 
Cambourne from Cambridge to turn into 
Station Road St Neots and loop round via 
Longsands Road and terminate at St 
Neots market Square or even St Neots 
Tesco off the Bypass via Cromwell Road, 
which could be made more of a rural bus 
interchange. Then the X5 could be 
released from the tortuous delays going 
through St Neots adds to overall journey 
times, making 1.5 hour Bedford-
Cambridge, just 45 minutes. That would 
free up capacity for the X5 to save fuel 
but also run on to Cambridge Railway 
Station, feeding into other services.  

13.  M11-Long 
Road 

Double track 
bridge insert 
over M11. 
Either double 
or single bi-
directional 
signalled track 
into 
junctioning 
south of Long 
Road, 
Cambridge. 

I prefer single bi-
directional track 
with a halt at 
Trumpington Park 
and Ride and then 
sharing a newly 
made up alignment 
with Guided 
Busway to link to 
the main line south 
of Cambridge. 

The cycle track could be slewed to take 
another route. Not beyond wit, if a will 
can be found. Likewise given the low 
floor of the Busway corridor, could rail be 
put back in a cutting and a roof put above 
for Guided Busway or vice versa? That 
would not be unprecedented surely? 
Otherwise slew the Busway to decease or 
go on normal roads or even a new 
busway from Trumpington to 
Cambourne. Again not beyond wit and 
could go on via Papworth to link with 
counterpart in St Ives, making a busway 
loop around a growing arc out of 
Cambridge. As anyone knows, getting 
from Addenbrookes to Maddingley takes 
some doing and the railway cannot help it 
except reduce overall Cambridge traffic in 
a context of growth. 



14.  Long Road 
– 
Cambridge 
Station and 
beyond to 
Newmarket 

New 
Lewisham type 
junction with 
triangle 
platform and 
single eastern 
up London line 
platform 
interface. 

Single curve to 
Addenbrookes and 
facing south to 
cross over to go on 
and back to 
Stansted direct off 
ECML and the 
Bedford line. This 
cuts the tortuous 
and slow 
Peterborough-Ely 
creating capacity 
there. 

Other single track joins the down slow to 
go under Long Road Bridge and into 
Cambridge Station cordon. Freight would 
be facing right way to Felixstowe this 
way. New station and housing North of 
Cambridge may block Chesterton 
Junction (?) and getting from there to St 
John’s would be much long, more 
expensive and as much upheaval as via 
old route with attendant spin-off 
benefits. The St Ives corridor is another 
campaign and a rail solution for the A14 
another exercise separate to the cordons 
of East-West Oxbridge Varsity interest 
surely? 

15.  Newmarket 
Line 

Double it. 
Automate it. 
Add a direct 
curve to 
Soham line for 
Soham 
commute and 
more Ely-
Cambridge 
options. 

Stations/Halts at 
Cherry Hinton and 
Fulbourne should 
be revived. The F3 
Bus is an unreliable 
bus and the 
splitting between 
Whitehead Estate 
and Fison Road has 
causes 
inconvenience and 
confusion. 

Dedicated bus shelter at Maddingley 
Road Park and Ride for X5 customers 
should be provided with seating, as X5’s 
sweep into the compound, unless young 
and sprightly, from currently sheltered 
areas or seating, may sweep by and leave 
people behind. This can also happen if 
other coaches occupy the X5 stop like 
National Express. 
The option of a direct link line from 
Potton to ECML slows south of Sandy 
should be looked at for second 
Cambridge-London and enabling 
Biggleswade-Cambridge without a 
change. Double tracking the down slow at 
Arlesey with extra West platforms (see 
Tring for up equivalent), would create 
more capacity and parking needs 
expansion. 

These are my observations at 05-04-2016. I trust they may be of interest. Constructive feedback on 
technical, engineering or equivalent professional judgment is welcome to consider. There are no easy 
answers, the traditional route commands no nostalgia, it will be a new railway, but the corridor commends 
itself as other variations bring more cost and have their own pros and cons, which should not be under-
estimated or treated lightly in enthusiast zeal for cobbling together two or more rail schemes and agendas 
namely A14 and the A428/A421/A603 corridors.  
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VISION STATEMENT

REGENERATION OF A LARGELY DERELICT SITE TO CREATE A NEW 
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INTRODUCTION

1 This Statement has been prepared by Pegasus Urban 
Design on behalf of Taylor Wimpey, Persimmon Homes,  
and Avon Cosmetics Ltd
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PURPOSE Of THE STATEMENT
1.1 This Statement has been prepared by Pegasus Urban Design on behalf 

of Taylor Wimpey, Persimmon Homes and Avon Cosmetics Ltd to 
accompany the Outline Planning Application as well as a full planning 
application and listed building application for the redevelopment of 
former listed railway buildings for residential lead redevelopment of 
Nunn Mills in Northampton.

1.2 This statement has been prepared in accordance with Article 8 of the 
Town and Country Planning (Development Management Procedure) 
(England) Order 2010 including the 31/1/13 update, which requires 
certain applications to be accompanied by a Design and Access 
Statement. Reference has also been made to DCLG Circular 01/2006 
and the Commission for Architecture and the Built Environment’s 
(CABE) guidance on ‘Design and Access Statements: How to write, read 
and use them’ (CABE, 2006).

1.3 The purpose of this statement is to explain;

“the design principles and concepts 
that have been applied to the 
proposed development and how 
issues relating to access to the 
development have been dealt with” 
(para. 80, DCLG Circular 01/2006).
The Town and Country Planning (Development Management Procedure) 
(England) Order 2010 also states the following requirements:

01 INTRODUCTION
1.4 This document achieves this within the following sections:

SECTION 1:  INTRODUCTION – OUTLINES THE PURPOSE Of THE 
DOCUMENT;

SECTION 2: ASSESSMENT – CONSIDERS THE SITE AND ITS 
SURROUNDINGS IN TERMS Of THE PHYSICAL, SOCIAL AND 
PLANNING CONTExT AS PART Of ARTICLE 8(3)(B) AND 8(4)(A) 
GDMPO 2010 REqUIREMENTS;

SECTION 3: INVOLVEMENT – OUTLINES THE STAkEHOLDER 
PARTICIPATION AND CONSULTATION UNDERTAkEN AS wELL 
AS ITS kEY fINDINGS AS PART Of THE ARTICLE 8(4)(B) GDMPO 
2010 REqUIREMENTS;

SECTION 4:  EVALUATION – IDENTIfICATION Of THE 
SITE CONSTRAINTS AND OPPORTUNITIES IN ORDER TO 
ESTABLISH THE DESIGN PRINCIPLES wHICH UNDERPIN THE 
DEVELOPMENT Of THE SITE AS PART Of THE ARTICLE 8(3)(B) 
GDMPO 2010 REqUIREMENTS;

SECTION 5: DESIGN PRINCIPLES – PRESENTATION Of THE 
DESIGN PRINCIPLES THAT HAVE BEEN DERIVED fROM A 
COMBINATION Of GOVERNMENT POLICY, SITE ASSESSMENT, 
PUBLIC CONSULTATION AND DESIGN EVOLUTION AS 
REfERRED TO wITHIN ARTICLE 8(3)(B) GDMPO 2010;

SECTION 6: DESIGN PROPOSALS – PRESENTATION Of 
THE DESIGN PROPOSALS INCLUDING USES AND AMOUNT 
PROPOSED, ACCESS ARRANGEMENTS, LAYOUT Of THE 
DEVELOPMENT, SCALE Of BUILDINGS, LANDSCAPING 
TREATMENTS AND APPEARANCE, AS REqUIRED wITHIN 
ARTICLE 8(3)(A) & (4)(C) GDMPO 2010.

SECTION 7: SUMMARy

1.5 This statement should be read in conjunction with the Outline Planning 
Application and its accompanying documents including the Application 
Form, Site Location & Site Location Red Line Plan, Locomotive Shed 
& Office Planning & Listed Building Applications, Land-use Parameter 
Plan, Access & Movement Parameter Plan, Building Height Parameter 
Plan, Green Infrastructure Parameter Plan, Green Infrastructure 
Strategy, Services Report, Sustainability Statement, Planning 
Statement, Traffic Assessment, Commercial Justification for Proposed 
Office Provision, Community Consultation Statement and Environmental 
Statement. 

“(2) An application for planning permission to which this article applies 
shall be accompanied by a statement (“a design and access statement”) 
about:

(a) the design principles and concepts that have been applied to the 
development; and

(b) how issues relating to access to the development have been dealt 
with.

(3) A design and access statement shall:

(a) explain the design principles and concepts that have been applied to 
the following aspects of the development:

(i) amount; (ii) layout; (iii) scale; (iv) landscaping; and (v) appearance; 
and

(b) demonstrate the steps taken to appraise the context of the 
development and how the design of the development takes that context 
into account in relation to its proposed use.

(4) A design and access statement shall also:

(a) explain the policy adopted as to access, and how policies relating to 
access in relevant local development documents have been taken into 
account;

(b) state what, if any, consultation has been undertaken on issues 
relating to access to the development and what account has been taken 
of the outcome of any such consultation; and 

(c) explain:

(i) how any specific issues which might affect access to the development 
have been addressed;

(ii) how prospective users will be able to gain access to the development 
from the existing transport network;

(iii) why the main points of access to the site and the layout of access 
routes within the site have been chosen; and

(iv) how features which ensure access to the development will be 
maintained”.
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ASSESSMENT

2 This section provides a summary of the 
assessment undertaken of the site and 
its surroundings
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02 ASSESSMENT
2.1 This section provides a summary of the assessment of the site and its 

surroundings that has been undertaken

HISTORICAL CONTExT 
2.2 The area around the Nunn Mills site has been the focus of human 

activity and settlement since Paleolithic times, largely as a result of its 
proximity to the river, which is likely to have been seasonally exploited 
throughout prehistory. During the Roman period a network of roads 
radiated from Northampton and a regional centre for the production of 
pottery was located to the east.

2.3 The town of Northampton has its origins in the early medieval period 
before the founding of a fortified town in the 9th and 10th centuries. The 
medieval period was the peak of importance of the town and by the 12th 
century Northampton had become a major royal establishment and 
the seat of the Parliament of England. Delapre Abbey, to the south of 
the site, was founded in 1145 as a monastery for nuns, who later took 
possession of the medieval mill which once stood within the site, and 
the name ‘Nunn Mills’ reflects this background.

2.4 Historically, the site lies beyond the focus of settlement activity, on 
flood-prone land used as seasonal water meadow and common land 
for grazing. The site was at the edge of the Battle of Northampton in 
1460, at a time when there was great civil and political upheaval; in 
fact, the town was burned down twice, in 1516 and 1675. Despite this, 
Northampton grew and thrived as a market town with a reputation for 
wool-making, later becoming famous for shoe-making. The mill site 
first recorded in the medieval period remained as a focus for a series of 
mill buildings throughout the post-medieval period.

2.5 By the 19th Century, the environment around Nunn Mills was changing 
from agricultural to industrial, with the arrival of flour and cotton mills 
in the 18th century, and in the 19th century, the roads, railways and 
canals. The population of Northampton in the early 1800s was only 
7000, but by 1900 had grown to 87,000.

2.6 From 1919 a steam-fuelled power station was in operation to the east 
of Nunn Mills Road, gradually expanding to cover much of the eastern 
portion of the site. The power station was decommissioned in the 1980s 
and most of the buildings and infrastructure were demolished. Part 
of the site was also used for military training during the Second World 
War.

2.7 The Avon Cosmetics factory and offices were developed from the mid-
1960s onwards, expanding across the western portion of the site. In 
2009, Avon opened their new European Headquarters, marking the first 
phase of new development in the area. On the other side of the river, 
the Becket’s Park Marina was completed by the Environment Agency in 
2011.

SITE LOCATION 
PLAN
P.0847_01-A
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BOUNDARY PLAN
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THE SITE
2.8 Overlooking the River Nene, Avon Nunn Mills is an extensive area 

of former industrial land. The 23.5 hectare site includes a vacant 
cosmetics factory and a former power station; both of which require 
demolition and land remediation.

2.9 The northern boundary of the main part of the site is delineated by the 
River Nene, which splits at the lock gates on the south-eastern edge of 
Becket’s Park and flows either side of the marina and the island. It runs 
in an easterly direction along the south side of Midsummer Meadows 
and then turns south-eastwards, forming an angle at the north-eastern 
corner of the site. Just north of the existing electricity sub-station, the 
river flows eastwards again along the northern edge of Barnes Meadow, 
which lies adjacent to the site’s eastern boundary.

2.10 The former rail corridor forms the southern boundary, with a complex 
arrangement of watercourses (including Hardingstone Dyke and railway 
ditches) running in and out of culverts along the length of the railway 
line both on and off-site. 

2.11 A fence between Avon Cosmetics and the recent housing development 
around Trenery Way and New South Bridge Road delineates the 
western boundary. 

2.12 The site occupies a relatively flat and low-lying area of land in the 
traditional floodplain of the River Nene. South of the site the landform 
rises gently towards Delapre Park and beyond to Hardingstone. North 
of the site the landform rises gently towards the Abington area of 
Northampton.

2.13 Nunn Mills is a ‘brownfield’ site on which there remains considerable 
evidence of past activities. The western part of the site has most 
recently been occupied by the manufacturing and distribution centre 
of Avon Cosmetics but has previously also hosted a greyhound racing 
stadium, a railway line, a timber yard and other factories.

2.14 In the last decade the Avon manufacturing and distribution business 
has relocated elsewhere and the 1970’s buildings which occupy the 
central part of this half of the site are now disused. Most of the other 
buildings within the western part of the site have been demolished 
in the last five years and there currently remain several large piles of 
graded rubble. Large parts of the western half of the site, which was 
formerly used as car parking or access roads, remain in-situ as tarmac. 

2.15 Close to the southern boundary of the western part of the site lie the 
disused and partially derelict locomotive shed and associated office 
(both are Grade II Listed buildings).

2.16 Lying outside the development boundary but still very much associated 
with the same site is the new modern Avon Cosmetics Headquarters. 
This is a recently constructed red brick and glass building, which is 4-5 
storeys high and is elevated slightly above the surrounding ground level. 
The new building is surrounded to the south and west by a new two 
storey car parking area for Avon employees. 

2.17 Nunn Mills Road runs from its junction with Bedford Road, north of the 
river, through the centre of the site in a north-south direction to the old 
rail corridor on the site’s southern boundary where there is a crossing 
point; the road line continues as an unsurfaced track to Ransome Road, 
some 200m south of the railway. Highway access is now restricted 
from Bedford Road to the entrance to the new Avon Headquarters but 
the former road continues as a public right of way (footpath HW28) to 
Ransome Road.

2.18 On the eastern half of the site the concrete cooling towers and much 
of the power station were demolished shortly after decommissioning 
in the 1980s but the northern façade of the main turbine hall remains 
standing supported by scaffolding.

2.19 The remainder of the eastern half of the site is largely covered in 
concrete or tarmac hard standing that has now been heavily colonized 
by invasive scrub (predominantly Buddleia). There are occasional piles 
of rubble where other industrial buildings have been demolished.

2.20 Just beyond the eastern boundary of the site lies an electricity 
substation compound, which was initially developed as part of the 
power station complex but remains in use today, with three large pylon 
connector towers adjacent.

2.21 Much of the site is surrounded by utilitarian palisade security fencing, 
which in places has been breached by trespassers. Fencing borders 
both sides of the public footpath, which runs through the centre of the 
site although in places this has been pulled down.

2.22 The most established vegetation is located around the boundaries 
of the site. The banks of the River Nene in particular include various 
mature trees as well as dense riparian vegetation. The north-western 
corner of the development site formerly provided an amenity landscape 
area as part of the Avon factory site. This area, which also extends 
partially along the western boundary of the site now comprises of 
overgrown grassland interspersed with occasional ornamental mature 
trees. A number of scattered individual trees are located along the very 
western boundary of the site between the disused Avon factory building 
and the adjacent housing. Within the western side of the site, there is 
little vegetation due to the large amount of hard standing where the old 
factory and surrounding infrastructure is located, although there are 
scattered trees along the boundary security fence to the south west of 
the site. Along the southern and eastern boundaries there are relatively 
dense belts of both mature and regenerating trees and scrub. Along 
the north-eastern boundary, riparian vegetation forms a dense visual 
barrier on to the site from Midsummer Meadows and from Bedford 
Road.  A combination of mature trees and regenerating vegetation 
forms this vegetation belt along the riverside.  This vegetation is a less 
formal and more naturalistic leading the east and the wetlands beyond.
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PHYSICAL 
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wIDER CONTExT
2.23 In this section we briefly describe the geography of Waterside today 

and the key physical issues affecting its development. The extent of the 
Waterside area is shown in Insert P.0626_42-1 Physical Context Plan 

2.24 The river corridor lies to the south of the town centre, the width of the 
river itself is relatively narrow, and splits each side of Foot Meadow, 
which has been refurbished as a small urban park, passing below the 
brick railway viaduct near to the station.

2.25 St James and Nene Valley Retail Parks and B&Q, together creating 
an expanse of retail buildings and car parking fronting onto Towcester 
Road which is a wide and busy modern arterial route into the centre 
and out to the north.

2.26 There are gas holders on both sides of Towcester Road and north and 
south of the river. There is also older gas works infrastructure on the 
site, and a characteristic Victorian office building fronting St. Peters 
Way.

2.27 The river bends and follows behind the B&Q building and Carlsberg 
Brewery. There is a public path along the western side of the river 
which continues around the B&Q site and to the island formed between 
the river and the point at which the Grand Union joins the River Nene.

2.28 Carlsberg is a dominant complex of buildings and structures. The 
Brewery dates from the early 1970s with a strong geometric form and a 
large glass gable end facing the riverside, through which the tanks and 
pipes of the brewing hall can be seen. The entrance/control building on 
St. Peters Way is also part of the composition and itself notable. It is 
a modern building and one of the few notable modern buildings in the 
town.

2.29 Bridge Street is the historic southern gateway to the town crossing the 
river on a stone bridge and leading up All Saints and the market square 
via St. John’s Church. This is an important view of Waterside and the 
town centre.

2.30 The eastern waterside has been redeveloped for housing and the 
Morrisons supermarket, and newer residential development has taken 
place on the south side as far as the Avon Nunn Mills site. On the north 
side there is established development as far as Becket’s Park which is 
opposite the Avon Nunn Mills site.

2.31 A large residential scheme by Bellway Homes has been developed to 
the west of South Bridge. Development to the south of Old Towcester 
Road has also now taken place. The river is at its widest between 
Carlsberg and South Bridge, opening to form a ‘pool’.

2.32 New development on the eastern side has integrated well with the 
historic warehouses and the Old White Hart pub, which is a local 
landmark. 

2.33 Becket’s Park is a substantial and mature town park and a significant 
major open space close to the town centre and riverside.

2.34 The frontage to the river has a hard edge with moorings, There is a 
former boating lake on the island in the river but this has been disused 
for many years. 

2.35 There are two main tree avenues crossing the park, the first down 
the western edge running north-south, and a second longer east-
west avenue. There is a wooden pavilion and tennis courts and a 
5-a-side football pitch but levels of activity are low at present. The 
most significant feature of the park is its established trees which form 
impressive avenues.

2.36 South of the Avon Nunn Mills site is the former railway line which 
runs around to Northampton Castle Station and the Ransom Road 
site, which forms railway sidings and industrial uses and has been 
considered for redevelopment.

2.37 The river at this point splits around a sequence of islands with lock 
gates on the northern stretch and a weir on the southern stretch. The 
larger central island has the former boating lake. The route into Avon 
Mills crosses the smaller island and links in with Bedford Road.

2.38 The river then has largely open banks and has a cycle path and footpath 
running along the northern bank, but at present there is no access 
along the southern bank.
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MOVEMENT 
ROUTES
P.0626_20-3



AVON NUNN MILLS - DESIGN & ACCESS STATEMENT 17

UNDERSTANDING THE PHYSICAL CONTExT

VEHICULAR ACCESS
2.39 The wider transport plan overleaf shows the application site within its 

context of Northampton Town Centre, highlighting the arterial routes 
and railways. However it must be noted that future Reserved Matters 
submissions will deal with the detailed design of access junctions at a 
later date.

2.40 The site is located at the south-eastern perimeter of the Northampton 
Town Centre, adjacent to Beckett’s Park and Midsummer Meadow. The 
current means of vehicular access to the site is from the A428 Bedford 
Road. This road has immediate links to the A45 Nene Valley Way, which 
allows for a wider connection to be made to Kettering (to the north), 
Rushden (to the east). The A45 also links to the M1 at junction 15, which 
provides connection to Leeds (to the north) and London (to the south).

2.41 The current junction on the A428 Bedford Road serves the existing 
Nunn Mills Road that enters the site from the north. This road passes 
over the River Nene via two bridges. As part of these proposals, a 
revised road and junction layout will be considered. Furthermore, 
the existing bridge structures crossing the River Nene will become 
inadequate at the point of when the proposals come forward, and will 
also be replaced. Therefore improving the vehicular access to the site 
from the A428.

2.42 Access also exists from the south-west corner of the site from New 
South Bridge Road. This access point will be maintained to provide 
vehicular access for the first phase development of up to 100 homes. 
Thereafter the access will be restricted for pedestrians, cycle and 
emergency vehicles.

2.43 A more detailed assessment of movement and access is provided in the 
accompanying Transport Assessment.

PEDESTRIAN ACCESS
2.44 At present there are a number of public rights of way located close to 

the site with one passing north-south through the site, from the A428 
Bedford Road/Beckett’s Park to the Ransome Road site, south of the 
disused railway corridor. Another pubic right of way exists in the Barnes 
Meadow, but these proposals will not seek to connect with this.

2.45 New footpath access routes are covered in the CAAP Policy 28 and 
form an integral part of the proposals covered in this statement. Also 
included under Policy 28 are river crossing foot-bridges, and the 
proposed access routes through and around the site will link with these 
foot-bridges and ultimately (as indicated on the diagram opposite) 
provide a new link to Delapre Abbey. The design and delivery of these 
bridges are not proposed as part of this application.

2.46 To the north of the site and running parallel with the River Nene is a 
National Sustrans Route. The route travels along the riverside footpath 
in Beckett’s Park, above the Marina, dissected by the Nunn Mills Road.  
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PUBLIC TRANSPORT
2.47 The public transport plan opposite locates the major public transport 

connections around the application site, Avon Nunn Mills.

2.48 There are a number of local bus stops, which serve the Town Centre of 
Northampton, which are within a short distance from the site along the 
A428 Bedford Road. The following services operate at hourly intervals 
13/23/41/43/108 providing links to Blackey More and the Northampton 
Greyfrairs Bus Station to the west. The number 13/23/41 services 
provide connection to Brackmills and Bedford Bus Station, again at 
hourly intervals.

2.49 The plan also indicates the key major and minor roads surrounding 
the site. The primary access into the site is to the north from the A428 
Bedford Road, which is connected to the A45 to the east, which in turn 
provides access to the M1.

2.50 400m radii circles are shown on the plan around nearby bus stops 
illustrating a 5 minute walking time. Large proportions of the site are 
within these 400m radii.

2.51 The Northampton Town train station is located to the west of the 
town centre. This can be accessed from the application site either by 
foot, or alternatively by local bus services. The station is served by 
London Midland with services to London Euston, Milton Keynes and 
Birmingham.

2.52 Further information concerning the surrounding public transport 
infrastructure is detailed in the Traffic Assessment.

ExISTING BUS 
STOPS ON 

BEDfORD ROAD
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TOPOGRAPHY
2.53 The Nunn Mills site as mentioned previously, occupies a relatively 

flat and low-lying site in the traditional floodplain of the River Nene. 
Levels across the site have however been altered as a result of former 
development on the site. Elevations across the majority of the site range 
between 57.5m and 58m AOD with a slightly elevated section of the site 
in the north-western corner of the site which rises to approximately 
60m AOD. The demolition rubble associated with a former railway 
crossing of the River Nene at this point artificially forms this slightly 
elevated section of the site.

2.54 There is a discernable rise in levels between the southern and northern 
parts of Becket’s Park, which lies on the opposite side of the River 
Nene to the Nunn Mills development site. Elsewhere in the immediately 
surrounding townscape, there is very little discernable variation in 
landform. Flood alleviation measures consisting of artificial bunds have 
been created along the northern banks of the River Nene throughout 
Midsummer Meadows Park.

TOPOGRAPHY 
PLAN
P.0626_23-1
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EffECTS ON LANDSCAPE fEATURES
2.55 It has been assessed that there would be no significant permanent 

effects on any existing landscape features within the development site.  
Through an iterative design process, the principal landscape features of 
any value within the site have been retained in the masterplan and will 
be unaffected by the development.

2.56 The removal of the existing industrial buildings on the site will have 
a beneficial effect on the character of the site and the surrounding 
area. The removal of the former power station is significant as it has 
an influence on the character of the site but its removal will not have 
an adverse effect on the surrounding landscape. Overall, the removal 
of existing buildings and infrastructure on the site will result in a 
reasonable magnitude of change, resulting in a reasonable to low level 
of positive effect.

2.57 The removal of vegetation within the Nunn Mills site will result in a 
slight change, however these effects are more than offset by the overall 
regeneration of the site.

2.58 The removal of the trees in the south eastern corner of Becket’s Park to 
make way for the new road junction will impact on landscape features 
on the periphery of the park, but by year 15 (after development) as the 
new trees will begin to mature, there would be an overall neutral effect 
on landscape features in the park.

EffECTS ON TOwNSCAPE CHARACTER
2.59 Several significant effects on Townscape Character have been 

identified. The proposed development would fundamentally alter the 

landscape character within the development site itself, but the design 
and layout of the development is of a high standard and the resulting 
townscape would have a strong, distinct and positive character.  In 
addition, the proposals retain the existing scale, pattern and densities 
typical of the wider townscape of Northampton.

2.60 During the construction phase of the development Becket’s Park and 
Midsummer Meadows will experience some impacts but by year 15 
both municipal parks experience reasonably low positive effects.

2.61 By year 15 following completion of the development, there would be a 
long-term highly positive effect on the immediate character of the site.

2.62 The Old Lake sub-area will experience significant effects throughout all 
phases of the development. During the construction of the development 
the Old Lake area will experience a reasonably negative effect, but 
again by year 15 following the construction of the development the 
areas character will be improved.
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EFFECTS ON VISUAL AMENITY
2.63 It has been assessed that during the short term temporary construction 

phase of the development there will be effects) on the following visual 
receptors:

• Malthouse Close

• Lion Court

• Auctioneers Way

• Becket’s View

• Northampton Marina

• Nene Way / Riverside Walk West

• Nene Way/Becket’s Park Riverside Walk 

• Becket’s Park 

• Midsummer Meadows

• River Nene

• Sea Cadets Centre

2.64 Seven of the visual receptors which experience a significant negative 
effect during the construction phase go on to experience long 
term significant visual effects, either reasonably positive or high 
to reasonably positive effects, following the construction of the 
development.  These are:

• Malthouse Close

• Auctioneers Way

• Northampton Marina

• Nene Way/Riverside Walk West

• Nene Way/Beckett’s Park Riverside Walk 

• River Nene

• Sea Cadets Centre

2.65 In addition to these visual receptors, the public footpath, which runs 
through Nunn Mills, also experiences a high to reasonably positive 
effect following the construction of the scheme.

2.66 It should be noted that the assessments above are of the worst-case 
effect of the proposed development on visual amenity from any point 
along a path or road, or any window of a residential property.  Many 
other views will be available from each of these visual receptors, which 
will experience a lesser or no effect on visual amenity as a result of the 
development.

VIEW LOOKING SOUTH TOWARDS THE SITE FROM NEAR THE EXISTING MARINA
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ARBORICULTURAL SURVEY
2.67 The most established vegetation is located around the boundaries 

of the site. The banks of the River Nene in particular include various 
mature trees as well as dense riparian vegetation. 

2.68 The north-western corner of the development site formerly provided 
an amenity landscape area as part of the Avon factory site. This area, 
which also extends partially along the western boundary of the site 
now comprises of overgrown grassland interspersed with occasional 
ornamental mature trees. A number of scattered individual trees are 
located along the very western boundary of the site and these assist 
to partially filter views of the disused Avon factory building from the 
adjacent housing.

2.69 Within the western side of the site, there is little vegetation due to the 
large amount of hard standing where the old factory and surrounding 
infrastructure is located. Scattered trees located along the boundary 
security fence to the south west of the site provide filtering of views on 
to the site from the rear of the properties located on Malthouse Close. 

2.70 The southern boundary of the site is separated from the remainder of 
the site by a relatively dense belt of mature trees. This creates a visual 
and physical barrier between the site of the former cosmetics site and 
the line of the former railway line and the Ransome Road development 
site beyond that.

2.71 The line of trees described above continues along the southern 
boundary of the site in the eastern half of the development site. A 
curved line of mature poplar trees crosses the eastern part of the site 
following the line of a former branch off the main railway, which fed the 
power station.

2.72 The eastern side of the site contains large areas of self-seeded scrub 
and vegetation.  Much of this vegetation is growing within and on top of 
piles of demolition rubble.  This vegetation is of little amenity or visual 
value. 

2.73 Along the north-eastern boundary of the site, riparian vegetation forms 
a partial visual barrier on to the site from Midsummer Meadows and 
from Bedford Road.  A combination of mature trees and regenerating 
vegetation forms this vegetation belt along the riverside.  This 
vegetation is less formal and more naturalistic, leading to the wetlands 
lying beyond to the east.

2.74 The Environmental Statement contains a tree survey.

ECOLOGY
2.75 The site has been subject to various ecological surveys identifying 

the site as a significant Biodiversity Action Plan (BAP) Habitat. All 
known site features are investigated further within the Environmental 
Statement.  

2.76 The Ecology Chapter of the ES identifies the presence of protected 
species such as Otters along with River Nene, a nesting Peregrine 
on the power station façade and Bats located within the network of 
culverts south of the power station site. 

2.77 The proposals for this derelict site will be able to deliver not only the 
benefits of a high quality, well-designed mixed use development, but 
also significant positive ecological impacts in the form of permanent 
protection and enhancement of habitats and species, and the related 
ecosystem services, through the retention, creation and management of 
features under the permanent Management Plan for Biodiversity to be 
written, approved and in place before development begins.

HERITAGE STATEMENT
2.78 Various structures remain on the Avon Nunn Mills site, and each of 

these has been addressed in the Heritage Statement, which will be 
submitted as part of this Outline Application. These structures are:

Power Station façade. The north facing brick built facade of the former 
power station is located to the north of the site, parallel to the River 
Nene. The façade is not a listed building, nor does it portray unique 
or noteworthy characteristics from the era it was built. The façade is 
significant in scale and would not readily integrate in both an economic 
and physical sense, into a redevelopment. The proposals detailed in this 
report therefore do not seek to retain this structure. The building will be 
however, fully recorded prior to its demolition. Insert photos of power 
station facade

Pill Box. A WWII pill box is located on the edge of the River Nene to 
the east of the site, and this structure will be retained as part of the 
development proposals. Insert photo of pill box 

Locomotive Shed & Office. To the south of the site, and above the 
disused railway corridor, stands a Grade II Listed Locomotive Shed, and 
within its curtilage stands a smaller brick built office, both dating from 
the late C19 period. Except for the office roof, the buildings are in good 
structural condition. The roof to the office will need to be completely 
rebuilt, including new wall plates and roof members. The locomotive 
shed suffered fire damage in the 90’s and as a result a number of roof 
trusses were destroyed along with a section of the roof covering. The 
two buildings are subject to a Change of Use Planning Application and a 
Listed Building Application, which will be submitted in conjunction with 
the Outline Application.  Insert photos of loco shed & office

HISTORIC 
CONTExT 
IMAGES
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fLOOD RISk 
ASSESSMENT PLAN
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fLOODING AND DRAINAGE
2.79 The site falls within defended flood zones 2 and 3. A recent flood 

defence scheme delivered by the HCA and part funded by WNDC has 
delivered 1 in 200 year event protection. 

2.80 The accompanying Flood Risk Assessment sets out how the 
development proposals will manage any residual flood risk. These 
proposals seek to increase site wide levels by up to 1m. In essence, the 
current ground level will be raised above the 1 in 200 year flood level 
identified by the Environmental Agency. One area where this principle 
cannot be applied is to the immediate area surrounding the Grade II 
Listed Buildings. The Listed Building Application will provide more 
detail about how the level differences will be dealt with.

GROUND CONDITIONS
2.81 An assessment of the ground conditions has been carried out, following 

current and best practice guidance and takes consideration of the 
current local and national planning policy relating to contaminated land 
on development sites. 

2.82 The Nunn Mills site is known to have a number of diffuse and point 
sources of contamination associated with the historical and present day 
land use.  Contaminants including heavy metals and polycyclic aromatic 
hydrocarbons are found across the site.  Intrusive investigations have 
identified significant hydrocarbon contamination and areas of asbestos 
impacted soils.  The groundwater is known to be contaminated with 
significant concentrations of petroleum hydrocarbons and trace 
concentrations of polycyclic aromatic hydrocarbons have been recorded 
in excess of relevant water quality standards.

2.83 The assessment has identified measures to reduce the potential impact 
from contamination both during construction and operation including 
measures to protect the groundwater, surface water (including the 
River Nene), neighbouring properties and human health.

2.84 The potential adverse effects will be eliminated through the application 
of the mitigation measures outlined in this chapter.  Consequently 
there will be no residual adverse effects and, with respect to controlled 
waters, potentially beneficial effects associated with the development 
proposals on ground conditions and contamination.

DRAINAGE, SERVICES & UTILITIES
2.85 In the western half of the site, there is limited apparatus present. The 

only potential service routes that are likely to be a constraint on the 
development layout in this area are the 11kV electricity mains, which 
run within the northern and western margins. 

2.86 A majority of the onsite apparatus falls within the old Power Station 
area. The major constraints are the foul sewers and the HV and EHV 
electricity mains. The large diameter sewers (450mm and 825mm Ø) 
run for a distance of approximately 300 metres within the Application 
Site. 

2.87 The development layout has been designed around constraint of these 
sewers, with the new estate roads aligned with the existing easement. 

2.88 The other mains traversing the central part of this area will need to 
be diverted within the new estate roads. Early stage discussions with 
WPD are planned to ensure suitable diversion routes are provided. The 
position of the enclosure required for the new onsite sub-station is part 
of this application.

2.89 With regard to other utilities, apart from BT duct routes at the northern 
end of the old Power Station area, no other service apparatus shown on 
record plans has been identified within the Application Site.
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TOWN CENTRE

CHARACTERISTICS
• The compact Town Centre is articulated on the junction of two main streets, 

interconnected by secondary and tertiary streets and alleyways.

• The Main Square is formed at the junction of these two streets, marked by 

the main church, which serves as the key landmark for the town.

• The Market Square is located north of the Main Square. It is the largest of 

such squares in the Country.

• The Town Centre has a civic quality, deriving from the key landmarks within 

the centre. Its size functions well for the town.

• There is a clear hierarchy and typology of streets which are relatively 

narrow, thus well enclosed and overlooked.

• The built form is in keeping with the street and space hierarchies and 

typology with main buildings located on the main street.

• The Town Centre also has a clear space hierarchy. The market square is 

located along the main street with church squares located off secondary 

streets and building courts accessible through alleyways and tertiary 

streets.

• The church squares work as green spaces and provide a setting of mature 

vegetation for the church.

• There is a strong townscape with vistas and views terminated by key 

buildings and frontages.

• Continuity in building line provides consistency in frontage with a level of 

variety that creates interest.

• Narrow plot widths with frequent fenestrations provide active frontages and 

good levels of surveillance.

• Tertiary streets and interconnected pedestrian alleyways provide additional 

connectivity.

• Distinct architectural features add to the townscape and work in response 

to the urban layout. Street junctions are enhanced by corner details on 

buildings. At times, this helps to create an entrance at the corner or create 

a chamfer that overlooks the intersection of the streets.

• Building heights vary from two to three storeys with higher massing on key 

buildings reaching up to six storeys.

• The centre has a good mix of uses with retail on ground floors and 

commercial or residential above.

• There is a clear division of public and private spaces.

SURROUNDING BUILT FORM CONTEXT
The following section assesses the surrounding built context.

TOWN CENTRE 
AERIAL IMAGE
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TOwN CENTRE TO NORTH Of SITE

Street Layout Tight grain with clear hierarchy of streets from 
primary roads to alleyways, providing good 
permeability,

Structure Organic with varied plot sizes

Frontages 5 to 10 metre, continuous frontages with high 
frequency of front doors and fenestration providing 
natural surveillance,

Uses Mixed use: residential, commercial, retail

Typical Block 
Layout

Perimeter block with parking and servicing in 
courts

Density Range Approximately 50 plots per hectare

Building Heights Primarily 2 to 3 storeys with up to 6 storeys 
landmark

Townscape Legible urban realm defined by landmarks in key 
locations, focal points and vistas

Consideration as 
exemplar

The Town Centre has a numbe r of assets and can 
be considered an exemplar for the development 
of new town and district centres. Its key features 
are essential contributing factors to the overall 
character of Northampton

Street Layout Rectilinear grid layout with clear street hierarchy, 
providing good permeability

Structure Formal with strong sense of rhythm and regularity 
of features

Frontages Approximately 5 - 7 metre plot widths for terraced 
housing resulting in continuous frontages. 
Frontages of commercial buildings vary from 7 to 
15 metres. Active frontage throughout providing 
natural surveillance

Uses Mixed use: residential and commercial

Typical Block 
Layout

Perimeter block layout with parking on street. 
Some commercial buildings have rear courts for 
servicing

Density Range Approximately 40 - 50 plots per hectare

Building Heights Building heights relate to street hierarchy with 4 
storey residential buildings lining primary streets, 
3 storey buildings on secondary streets, and 2 
storey buildings on smaller residential streets. 
Taller commercial buildings of 4 to 6 storeys form 
landmarks in corner locations

Townscape Legible urban realm defined by landmarks in key 
locations

Consideration as 
exemplar

Northampton’s fringe development has a number 
of assets and can be considered as an exemplar for 
new fringe developments 

Street Layout Rectilinear grid layout, providing permeability 
despite the undefined street hierarchy

Structure Moderately formal with both variations in 
architectural features and sense of rhythm 
created by terraced housing

Frontages Approximately 6 - 8 metre plot widths. 
Frontages are generally set back from street by 
small front gardens. Active frontages provide 
good natural surveillance over streets

Uses Residential

Typical Block Layout Perimeter block layout with parking on street

Density Range Approximately 30 - 50 plots per hectare

Building Heights Building heights are generally 2.4 storeys. 
Buildings on main roads are often taller

Townscape Poor legibility of the urban realm with little 
sense of increased massing towards key 
junctions and a lack of visual landmarks. 
However moderate formal structure and 
regularity of frontages contribute to good sense 
of enclosure and natural surveillance

Consideration as 
exemplar

Northampton’s interwar/outer fringe was 
developed originally as suburbs. These can be 
considered as an exemplar for new suburban 
developments

SOURCE: wNDC Manual for Design Codes. Northampton, Characterisation.

VICTORIAN TERRACES -       
ExISTING DEVELOPMENT TO wEST Of SITE

VICTORIAN SEMI DETACHED -      
ExISTING DEVELOPMENT TO SOUTH Of SITE
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VICTORIAN

Northampton benefits from its wealth of Victorian neighbourhoods. These 
embody a well defined urban typology with perimeter blocks set within an 
interconnected rectilinear urban structure. Taller Victorian terraces, of four to 
five storeys, overlooking larger streets and open spaces or formal parks are 
also attributes of this character area.

CHARACTERISTICS
• The network of streets has a clear hierarchy with primary distributor streets 

and secondary or tertiary residential streets.

• There is an overall consistency of massing with most units rising to two 

storeys. Higher massing with units of three to four storeys is located on 

street corners.

• There is a clear distinction between the public and private realm.

• The housing type varies between terraces, semi- detached and detached 

units.

VICTORIAN TERRACES
• A distinctive feature of Victorian development of Northampton consists of 

terraced houses.

• The terraces demonstrate a strong sense of rhythm and repetition of 
building elements. The individual houses have narrow facades with 
frequent fenestration that adds to the active frontages and surveillance on 
the street.

• Continuity of frontage gives a good sense of enclosure onto the streets.

• Parking is generally on-street although it may be located to the rear of 
houses.

SOURCE: WNDC Manual for Design Codes. 
Northampton, Characterisation.



AVON NUNN MILLS - DESIGN & ACCESS STATEMENT 31

VICTORIAN SEMI DETACHED
• In keeping with the terraces, the streets follow a rectilinear grid layout with 

an interconnected structure but with a more dispersed built form.

• Buildings tend to be inkeeping with the street typology with larger villas 
located on main streets.

• In detached housing, the plot sizes are larger and houses are set within 
their plots.

• Houses either adjoin the pavement or are set back with small front gardens 
of 2 to 3 metres in depth defined by a front boundary. With the detached 
villas, the depth of front gardens may increase. This aids in creating a 
sound buffer if units are located along major arterial routes.

SOURCE: wNDC Manual for Design Codes. Northampton, Characterisation.
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LOCAL fACILITIES 
PLAN
P.0626_09-1
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SOCIAL AND ECONOMIC CONTExT
2.90 The local facilities plan opposite shows the key services 

in and around Northampton Town Centre. A 1km distance 
radius has been drawn around the site representing a twelve 
and a half minutes walk.

2.91 The plan demonstrates that the majority of are local 
facilities are within walking distance including the Town 
Centre High Street and the Market Square (identified as 
point no.25). Therefore it is important to create strong 
well-integrated links from the site to the surround routes of 
movement.

2.92 The nearest serving supermarket is the Morrison’s 
Superstore to the north-west of the site. The Northampton 
General Hospital is within less than a 10min walk to the 
North. Many social and leisure facilities are also within 
1km of the site including Delapre Park, Delapre Lake, 
Midsummer Meadows and Becket’s Park.

2.93 Overall the development is considered to represent a 
significant and major beneficial step forward in the strategy 
for residential and employment regeneration within the 
wider district.

2.94 Further details regarding socio-economic factors are dealt 
with in the Environmental Statement.

ExISTING 
MORRISONS 

SUPERMARkET
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CENTRAL AREA 
ACTION PLAN, 

POLICY 28 fIG.6.11
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PLANNING POLICY 
2.95 Government guidance in the form of the National Planning Policy 

Framework (NPPF) states that there is a presumption in favour of 
sustainable development and a core principle in support of this is:

“Always seek to secure high quality 
design and a good standard of 
amenity for all existing and future 
occupants of land and buildings” 
(para 17, point 4, NPPF 2012)

2.96 NPPF (Section 7: Requiring good design) sets out the Government’s 
commitment to good design: 

“The Government attaches great 
importance to the design of the built 
environment. Good design is a key 
aspect of sustainable development, 
is indivisible from good planning, 
and should contribute positively to 
making places better for people.”

“It is important to plan positively for 
the achievement of high quality and 
inclusive design for all development, 
including individual buildings, public 
and private spaces and wider area 
development schemes.” (para. 56 & 
57, NPPF 2012).

2.97 Section 7 of the NPPF, seeks to promote more sustainable development 
by requiring developers to address the following:

• Add to the overall quality of the area;

• Establish a strong sense of place;

• Optimise the use of land and placing an importance on high quality 

design;

• Respond to the local character and history;

• Create safe and accessible environments; and

• Are visually attractive with good architecture and appropriate 

landscaping.

2.98 NPPF Section 4: Promoting Sustainable Transport, recognises 
that transport policies have an important role to play in facilitating 
sustainable development and also in contributing to wider sustainability 
and health objectives.

2.99 In addition to NPPF Section 8: Promoting healthier communities, 
recognises that access to high quality open spaces and opportunities 
for sport and recreation can make an important contribution to the 
health and well-being of communities. 

2.100 Whilst the National Planning Policy Framework (NPPF) has replaced 
the Planning Policy Statements the following design guidance 
documents are still relevant to creating good design:

• By Design – Urban Design in the Planning System: Towards Better 

Practice (DETR/CABE, 2000);

• By Design – Better Places to Live: A Companion Guide to PPG3 

(DETR/CABE, 2001); 

• Safer Places – The Planning System and Crime Prevention (ODPM, 

2004);

• Manual for Streets 1 & 2 (DOT/DCLG 2007/2010); and

• Design at Access Statements – How to write, read and use them 

(CABE 2006)
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CENTRAL AREA ACTION 
PLAN, 

NBC INTERPRETATION 
PLAN
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LOCAL PLANNING GUIDANCE
2.101 The developments proposals have been formulated having due regard 

to the Statutory Development Plan the Supplementary Planning 
Guidance.

2.102 Of particular relevance is the Northampton Central Area Action Plan 
(CAAP), which was adopted in January 2013. Policy 28 specifically 
addresses the proposed development site and land to the south and 
sets out a number of principles as follows: 

AVON NUNN MILLS POLICy 28

• COMPRISE UP TO 2,000 DWELLINGS OF A MIX OF SIZES, TYPES AND 

TENURES, ALTHOUGH IT IS ANTICIPATED THAT THE MAJORITY OF 

THE SITE AREA WILL BE FAMILY ORIENTED HOUSING.

• PROVIDE AN OVERALL AVERAGE OF 55 DWELLINGS PER HECTARE, 

BUT ALLOW FOR A RANGE IN DENSITY RELATED TO APPROPRIATE 

CHARACTER AREAS ACROSS THE SITE.

• PROVIDE APPROXIMATELY 16,000 SQUARE METRES OF ADDITIONAL 

OFFICE FLOORSPACE TO MEET IDENTIFIED STRATEGIC 

EMPLOYMENT REQUIREMENTS AND AS A GATEWAY TO THE SITE 

ALONG THE RIVER FRONT, EDUCATIONAL USE CONNECTED WITH 

THE UNIVERSITY OF NORTHAMPTON WOULD ALSO BE ACCEPTABLE 

IN PRINCIPLE.

• GENERALLY BE TWO TO FOUR STOREYS IN HEIGHT, WITH THE 

TALLER BUILDINGS FACING ALONG PRINCIPAL MOVEMENT 

ROUTES, THE GATEWAY AND THE RIVER’S EDGE, ALTHOUGH IT IS 

CONSIDERED THAT WITHOUT PREJUDICE TO THE REQUIREMENTS 

OF TALL BUILDINGS, THE OPPORTUNITY FOR SOME TALLER 

LANDMARK BUILDINGS EXIST APPROPRIATE TO THE LOCATION OF 

THE SITE.

• THE PROVISION OF A PUBLIC SPACE CONSISTENT WITH PUBLIC 

REALM IMPLEMENTATION FRAMEWORK.

• SENSITIVELY RESTORE AND PROVIDE A LONG TERM VIABLE USE 

FOR THE GRADE 2 LISTED FORMER TRAIN WORKSHOP WITHIN AN 

APPROPRIATE SETTING.

• INCLUDE NEIGHBOURHOOD RETAIL AND COMMERCIAL LEISURE 

FACILITIES CONSISTENT WITH PROVIDING AN ATTRACTIVE LIVING 

AND WORKING ENVIRONMENT.

• MAKE PROVISION FOR A TWO FORM ENTRY URBAN PRIMARY 

SCHOOL, A COMMUNITY FACILITY THAT CAN ACCOMMODATE FAITH 

GROUPS AND A SITE FOR A PRE-SCHOOL NURSERY.

2.103 The plan (Fig.6.11) on the proceeding page illustrates the aspirations 
set out in the above text, whilst the NBC interpretation plan opposite 
(provided by NBC) illustrates one way in which the policy could be 
interpreted. 

2.104 Other Development Plan policies are set out in the East Midlands 
Regional Spatial Strategy and the Northampton Local Plan. 
Emerging policies relevant to the site are also contained in the West 
Northamptonshire Joint Core Strategy, which is about to commence its 
examination.

• DELIVER A STRATEGIC GREEN SPACE CORRIDOR WITH ASSOCIATED 

FOOTPATHS AND RIVER CROSSINGS TO EFFECTIVELY LINK, 

THROUGH THE SITE, BECKET’S PARK AND DELAPRE PARK.

• DELIVER A CONTINUOUS RIVERSIDE PATH THAT WILL LINK IN 

WITH THE EXISTING FOOTPATH AND CYCLEWAY NETWORKS 

AND INCORPORATE NEW PEDESTRIAN AND CYCLEWAY RIVER 

CROSSINGS TO MIDSUMMER AND BARNES MEADOWS AS DEFINED 

IN FIGURE 6.13 ‘POLICY 31: THE WATERSIDE NENE MEADOWS 

DEVELOPMENT PRINCIPLES’.

• DELIVER IMPROVEMENTS TO BECKET’S PARK AND NENE 

MEADOWS CONSISTENT WITH POLICY 29 ‘THE WATERSIDE: 

BECKET’S PARK’ AND POLICY 30 ‘THE WATERSIDE: NENE 

MEADOWS ‘ AND ALSO TO DELAPRE ABBEY AND PARK.

• INCLUDE A NEW CONTINUOUS STREET BETWEEN BEDFORD 

ROAD AND LONDON ROAD DESIGNED NOT TO ENCOURAGE 

THROUGH TRAFFIC FROM THE WIDER PRIMARY DISTRIBUTOR 

NETWORK CONSISTENT WITH THE PREDOMINANTLY RESIDENTIAL 

CHARACTER OF THIS SITE.

• PROVIDE A NEW JUNCTION AT NUNN MILLS ROAD/BEDFORD 

ROAD THAT CREATE GOOD TOWNSCAPE AND GIVE PRIORITY TO 

PEDESTRIAN AND CYCLISTS CONSISTENT WITH THE AMBITION OF 

CREATING A WALKABLE CENTRE.

• IN THE CASE OF THE NEW NUNN MILLS ROAD/BEDFORD ROAD 

JUNCTION HAVE RESPECT TO HISTORIC INTEGRITY OF BECKET’S 

PARK AND ITS ASSETS INCLUDING ITS BOUNDARY WALL AND 

MATURE TREES.

• SUPPORT IMPROVED PUBLIC TRANSPORT CONNECTIVITY WITH THE 

TOWN CENTRE AND BRACKMILLS.

2.105 For further information regarding local planning guidance, please refer 
to the Planning Statement that accompanies this application.

• NOT COMPROMISE THE POTENTIAL OF A LONGER TERM ‘PUBLIC 

TRANSPORT ONLY’ LINK BETWEEN EAGLE DRIVE AND NUNN MILLS 

ROAD.

• INCLUDE AN EXTENDED ELECTRICAL TRANSFORMER SITE ON 

NUNN MILLS TO CONSOLIDATE EXISTING DISPERSED FACILITIES 

AND FLOOD RESILIENCE MEASURES (INCLUDING SCREENING 

AROUND IT).

• INCORPORATE APPROPRIATE MEASURES TO MITIGATE AGAINST 

FLOOD RISK BOTH WITHIN THE AREA AND DOWNSTREAM OF 

THE SITES, PARTICULARLY TAKING ACCOUNT OF THE ROLE OF 

HARDINGSTONE DYKE.

• ENCOURAGE SUITABLE ACCESS TO DELAPRE LAKE AND DELAPRE 

ABBEY AND PARK FROM RANSOME ROAD AND PROVIDE A 

COMMERCIAL LEISURE FACILITY SUCH AS A RESTAURANT/PUBLIC 

HOUSE ON THE DELAPRE LAKE EDGE OF RANSOME ROAD.

• BE DESIGNED TO HAVE ENOUGH FLEXIBILITY TO POSITIVELY 

ADDRESS THE EDGES OF, AND CROSSING OF, THE EXISTING 

DISUSED RAILWAY LINE.

• APPROPRIATELY ADDRESS THE SITE’S LOCATION WITHIN 

AND ADJACENT TO THE REGISTERED BATTLEFIELD OF THE 

BATTLE OF NORTHAMPTON AND ALSO MAKE AN APPROPRIATE 

CONTRIBUTION TO SUPPORTING ITS INTERPRETATION IN THE 

LOCAL AREA.”
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INVOLVEMENT

3 This section provides an account of 
the public consultation undertaken
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STAKEHOLDER PARTICIPATION: THE 
CONSULTATION PROCESS

3.1 Consultation on the redevelopment of the Avon Nunn Mills site has 
taken place on many occasions through various planning applications 
and formulation of policy documentation, which are listed below:

• Planning Application: Mixed-use development, incorporating 

residential facilities, community facilities, local leisure and retail 

centre, plus access arrangements at Bedford Rd and New South 

Bridge Road (App ref: N/2004/0265)

• Waterside Northampton, Development Framework & Masterplan (Jan 

2005)

• Avon Mills Strategic Development Framework Draft (April 2010)

• Central Area Action Plan (CAAP) (Adopted Jan 2013)

3.2 In September 2012 Pegasus Group on behalf of Taylor Wimpey, 
Persimmon Homes and Avon Cosmetics Ltd implemented the first 
of two community consultation exercises. A second, larger exercise 
began in February 2013 with stakeholders, local residents, businesses, 
schools, councillors and ward members were all engaged. The 
adjacent table provides a schedule of the various stages of community 
involvement:

03 INVOLVEMENT
DIARY OF PRE-APPLICATION CONSULTATION

FIRST ROUND – 
SEPTEMBER 2012
13 Sept Newspaper advertisement placed in 

local press

18 Sept 1660 leaflets delivered to local 
residents     businesses & schools

20 Sept Newspaper advertisement placed in 
local press

20 Sept Interactive website goes live

20 Sept Public Consultation Event

22 Sept Public Consultation Event

SECOND ROUND – 
SEPTEMBER 2012

29 Sept Press release circulated to Councillors 
& local Ward   members

29 Sept Press release issued to stakeholders 
& interested bodies.

6 Feb 5900 leaflets delivered to local 
residents and  businesses.

6 Feb Website updated

14 Feb Newspaper advertisement placed in 
local press

16 Feb Newspaper advertisement placed in 
local press

16 Feb Public Consultation Event

18 Feb Public Consultation Event

Above Consultation Leaflet
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STAkEHOLDER PARTICIPATION: CONSULTATION 
RESPONSES

3.3 During the second consultation phase, approximately 6000 leaflets 
were distributed in the local community and approximately 100 people 
stopped to look at the exhibition displays. The leaflets had comment 
return forms attached to them, which could be returned via freepost, 
and comments forms were made available at the Public Consultation 
events. Cumulatively, the methods of public engagement resulted in a 
total of 118 responses. 

3.4 The leaflets and comments forms posed 4 questions in order to gain 
the publics feedback on specific features of the development proposals. 
The questions were:

1) Mixed use areas including uses such as small retail shops, hot food 
take-away, restaurant, small office spaces are to be proposed. Where 
do you think this would be best located?

The question gave options for Position A, Position B and an option for 
the respondents to identify another location within the site boundary.

The results for this question confirmed ‘Position A’ as the preferred 
location with 41 responses.

2) The Bedford Road-Nunn Mills junction will need to be redesigned to 
accommodate the extra traffic movement. What type of junction do you 
consider is more appropriate at this location?

The question gave a roundabout and a traffic light scenario as options 
for respondents to choose between.

The result for this question confirmed a traffic light scenario as the 
preferred option with 46 responses.

3) The first phase of the redevelopment (of up to 100 homes) is 
planned to be accessed via New South Bridge Road. Following the 
redevelopment of the rest of the site, what do you think should happen 
to this access?

The question gave three scenarios for the potential access to the site 
as; Remain open just for the initial 100 homes only; Be opened up for 
vehicular access to the whole of the Avon Nunn Mills site; To be closed 
completely for vehicular access.

The results for this question confirmed the option ‘Be opened up 
for vehicular access to the whole of the Avon Nunn Mills site’ as the 
preferred option with 32 responses. However the feedback was very 
close between the three options.

CHANGES TO THE MASTERPLAN
3.5 Since the Public Consultation process has ended and a full review of the 

community feedback has been undertaken, various adaptations to the 
Land-Use Parameter Plan and Indicative Masterplan have been carried 
out. Concurrent to review of the community feedback, discussions with 
the key stakeholders developing the surrounding sites (in particular 
the Ransome Road site south of Avon Nunn Mills) and Northampton 
Borough Council have also informed the current proposal.

3.6 Key changes to the Land-Use Parameter Plan and Indicative 
Masterplan since September 2012 are as follows:

1) Embankments for the Main Street (Spine Rd) to allow for a raised 
crossing of the Railway corridor have been removed.

2) Mixed-use local centre repositioned between the Locomotive Shed 
and the Main Street (Spine Rd)

3) Residential zone to the east of the Main Street (Spine Rd) reduced 
due to the impact of retaining the present location of the Hardingstone 
Dyke.

4) Mixed-use, café type function allocated to the north-west corner of 
the area defined as Employment/Residential.

5) Access to the site from New South Bridge Road will be provided to 
serve a first phase development of 100 homes.

Below Consultation Images
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EVALUATION

4 A number of constraints and 
opportunities associated with the 
proposed development on the site have 
been identified. 
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SITE CONSTRAINTS 
PLAN
P.0626_11-C
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A number of constraints and opportunities associated with the proposed 
development on this site have been identified. 

CONSTRAINTS AND OPPORTUNITIES
4.1 The constraints and opportunities presented by the site are utilised to 

inform and structure the development proposals.  These are outlined 
below and illustrated, where appropriate, on the Constraints and 
Opportunities plan shown opposite.

CONSTRAINTS

• GROUND CONTAMINATION CAUSED BY PREVIOUS SITE USES.

• THE EXISTING BRIDGES AND MAINS SERVICES CROSSING THE 

RIVER NENE.  

• THE FIXED POSITION OF THE HARDINGSTONE DYKE CULVERT 

LOCATED IN THE SOUTH-EASTERN CORNER OF THE SITE.

• THE EA REQUIRES A 9M BUFFER TO THE RIVER NENE CORRIDOR, 

WHERE NO BUILDING IS ALLOWED.

• THE EA REQUIRES A 9M WIDE ACCESS ROUTE ALONG 

HARDINGSTONE DYKE FOR MAINTENANCE, WHERE NO BUILDING 

IS ALLOWED.

• A SMALL PART OF THE SITE FALLS WITHIN THE REGISTERED 

BATTLEFIELD ZONE.

• A SEWER EASEMENT DISSECTING THE EASTERN HALF OF THE 

SITE.

• A HV CABLE BUFFER ZONE LOCATED ALONG THE EASTERN EDGE 

OF THE SITE. 

• THE REMAINING DERELICT FACTORY BUILDINGS ON THE SITE, 

WHICH MUST BE DEMOLISHED.

• THE REMAINING BUILDING OF THE FORMER NUNN MILLS POWER 

STATION HAS AN OPERATIONAL ELECTRICITY SUB-STATION, WHICH 

WILL BE REPLACED.

• THE SUB-STATION ON THE EASTERN EDGE IS A MAJOR PART OF 

NORTHAMPTON UTILITIES INFRASTRUCTURE, WHICH MAY BE 

EXTENDED. THIS SUBSTATION WILL REQUIRE AN APPROPRIATE 

BUFFER TO ADJOINING DEVELOPMENT. 

OPPORTUNITES

• TO REGENERATE A SIGNIFICANT BROWNFIELD SITE IN 

NORTHAMPTON AND CREATE A SUSTAINABLE, RESIDENTIAL LEAD 

MIXED-USE SCHEME.

• THE NORTHERN EDGE FRONTS THE RIVER AND PROVIDES 

THE OPPORTUNITY TO CREATE A NEW DESTINATION FOR 

NORTHAMPTON.

• THE SITE FALLS WITHIN DEFENDED FLOOD ZONES 2 AND 3. 

• TO ESTABLISH LINKS ACROSS THE DISUSED RAILWAY CORRIDOR 

TO THE RANSOME ROAD SITE, AND AS IDENTIFIED UNDER CAAP 

POLICY 28, INTRODUCE A SIGNIFICANT GREEN MOVEMENT 

CORRIDOR THROUGH THE SITE, AND BEYOND THE SITE TO 

DELAPRE ABBEY.

• THE SITE SITS BETWEEN BECKET’S PARK, CITY MEADOWS AND 

DELAPRE PARK AND PROVIDES THE OPPORTUNITY FOR ‘GREEN’ 

LINKS BETWEEN THEM, SURROUNDING NEIGHBOURHOODS AND 

THE TOWN CENTRE.

• THE FOOTPATHS SURROUNDING AND RUNNING THROUGH THE 

SITE, INCLUDING THE NATIONAL SUSTRANS ROUTE, PROVIDE 

THE OPPORTUNITY TO CREATE A NETWORK OF PEDESTRIAN 

AND CYCLE ROUTES THROUGH THE AREA TO LINK THE TOWN 

CENTRE AND SURROUNDING NEIGHBOURHOODS, INCLUDING THE 

RANSOME ROAD SITE.

• POINTS OF ACCESS IN TO THE SITE PROVIDE THE OPPORTUNITY 

TO BETTER INTEGRATE THE SURROUNDING AREA WITH THE NEW 

DEVELOPMENT. ACCESS WILL BE FURTHER IMPROVED WITHOUT 

PREJUDICING THE IMPLEMENTATION OF THE RIVER NENE BRIDGE 

CROSSINGS IDENTIFIED UNDER CAAP POLICY 28. 

• RETENTION AND REFURBISHMENT OF THE GRADE II LISTED 

LOCOMOTIVE SHED & OFFICE PROVIDES THE OPPORTUNITY TO 

CREATE A FOCUS FOR FUTURE COMMUNITY USES AND CELEBRATE 

THE HERITAGE OF THE SITE. 

04 EVALUATION
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Constraints and opportunities 
associated with the proposed 
development on the site

DESIGN PRINCIPLES

5 This chapter explains the design 
of the proposed development
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In line with National and Local Government Guidance and Policy, 
considerable importance has been placed on achieving a high standard 
of design across the site.  The application of urban design objectives 
will ensure a high quality layout is achieved whilst the identification of 
the constraints and opportunities will ensure that the proposals are 
sensitively assimilated on the site and into the surrounding landscape 
and urban fabric.  Successful urban design is dependent upon achieving 
an appropriate relationship between community needs, development 
principles, development form and a positive response to local 
conditions. 

5.1 The masterplan has evolved through the different application of the 
development principles and through consultation with the project team. 
The diagrams and plans opposite show the design principles and earlier 
versions of the design proposals. Due to the size of the site, combined 
with the complexity of the identified constraints and opportunities, and 
the meetings and consultation undertaken, the design proposals for the 
development have evolved over time.  

5.2 The principles which have been developed in order to shape the design 
of the new community have been derived from the site assessment 
in conjunction with the delivery of a high quality development which 
achieves the criteria set out within the NPPF, namely:

05 DESIGN PRINCIPLES
FUNCTION AND QUALITY

“Developments will function well 
and add to the overall quality of 
the area, not just for the short 
term but over the lifetime of the 
development” (paragraph 58, point 
1, NPPF 2012.)
• New development provides the opportunity to establish a distinctive 

identity to a place which, whilst having its own character, integrates 

with the surrounding built form and landscape context;

• Retention of the existing landscape features on the site;

• Establish a distinctive identity through well-designed spaces and built 

form; and  

• Minimise the impact of the development on the surrounding context. 

QUALITY OF PUBLIC REALM

“Developments will establish 
a strong sense of place, using 
streetscapes and buildings to create 
attractive and comfortable places to 
live, work and visit” paragraph 58, 
point 2, NPPF 2012.
• Provision of a clear hierarchy of connected spaces and places, 

including streets, accessible by a variety of users which consider the 

design of the space as well as its function as a movement corridor;

• Integration of existing and proposed landscape features in order to 

soften the built form.

• Creation of a clearly defined public realm through the provision of 

continuous building frontage lines and variations in enclosure of 

spaces;

• Provision of a variety of accessible routes and space to meet the 

needs of the local community whilst encouraging social activity.
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ACCESSIBILITY

“Developments optimise the 
potential of the site to accommodate 
development, create and sustain 
an appropriate mix of uses 
(including incorporation of green 
and other public spaces as part of 
developments) and support local 
facilities and transport networks” 
paragraph 58, point 3, NPPF 2012.
• Integration of the development Avon Nunn Mills into the existing 

movement network.

• Convenient, safe and direct access for all residents to the existing 

and proposed local services and facilities including schools, retail, 

community uses and employment opportunities;

• Provision of multiple access points into the development forming part 

of a permeable network of streets which assists in dispersing traffic 

(vehicular and pedestrian);

• Enhancement and extension of the existing public rights of way 

network as an integral part of the development, particularly 

facilitating access to the Town Centre and Delapre Abbey; 

• Maximisation of the opportunities for alternative modes of transport 

to the car particularly walking, cycling and bus travel;

• Creation of a clear movement hierarchy providing easily recognisable 

routes which balances the street as a space alongside its function as 

a movement corridor; and

• Maximisation of the connections to the Town Centre via sustainable 

routes for pedestrians, cyclists and public transport users.

RESPONSE TO CONTEXT

“Developments will respond to local 
character and history, and reflect 
the identity of local surrounding and 
materials, while not preventing or 
discouraging appropriate innovation” 
paragraph 58, point 4, NPPF 2012.
• Integration of the development into the existing built form fabric 

particularly in relation to scale, height and massing;

• Respond to the existing site topography including the consideration of 

views in and out of the site;

• Retention of the existing landscape features and habitats on the site; 

and

SAFE AND ACCESSIBLE ENVIRONMENTS

“Developments create safe and 
accessible environments where 
crime and disorder, and the fear 
of crime, do not undermine quality 
of life or community cohesion” 
paragraph 58, point 5, NPPF 2012.
• Creation of a clearly defined public realm through the provision of 

continuous building frontage lines and variations in enclosure of 

private spaces; and

• Control of access to private areas, particularly rear gardens and 

parking courts.

• Protection of existing and proposed residential amenity through the 

use of frontage development thereby enclosing rear gardens.

• Creation of a development which allows ease of movement for all 

types of users and provides equal employment, social, community, 

leisure and retail activity opportunities for all; and

• Consideration of the proposals in relation to the location of the 

buildings on the site, gradients, and the relationship between 

various uses and transport infrastructure, particularly for those with 

disabilities.
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INDICATIVE 
MASTERPLAN 
STRUCTURE DIAGRAM
P.0626_51-1

SUSTAINABILITY 
• Provision of a mix of uses which cater for the everyday needs of the 

new residents including work, education, leisure, recreation and retail 

activities whilst respecting and assisting in the regeneration of the 

area;

• Provision of a range of house types, tenures and sizes in order to 

cater for choice and a variety of households; 

• Provision of Sustainable Urban Drainage Systems as part of the flood 

mitigation proposals;

• In-built ‘robustness’ – the ability of the development, including 

individual buildings, to adapt to changes such as use, lifestyle and 

demography over time; and

• Make efficient use of land through proposing a development with an 

appropriate density.

DESIGN CONCEPT AND EVOLUTION
5.3 The development principles have been used to prepare a series of 

concepts that set out the broad distribution of land uses across the site, 
which respond to the assessment and evaluation sections and are used 
to inform the design proposals.
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A SUSTAINABLE MASTERPLAN STRUCTURE
5.4 The proposals will reinforce the sense of place by utilising the qualities 

of the townscape and landscape setting with the application of a 
series of sustainable structuring concepts to inform the design of the 
development. Whilst the approach to sustainability is covered more 
widely in the Sustainability Statement which has been submitted with 
the Application, the key sustainable structuring concepts to achieve 
these are as follows: 

Sustainable Structuring Concept 1: A new link road

5.5 Nunn Mills Road will be upgraded to become a new link road (or ‘Main 
Street’) connecting to Bedford Road to the north and allowing for a 
future connection to the Ransome Road to the south. This will provide 
new highway access points to key features within the new development 
such as the community hubs and local centres. The new main street 
will promote a sense of place and will link the new residential areas 
with the existing road network.

Sustainable Structuring Concept 2: Pedestrian and cycle links

5.6 There are several important pedestrian and cycle links within the 
vicinity of the site providing excellent opportunities to connect the site to 
its surrounding context and beyond. A public right of way runs through 
the centre of the site along the disused Nunn Mills Road (the right of 
way ends just south of the river although the path continues northwards 
over the river and connects to Bedford Road); this will be retained. 

5.7 It is also understood that the disused railway line may, in the future, 
become a sustainable transport corridor (Policy 8 of the CAAP calls this 
a Safeguarded Public Transport Route and states: “Within the existing 
railway corridor… sufficient land will be safeguarded to provide for its 
use as a continuous public transport / cycle / walking route between 
Brackmills and Castle Station.”). The development will be designed to 
take advantage of this. 

Sustainable Structuring Concept 3: Residential-led scheme

5.8 The development proposals will be residential led with housing as the 
primary use on the site in helping to deliver a scheme that helps to 
regenerate the southern quarter of the town.

5.9 The proposed scheme will provide up to 750 dwellings. The new 
housing area will provide a natural extension to surrounding residential 
areas with clear and direct links and gateways making this a highly 
legible scheme. New housing will benefit from the attractive views of 
the landscape setting provided by the River Nene and along new green 
corridors, creating areas of value and quality

Sustainable Structuring Concept 4: Green corridors

5.10 In order to provide maximum accessibility on-site for pedestrians and 
cyclists between the new housing areas and complementary uses, 
a network of multifunctional linear green corridors is proposed. As 
well as enhancing connectivity, these will also provide an attractive 
landscape setting allowing space for trees to develop tree canopy cover 
in and around the development. 

5.11 Green corridors will also travel in an east-west direction along the 
River Nene to enhance pedestrian connections along the southern edge 
of the town centre, which also provides wider links to neighbouring 
residential areas.

Sustainable Structuring Concept 5: Community hub

5.12 The scheme will incorporate a new community hub in the form of the 
restored locomotive buildings set within a landscaped urban park, and 
an adjacent mixed-use area, all with the potential for a wide variety of 
uses including; a visitors centre and cafe. The development of this area 
has been given careful consideration and the proposals respect the 
surrounding environmental and contextual features by retaining and 
rejuvenating key characteristics wherever possible, allowing visitors 
and residents to engage with the sites historical richness. The hub is 
located at the convergence of new sustainable movement corridors and 
is easily accessible from the proposed housing areas, creating a ‘heart’ 
for the wider site consisting of Avon Nunn Mills (north) and Ransome 
Road (south).
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Constraints and opportunities 
associated with the proposed 
development on the site

DESIGN PROPOSALS

6 This section of the report sets out 
the design proposals for the site
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LAND USE 
PARAMETERS PLAN
P.0626_04-23
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USE & AMOUNT OF DEVELOPMENT

RESIDENTIAL - UP TO 750 DWELLINGS (CLASS C3) 
6.1 The proposed residential development covers 12.7ha of the site.

6.2 The average net density across the site is likely to be up to a maximum 
of 59 dwellings per hectare (dph); within this there is the flexibility 
to have a spread of different densities across the site, with a higher 
density adjacent to the existing urban areas to the west and north, and 
a lower density to the east. The proposed densities result in an efficient 
use of the site whilst at the same time assimilating the development 
into the surrounding areas. A range of properties with varying types, 
sizes and tenures will be provided in order to accommodate a number 
of household types, resulting in a hierarchy of dwellings ranging from 
larger, detached houses with larger plots to smaller terraced houses 
and apartments, promoting variety in the streetscape.

AFFORDABLE HOUSING
6.3 An element of affordable housing is expected within the development. 

This will include affordable rented, shared ownership and low 
cost / reduced cost market housing. Details of the precise tenure 
arrangements will be agreed through consultation with NBC and will be 
informed by the affordable housing provisions contained within a future 
Section 106 Agreement. 

MIXED USE - LOCAL CENTRE
6.4 A mixed use local centre covering 0.3ha is proposed adjacent to the 

Grade II listed locomotive shed and urban park, creating a destination 
within the heart of the wider Avon Nunn Mills site; the other will be at 
the north-western end of the site close to the main north-south link 
and future bridge over the river, this being a key location for an active, 
river-frontage zone. A diverse mix of uses will contribute towards 
making both these areas interesting and vibrant.

6.5 It is anticipated that the local centre will complement existing retail 
facilities in the area rather than competing with them, providing a range 
of small-scale facilities within convenient walking distances of the new 
dwellings. The local centre could include a local food store, retail and 
community uses; the use classes for which permission is being sought 
are: 

A1 - A5 (Shops; financial and professional services; restaurants and  
  cafés; drinking establishments; and hot food take-aways)

B1 Businesses (office, research and development and / or light  
  industry)

C3 Dwelling houses

D1 Non-residential institutions

EMPLOYMENT
6.6 The employment land is situated adjacent to the existing Avon European 

Headquarters building, as this is an appropriate association in terms 
of character and use (office). Alongside Avon, it forms a broad zone 
between the two major north-south vehicular / pedestrian links 
through the site and continues the principle of a river-facing frontage 
established by the Avon development. It will provide opportunities for 
employment to the local residents and those living within the wider 
area.

6.7 1.4ha of employment land is proposed in this area, with an additional 
1ha of residential development included within this land-use zone.

LISTED BUILDINGS RESTORATION
6.8 The grade II listed buildings on the site will be restored and the 

proposed planning use class will be D1.

06 DESIGN PROPOSALS
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GREEN 
INfRASTRUCTURE 
PARAMETERS PLAN
P.0626_07-4
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PUBLIC OPEN SPACE AND GREEN INfRASTRUCTURE
6.9 The CAAP promotes use of the various existing parks and green 

spaces in the vicinity (in particular Becket’s Park, Delapre Park, and 
Midsummer Meadows) the are however, opportunities for publicly 
accessible spaces and ecology orientated areas within the site as part 
of the Green Infrastructure Strategy.

6.10 According to Natural England, Green Infrastructure (GI) is “a 
strategically planned and delivered network of high quality green 
spaces and other environmental features. It should be designed 
and managed as a multifunctional resource capable of delivering 
a wide range of environmental and quality of life benefits for local 
communities. Green Infrastructure includes parks, open spaces, 
playing fields, woodlands, allotments and private gardens….”. It goes on 
to say that 

“Green Infrastructure can provide many social, economic and 
environmental benefits close to where people live and work including:

• Places for outdoor relaxation and play

• Space and habitat for wildlife with access to nature for people

• Climate change adaptation - for example flood alleviation and 
cooling urban heat islands.

• Environmental education

• Local food production - in allotments, gardens and through 
agriculture

• Improved health and well-being – lowering stress levels and 
providing opportunities for exercise

Green Infrastructure should be provided as an integral part of all new 
development, alongside other infrastructure such as utilities and 
transport networks.”

6.11 A Green Infrastructure Study has been produced to accompany 
the planning application and it sets out the wider strategies, which 
have informed and influenced the approach to GI on the site. The GI 
Parameter Plan shows the most important areas of green space, which 
will fulfill the key functions of GI by creating multi-functional linear 
green spaces, which combine footpaths and cycleways linked with 
‘pocket parks’ and small areas of play with a focus on natural play. The 
GI proposals make provision for the connections to the river crossings 
identified in CAAP policy 28, making allowance for continued movement 
to the surrounding open spaces for the new community, at the same 
time as reinforcing, preserving and protecting the already established 
habitats in and around the site.

6.12 Whilst the hard and soft landscape schemes will be designed in detail 
at the Reserved Matters stage, the intention is to create a high quality 
yet functional environment that is inclusive and safe, yet interesting and 
exciting. The green routes could provide opportunities for a number of 
elements and features, such as public art (this could be developed as 
part of the town-wide strategy), signage (developed alongside public art 
through a site-specific strategy); and education and interpretation.

6.13 For further information regarding the Green Infrastructure, please refer 
to the Green Infrastructure strategy that accompanies this application.
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ACCESS & 
MOVEMENT 
PARAMETERS PLAN
P.0626_07-2
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LAYOUT & ACCESS

PROPOSED MOVEMENT AND ACCESS
6.14 The Indicative Masterplan shows the disposition of land uses and 

the proposed structure for movement within the development. A well 
connected movement network, accessible by all users, is proposed 
which helps ensure that all areas of the development are easy to 
navigate, safe and secure. The movement hierarchy clearly defines 
the main routes and helps achieve a permeable layout. The hierarchy 
recognises the need to combine the function of the street as a 
movement corridor alongside its place function.  The importance of 
each of the street types in terms of its movement and place function 
varies within the hierarchy. Streets are defined by the building layout, so 
that buildings rather than roads dominate.

6.15 The development proposals have been influenced by “Manual for 
Streets 1 & 2” which encourages designers to move away from 
standardised prescriptive measures and adopt a more innovative 
approach in order to create high quality places for all users, ages and 
abilities.

PRIMARY VEHICULAR ACCESS
6.16 In addition to the main north-south Main Street, primary access will 

be provided along the southern frontage of the Employment Area and 
will link to a second north-south link on the western side of the site. It 
is also expected , as mentioned earlier, that access to a first phase of 
development (up to 100 homes) will be gained from New South Bridge 
Road. This access will be used until the new Main Street is constructed 
and fit for use, beyond this point the access to the site from New 
South Bridge Road will be closed of to all traffic apart from emergency 
vehicles (pedestrian and cycle access will also be maintained).
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INTERNAL STREET HIERARCHIES
6.17 The plan opposite illustrates the location and hierarchy of the internal 

streets within the proposed development. As already described, the 
main vehicular access will be from the A428 Bedford Road to the north 
of the site. Traffic entering the site will pass over new bridge structures 
crossing the River Nene and enter the site at the northern end of 
the Main Street before travelling further into the site by a network of 
Primary and secondary roads. Internal streets will become integral 
features within the home zones proposed to the east of the site. The 
hierarchy includes the following streets:

• The Main Street,

• Primary Roads,

• Secondary Roads,

• The Boulevard

• Eastern Edge Road,

• Home Zones.

STREET HIERARCHY 
PLAN
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INDICATIVE PROPOSED VIEW OF EASTERN RIVERSIDE

EXISTING VIEW OF EASTERN RIVERSIDE
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THE MAIN STREET
6.18 The Main Street (formally known as the Spine Road) is the main 

vehicular route through the site and connects to the A428 Bedford Road 
to the north and the Ransome Road site to the south.  

6.19 The alignment of the Main Street is based on the route taken by 
the previously developed Halcrow road scheme, which was granted 
permission by NBC in December 2011. However, the design approach 
taken in this instance is one where significantly greater consideration is 
given to cycle and pedestrian use with the design aim to create a vibrant 
street linking a series of spaces. 

6.20 The carriageway will be divided by a planted verge forcing traffic 
wishing to enter the Avon HQ down towards and around a new urban 
space or square, creating a left in, left out only arrangement. Other than 
the Avon HQ, there will be direct access to the surrounding built form 
along the eastern edge of the Main Street will be residential and the 
south-west corner of the Main Street will be the local centre. 

6.21 The disused railway corridor was decommissioned in November 2012 
and the proposed development now assumes the road crossing of 
the rail corridor to be at grade. Road speed along the Main Street is 
proposed as 20mph.

INITIAL DESIGN 
CONCEPT
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PRIMARY STREETS
6.22 The primary streets feed both Avon Nunn Mills West and East via the 

urban square.

6.23 These roads are characterised by a more regular street pattern with 
built form set closer to the back edge of the pavement and planted 
verges separating the footways from the highway.

6.24 Dwellings will be accessed directly from the carriageway with 
occasional on street parking for visitors. The proposals allow for direct 
access from the Primary Road to the west of the urban square in to 
the Employment car parking facilities. Also from these primary roads 
the secondary roads will provide access to the residential cores and 
the Community Hub consisting of the Locomotive Shed and the Local 
Centre.
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SECONDARY STREETS
6.25 The secondary streets are accessed from the primary roads, the Main 

Street and also link to the Boulevard and act as intermediate roads 
throughout the development providing access to quieter shared surface 
Home Zones and private drives.

6.26 The roads are characterised by a built form set closer to the back of the 
edge of the pavement separated by foot / cycle ways. Each road would 
have one side with a planted verge.

6.27 Dwellings will be accessed directly from the carriageway with 
occasional on street parking for visitors. Pinch points and raised tables 
with rumble strips will encourage slower motorist speeds. Raised 
tables are to consist of varying surface materials to alert motorists to a 
change of environment. 
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THE BOULEVARD
6.28 The Boulevard is the key route taken through the site by pedestrians 

and cyclists between the Town Centre and Delapre Abbey and was 
identified as a strategic route of movement under CAAP Policy 28. The 
Boulevard will be a shared surface street where the carriageway is 
separated from the footpaths by wide planted verges. 

6.29 Emphasis will be placed on foot and cycle use therefore deterring 
motorists from using the road. However, vehicular use will be catered 
for, as access to the western residential core will be made possible 
from the Boulevard.

6.30 The roads are characterised by a built form set further back of the 
edge of the central pavement, separated by foot / cycle ways and wide 
planted verges. Planting is proposed to both sides of the Boulevard for 
its entire length.

6.31 The Boulevard will connect with the Plaza space to the north and the 
Railway Urban Square to the south. The Plaza will make allowance 
for connection with the foot bridge, also identified under CAAP Policy 
28 and also allow for a continuation of the foot / cycle ways across the 
disused rail corridor into the Ransome Road site, towards Delapre 
Abbey.

RIVER NENE
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DISUSED 
RAILWAY

LISTED

A

A

INDICATIVE LAYOUT - 
NEW BOULEVARD
P.0626_07-2
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THE EASTERN URBAN LANE
6.32 The eastern edge of the proposed development will have built form 

overlooking the River Nene and beyond to Midsummers Meadow. 
Access to the Eastern Edge will be made from a primary street with 
Home Zones.

6.33 The existing vegetation along the riverbank will be protected by a fence, 
which in turn will be screened by additional planting. The proposed 
riverside foot / cycle path will meander through the designated open 
space. The route will be separated from the private driveway by another 
planted verge. 

6.34 The lanes will be characterised by the built form being set back from 
the edge of the carriageway and parking will be on-plot with occasional 
visitors parking alongside the lane.

6.35 Variations in the width of the carriageway will be created via pinch-
points and planted verges. By creating more of an ambiguous space 
with no clear carriageway, its forces the motorist to first reduce their 
speed and secondly become deterred from future use if not a direct 
resident, ultimately creating a safer environment for pedestrians to use.
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THE HOME ZONES & EASTERN EDGE LANE
6.36 The Home Zones are located within the quiet residential areas and 

are characterised by buildings set back at varying distances to create 
a more interesting street scene. The built form will define the street 
creating informal spaces rather than a road perceived as a standard 
road.

6.37 Trees and planting will be strategically positioned to help motorists 
navigate the space and soften the use of hard paving materials. The 
Zones will contain a mix of on-street parking for visitors and on-plot 
parking for residents design to an informal manner broken by soft 
landscaping.

6.38 Each Home Zone will have bollards positioned parallel to dwellings 
which have the shared surface treatment applied directly up to 
the buildings, to prevent residents from parking directly in front of 
dwellings. Where vehicle through-movement is not required then 
bollards are also proposed at intervals along each of the streets to 
prevent through-access, which will deter motorists as using the Home 
Zones as short cuts. 
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PRIMARY fOOT / CYCLE ROUTES THROUGH OPEN SPACE
6.39 As previously mentioned, the CAAP emphasised that rather than 

making provision for extensive public open space on site, the design of 
the new development should encourage residents to enjoy the various 
existing parks and green spaces in the vicinity (Becket’s Park Delapre, 
Midsummer Meadow etc.) by providing substantial and strategic green 
space corridors with associated footpaths that linked to them.

6.40 A key green space corridor envisaged in the CAAP is a link from the 
town centre to Delapre. It would run along the west side of Becket’s 
Park (close to the branch line of the disused railway), cross the river 
by way of the small island where there is an existing lock, continue 
through the site, cross the railway (at-grade) and run through the 
Ransome Road site to eventually arrive at Delapre Abbey. The scheme 
layout shows this corridor as a landscaped boulevard starting at the 
north-western edge of the site where the proposed local centre is 
situated close to the river. This would be a lively plaza or urban square 
with views over the river to Becket’s Park and the marina, linked to the 
town centre by a future new bridge, and it could become a well-used 
and vibrant focus of activity for the local community both during the day 
and in the evenings.

6.41 Another key green space corridor is the east-west footpath and cycle 
route proposed along the south side of the river, linking the above route 
from the plaza to the road bridge over the Nene and the local centre 
proposed east of the main street. By crossing the river at this point, the 
route will join up with National Cycle Route 6 and the Nene Way, which 
run along the north side of the river in this area. This link will continue 
around the eastern edge of the site adjacent to the landscape buffer 
along the river’s edge, turning southwards to the continuation of the 
landscape buffer on the north side of Hardingstone Dyke.

6.42 The strategic north-south footpath and cycleway along the main street 
has been described above, and this is also (in part) a public right of way. 
A second east-west footpath and cycle route will be established to link 
New South Bridge Road (at the western edge of the site) to the future 
bridge over the river to Midsummer Meadow.

PARkING 
6.43 Parking should be designed in line with the guidance contained within 

the  Manual for Streets. An assessment of the car parking ownership 
of the area should be made and used to identify the split between 
unallocated and allocated parking and a balanced approach adopted, 
this will ensure that adequate parking is designed into the scheme from 
an early stage, is conveniently located and distributed efficiently. 

6.44 Courtyard parking within the development blocks should be designed 
so that they have their own sense of place and will serve only a limited 
number of units, thus creating a private well defined area with good 
surveillance from dwellings. Parking in these courts should also be 
provided so that parking is convenient for the user to promote its use. 
Generally, there will be only one vehicular access point preferably 
through the building line. These areas will be overlooked by properties 
in order to increase perceived and actual safety. 

6.45 The majority of allocated parking will be provided on-plot and is 
generally located to the side of dwellings within an individual parking 
bay and/or garage set just back from the building line to allow ease of 
access to dwellings. 

6.46 Parking and cycling parking numbers will be provided in accordance 
with the appropriate standards.

CONTINUITY AND ENCLOSURE
6.47 The design of the development proposals are broadly based on the 

principle of perimeter blocks that provide a strong frontage to the 
public realm whilst protecting the amenity of existing residents.  This 
continuity assists in defining the public realm, promotes an active 
street scene and helps to create a safe and attractive environment. 
Where possible, proposed dwellings form a continuous building line 
with adjacent existing dwellings in order to minimise overlooking and to 
incorporate the new development into the existing urban form without 
forming any physical barriers. The new development will provide 
frontage over the proposed areas of public open space and also provide 
surveillance over new urban spaces.

6.48 The design solution for the site reflects the variety in townscape form 
that can be seen in the area. It is expected that significant numbers of 
dwellings will have front elevations close to the back of the pavement 
(within 2 metres) in order to create a sense of enclosure. However 
as this is an edge of the town centre location some streets, could 
incorporate a more open aspect with elevations set back behind more 
traditional front gardens. In locations where gable ends of houses 
adjoin the street, additional windows may be incorporated on these 
elevations to reinforce the level of surveillance of public areas.

6.49 Development plots will be defined by a range of boundary treatments 
including walls, bollards, railings and hedging, depending upon their 
location, in order to clearly define public and private spaces. 
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BUILT FORM DESIGN FRAMEWORK

KEY FRONTAGES
6.50 Key frontages will be particularly prominent and critical to the 

appearance of the development. Particular attention will be paid to the 
massing materials and architectural detailing of the buildings framing 
key open spaces and streets to ensure these buildings have frontages 
that would contribute towards creating a unique and memorable 
experience of distinctive quality and character.  These frontages should 
be designed as a composition to provide a cohesive element to the open 
space and consider the surrounding built form. Key buildings frontages 
are also highlighted that will be more prominent and visible from public 
routes.

LANDMARK BUILDINGS
6.51 Landmark buildings, focal points and a clear hierarchy of routes and 

intersections are considered to increase the legibility of development. 
Legibility refers to the degree to which people can understand and 
identify with the built environment. Building and layout design, planting 
and views will be utilized to form visual focal points and create 
identifiable routes.

6.52 Landmark buildings are identified that should be designed to be 
distinctive from the adjacent built form, they can be designed utilising 
variations in materials, colour, frontage treatment, architectural styles 
and do not necessarily dictate the need for increased height. The 
locations of for the Landmark building as well as the existing Avon HQ 
landmark building are shown on the Built Form Framework Plan.

VISUAL STRUCTURE
6.53 The proposals for the built framework aim to provide a coherent overall 

visual structure for the development, emphasising the important 
features of the plan and providing containment of spaces and openness 
to the surrounding parks and the River Nene to the north of the site.

6.54 The principles for the visual structure for the development comprise:

• To allow open views across the River Nene, towards the surrounding 

parks;

• For the riverside built form to have a dominant visual presence;

• For main internal views to focus on prominent buildings which are 

taller and/or architecturally distinctive;

• For landmarks to be created adjacent to open spaces as visual 

features to help structure those spaces and

• For landscaping to be used to terminate views and screening 

unsightly features.

GATEWAYS
6.55  The gateways represent built development entrances into the 

development and are formed by significant buildings flanking the main 
streets that access the development. The gateways will be expressed 
through prominent corner buildings, which enclose entrance greens 
and overlook open space.

KEY SPACES
6.56 Key spaces are located within the Masterplan to mark points along 

the main streets creating recognisable landscaped spaces primarily 
at points of transition between areas or where development areas are 
large enough to need internal spaces to assist legibility.

KEY BUILDING CORNERS
6.57 Buildings that are turn key corners will become focal points and should 

also provide animation and surveillance with both sides of the building 
facing the public realm.
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APPEARANCE AND CHARACTER
6.63 Following a detailed assessment of Northampton and its environs, 

materials and details have been identified that exhibit local 
architectural quality and these will be incorporated in the further 
detailed design of the new development. This will ensure the 
architectural response of the proposal reflects traditional local 
character, rather than the more recent development in the immediate 
surroundings.

6.64 Character areas have been defined within the development that will 
help to achieve the creation of a sense of place. The proposed character 
areas for the development are as follows:

• CA1 Western River Frontage

• CA2 Eastern River Frontage

• CA3 Main Street

• CA4 Southern Edge (Former Railway Frontage)

• CA5 Avon Nunn Mills Western

• CA6 Avon Nunn Mills Eastern 

6.65 Each character area will contain its own individual design elements, 
which aid in making it distinct from other areas. It will include built 
form principles, changes in height, set backs, landscape treatments, 
architectural detailing, colour and use of materials. The boundaries 
between character areas are not prescriptive and will naturally evolve 
as the detailed design progresses.

ARCHITECTURAL DETAILS & MATERIAL PALETTE
6.66 Many local buildings are simple and well proportioned in their 

appearance and execution with significant amount of repetition. These 
characteristics can be applied to the proposed development. For 
example, floor plates, windows including bays and front doors, all read 
in very obvious horizontal and vertical planes. Decoration tends to be 
used sparingly but as a result its impact can usefully add interest to 
elevations and reflect the appearance of a well-regarded development. 
The strategic use of good quality materials will take precedence 
over any ornate detailing as to display a significantly contemporary 
development of architectural merit.

6.67 Materials recommended for use within the development should consist 
of contemporary and traditional material, used in conjunction to create 
strong architectural characters. The strategic use of brick is of key 
importance as this will aid in a link to the historical context of the site, 
which can be seen on the retained locomotive shed and office. The use 
of glass will also be of key importance as to regulate the transition of a 
higher percentage of glass to the street façade in the employment and 
community hub areas and less in the residential cores.

6.68 Surface materials that are firm, durable, smooth and slip-resistant 
in all weather are to be utilised within the development, particularly 
on footways, cycleways and parking areas. Different materials are 
proposed in order to distinguish between pedestrian/cyclist and 
vehicular routes. The use of simplistic, high quality detailing though the 
use of building and surface materials is promoted within the context of 
the proposed character areas and the surrounding development.

SCALE AND DENSITY
6.58 As previously stated, the development proposals achieve an average 

density across the site which is likely to be up to a maximum 59dph 
which accords with Government guidance on ensuring the efficient use 
of land, yet is reflective of the scale of the local area.

6.59 As discussed, a variety of house types, tenures and sizes are provided 
which will assist in creating a balanced community as a variety of 
households can be accommodated thereby minimising the potential of 
social exclusion.

BUILDING HEIGHTS AND MASSING
6.60 The proposed development will have a range of building heights and 

massing, but a hierarchy has been established at this outline stage 
based on the findings of the site and townscape assessments and 
consultation with the stakeholders. 

6.61 In principle, the tallest building on the site will be the existing Avon HQ, 
which stands approximately 26.8m above ground level (58.4m AOD at 
this point). It was felt that this iconic building should be respected as 
the catalyst for regeneration and remain a key focal point.

6.62 Apart from the Avon HQ, the tallest buildings on the site will be kept 
to a broad zone covering a long section of the river frontage and the 
employment area, to include the local centre and plaza at the north-
western edge of the site as well as the area of residential development 
to the east of the Main Street directly opposite the Avon HQ building. 
As set out in the CAAP, the Avon HQ will be mirrored by taller buildings 
here, creating a distinctive gateway into the site. The majority of these 
buildings will be up to five stories with a maximum ridge height up to 
22m above ground level. It should be noted that ‘ground level’ here is 
taken to be a maximum of 1m above the existing ground level to allow 
for ground rising. 
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CA1 wESTERN RIVER fRONTAGE
6.69 The western river frontage will become a key destination and therefore 

the character of this area must read as a significant and memorable 
space with the proposed buildings displaying strong, contemporary 
distinctive facades.

6.70 The Area use to the west of the existing Avon HQ will be a mix of 
employment and residential. The river frontage will be predominantly 
office frontage with building heights between 4 and 5 stories. 

6.71 The built form in this area will be well linked with both the footpaths 
along the rivers edge and the ‘Boulevard’ both connecting to the plaza 
area, which will become a key nodal point not only for the site but within 
the wider movement network of Northampton Town.

6.72 The Plaza created at the connection between the proposed river 
crossing, river footpath and the Boulevard, will become an active area 
for people to meet, gather, relax and experience the riverside.

6.73 The proposed mixed-use located on the corner of the built form, could 
be in the form of a café/bar/restaurant, which can spill out into the 
plaza, creating constant activity.

6.74 Strategic Landscaping will reinforce the existing riverside habitat. 
Formal footpaths, seating and varying ground treatment will create 
destination between the urban Plaza and the natural edge. 

INDICATIVE VIEwINDICATIVE ELEVATION
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INDICATIVE VIEW OF THE PLAZAINDICATIVE VIEW OVER EXISTING VIEW
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CA2 EASTERN RIVER FRONTAGE
6.75 The Eastern River frontage is intermittently visible from the adjacent 

A428 Bedford Road and the built form will reflect its importance as a 
new, contemporary development and destination.

6.76 The area use to the east of the Avon HQ will be residential with 
building heights consisting of 2.5 to 5 stories. A 5 storey element will 
be positioned directly opposite the Avon HQ and will be of architectural 
merit, primarily to create a gateway into the proposed development.

6.77 The built form along the eastern riverfront will display contemporary 
and consistent architectural details and materials with a distinctive 
roofscape creating a strong riverfront character. The built form will be 
set in block formation broken by streets, which will allow for views in 
and out of the site.

6.78 The open space along the eastern river frontage will be different to 
that of more regimented footpaths along the western river frontage. 
The open space will be of an informal character with the existing river 
side habitat untouched by development, foot/cycle paths will meander 
along the edge of the built form albeit, restricted from encroaching on 
the river bank. Variations will also be introduced to the highway with 
a change in service treatment to establish areas to be perceived as 
private driveways.

PROPOSED VIEW OF EASTERN RIVERSIDE

EXISTING VIEW OF EASTERN RIVERSIDE

INDICATIVE ELEVATION
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WALKWAY



80 AVON NUNN MILLS - DESIGN & ACCESS STATEMENT

CA3 THE MAIN STREET
6.79 The Main Street as mentioned in earlier sections is the main route 

through the site, connecting with the A428 Bedford Road via an 
improved road junction to the north, and to the Ransome Road site to 
the south.

6.80 The Main Street (otherwise referred to as the Spine Road) has been 
based on a design lead approach. The highway and foot / cycle ways 
have all been separated by planted verges.

6.81 At the point of where the Main Street crosses the River Nene, the 
Avon HQ and the proposed built form will create a prominent gateway 
entrance. The proposed built form will be for residential use and will 
range between 3 and 5 stories.

INDICATIVE VIEw

INDICATIVE ELEVATION
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INDICATIVE 
LAYOUT - NEW 
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P.0626_07-2
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CA4 SOUTHERN EDGE
6.82 The southern edge along the former disused railway corridor will defer 

from west to east in terms of scale, density, use, planting and access. 

6.83 The western section of the southern edge will contain residential 
against the site boundary. The Listed Buildings and proposed local 
centre will be located to the west of the Main Street. Building heights in 
this region will be up to 3 stories. 

6.84 The eastern section use will be residential with building heights ranging 
between 2 and 3 stories. The buildings built along the southern edge 
will all overlook the disused railway corridor and the retained landscape 
features including the Hardingstone Dyke.

INDICATIVE ELEVATION

SOUTHERN BOUNDARYINDICATIVE ELEVATION
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CA5 AVON NUNN MILLS WEST
6.85 The western section of the scheme will display urban characteristics in 

the built form, facade treatment and the treatment of open space. 

6.86 Avon Nunn Mills West contains both areas of employment and 
residential uses. Car parking serving the employment will be contained 
behind the built form in an area directly adjacent to the Avon HQ car 
parking.

6.87 The buildings in this area will display contemporary architectural 
details, utilising a range of quality materials creating an area of 
architectural merit.

6.88 The key feature for this character area is the feel of an urban core 
with housing more densely distributed with a greater scale of height. 
Housing in this region will include apartments with balconies 
overlooking the internal streets increased a perceived sense of security 
and 24 hour activity. 

INDICATIVE ELEVATION
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INDICATIVE POCKET PARK
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CA6 AVON NUNN MILLS EAST
6.89 The eastern section of the scheme will display informal characteristics 

in the built form, facade treatment and the treatment of open space. 

6.90 Avon Nunn Mills East makes up most of the eastern half of the site, 
with the sole use being residential with the built form being generally 
lower in density. The proposals for this area will contain ‘Home Zones’ 
with informal streets linked to the more standardised primary and 
secondary roads. Car parking will mainly be on-plot.

6.91 The key feature for this character area is the feel of a traditional 
victorian street with the urban grain broken up by landscape 
interventions including pocket parks and foot / cycle ways.

INDICATIVE 
VIEw
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INDICATIVE POCkET PARk
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LANDSCAPE STRATEGY
6.92 Successful green spaces can help create more attractive towns 

and cities, increase land values and provide safer routes. From an 
ecological perspective they can also increase sustainable drainage as 
well as providing better microclimates and enhance biodiversity. The 
green spaces within the outer margins of the development will help 
promote a distinct sense of place, address a range of environmental 
issues and also be able to accommodate a variety of recreational and 
ecological uses. The CABE advise outlines the following 8 qualities for 
open spaces to function successfully:

• Sustainability;

• Character and distinctiveness;

•  Definition and enclosure;

• Connectivity and accessibility;

• Legibility;

• Adaptability and robustness;

•  Inclusiveness; and

•  Biodiversity

6.93 The overarching aims of the Landscape Strategy at Nunn Mills are as 
follows:

• To create a positive landscape structure which integrates the 

proposed development into the context of the surrounding area;

• To contribute positively and enhance the existing green infrastructure 

on the northern side of the River Nene;

• To create an attractive setting for the new and existing (surrounding) 

properties;

• To minimise any adverse visual effects and wherever possible to 

enhance the view from sensitive visual receptor locations;

• To enhance the biodiversity of the site through the creation of new 

habitats and green links;

• To enhance informal recreational opportunities within the site;

• To create a network of public open spaces which provide an 

opportunity for the enjoyment and understanding of the natural and 

cultural heritage of the site;

• To provide an attractive gateway development on the eastern 

approaches to Northampton; and

• To facilitate a green link between the town centre and Delapre Abbey 

and Parkland.

6.94 Further details can be found in the Green Infrastructure Strategy 
document.

INDICATIVE POCKET PARK
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fULL PLANNING & LISTED BUILDING 
APPLICATION

INTRODUCTION
6.95 As part of the wider Outline Application, a Full Planning Permission 

and Listed Building Consent for the redevelopment of the grade 2 listed 
former locomotive shed and within the curtilage the locomotive office, 
is also submitted.

6.96 The information submitted in support of this application is listed below:

• P.0626_13-2 Site Location Plan

• P.0626_14-1 Topographical Survey Plan

• 12022-100-01GF Survey of Locomotive Shed Floor Plan

• 12022-50-02GF Survey of Locomotive Office Floor Plan

• 12022-100-03E Survey of Locomotive Shed Elevations

• 12022-100-04E Survey of Locomotive Office Elevations

• P.0626_24-1 Demolitions Plan

•  P.0626_25-2 Proposed Site Plan

• P.0626_28-2 Locomotive Shed Proposed Floor Plans

• P.0626_29-2 Locomotive Shed Proposed Elevations

• P.0626_30-1 Locomotive Office Proposed Plan & Elevations

• P0626_41-2 Locomotive Shed Detailed Section

• P.0626_46-1 Locomotive Office Detailed Section

• P.0626_47-1 Locomotive Shed Detailed Window Elevations

• P.0626_48-1 Locomotive Office Detailed Window Elevations

• P.0626_49-1 Locomotive Shed & Office Door Proposals

• P.0626_52-1 Proposed Site Section A-A

• Historic Building Recording with photographic appendix

• Structural Survey with photographic appendix

• Ecology Statement

• Contamination Statement

• Flood Risk Assessment

CONTExT
6.97 The locomotive shed and office buildings are located to the south of 

the Avon Nunn Mills site, and to the north of the decommissioned 
Railway corridor. The buildings are currently confined to a securely 
fenced compound and have become heavily overgrown. The buildings 
were erected in 1873 and are found on the Ordnance Survey Map of 
1886 (Fig.3). Smaller outbuildings were added more recently and are 
of no architectural important, these will be demolished as part of this 
application.

6.98 The listing detail describes the locomotive shed as:

“Railway locomotive shed, now disused. 1873 for Midland Railway. 
Polychrome brick with corrugated sheet roof. Single Storey; 
15-window range of iron-framed windows with white brick round-
arched heads and margin and triangular glazing. Stone sills and blue 
brick sill bands. The last window on the right to front and rear and 
the windows on the right end are blocked. The windows on the long 
sides are set within a blind arcade of white brick arches on red brick 
pilasters. Plinth and dentilled eaves cornice. Rear similar. Slightly 
remodelled lower range with pedestrian entrance on right end. 
Left end has wide door frame under segmental arch, the iron lintel 
supported on central iron pier. The left half is blocked, the right Is 
open.

Interior retains the original roof structure with wooden principals, 
collars and purlins and metal bracing and tie rods. Minor damage to 
roof structure in the 6 western bays from a 2000 fire. A rare and little 
altered example of a Midland Railway locomotive shed”.

6.99 The nearby office building, previously thought to have also been 
destroyed, is situated to the west of the locomotive shed by 30m 
(approx.) and displays the same architectural characteristics of the 
locomotive shed apart from the roof structure which comprised of 
timber trusses with slate roof tile covering. The office building also has 
a brick built chimney.

6.100 Further information regarding the historical context of the locomotive 
shed and office buildings are contained within the Heritage Statement 
submitted as a supporting statement.

6.101 As mentioned in the building description, a fire in 2000 destroyed 
a section of the roof, including the roof trusses. Other than the fire 
damage, both buildings have suffered from severe plant growth 
covering the walls, floors and along the eaves. Root damage has 
occurred along areas of the dentil, coursing pushing bricks up and out 
of line. Plant growth along the edge of the building from the ground will 
require further investigation. Mortar pointing and patches of brickwork 
faces have also suffered from water damage.

6.102 Whilst the buildings have suffered damage from fire, plant growth 
and water ingress, the masonry is in very good condition including the 
existing roof timbers to the locomotive shed. However, the roof to the 
locomotive office is beyond a repairable state and will require removing 
from the wall plate up.

6.103 Further information concerning the building integrity is contained 
within the Structural Survey submitted as a supporting statement.
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fULL PLANNING & LISTED BUILDING 
APPLICATION

SCHEME PROPOSALS: LOCOMOTIVE SHED
6.104 The brick-built locomotive shed building approximately 54.2m in 

length and 11.9m wide will be restored to perform as a visitors centre 
with flexible café and exhibition space. Other functions will include 
kitchen and toilet facilities with staff quarters and plant room. The 
building is single storey, but stands approximately 9.3m tall. The key 
characteristics of this building is the internal full high space with the 
hybrid roof trusses on display, and the repetitive façade details of the 
brick arches and ornate iron-framed windows to the north and south 
façades.

6.105 The proposals include for new internal spaces, formed from full height 
interstitial glazing panels underneath two new mezzanine floors (except 
for the toilets which will be of timber stud construction). In addition 
to the glazed panels to the underside of the mezzanines, the edge 
protection will also be glazed, therefore reducing the impact of the 
internal built form within an otherwise open space, thus minimising 
views to the roof structure and along the building.

6.106 The existing floor slab will be removed leaving the existing rail tracks 
and brick pathway in place. As part of these proposals, a new insulated 
concrete floor slab is to be introduced with the finished floor level at 
the same position as the tops of the rail tracks. The rail tracks shall 
remain exposed and at the same level as the new floor slab/finishes so 
to allow for unobstructed access around the ground floor space. The 
brick pathway will be added to with reclaimed bricks from the proposed 
openings and extend further across the floor plate, which can be seen 
in drawing P.0626_28-2.

6.107 The brick built external walls are in good condition. Localised repair 
work will be undertaken to remove all plant growth and where 
necessary, replace individual bricks on a like-for-like basis. Damaged 
mortar shall also be repointed where necessary. A chemically injected 
DPC will be introduced to the external walls as well as a breathable 
membrane fixed to the internal face to mitigate moisture ingress. Also, 
PIR (insulated plasterboard) will be introduced over the membrane and 
battens, to increase the thermal resistance, which will benefit the users 
by reducing heat loss, aiding in minimising energy costs, and provide a 
clean, clear and bright surface.

6.108 Certified contractors will first remove the asbestos roof covering, before 
the proposed slate covered roof is erected. The new roof coverings 
consist of slate roof tiles fixed in place over a roofing membrane, 
battens and rafters fixed over new purlins as detailed on drawing 
P.0626_41-2. In order to replace the destroyed trusses, the existing roof 
trusses will be surveyed and replicated by structural engineers at the 
detailed design stage.

6.109 The iron-framed windows will be removed to allow for localised repairs 
made to the brick opening, whilst the removed windows (if salvageable) 
shall be stripped and cleaned before being overhauled with new single 
glazing panes fixed into place and ironmongery repaired, painted white 
and then fixed back in place. 4no. of the brick arches are to be removed 
as part of these proposals with new fully glazed doors inserted within 
steel hoods fixed within the exposed archways as shown on drawing 
P.0626_29-2. It is anticipated that all ironmongery shall be subject to 
approval from the local planning authority.

SCHEME PROPOSALS: LOCOMOTIVE OffICE
6.110 The single storey rectangular office building, approximately 10.4m in 

length and 5.4m wide, will be restored to serve the D1 planning class 
uses of the locomotive shed. The structure requires significant levels of 
repair as detailed below;

6.111 As mentioned in the context section, the office building has suffered 
from plant growth and water ingress resulting in the need to completely 
rebuild the roof, including; wall plates, roof trusses, purlins, rafters, 
battens. A new roofing membrane will be introduced beneath new blue 
slate roof tiles. Insulation will be introduced between and underneath 
the rafters as to avoid the eaves and ridge heights from altering.

6.112 The masonry walls have been identified as remaining in good condition. 
However the chimney will require, taking down to approximately wall 
plate level and then rebuilding to match the existing form. The internal 
opening adjacent to the fireplace will be widened and will remain 
open. The remaining internal partition, which is a later addition to the 
original building, will be removed. The floor slab in the office will not 
be removed, but the tiled floor covering has suffered over time and 
therefore the proposals include for the damaged tiles to be removed 
and new tiles laid down.

6.113 The iron-framed windows will be removed to allow for localised repairs 
made to the brick opening, whilst the removed windows (if salvageable) 
shall be stripped and cleaned before being overhauled with new single 
glazing panes fixed into place and ironmongery repaired, painted white 
and then fixed back in place. The two door openings shall have new 
solid timber doors fixed in place with new ironmongery. It is anticipated 
that all ironmongery shall be subject to approval from the local 
planning authority.

SCHEME PROPOSALS: SITE TREATMENT
6.114 The external site treatment consists of a hard-landscaped urban 

square. The square will not have its site levels raised unlike the rest 
of the surrounding site. Staff car parking and cycle hoops are also 
included as part of the proposals. Surface drainage water maybe 
discharged into the Hardingstone Dyke. Several surface treatment 
materials will be introduced to aid in defining routes of movement 
through the site as shown on drawing P.0626_25-2. The surrounding 
planted verge will deal with the variation in topography between the 
immediate and wider sites. The boundary edge against the disused rail 
corridor will be as shown on drawing P.0626_52-1.
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RESOURCE EFFICIENCY

SUSTAINABILITY
6.115 The development design allows for a degree of flexibility (within the 

confines of the parameter plans) to respond to future changes in use, 
lifestyle and demography.

6.116 The overall development provides an inclusive community where 
sustainable development is at the forefront of the proposals. The 
development responds to the three pillars of sustainable development 
as follows:

Economic role – the scheme provides employment through its 
construction, community services (educational and health), industry and 
enterprise facilities, retail and maintenance of the community.

Social role – the buildings are high quality and mixed tenure to provide 
dwellings appropriate to social mix within Northampton and also 
new residents to the community. The clustered design and distinctive 
character areas are linked and punctuated with piazzas enabling a 
cohesive community and increasing health and well-being.

Environmental role – the rejuvenation of a brownfield site with green 
infrastructure capturing the existing ecology and biodiversity within the 
masterplan, the buildings respond to climate change through reduced 
CO2 emissions from energy consumption, resource sensitive materials, 
water efficiency measures, waste recycling and pollution mitigation 
during construction. 

6.117 The accompanying sustainability report should be referred to for 
details.

CRIME PREVENTION
6.118 Pre-application discussions with the Crime Prevention Officers 

highlighted that the site lies within an area where crime levels are 
higher than average, and as such, design strategies are required to 
mitigate the potential for criminal activity. One of the design objectives 
within item 58 of the National Planning Policy Framework (NPPF) 
states that developments should:

“create safe and accessible 
environments where crime and 
disorder, and the fear of crime, do 
not undermine the quality of life or 
community cohesion;” (point 5, item 
58, NPPF 2012)

6.119 The design proposals for the Avon Nunn Mills are based on an 
understanding of best practice guidance and reference has been 
made to the relevant documents including “Planning Out Crime in 
Northampton”, “Safer Places: the Planning System” and “Manual for 
Streets as well as ACPO “New Homes” guidance. 

6.120 The design approach aims to create areas that are attractive and 
contain clearly defined public and private areas that relate well with one 
another and create no ambiguity. In addition, the development should 
enable residents to take pride in their surroundings without the fear 
of crime, which in turn will create a sense of shared ownership and 
responsibility.

6.121 Landscape design is essential in achieving an environment that creates 
a sense of place and community safety. In this context, landscape 
design encompasses the planning, design and management of external, 
public spaces. Well designed public lighting increases the opportunity 
for surveillance at night and will be integrated into future reserved 
matters applications.

6.122 Natural surveillance in the form of doors and windows overlooking 
streets, pedestrian routes and public open spaces will create activity 
throughout the day and evening and will be an essential element in 
creating a safe environment for all users, whilst discouraging criminal 
activity by increasing the risk of detection.

6.123 In forming the design proposals the following key attributes have been 
included:

• Buildings are generally orientated back to back to ensure rear 

gardens are not exposed;

• Public open spaces, and in particular children’s play space are well 

overlooked by the surrounding built form;

• All routes are necessary and serve a specific function or destination, 

where the use of parking courts or private drives have been utilised, 

these areas serve only a few dwellings and are well overlooked by the 

surrounding built form;

• The internal street network forms the required connected routes 

within the site, lower category roads serve smaller groups of 

dwellings but with a clearly different street character to signal a 

semi-private environment. 

• Elsewhere, there are semi-private clusters of courtyard parking 

serving a limited number of dwellings to encourage residents to know 

it ‘belongs’ to the dwellings;

• The ownerships and responsibilities for external spaces will be 

clearly identified and the proposals facilitate ease of maintenance and 

management; 

• Natural surveillance is promoted wherever possible; and

• Architectural details, which promote natural surveillance are to be 

designed into dwellings, not only through window positioning, but also 

through the use of bay windows in key locations to enhance natural 

surveillance.

6.124 For further information relating to Crime, please refer to the Socio-
Economic Chapter of the Environmental Statement that accompanies 
this application.
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Constraints and opportunities 
associated with the proposed 
development on the site

IMPLEMENTATION

7 This section explains an 
indicative timeline for the 
development
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INDICATIVE PHASING 
PLAN
P.0626_26-3
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07 IMPLEMENTATION
PROPOSED TIMELINE fOR THE DEVELOPMENT
The development of Avon Nunn Mills will be completed in several 
Phases as illustrated on the Indicative Phasing Plan.

 The proposed timeline for the development is as follows:

a) The development of Phase 1 consisting of up to 100 homes with 
access from New South Bridge Road.

b) Completion of the Bedford Road Junction improvements, the new 
bridge structures crossing the River Nene and the new access to 
Midsummer Meadows car park.

c) The development of the Main Street (Spine Road).

d) The development of Phase 2 consisting of the area of residential 
south of the Employment/Avon HQ and the local centre and residential 
area west of the ‘Main Street’ (Spine Road).

e) The development of Phase 3: the ‘Boulevard’ and the restoration of 
the Listed Buildings adjacent to the disused railway corridor along with 
associated residential and retail.

f) The development of Phase 4 consisting of the area designated 
for employment with residential to the west of the Avon HQ and the 
residential site to the east.
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Constraints and opportunities 
associated with the proposed 
development on the site

SUMMARY

8 We conclude that the proposed 
development will represent 
a sustainable, attractive and 
succesful new community
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INDICATIVE 
MASTERPLAN
P.0626_17-4
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08 SUMMARY
8.1 THE PROPOSED DEVELOPMENT WILL PROVIDE MUCH NEEDED NEW 

HOUSING, IMPROVED EMPLOYMENT SPACE, PROVIDE CONVENIENT 
RETAIL AND COMMUNITY FACILITIES, AND NEW AMENITY SPACES 
FOR THE EXISTING AND NEW COMMUNITY WHILST ENHANCING 
PUBLIC ACCESS ACROSS THE SITE AND TO THE WIDER PEDESTRIAN 
NETWORK.

8.2 THE MASTERPLAN IS FOUNDED ON THE BEST PRACTICE IN 
URBAN DESIGN, COMMUNITY INTEGRATION AND SUSTAINABLE 
DEVELOPMENT, WITH STRONG LINKS TO THE WIDER AREA. IT 
AIMS TO CREATE A DEVELOPMENT FOR THE 21ST CENTURY, 
WHILST REFLECTING THE DESIRABLE ELEMENTS OF THE LOCAL 
VERNACULAR.

8.3 THE DEVELOPMENT PROPOSALS INCLUDE:

• THE CREATION OF AN INTEGRATED RESIDENTIAL COMMUNITY 

WITH A SENSITIVE RELATIONSHIP TO THE EXISTING SETTLEMENT;

• THE CREATION OF NEW PEDESTRIAN AND CYCLIST ROUTES 

THROUGH AND AROUND THE DEVELOPMENT;

• PROVIDING A DEVELOPMENT THAT IS WELL CONNECTED, READILY 

UNDERSTOOD AND EASILY NAVIGATED;

• THE CREATION OF A STRONG LANDSCAPE STRUCTURE THAT 

RESPONDS TO THE LOCAL AREA AND RETAINS AND ENHANCES 

THE IMMEDIATE LOCALITY;

• PROVIDING A CONTEMPORARY RANGE OF BUILDING TYPES AND 

SIZES, INCLUDING RANGE OF USES AND TENURES THAT OFFERS 

AN ACCESSIBLE AND ACCEPTABLE CHOICE OF LIFESTYLES; AND

• PROMOTING THE OBJECTIVES OF SUSTAINABLE DEVELOPMENT 

THROUGH LAYOUT AND DESIGN.

8.4 IN THIS CONTEXT, THE DEVELOPMENT WILL RESPECT THE LOCAL 
CHARACTER BUT ALSO MOVE THE COMMUNITY TOWARDS A MORE 
SUSTAINABLE FUTURE, THROUGH REGENERATION OF A LARGELY 
REDUNDANT SITE.
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04 July 2016 
Commission Secretariat  
National Infrastructure Commission (NIC) 
Growth corridor call for evidence  
1 Horse Guards Road  
London SW1A 2HQ  
 
Dear Sir/Madam, 
 

Re: Cambridge – Milton Keynes – Oxford: 'growth corridor' call for evidence consultation 
 

On behalf of this association, which comprises some 30 members I wish to give outline support for Oxford-
Bedford-Cambridge East-West Rail Link and specify that we support ‘traditional’ being the old route with 
modest deviations and select new build where blockages have made recovery of the old route unacceptable. 
I would especially support the Bedford-Cambridge line coming in via what has been called the ‘Inner Route’ into 
Bedford as Bedford needs town centre access, quick and conveniently located from the trains for optimum 
footfall and spend and thus rejuvenation meaning ‘the sustainability to inform reasonable access to flows of 
people to court to inform a functionary business or service of customers’. I can give detail of configurations and 
have done a table breaking down area to area line-side specifications which engineers and planners may wish 
to take note, but as brevity is wanted, it is available on request via erta.rails6@yahoo.co.uk. Likewise at the 
Cambridge end, the link across the M11, Park and Ride Station integrated at Trumpington and a junction with 
north-south curves south of Long Road, Cambridge in design of a new Addenbrooks Station (see Lewisham as 
an example of two sided angled platform configuration) to enable trains to Cambridge to proceed from the 
south, through the station site towards Ipswich and Norwich respectively and also, via the southern curve, 
direct from Bedford and south of Peterborough to Stansted Airport – a much sought after reference destination 
for obvious use, sadly London centric only or a great way round by rail currently and thus courts substantive 
road based from the Oxbridge Arc and South Midlands regions which is a geographic particular concern to us 
due to its lack of an East-West Rail and the size and strategic location of Northampton out on a limb to the 
design, when it would massively increase off peak especially footfall and receipts from ticket sales were 
passenger services connected from Northampton-Bedford-Cambridge/Stansted making a South Midlands arc 
link in infrastructure terms for Birmingham/West Midlands southern route to East Anglia and the ports and 
resorts respectively (A45-A14 is Northampton-Felixstowe via Cambridge, Northampton-Bedford-Cambridge, 
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just 50 miles of rebuilt railway, would provide a more direct rail parallel to put these regions on a sustainable 
basis of operations footing, current they are not, the rails go north-south and are at capacity, the M1 congests 
to standstill regularly, particularly in the Northampton area where it meets the A45 and A43) and at 
Lutterworth where M1/M6 and A14 meet).  
 

Our particular interest is Northampton – Bedford being an integral part of East-West ‘Y’ on its side in network 
diagram terms and also as an extension of Thameslink for direct access between Northampton and 
Luton/Airport and vice versa contra commuting shorter distances for lower income brackets to access blue 
collar work in warehouses – Northampton and Milton Keynes are regional logistics and transport/warehouse 
hubs. Brackmills is on Northampton-Bedford, as will be the new Northampton Waterside University Campus. 
Many universities see students on a global basis and easy access via one train, ticket and no changes is where 
this rail link would support that. 
 

The Northampton-Bedford rail link, a mere 21 miles of rebuild crosses 3 regions – East Midlands, London and 
Southeast and Eastern. It is a vital missing strategic rail link to give choice, freedom and flexibility to people and 
communities and cut congestion, free up parking at existing stations in a context of corridoric and adjacent 
areas like Milton Keynes growth. As either side of the gap grows, so all movements will be largely roads based 
costing £millions and much upheaval putting pressure on local areas beit congestion, delay, costs or just noise 
and hubbub they otherwise would not have or the aggravation of on-street parking by people who have no 
interest in the area but to access a station for the London/other urban area commute beit work, school or other 
business related. There’s an urgent need to protect the route now and adequate spaces for realignments where 
blockages exist like Olney. 
 

2.3 and 3.2 re: Northampton-Bedford ‘narrative’: 
Northampton (Population approximately 200, 000) is half way between London and Birmingham off the West 
Coast Main Line (WCML) and Bedford  
(Population approx. 150, 000,) on the Thameslink/Midland Main Line, half way location is Olney (population 
6500 but 5 mile catchment of villages adding up to 33, 000). There is a 20 mile gap between Northampton and 
Bedford. Bedford has services to Luton Airport, Luton and London, Gatwick Airport and Brighton, Northampton 
to Birmingham via Rugby. The two towns stare at each other, but the gap means awkward travels by lengthy 
bus (1.5 hours each way with congestion) and the service is not commensurate to the timetable of the railway. 
Different operators means different and not transferable ticketing and changes means delays and cost. Traffic 
queues form on the A428 into Bedford, whilst Northampton suffers gridlock with A14 (Felixstowe-Thrapston)-
A45 to Northampton/M1. 
 

We are seeking reopening of this rail link, this missing 20 mile gap in the rail network. It would link 4 airports 
(Gatwick, Luton, Coventry and Birmingham), one train, one ticket, and offer more joined-up options. However 
despite our best efforts, the Local Authorities are not showing the sort of interest we would wish for. They 
don't seem interested, committed or talking to each other to find common ground for route protection for 
example. Laissez-faire development without proper safeguarding of the route means it is subject to 
development encroaching on it and on deviation space making reopening prohibitive. Whatever is on paper, is 
not translating to the grassroots in actioning terms.  
 

We face an inner road scheme at Northampton, piecemeal development and multiple development threats at 
Olney and Bedford junctioning remains under a cloud of uncertainty. The railway would play a role in creating 
more capacity through Milton Keynes Central Station in terms of a loop off the West Coast Main Line 
(Bletchley-Bedford-Northampton/Rugby) and feed more business into the supported East-West Rail link 
(Oxford-Bedford-Cambridge/Corby). This scheme (Bedford-Olney-Northampton dubbed 'The Cobbler Line') 
needs professional support, interest and champions. We should not let a strategic corridor be assassinated by 
piecemeal developments of dubious worth and I therefore ask you to help us get the official and strategic 
support we need. 
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Other points: 

 Northampton LEP have offered to do a study 

 More inflows of people minus the cars for the town centre, the University, Delapre Abbey and much more 

 More commuting and work opportunities/Brackmills/University Campus by rail 

 Easier access to other towns, airports and general travel 

 More parking spaces for others to use 

 Town centre regeneration/inward investment 

 Underscore the central strategic position of Northampton 

 Could have a green park /cycle way alongside fenced off – see Marston Vale Railway for example at 
Millbrook. 

 Buses could feed and be fed linking A428 with faster transits in and out of the corridor 

 Northampton-Bedford-Cambridge links A45-A14 end to end giving freight by rail as a realistic choice than 
remote long way round as current. 
 
Study Evidence 

 A second study in 2002 by Roger Tym and Partners – Milton Keynes and South Midlands Study also saw 
potential in Bedford-Northampton as one of their growth options - £380m extension of Thameslink 

 London South Midlands Multi Modal Study (2003)  
"undue delay could see land taken for other uses" and "a commitment should, therefore, be made to the 
project" 

 Bedford seen as hub and link to Cambridge (for Stansted Airport) 

 Page 113 Para 9.24 An extension of Thameslink extended from Bedford-Northampton- Rugby and ultimately 
Birmingham possibly incorporating local service. Costed at £330m 

 Provides alternative route to London and interchanges and access from Midland Main Line/ MML to West 
Midlands. Luton and St Albans seen as large areas with no link to West Midlands. 

 More than Bedford-Northampton but strategic role so that average journey length would be 133km. By 2031 
700 people carried in peak between on a new Bedford-Northampton rail link  

 St Albans - Northampton 58 minutes journey time (Road 50), Luton -Birmingham 79 (165), Bedford-
Birmingham 79 (98), City Thameslink 85 (116) Northampton-East Croydon 123 (205) (but service from Milton 
Keynes now but can’t reach Northampton due to capacity issues and is consigned to just one per hour) 

 Suggested Station at Olney and deviation needed 
 

Atkins, East West Rail - Central Section Conditional Outputs Statement Final Report August 2015, Page 64 
“Cambridge – Northampton was identified as a priority pair for testing due to the potential for journey time 
competitiveness (compared to car travel) and enhancement (compared to existing rail). The prioritisation 
process has subsequently identified this journey pair as a very high priority in both the NTEM/Tempro and 
Local Plan growth scenarios.  
Whilst the journey time saving of Cambridge – Oxford and Cambridge – Northampton are the same, the 
faster journey time possible between Cambridge and Northampton means that a higher level of transport 
user benefits and GVA commuting benefits are generated, meaning that Cambridge – Northampton 
emerges as a higher overall priority.  
In the Local Plan Growth scenario journey pairs of Luton and Luton Airport with Northampton are identified 

as being high priority. The GVA impacts indicate that improving the labour market accessibility of both Luton 

and Northampton has the potential to generate significant GVA impacts.” 

Yours faithfully, 

Richard Pill 
ERTA Secretary 
Cc: Mr Simon Barber, Mr David Ferguson. 
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I enclose: 
1. Copy of the Handley Alignment – adjacent lands need saving for parking and station 
2. Addenbrooks Station/Junctioning suggestion 
3. Table on Bedford-Cambridge considerations 
4. Bedford-Northampton/M1/West Coast area regional map. 
5. Capita Symonds Summary 2007 
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04 July 2016 
Commission Secretariat  
National Infrastructure Commission (NIC) 
Growth corridor call for evidence  
1 Horse Guards Road  
London SW1A 2HQ  
 
Dear Sir/Madam, 
Re: Cambridge – Milton Keynes – Oxford: 'growth corridor' call for evidence consultation 
On behalf of this association, which comprises some 30 members I wish to give outline 
support for Oxford-Bedford-Cambridge East-West Rail Link and specify that we support 
‘traditional’ being the old route with modest deviations and select new build where 
blockages have made recovery of the old route unacceptable. 
 
I would especially support the Bedford-Cambridge line coming in via what has been called 
the ‘Inner Route’ into Bedford as Bedford needs town centre access, quick and 
conveniently located from the trains for optimum footfall and spend and thus rejuvenation 
meaning ‘the sustainability to inform reasonable access to flows of people to court to 
inform a functionary business or service of customers’. I can give detail of configurations 
and have done a table breaking down area to area line-side specifications which engineers 
and planners may wish to take note, but as brevity is wanted, it is available on request 
[redacted.] 
Likewise at the Cambridge end, the link across the M11, Park and Ride Station integrated 
at Trumpington and a junction with north-south curves south of Long Road, Cambridge in 
design of a new Addenbrooks Station (see Lewisham as an example of two sided angled 
platform configuration) to enable trains to Cambridge to proceed from the south, through 
the station site towards Ipswich and Norwich respectively and also, via the southern curve, 
direct from Bedford and south of Peterborough to Stansted Airport – a much sought after 
reference destination for obvious use, sadly London centric only or a great way round by 
rail currently and thus courts substantive road based from the Oxbridge Arc and South 
Midlands regions which is a geographic particular concern to us due to its lack of an East-
West Rail and the size and strategic location of Northampton out on a limb to the design, 
when it would massively increase off peak especially footfall and receipts from ticket sales 
were passenger services connected from Northampton-Bedford-Cambridge/Stansted 
making a South Midlands arc link in infrastructure terms for Birmingham/West Midlands 
southern route to East Anglia and the ports and resorts respectively (A45-A14 is 
Northampton-Felixstowe via Cambridge, Northampton-Bedford-Cambridge, just 50 miles 
of rebuilt railway, would provide a more direct rail parallel to put these regions on a 
sustainable basis of operations footing, current they are not, the rails go north-south and 
are at capacity, the M1 congests to standstill regularly, particularly in the Northampton 
area where it meets the A45 and A43) and at Lutterworth where M1/M6 and A14 meet).  
Our particular interest is Northampton – Bedford being an integral part of East-West ‘Y’ on 
its side in network diagram terms and also as an extension of Thameslink for direct access 
between Northampton and Luton/Airport and vice versa contra commuting shorter 
distances for lower income brackets to access blue collar work in warehouses – 



Northampton and Milton Keynes are regional logistics and transport/warehouse hubs. 
Brackmills is on Northampton-Bedford, as will be the new Northampton Waterside 
University Campus. Many universities see students on a global basis and easy access via 
one train, ticket and no changes is where this rail link would support that. 
The Northampton-Bedford rail link, a mere 21 miles of rebuild crosses 3 regions – East 
Midlands, London and Southeast and Eastern. It is a vital missing strategic rail link to give 
choice, freedom and flexibility to people and communities and cut congestion, free up 
parking at existing stations in a context of corridoric and adjacent areas like Milton Keynes 
growth. As either side of the gap grows, so all movements will be largely roads based 
costing £millions and much upheaval putting pressure on local areas beit congestion, 
delay, costs or just noise and hubbub they otherwise would not have or the aggravation 
of on-street parking by people who have no interest in the area but to access a station for 
the London/other urban area commute beit work, school or other business related. 
There’s an urgent need to protect the route now and adequate spaces for realignments 
where blockages exist like Olney. 
 
2.3 and 3.2 re: Northampton-Bedford ‘narrative’: 
Northampton (Population approximately 200, 000) is half way between London and 
Birmingham off the West Coast Main Line (WCML) and Bedford  
(Population approx. 150, 000,) on the Thameslink/Midland Main Line, half way location is 
Olney (population 6500 but 5 mile catchment of villages adding up to 33, 000). There is a 
20 mile gap between Northampton and Bedford. Bedford has services to Luton Airport, 
Luton and London, Gatwick Airport and Brighton, Northampton to Birmingham via Rugby. 
The two towns stare at each other, but the gap means awkward travels by lengthy bus (1.5 
hours each way with congestion) and the service is not commensurate to the timetable of 
the railway. Different operators means different and not transferable ticketing and 
changes means delays and cost. Traffic queues form on the A428 into Bedford, whilst 
Northampton suffers gridlock with A14 (Felixstowe-Thrapston)-A45 to Northampton/M1. 
We are seeking reopening of this rail link, this missing 20 mile gap in the rail network. It 
would link 4 airports (Gatwick, Luton, Coventry and Birmingham), one train, one ticket, 
and offer more joined-up options. However despite our best efforts, the Local Authorities 
are not showing the sort of interest we would wish for. They don't seem interested, 
committed or talking to each other to find common ground for route protection for 
example. Laissez-faire development without proper safeguarding of the route means it is 
subject to development encroaching on it and on deviation space making reopening 
prohibitive. Whatever is on paper, is not translating to the grassroots in actioning terms.  
We face an inner road scheme at Northampton, piecemeal development and multiple 
development threats at Olney and Bedford junctioning remains under a cloud of 
uncertainty. The railway would play a role in creating more capacity through Milton Keynes 
Central Station in terms of a loop off the West Coast Main Line (Bletchley-Bedford-
Northampton/Rugby) and feed more business into the supported East-West Rail link 
(Oxford-Bedford-Cambridge/Corby). This scheme (Bedford-Olney-Northampton dubbed 
'The Cobbler Line') needs professional support, interest and champions. We should not let 
a strategic corridor be assassinated by piecemeal developments of dubious worth and I 
therefore ask you to help us get the official and strategic support we need. 
Other points: 
· Northampton LEP have offered to do a study 



· More inflows of people minus the cars for the town centre, the University, Delapre Abbey 
and much more 
· More commuting and work opportunities/Brackmills/University Campus by rail 
· Easier access to other towns, airports and general travel 
· More parking spaces for others to use 
· Town centre regeneration/inward investment 
· Underscore the central strategic position of Northampton 
· Could have a green park /cycle way alongside fenced off – see Marston Vale Railway for 
example at Millbrook. 
· Buses could feed and be fed linking A428 with faster transits in and out of the corridor 
· Northampton-Bedford-Cambridge links A45-A14 end to end giving freight by rail as a 
realistic choice than remote long way round as current. 
 
Study Evidence 
· A second study in 2002 by Roger Tym and Partners – Milton Keynes and South Midlands 
Study also saw potential in Bedford-Northampton as one of their growth options - £380m 
extension of Thameslink 
· London South Midlands Multi Modal Study (2003)  
"undue delay could see land taken for other uses" and "a commitment should, therefore, 
be made to the project" 
· Bedford seen as hub and link to Cambridge (for Stansted Airport) 
· Page 113 Para 9.24 An extension of Thameslink extended from Bedford-Northampton- 
Rugby and ultimately Birmingham possibly incorporating local service. Costed at £330m 
· Provides alternative route to London and interchanges and access from Midland Main 
Line/ MML to West Midlands. Luton and St Albans seen as large areas with no link to 
West Midlands. 
· More than Bedford-Northampton but strategic role so that average journey length 
would be 133km. By 2031 700 people carried in peak between on a new Bedford-
Northampton rail link  
· St Albans - Northampton 58 minutes journey time (Road 50), Luton -Birmingham 79 
(165), Bedford-Birmingham 79 (98), City Thameslink 85 (116) Northampton-East Croydon 
123 (205) (but service from Milton Keynes now but can’t reach Northampton due to 
capacity issues and is consigned to just one per hour) 
· Suggested Station at Olney and deviation needed 
 
Atkins, East West Rail - Central Section Conditional Outputs Statement Final Report 
August 2015, Page 64 
“Cambridge – Northampton was identified as a priority pair for testing due to the 
potential for journey time competitiveness (compared to car travel) and enhancement 
(compared to existing rail). The prioritisation process has subsequently identified this 
journey pair as a very high priority in both the NTEM/Tempro and Local Plan growth 
scenarios.  
 
Whilst the journey time saving of Cambridge – Oxford and Cambridge – Northampton are 
the same, the faster journey time possible between Cambridge and Northampton means 
that a higher level of transport user benefits and GVA commuting benefits are generated, 
meaning that Cambridge – Northampton emerges as a higher overall priority.  



In the Local Plan Growth scenario journey pairs of Luton and Luton Airport with 
Northampton are identified as being high priority. The GVA impacts indicate that 
improving the labour market accessibility of both Luton and Northampton has the 
potential to generate significant GVA impacts.” 
Yours faithfully, 
 
 
Richard Pill 
ERTA Secretary 
Cc: Mr Simon Barber, Mr David Ferguson. 
I enclose: 
1. Copy of the Handley Alignment – adjacent lands need saving for parking and station 
2. Addenbrooks Station/Junctioning suggestion 
3. Table on Bedford-Cambridge considerations 
4. Bedford-Northampton/M1/West Coast area regional map. 
5. Capita Symonds Summary 2007 
6. PDF of text above 
7. Trackbed and Nunn Mills docs on status and our concern. 
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National Infrastructure Commission consultation 
The Cambridge - Milton Keynes - Oxford Corridor 

  
 Response of Fast Growth Cities Network  

 
The Fast Growth Cities Network is a group of five medium sized cities with fast 
growing economies, comprising Cambridge, Milton Keynes, Norwich, Oxford and 
Swindon. The cities are amongst the UK’s most successful and strongest performing 
economies with a shared ambition for delivery of large scale housing and jobs 
growth.  
 
These five cities are individually important UK economies and deliver healthy tax 
receipts to the Treasury. Collectively they are of major international significance for 
UK plc, contributing significantly to closing the trade gap and competing globally for 
high value knowledge intensive jobs. The cities are home to some of the UK’s most 
important academic and research assets and highest concentrations of high tech and 
digital jobs.    
 
Evidence suggests that mid-sized cities are accounting for an increasing share of 
economic growthi and represent an opportunity to drive growth, forecast to 
generate 19% of all global GDP growth through 2025.  The Fast Growth Cities are 
highly productive places, mirroring the research of OECD Regional Outlook which 
found stronger productivity levels are agglomeration benefits resulting from working 
within a city. If the Fast Growth Cities are able to overcome the barriers to their 
continued growth, OECD research indicates that increased productivity over a wider 
area will be delivered as a result as an agglomeration benefit. 
 
The two principal areas of focus for the cities are (a) delivering on UK economic 
growth & competitiveness and (b) delivering on housing. These are closely linked, 
with an increase in housing supply critical if the area is to accommodate the skilled 
knowledge workers and researchers needed by industry and universities.       

 
The return on infrastructure investment will be generated through increased 
economy taxes from business, housing and skills growth. Improved infrastructure 
will increase the efficiency of labour markets and unlock areas for future 
development, increasing housing delivery and affordability. 

 

Many places across the Cambridge – Milton Keynes – Oxford corridor have 
very successful local economies and are perceived as highly desirable places 
to live. What have been the key drivers of that success? 
 

The five cities are individually important UK economies that collectively are of major 
international significance for UK plc, contributing significantly to closing the trade 
gap and competing globally for high value knowledge intensive jobs. Many of those 
living and working within the corridor are high skilled, internationally mobile 
individuals. Through the considerable contributions the cities make to the exchequer 
through taxes raised, the cities help to promote success across all areas of the UK.  
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The Fast Growth Cities produce more than £3,000ii more GVA per worker per year 
than the British average. Productivity has been described by HM Treasury as “the 
challenge of our timeiii,” with output per hour in the UK 18iv percentage points below 
the average of other G7 countries. This is the widest productivity gap since estimates 
began, with the situation for local growth described as ‘even more acute.’ 

Table 1: GVA Per Worker in the Fast Growth Cities 
 

The cities generate considerable benefit to the Treasury, for example, Cambridge, 
Milton Keynes & Oxford generate more than twice as much in economy taxes as is 
paid out to them.v In all five cities, employment has been consistently above the UK 
average for the last 5 yearsvi.  
 
What is holding back further growth and greater productivity? 
 
The Fast Growth Cities are at the heart of driving successful economic growth within 
their boundaries, for their surrounding areas and nationally. However, pressures - 
including housing, land and boundary constraints, housing affordability, strain on 
existing infrastructure and essential public services, and skills shortages - are 
creating risks to the cities’ abilities to continue delivering growth. 
  
As attractive places to live, with track records of delivering on housing, the Fast 
Growth Cities are well placed to deliver more housing to meet increasing demand in 
an area of significant pressure, South East England. However, despite planning for 
growth and delivering planning consents, unrelenting demand for housing of all 
tenures in the cities is leading to unsustainably high rent and house prices and lower 
affordability. Oxford has the greatest affordability issue of any city in the UK 
including London. The affordability crisis is seen as unsustainable by employers who 
see rising costs of living, commuting and purchasing a house as barriers to staff 
retention. 
Cambridge’s affordability ratio is only slightly lower than Oxford’s. House prices have 
risen faster in Cambridge (and London, both at 55%) since 2007 than anywhere in 
the countryvii. There is no private rented housing available in Cambridge at or below 
Local Housing Allowance level.  
For Norwich, Swindon and Milton Keynes, delivering housing at scale is vital to 
ensure continued attractiveness to skilled workers through their relative house price 
affordability.  

City (PUA) GVA per worker, 2014 (£) Growth in GVA per worker, 
2004-14 (%) 

Cambridge 55,877 21.1 

Milton Keynes 63,651 33.5 

Norwich 47,713 24 

Oxford 58,150 34.4 

Swindon 58,514 32.4 
   

Fast Growth Cities 57,039 30.1 

Great Britain 
average 

53,666 29.1 
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The bureaucracy surrounding the length of time the Local Plan inspection takes and 
local land availability constraints, with the cities effectively built out to their existing 
borders, put this delivery at risk.  
 
Homes are needed to accommodate high skilled workers for business and 
researchers at universities. The skilled workers employed in the Fast Growth Cities 
are a footloose group who move both often and internationally to suit their needs. 
The University of Oxford have found that amongst its post doctorates 2/3rds of their 
earnings are spent on rent- an unsustainable level of expenditure on Housing for a 
highly talented group of individuals who can choose between global knowledge 
hubs. However, less than 50 miles to the east of Oxford, house prices in Swindon are 
almost a third of those in Oxford.   
 
Poor accessibility between the cities means that commuting is limited, although the 
emerging functional economic market assessment for Swindon looks strongly 
eastward to Oxford reflecting the linkages between our businesses and research 
institutions. 
 

A mix of tenures is required. Low affordability means key workers cannot afford to 
live in or close to the cities making them less attractive to businesses who cannot 
recruit the staff they need and putting pressure on welfare spending as Housing 
Benefit levels increase to meet rents.  
 
In addition, Housing must be delivered with the right local and national 
infrastructure in place, often across existing local authority boundaries. 
 
These factors affect how attractive the cities are considered by international 
investors who have considerable choice in their location.  

In particular, what planned or new infrastructure improvements would best 
support sustainable growth and promote innovation over the long-term? 

The Fast Growth Cities could contribute even more to the UK’s Global Profile - with 
enhanced infrastructure links, improved policy and economy connectivity between 
the cities and investment in HE and the innovation this could produce, the links 
between world-leading education, research and knowledge intensive jobs can be 
more fully realised.  
 

East West Rail and the East West Expressway are high priority infrastructure 
investments for the corridor. Early delivery of both is essential to enabling significant 
further expansion of the city along with accelerated jobs and home growth. Delay 
will cause a lack of confidence with developers who will wish to see the necessary 
infrastructure in place or under construction to bring forward locations for new 
housing. The delivery of the East West expressway, particularly from M1 to A34 and 
M40, will benefit from considered planning to integrate with East West Rail to 
provide choice in travel methods.  
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As important as the investment in infrastructure across the corridor, is the 
investment in local and sub-regional infrastructure required for local transport 
networks to ensure that people travelling on these routes can travel easily into and 
around the cities. Delivering the economic benefits of enhanced connectivity 
depends on tackling congestion on local transport routes so that people can access 
jobs and homes across the corridor.     

Funding the infrastructure associated with strategic housing sites is the single biggest 
barrier facing developers and authorities in the delivery of housing.  Infrastructure 
funding would unlock housing and employment sites by helping to finance the up-
front significant costs of developing key strategic sites.  Security of funding around 
infrastructure would remove the risk of development and drive higher levels of 
economic growth, dynamism and knowledge intensive jobs. 

For continued sustainable growth, Milton Keynes strongly supports the alignment of 
the expressway with the East-West Rail route.  This alignment creates the best 
opportunity to maximise the potential offered by a major growth corridor and also 
helps to minimise the land that would potentially be sterilised for development if the 
routes were to be separated. 

On the Eastern side of the corridor, connectivity from Cambridge in all directions 
other than South is poor. It is essential that planned infrastructure improvements 
such as the A14 Cambridge to Huntingdon improvement scheme, dualling the A428 
(Black Cat to Caxton Gibbet) and Cambridge North railway station are delivered as 
quickly as possible, without further delay.  
East-West Rail, the A428 and the A14 upgrade will improve connectivity to the 
knowledge intensive clusters and housing potential to the West.  
 
The line towards London from Cambridge needs four-tracking to create the capacity 
to make the most of East-West connections and the proposed stations at Cambridge 
South (Addenbrooke’s BioMedical Campus) and Alconbury Weald.  
Rail to the East is very poor overall, and the life science cluster towards Norwich 
could be enhanced by much better connectivity with Greater Cambridge and 
beyond. 
 
Connectivity is vital to making Norwich, and more widely East Anglia, the UK’s truly 
Connected Region. To achieve this we need a step change in infrastructure delivery 
with an integrated approach to the planning of road, rail and digital connectivity 
alongside land for new housing and business. To maximise its potential, Norwich 
needs to be better connected both as part of East Anglia (with Cambridgeshire, 
Ipswich and Peterborough) and more widely with the significant growth corridors 
that connect other fast growth city economies across the Heart of England including 
Oxford, Milton Keynes and Swindon.  
To unlock the potential in Norwich’s key growth sectors and to create new jobs and 
businesses requires focussed investment by local partners and Government to 
improve the area’s infrastructure and ensure business has a supply of skilled workers 
and the right support to grow.   
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This includes enhancing East-West Rail connectivity by accelerating the delivery of 
the required upgrade at Ely North Junction to open up East Anglia and deliver 
significant economic value. 
Additionally there is a need unlock the £4.5bn economic benefits and 50,000 new 
jobs from rail improvements, identified by the work of the Great Eastern Main Line 
Taskforce. This includes delivery of replacement rolling stock as part of the new East 
Anglia franchise and infrastructure upgrades to enhance the connectivity between 
Norwich and London to within 90 min journey time. 
 
At the western end of the corridor there are a series of improvements which are 
required including: the A40 West connections to Witney and Cheltenham as the road 
is a major corridor for commuting and road freight;  A420 West: connections to 
Swindon and Bristol M4 motorway corridor are important for major enterprises, 
such as BMW and provide access to wider labour markets and A34 South: 
connections to the Science Vale, Reading and Thames Valley and through to the M3 
motorway corridor.   In addition, delivery of the Oxford Station Masterplan is 
required due to the greater strategic significance of Oxford station due to East West 
rail and to unlock investment in over 200,000 sq. m. of commercial space and well 
over 1,000 city centre homes. Didcot-Oxford Rail Capacity Enhancements, through 
four tracking, are required to accommodate increased network demand, enable new 
and extended services and more fully realise rail’s potential as an alternative to the 
A34. This should be followed by opening the Cowley Branch Line to passengers to 
connect employment and housing growth of scale in Oxford’s ‘Eastern Arc’. This will 
enable connectivity to over 5,000 new homes as part of an urban-extension, a new 
university science and employment area, and support employers such as BMW, 
Unipart and Centrica. Delivery of Mass Rapid Transit Routes across the city’s busiest 
corridors is needed along with expansion of the existing Park & Ride Network. Of 
equal importance for Oxford, infrastructure to support sustainable urban extensions 
accommodating a range of tenures is needed to meet the needs of Oxford’s labour 
market and reduce the dependence on increased and extended commuting.  
 

Does the corridor require better connectivity to other major centres of growth? 

The Fast Growth Cities are consistently delivering on productivity and making 
substantial contributions towards meeting the national challenge. The cities offer the 
opportunity to continue this contribution and act as hubs to extend productivity 
gains across wider geographies.        

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, 
form a recognizable economic corridor? If so: What factors unite the area? 

Research by the Enterprise Research Centreviii shows the UK has a clear ‘arc of 
innovation’ stretching from Cambridge through Milton Keynes and along the M4 
corridor to take in Oxfordshire and Gloucestershire. This research shows that 
potential to link centres of innovation stretches further than Oxford- Milton Keynes- 
Cambridge. The potential of improved linkage between the corridor and both 
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Swindon and Norwich should be considered as part of a wider ‘South East corridor of 
productivity’ concept.   

 

The corridor includes internationally important, world-leading educational 
institutions including Oxford University (ranked 2nd in Times Higher Education World 
University Rankings) Cambridge University ranked 4th in Times Higher Education 
World University Rankings) the University of East Anglia and the Open University. 
Swindon has the UK’s highest concentration of foreign owned enterprises and is the 
home of Research Councils UK. The South East ‘corridor of productivity’ 
encompasses research centres, innovative, advanced organisations as well as 
internationally significant brands, uniting industry, academia and cutting edge 
research with a supply of  productive, skilled workers. Through their unique 
collection of internationally significant assets, the cities make a major contribution 
towards decreasing the trade gap through their exports. 

All the Fast Growth Cities feature in the top twenty cities with the densest 
concentrations of KIBS jobs. Oxford, Cambridge, Milton Keynes, Norwich and 
Swindon are in 1st, 2nd, 6th, 12th and 16th place respectively with specialisms in 
research, the digital and financial sectors and advanced engineering/manufacturing. 
Knowledge intensive jobs make up 64.3% of total employment in Oxford, 65.1% in 
Cambridge and 46.5% in Milton Keynesix. Levels of entrepreneurialism and 
innovation are high in the cities, with Oxford named the most innovative place in the 
UKx. Cambridge, Milton Keynes and Swindon are in the UK top 5 for high tech and 
digital SMEsxi; Cambridge, Norwich and Oxford are listed as top twenty cities for the 
strength of their digital clustersxii.  

Would greater emphasis on corridor-wide planning and decision making 
benefit local communities and local economies? Would that same emphasis 
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on coordinated planning and decision making provide wider benefits for the 
UK economy? 

Should adjacent towns and cities be incorporated into the corridor in terms of 
growth and infrastructure planning? 

 
The Fast Growth Cities believe that Swindon and Norwich should be included within 
the National Infrastructure Commission study as a matter of urgency given the 
increased potential of the corridor with them included. For example, better 
connections between Norwich and Cambridge through East West Rail could unlock 
more potential in the Life Sciences cluster. 
Swindon forms the natural western extent of this Corridor, as evidence from 
businesses suggest.  Swindon’s businesses have strong inter-dependencies with the 
research institutions and businesses in Oxford and Cambridge. Swindon also lies on 
the Strategic Transport Networks provided by the Great Western Railway and the 
M4 motorway, and therefore, in transport terms, forms a more natural end point 
than Oxford to an East – West Corridor starting at Cambridge. 

Describe your vision to maximise growth, maintain a high quality environment, 
and deliver more jobs and homes across the corridor over the next 30 years& 
what does that mean for growth and infrastructure investment in your area? 

 

The group share a collective vision of the future; a highly connected Oxford-Milton 
Keynes- Cambridge corridor of productivity and innovation delivering maximum 
benefit from the clustering of world leading academic institutions, knowledge 
intensive jobs and delivery of housing at scale with high quality places to live. 
Improved East West connectivity between the cities would link academia, industry 
and housing supply together and drive further development of Universities and 
Knowledge Intensive firms.  
 
The scale of the benefits that the Fast Growth Cities can collectively deliver could not 
be matched through new developments within the corridor area. The delivery of 
growth and the realisation of benefits will be achieved more quickly if distributed 
across the corridor and focused on existing settlements rather than concentrating 
growth within a  new Garden Town or New Town development in the corridor. 

What value could new cross-corridor intercity road and rail links bring? How 
do these compare to other transport initiatives e.g. intra-city links, or wider 
infrastructure, priorities? 

KIBS jobs are crucial to ensuring the UK remains globally competitive - better 
movement between the cities and improved Higher Education links and investment 
could create more KIBS jobs along the ‘corridor of productivity.’   
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National Infrastructure Commission Call for Evidence on the 
Cambridge – Milton Keynes – Oxford ‘Growth Corridor’ 

 

Response from the Forest of Marston Vale Trust regarding 
the Forest of Marston Vale in Bedfordshire 

 

Background 
The Forest of Marston Vale is an area of 61 square miles (c.16,000 hectares, or c.40,000 acres) 
between Bedford and Milton Keynes.  Designated by Government in 1991, it’s one of England’s 12 
Community Forests1, which together form the country’s largest environmental regeneration 
initiative. They use trees and woodlands to transform and regenerate the landscapes and prospects 
of degraded areas around towns and cities. Community Forests are about using the power of new 
landscapes and an enhanced environmental setting to stimulate economic and social regeneration. 

In the Forest of Marston Vale, the 
challenge is to transform 61 square 
miles between Bedford and Milton 
Keynes, repairing a landscape 
previously scarred by decades of clay 
extraction, brick making and landfill.  
The Government target is to increase 
tree and woodland cover from 3% (as in 
1991) to 30% by 2031, working with 
local communities, government and 
businesses, to create new woods and 
other wild places for everyone to enjoy. 
The aim is environmentally-led 
regeneration – transform the landscape 
to transform perceptions of the area, so 
transforming its prospects by making it 

somewhere people want to live, work and enjoy their leisure time. To date, woodland cover in the 
area has already been trebled, increasing from 3% to around 10%. 

The creation of the Forest of Marston Vale is guided by the ‘Forest Plan’, a non-statutory strategic 
framework prepared through extensive consultation and endorsed by a wide range of stakeholders, 
including local communities and Government. The Forest of Marston Vale Trust is the independent 
environmental charity and social enterprise created in 1997 to drive forward the creation of the 
Forest of Marston Vale. The Trust leads on the delivery of the Forest Plan objectives, brokering 
partnerships with public, private and charitable organisations. 

This response draws upon local knowledge, experience and expertise of the Forest of Marston Vale 
Trust. We have used the format of the questions posed in the consultation document to provide our 
response, but have not responded to all questions. 

 

                                                           
1 http://www.communityforest.org.uk/aboutenglandsforests.htm  

http://www.communityforest.org.uk/aboutenglandsforests.htm
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Q1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 
local economies and are perceived as highly desirable places to live: 

 what have been the key drivers of that success? 

The high quality of life and attractive setting provided by the high quality natural environment in 
many places across the corridor is one of the reasons why they are successful and desirable places to 
live and work2, 3. The strongest performing places within the corridor all provide clear evidence of 
this positive link between the natural environment and economic success – the historic cities of 
Oxford and Cambridge both have extensive networks of urban parks, greenspace and trees, whilst 
Milton Keynes was designed with 20% greenspace and an extensive ‘urban forest’. 

In addition to the natural capital4 within the corridor underpinning the economy through providing 
functional benefits – pollination for agriculture, improved air quality from trees and forests, flood 
alleviation for towns – it also creates attractive, desirable places in which to live and work, 
supporting and enabling economic success. 

 what is holding back further growth and greater productivity? 

Not all areas within the Cambridge – Milton Keynes – Oxford corridor benefit from the high quality 
natural environment and attractive setting that is so evident in those places witnessing the greatest 
economic performance (i.e. Cambridge, Oxford and Milton Keynes). This lack of a high quality 
natural environment and attractive setting is likely to be a notable factor in the relative 
underperformance of such areas within the corridor. 

The Government’s vision and strategy for the Marston Vale (between Bedford and Milton Keynes) is 
an example of the accepted role of the natural environment in boosting economic prospects. This 61 
square mile area was designated as one of England’s Community Forests – the Forest of Marston 
Vale – in 1991 in response to the environmental, social and economic legacy of over 100 years of 
clay extraction, the decline of the once-dominant brickmaking industry and major landfill activities. 
The agreed 40-year vision to regenerate the area’s economy and prospects centres around the bold 
transformation of the area’s landscape and natural environment through the creation of a new 
“Forest” setting. Whilst major environmental benefits inherently result from this strategy, they 
primarily serve as the mechanisms for transforming the landscape and perceptions of the area, 
enhancing its attractiveness and the quality of life available, so as to stimulate economic 
regeneration and renewed prosperity. The overarching ‘Forest Plan’ that guides this transformation 
sets out clearly the objective of “...providing an outstanding environment as a comparative 
economic advantage over competitor areas.”5 

In the context of maximising the potential of the Cambridge – Milton Keynes – Oxford corridor, the 
Marston Vale lies centrally, has excellent transport links, and hosts several knowledge-intensive 
economic assets in Cranfield University and Millbrook Proving Ground, but notably lacks an 

                                                           
2 Research in Central Bedfordshire has shown that Country Parks, open spaces and rights of way are the third 
most cited aspect of what makes Central Bedfordshire a good place to live – above education and health 
services. Similarly, businesses cite a ‘nice area / surroundings / environment’ as the third most positive thing 
about a Central Bedfordshire location, above ease of access to customers, convenience for employees, or 
proximity to other businesses or clients (Central Bedfordshire Council, 2012). 
3 In the 2015 SEMLEP Business Survey, 67% of businesses cited the “attractive surroundings” of the area as a 
major reason for them locating within the area. 
4 Natural capital is defined as “our natural assets including forests, rivers, land, minerals and oceans” – see 
https://www.gov.uk/government/groups/natural-capital-committee for more. 
5 Forest of Marston Vale “Forest Plan (2000)” 

http://www.semlep.com/resources/uploads/SEMLEP_2015_Business_Survey_infographic.png
https://www.gov.uk/government/groups/natural-capital-committee
http://marstonvale.org/objectives/
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attractive, high quality environment and setting. Despite improvements arising from work to date on 
implementing the vision to create the Forest of Marston Vale, the area still remains somewhat 
tarnished by the environmental legacy of the brickmaking industry and associated perceptions. 
Overall, it is seen to underperform in terms of economic performance relative to other places within 
the corridor, not realising its full ‘post-industrial’ potential, seemingly due to the lack of an 
attractive, high quality environment and setting.  

 in particular, what planned or new infrastructure improvements would best support 
sustainable growth over the long-term? 

Creating major new ‘green’ infrastructure at a landscape-scale within the Marston Vale would 
deliver substantial environmental, social and economic benefits within the area. Investment in such 
green infrastructure should be seen as a form of ‘enabling development’ to facilitate economic 
growth and regeneration – i.e. environmentally-led regeneration. 

The designation of Forest of Marston Vale, as one of England’s twelve Community Forests, has been 
and will continue to be critical to the environmentally-led regeneration of the Marston Vale. Further 
investment in major green infrastructure provision to help fulfil this existing vision and regeneration 
strategy is needed to support sustainable growth. Within the Marston Vale area, the Bedford and 
Milton Keynes Waterway Park is a specific strategic infrastructure project6, seeking to link Bedford to 
Milton Keynes with a new Waterway set within a multifunctional green corridor. Together, they will 
provide an attractive location for businesses and a setting for housing growth, as well as a major 
tourism destination, an ecologically rich corridor and a space for recreation and healthy living. In the 
Marston Vale, at the heart of the Cambridge – Milton Keynes – Oxford corridor, there exists a key 
opportunity for major green infrastructure investment to enable a step change in the model of 
growth, and secure long-term and sustainable economic, social and environmental benefits. 

 

Q3. Describe your vision to maximise growth, maintain a high quality environment, and deliver 
more jobs and homes across the corridor over the next 30 years: 

Our vision for the corridor is to have an environmentally-led approach to maximising economic 
potential, providing a flourishing economy with places people want to live in, that is environmentally 
sustainable, takes full account of the health and wellbeing of all who live, work and visit the area, 
increases the natural capital and is resilient to future climate change. 

For the Marston Vale, our vision to maximise growth, achieve a high quality environment, and 
deliver more jobs and homes over the next 30 years is the continued creation of the Forest of 
Marston Vale, creating a nationally recognised, forested place where communities, businesses and 
woodlands thrive; where people are proud to live, work and play. 

 what does that mean for growth and infrastructure investment in your area? 

 what steps are currently being taken to realise that vision, and what more needs to be done? 

To achieve this vision of environmentally-led growth across the corridor, there needs to be: 

– increased and targeted investment in creating additional natural capital within the corridor as a 

form of ‘enabling activity/development’ to unlock potential economic growth through creating 

new high quality environments and settings (e.g. Forest of Marston Vale); 

                                                           
6 http://www.bmkwconsortium.org.uk/default.htm  

http://www.bmkwconsortium.org.uk/default.htm
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– embedding the principles of natural capital accounting into strategic planning for the corridor, 

ensuring integrated thinking to maximise the combined social, environmental and economic 

benefits to be derived; 

– adoption of corridor-wide policies to ensure that development needs to be set within quality 

environmental settings which contribute to quality of life and delivering additional natural 

capital. 

Within the Cambridge-Milton Keynes-Oxford corridor, there are particular opportunities for 
environmental enhancement projects in the Marston Vale, with existing strategies and partnerships 
in place to deliver these. The construction of the Bedford & Milton Keynes Waterway Park, within 
the wider creation of the Forest of Marston Vale, combine to provide the potential setting for 
environmentally led growth and regeneration on a landscape scale. The Bedford to Milton Keynes 
Waterway Park is a strategic infrastructure project, linking Bedford to Milton Keynes with a new 
Waterway set within a multifunctional green corridor. It will provide an attractive location for 
businesses and a setting for housing growth, as well as a major tourism destination, an ecologically 
rich corridor and a space for recreation and healthy living. The projected economic impacts from the 
creation of the Bedford & Milton Keynes Waterway7 include an increase of £35-69m GVA per 
annum, based on the attraction of a further 50-90 businesses employing 460-900 people. Direct 
tourism benefits would be between £50m and £100m GVA per annum. 

 

Q4. Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 

The Forest of Marston Vale continues to demonstrate how a strategic approach to environmental 
investments can transform the perceptions of a place, enhancing commercial and residential 
opportunities, whilst building the natural capital of a place and the services these deliver to 
communities and businesses.  

Importantly, in the existing designation of the Forest of Marston Vale and corresponding vision and 
‘Forest Plan’, there is a ready-made mechanism for delivering environmentally-led regeneration in 
the Marston Vale. Understanding the progress to date and the various barriers to further delivery of 
this integrated vision for delivering economic, social and environmental prosperity, would be of 
benefit to inform future approaches. 

 

Q5. Are you aware of any examples of UK or international good practice, for example in respect of 
new technology, local frameworks or the built environment that are relevant to this review? 

We would suggest noting the following examples as being of relevance and use to this review: 

 The Natural Capital Committee (NCC), provides independent advice on protecting and improving 
natural capital. Their recommendation, accepted by Government, is to develop a national 
integrated 25 year environment plan to protect and improve our natural capital. The Cambridge-
Milton Keynes-Oxford growth corridor should be integral to this vision. 

                                                           
7 http://www.b-mkwaterway.org.uk/the-waterway/benefits/  

http://www.b-mkwaterway.org.uk/the-waterway/benefits/


5 

 The National Planning Policy Framework, Chapter 11: Conserving and enhancing the natural 
environment8 

 The value of Green Infrastructure in providing multiple benefits, notably ecosystem services, at a 
range of scales, derived from natural systems and processes, for the individual, for society, the 
economy and the environment9. 

 The London 2050 Infrastructure Plan10 has recognised green infrastructure as a critical 
infrastructure in its own right alongside more traditional ‘grey’ infrastructure. 

 SEMLEP’s report “It’s the Economy Naturally”11 highlights that a high quality natural 
environment plays a vital role in supporting sustainable economic growth by: 
– creating skills within the green economy 
– managing environmental risks through greening our businesses 
– making/delivering a ‘quality of place’ for residents 
– creating healthy and productive communities  
– making/delivering a ‘quality of life’ offer to encourage economic growth by attracting new 

business investment and retaining existing businesses 
– supporting the visitor economy12 

 England’s Community Forests13 

 Forest of Marston Vale “Forest Plan (2000)”14 

 

 

                                                           
8 http://planningguidance.communities.gov.uk/blog/policy/achieving-sustainable-development/delivering-
sustainable-development/11-conserving-and-enhancing-the-natural-environment/  
9 http://planningguidance.communities.gov.uk/blog/guidance/natural-environment/green-infrastructure/  
10 https://www.london.gov.uk/WHAT-WE-DO/BUSINESS-AND-ECONOMY/BETTER-INFRASTRUCTURE/LONDON-
INFRASTRUCTURE-PLAN-2050  
11 http://www.semlep.com/modules/downloads/download.php?file_name=76  
12 Tourism provides 7.1% of total jobs across the SEMLEP area, so is a big employer, but with potential to 

expand (Office for National Statistics, website, 2012) - see Wendover Wood case study, It’s Economy Naturally, 

SEMLEP 
13 See http://www.communityforest.org.uk/aboutenglandsforests.htm  
14 See http://marstonvale.org/objectives/  

http://planningguidance.communities.gov.uk/blog/policy/achieving-sustainable-development/delivering-sustainable-development/11-conserving-and-enhancing-the-natural-environment/
http://planningguidance.communities.gov.uk/blog/policy/achieving-sustainable-development/delivering-sustainable-development/11-conserving-and-enhancing-the-natural-environment/
http://planningguidance.communities.gov.uk/blog/guidance/natural-environment/green-infrastructure/
https://www.london.gov.uk/WHAT-WE-DO/BUSINESS-AND-ECONOMY/BETTER-INFRASTRUCTURE/LONDON-INFRASTRUCTURE-PLAN-2050
https://www.london.gov.uk/WHAT-WE-DO/BUSINESS-AND-ECONOMY/BETTER-INFRASTRUCTURE/LONDON-INFRASTRUCTURE-PLAN-2050
http://www.semlep.com/modules/downloads/download.php?file_name=76
http://www.communityforest.org.uk/aboutenglandsforests.htm
http://marstonvale.org/objectives/
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Technical Note – National Infrastructure Commission – Cambridge – Milton Keynes – Oxford 
‘growth corridor’ Call for Evidence 

Introduction 

1. Jubb have been commissioned by Gallagher Estates to provide highways and transportation in relation to 

the National Infrastructure Commission call for evidence in relation to the Cambridge – Milton Keynes – 

Oxford ‘growth corridor’ and in particular the emerging proposals for a high speed, high quality 

‘expressway’ link to run between Cambridge and Oxford in the context of Milton Keynes. 

2. Jubb have considered a number of potential alignments of the of the ‘expressway’ on land to the south of 

Milton Keynes, in particular on the land nestled beaten the main built area of Milton Keynes and the 

settlements of Woburn Sands, Bow Brickhill to the South East of Milton Keynes. 

Design Parameters 

3. While at the time of writing no definitive adopted standard for an ‘expressway’ in the UK, the Department 

for Transport1 describes an expressway as “a consistently good road which is largely or entirely dual 

carriageway, with grade-separated junctions, giving most users a motorway-quality journey.”. 

4. In preparing the expressway alignments, Jubb have assumed an ‘expressway’ corridor of 26.1m (including 

verges) and is based on the ‘Dual 2 Lane’ or D2AP road type as set out in the Design Manual for Roads 

and Bridges DMRB - see 4/13 of DMRB Vol 6 Section 1 Part 2 TD 27/05). The assumed expressway 

corridor cross section is provided on plans Alignment 1, Alignment 2 and Alignment 3 appended to the 

rear of this note. 

5. As set out above, three alignments have been prepared – the first alignment has been designed to meet 

the standards appropriate to a 120 kph road (70 mph speed limit) as set out in the DMRB (see Table 3 at 

1/3 of DMRB Vol 6 Section 1 Part 1 TD 9/93). The second and third alignments have been designed to 

meet the standards appropriate to a 100 kph road (60 mph) as set out in the DMRB.  

6. All three alignments have been prepared with regard and consideration to local constraints; these 

alignments avoid scheduled ancient monuments and the settlements of Woburn Sands and Bow Brickhill 

and seek to minimise impacts on areas of established woodland or areas containing Tree Preservation 

Orders (TPOs). 

7. As can be seen from the attached plans, the alignments would safeguard the future expansion of Milton 

Keynes and would maintain a significant amount of potential developable land in this area.

                                                      
1 Department for Transport - Road Investment Strategy: Investment Plan, December 2014, page 7 
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National Infrastructure Commission Call for Evidence into the Oxford-Milton 

Keynes-Cambridge “growth corridor” 

Greater Cambridge submission 

Questions 

The questions the commission is particularly keen to focus on in this initial phase of work are: 

3.1 Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local 

economies and are perceived as highly desirable places to live. 

 what have been the key drivers of that success? 

In common with the other “Fast Growth Cities”, the Greater Cambridge economy is characterised by high 
value, high productivity research-led innovative companies in the knowledge-intensive sectors.  A key 
driver has undoubtedly been the University of Cambridge with its world-leading track record in science, 
innovation and discovery.  Science-related companies have grown in a cluster spinning-out of the 
University for around 150 years, dating back to Cambridge Scientific Instruments.  In the 20th century that 
strength evolved with Pye Telecommunications and the growth of Marshall Aerospace as two leading 
innovative technology-led companies. 

In the last 50-60 years there has been an intensification of the Cambridge Cluster (sometimes referred 
to, perhaps unflatteringly and slightly misleadingly, as Silicon Fen), facilitated by an enlightened 
approach to the commercialisation of university-based research and the development of science and 
business parks on the edge of the city and nearby in the surrounding rural area and now the Alconbury 
Weald and ‘Compass’ Enterprise Zones. 

The cluster now features 4,300+ knowledge-intensive firms employing 58,000+ people.  These include 
10 £1bn firms and two £10bn firms, providing the science and technology behind world-changing 
innovations in technology and life sciences.  The success of that cluster has been characterised by 
cross-fertilisation between technologies, angel investment and networking.   

In terms of also being an attractive place to live, the city of Cambridge has an architecturally and 
culturally rich and diverse centre, a rich mix of well-maintained open spaces, and a compact nature 
which has been supported by a strongly defined green belt. The city is surrounded by around 100 village 
communities of varying sizes, providing an attractive rural hinterland.  Cambridge, South Cambridgeshire 
and Huntingdonshire consistently rank among the country’s finest places to live. 

The success of the Cambridge Phenomenon is essentially down to a unique blend of this intense, highly 
connected and highly supportive innovation eco-system of researchers, entrepreneurs and financiers 
and a high quality of life centred upon a historic city and attractive hinterland with strong connections to 
London.   

Through a joined up approach to strategic planning, the city’s growth strategy now is aligned with South 
Cambridgeshire (which as a local authority wraps entirely around the city and contains many of the 
knowledge-intensive businesses and research parks).  The strategy seeks to preserve the compact 
nature of this important historic city and its rural setting by concentrating new development primarily on 
the fringes of the city where it would not cause significant harm to the Cambridge Green Belt, and then in 
four major new and expanded settlements beyond the Green Belt, supported by sustainable transport 
and other essential community infrastructure, with a similar growth approach across Huntingdonshire. 

By taking this carefully considered shared strategic approach, the local authorities have largely been 
able to maintain a consensus for growth among local elected members and the public at large. 
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 what is holding back further growth and greater productivity? 

Planning Framework & Inspection Process 

The two submitted local plans for Cambridge and South Cambridgeshire provide for 33,500 new homes 
and 44,000 new jobs between 2011 and 2031.  This equates to approximately 25% increase in 
population, and new homes are being built at unprecedented rates in Cambridge City (with 1399 
completions in 2014).  Delivery rates of new homes across Greater Cambridge have increased 
significantly since the recession.    

However, housing in and around the city remains unaffordable for many employees, particularly those on 
lower pay.  The latest data from Hometrack shows that house prices have risen faster in Cambridge (and 
London, both at 55%) since 2007 than anywhere in the country.  Many workers have sought housing in 
the more affordable towns and villages further away from the city, but this has put stress on the transport 
network leading to slower than average journeys and congestion in the city.   

The area now needs greater investment in sustainable travel modes to support movement between 
residential areas and employment sites, as envisaged in the Transport Strategy for Cambridge & South 
Cambridgeshire, and in the City Deal’s investment priorities. 

One thing still holding back delivery of the new development strategy or Greater Cambridge is the 
intricacies of the spatial planning process. Despite preparing the two local plans in close collaboration, 
the technical and evidential obligations on the two Local Planning Authorities mean that examination and 
approval of these two local plans is likely to have taken nearly four years from submission to approval, 
with a lengthy (and resource-intensive - £400,000+) public examination process in between.  We would 
like to work with Government to reflect on this and identify bureaucracy-busting, certainty-generating 
ways to streamline the plan making process and enable us to move more swiftly in future from setting 
strategy to implementing it and accelerating real homes and jobs. 

We strongly endorse the recent government acknowledgement that the local plan examination process 
should be made as speedy as possible so that delivery can commence with certainty earlier. If 
necessary, the Inspector could require an early targeted review of a plan to address any questions that 
do not go to the heart of the strategy.  

We also consider that the NPPG should be revisited and a way should be identified to test objectively 
assessed needs for jobs and homes across a wider market area rather than repeating it at each 
separate Local Plan examination. The intent for a non-statutory spatial Plan in our proposed Devolution 
Deal is an important tool for increasing certainty and collaboration.   

Infrastructure funding & delivery 

The primary constraint on the delivery of the growth envisaged in those plans (certainly at the pace and 
with the certainty that Government would wish for) is the infrastructure to ensure that people can move 
from where they live to where they work, and between the research and business parks, freely, quickly 
and reliably and with modal choice.   

The Transport Strategy for Cambridge and South Cambridgeshire identifies the infrastructure required to 
facilitate delivery of the new homes and jobs in the local plans and continued growth of the Cambridge 
Cluster.  Developer contributions will fund some of this, but not all.  Hence the local authorities (with the 
support of the LEP and University) negotiated the Greater Cambridge City Deal, signed with Government 
in 2014 to provide up to £500m Government grant for infrastructure. 

https://www.hometrack.com/media/370712/hometrack-uk-cities-house-price-index-june2016-all-65-cities.pdf?utm_source=Hometrack+Newsletter+-+Premium&utm_campaign=4f7f74e476-Cities_Index_email_Premium_2016_June_Edition&utm_medium=email&utm_term=0_f0c93015ad-4f7f74e476-88331197&goal=0_f0c93015ad-4f7f74e476-88331197
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To ensure the sustainable housing and economic growth envisaged in the local plans – particularly the 
new settlements at Waterbeach new town, Bourn airfield, Camborne west village expansion and 
Northstowe - are developed to the high quality, sustainable standards required will require significant 
contributions from developers, landowners (including Government itself), central Government 
infrastructure funding streams (City Deal, Growth Deal, Devolution Deal and others) and local partners.   

The Councils are confident that infrastructure directly related to the major new sites such as Waterbeach 
New Town, Bourn Airfield New Village and Cambourne West village expansion, and Northstowe, can be 
delivered and supported through these various existing funding sources, critically provided Govt’s 
approach to those streams is consistent and sustained.   

However, further Government assistance, in one form or another is likely to be required to address some 
of the existing infrastructure constraints and those resulting from general background economic and 
traffic growth.  This may include measures to enable early delivery and programming of infrastructure 
that might otherwise be paid for through developer contributions accruing from later phases of 
development. 

Measures to address existing problems may also help facilitate delivery of sustainable communities on 
complex former MOD sites such as Waterbeach and Wyton, whilst also addressing existing and 
emerging pinch-points which are impacting, and will continue to impact, upon the economic well-being of 
the area.  This includes corridors such as the A505 which provides key connections to/between the 
South Cambridgeshire biotech cluster. 

The Councils have experience of where flexible funding mechanisms, such as a rolling fund, can provide 
a valuable tool in bringing forward complex developments where viability is challenging in the early 
phases. There are, we believe, real opportunities for reconsidering the flexibilities for how infrastructure 
delivery can be secured through reconsideration of the financial structures (and accounting process and 
expectations) that can hinder delivery of projects where government is a key landowner/stakeholder.   

This has been the experience at Northstowe where HM Treasury has seemingly not been able to 
process a business case requiring upfront investment in infrastructure, paid off over the long term 
through an uplift in values.  Government processes and policies need to be more flexible, including to 
recognise that investment upfront in creating a better place (i.e. with community facilities, schools etc.) 
also creates an even bigger uplift in values 

As part of delivering our strategic sites quickly and efficiently, we would like the opportunity to review 
with Government and its agencies how we can work more effectively together to define collective 
responsibility for collective delivery of major developments including those that comprise or include 
Government owned land. 

It is important to have confidence and programme certainty in the delivery of national infrastructure 
projects, including transport schemes. Delays and uncertainty can have significant implications for 
delivery of major developments, as was the case in the delays in the A14 improvement scheme and its 
impact upon Northstowe.  

Productivity, labour supply and housing tenure mix 

On productivity, businesses’ ability to recruit and retain world class staff and key workers alike is 
constrained by housing affordability, currently worse in Cambridge than anywhere in the UK outside 
London and Oxford.  Given the fluid nature of the internationally footloose workforce that characterises 
high-tech industries, the local housing market needs more houses of all tenures, including ownership, 
market rent, shared ownership and social rent.   
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Government planning and housing policies can frustrate or hinder delivery of the mix and affordability 
that local authorities and partners believe is essential to sustainable economic growth. 

Scheme appraisal – wider economic benefits 

The Government’s preferred methodology for transport infrastructure appraisal, WEBTAG, can be too 
limiting in terms of giving due weight in decision making to the wider economic benefits of infrastructure 
projects, particularly in areas characterised by high value, knowledge-intensive economic sectors, such 
as Greater Cambridge.   

Identifying and assessing these wider economic benefits can be challenging, but failing to give them due 
weight can be a barrier to funding/prioritising key infrastructure schemes from which the benefits will be 
complex, network-wide, and based on future growth rather than current population size. 

Greater Cambridge partners note that the Commission has been tasked with producing “a 
framework to measure the impact of investment”.  We wonder how this will fit with the methodology 
for measuring the impact of City Deal/Devolution Deal/ investments that the relevant cities have 
been required by Government to procure in 2016. 

Labour supply – skills 

There are also issues of skills, particularly whether enough young local people have the skills required 
by the high-tech businesses and also in construction project management.  Under the auspices of the 
City Deal and with the leadership of the LEP, local partners are seeking to address this and ensure 
young people are supported to pursue learning and skills that will equip them to actively participate in the 
Cambridge phenomenon.   

The area’s economy needs a skills system (including further education and apprenticeships) that is more 
responsive to local business needs and provides skilled employees for all sectors of the economy, 
including construction, as well as STEM technicians. 

 

Smart/digital opportunities 

Finally there are parts of the area where we would want to improve broadband connectivity and speed, 
as well as some mobile/Wi-Fi “not spots”.  It is important that this technological infrastructure is in place 
too, for Greater Cambridge to realise its ambition to be a leading “Smart City”, and to create liveable 
communities fit for the 21st century for its businesses, residents, students and visitors. 

Cambridge’s initial ambitions in this field are set out in the Smart Cambridge brochure, illustrated by 
embryonic discussions with construction contractors and Highways England about opportunities for the 
new A14 to be a “Smart” trunk road. This could be an opportunity to utilise the connectivity needed to 
support the road to develop a “5G corridor” for example.    

Cambridge, Milton Keynes, Oxford and their universities are collaborating on smart city initiatives and 
exploring a potential Memorandum of Understanding to further facilitate this.  Local partners would 
expect Government to be supportive of this and engage with us to maximise the digital potential of the 
corridor with all the economic, social and environmental benefits that could bring.  This may include the 
creation of more robust target setting with the digital infrastructure providers to accelerate the roll-out of 
appropriate digital capability within and between the strategic growth corridors. 

 

http://www.connectingcambridgeshire.co.uk/wp-content/uploads/2016/03/Smart-Cambridge-guide.pdf
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Water and energy 

Assistance with ensuring fault levels do not become an insurmountable barrier to grid connection for 
renewable energy may be needed too.  UK Power Networks have recently identified this as a potentially 
very significant brake on delivering sustainable growth, and significant investment may be required to 
ensure this does not have a very deleterious impact on our ambitious plans. 

Water and energy supply and security are of course both hugely important to further growth and need 
close attention.  It is important that regulatory frameworks for utilities enable longer term investment in 
infrastructure that would facilitate strategic coordination of economic and housing growth (current 
regulatory frameworks may work against this). 

 in particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 

Greater Cambridge sits at a pivotal location in the “Golden Triangle” – the confluence of London 
Stansted Cambridge Corridor and the Cambridge-Peterborough LEP and Oxford Bedford Cambridge 
Norwich east-west growth corridor. Completion of the East-West rail project, including the more complex 
parts of the Central section unlocking housing growth along the A428 corridor, would add significant 
value. 

Road 

Similarly, the Oxford-Cambridge Expressway would enhance both the Oxford-Cambridge arc and its 
connectivity with North-South routes and clusters, in line with the Government’s Road Investment 
Strategy.   

It is essential that planned infrastructure improvements such as the A14 Cambridge to Huntingdon 
improvement scheme, A428 Black Cat to Caxton Gibbet dualling, and Cambridge North railway station 
are delivered as quickly as possible, without further delay.   

The A1 (M25 to Peterborough) study may also indicate strategic opportunities to facilitate greater 
connectivity and growth on this corridor, including a value-adding intersection with East-West routes 
such as the A428 and proposed Expressway. 

The national agencies involved in those schemes need to ensure strong project management and avoid 
bureaucratic processes that could slow delivery.  The pace and certainty of decision making in Network 
Rail in particular can be tortuous and impenetrable.  We would like to discuss ways to facilitate co-
investment in the early stages of rail. 

In addition, the infrastructure identified in the Local Plans and Transport Strategy for Cambridge & South 
Cambridgeshire is essential for continued economic success of the area.  This includes work on a 
number of radial routes in and around Cambridge, as well as access and capacity improvements in the 
city centre, and major schemes in the corridors further out into the travel-to-work area.  A major focus of 
the schemes is to offer alternative travel than car, by facilitating faster and more reliable bus journeys, 
cycling and walking.  

Key corridors for growth are the A10 north of the A14 (and a relocated railway station at Waterbeach), 
the A1307 towards Haverhill, A428, and A11 corridors, potentially from the M11 up towards 
Thetford/Mildenhall and beyond.  Providing necessary capacity and sustainable transport alternatives 
are key to unlocking these major corridors of growth.   
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The A505 also needs investment to improve connectivity in the research-rich corridor it serves between 
Royston and Four Wentways.  Congestion on the A505 is having an increasingly detrimental impact on 
the internationally significant Babraham, Granta Park and Genome Campus business and research 
parks, together with other businesses in this innovation-intensive corridor. 

Rail 

The rail infrastructure needs in the East-West arc extend beyond Cambridge, too – the single track line 
towards Ipswich has limited capacity and relatively low line speeds that require addressing (potentially 
adding extra stations, e.g. at Fulbourn) to unlock housing and economic growth in that corridor to Bury St 
Edmunds, Ipswich and Martlesham.   

The line to Norwich could be developed further and the East Coast mainline north of Cambridge towards 
Peterborough and particularly the Alconbury Weald station proposal and the north Cambridgeshire 
market towns (e.g. Wisbech) could be upgraded to allow more rapid, reliable movement between the 
jobs in Greater Cambridge and the more affordable housing further afield.  Electrification of the 
Peterborough-Ely rail line would improve operational resilience. 

Utilities 

One of the most significant brownfield sites in the area is Cambridge Northern Fringe East, which 
potentially encompasses former railway land and other current lower-value uses adjacent to the planned 
new Cambridge North station, Guided Busway and A14 as well as Cambridge Science Park.  
Infrastructure required to unlock this site will potentially be very significant and costly, and may need 
Government support to ensure the huge economic jobs and housing potential is fully realised in a 
coherent and optimising way. This equally applies to the RAF Wyton site for road investment and guided 
busway expansion. 

 does the corridor require better connectivity to other major centres of growth? 

Yes.  The North-South routes are relatively good, particularly road and rail moving south through 
Hertfordshire and Essex to London.  However, the line towards London needs four-tracking urgently to 
create the capacity to make the most of East-West connections and the proposed Cambridge South 
(Addenbrooke’s BioMedical Campus) station and Alconbury Weald. 

Connectivity in all directions other than south is poor.  East-West rail, the A428 and the A14 upgrade will 
improve connectivity to the knowledge intensive clusters and housing potential to the West, if delivered 
promptly. Investment in the Oxford to Cambridge Expressway will also help improve linkages to Milton 
Keynes and Oxford.     

However, rail linkages to the Midlands are also poor (requiring change at Ely or Peterborough), and to 
the North require changes at Peterborough, Stevenage or London.  Rail to the East is very poor overall, 
and the life science cluster towards Norwich could be enhanced by much better connectivity with Greater 
Cambridge. 

3.2 Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognizable 

economic corridor? If so: 

 what factors unite the area? 

Yes, it is an important corridor, as is the London-Stanstead-Cambridge-Peterborough corridor.  
Improving connectivity between the two would enhance the scale and global competitiveness of both – 
Greater Cambridge can play a key role as a hub in this connectivity. 
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The key factors uniting the area are similarity of economic strengths (knowledge, research, innovation – 
relatively low capital required, high productivity, globally competitive, internationally footloose, high 
wage/low welfare), particularly the university-led strengths of Oxford University, Cambridge University 
and the Open University (and Anglia Ruskin).   

Also, the shared experience of rapid economic and housing growth, and the strains that puts on 
infrastructure and the relevant local housing markets.  And the pull of London. 

 would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? 

Potentially – particularly in terms of ensuring joined-up sequencing and delivery of infrastructure and 
housing growth.  Local partners would be interested in exploring scope for a Sub-National Transport 
Body that covers or connects to areas both to the East and West of Cambridge and the freedoms 
explored in the proposed Devolution Deal. 

In its recently launched growth commission report, the LSCC highlight the importance of collective 
ownership of corridor wide growth objectives – and how these might drive investment decisions in 
physical and digital infrastructure – to help areas/corridors compete together in an international arena. 
Corridors in Boston and Silicon Valley illustrate the need for scale (globally) and connectivity in the 
delivery of successful shared benefits.  

Securing more rapidly developed and delivery of spatial planning frameworks (a network of 
complementary “Local Plans”) – to enable the coordination of growth and infrastructure could be one 
way of achieving this level of agile, collaboration (and coordination) in the UK. There may be a potential 
role for the Combined Authorities (including the LEPs) to take on such a pro-active, co-ordinating role. 

 would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy? 

Yes, not least in relation to national infrastructure such as the A14, cross-country rail and the strategic 
road network.  The importance of the Cambridge Cluster to the UK economy is described in a new book 
on the Cambridge Phenomenon’s Global Impact.   

Turnover of knowledge-intensive industries in the Cambridge Cluster is in excess of £11bn. This level of 
value added from development is not reflected effectively in the existing financial appraisal processes 
that underpin infrastructure investment. A new assessment process needs to be developed. 

 should adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning? 

Potentially, yes.  Housing and growth hubs to the north and south of Cambridge are relevant here (the 
A1/M11 corridors), as are places further afield such as Norwich with its economic similarities, research 
ties between the universities and other links; and the East coast ports, much of whose freight passes 
through the region.  The corridor could also be extended west to embrace Swindon, another “Fast 
Growth City” presenting similar challenges and opportunities. 

3.3 Describe your vision to maximise growth, maintain a high quality environment, and deliver more jobs 

and homes across the corridor over the next 30 years: 

As set out in answer to questions 3.1, the submitted local plans for Cambridge and South 
Cambridgeshire, and the Transport Strategy for Cambridge and South Cambridgeshire describe the 
vision of sustainable growth in the Greater Cambridge part of the corridor to 2031 and beyond.   
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This is based on a strategy of growth in the city (primarily on the fringes including some on land released 
from the green belt), maintenance of the remainder of Green Belt, and development in larger new 
settlements and strategic sites in South Cambridgeshire and Huntingdonshire, underpinned by 
investment in sustainable transport modes.   

This is all intended to allow continuation of the economic success known as the Cambridge 
Phenomenon, characterised by world leading research, innovation and commercialisation.  Whilst 
maintaining the quality of life and quality of place that local communities value and that help attract and 
retain the brightest and best from around the world and their families. 

Through the City Deal, the partners have already committed to preparing a joint Local Plan for Greater 
Cambridge, starting in 2019, which will identify the most appropriate strategy for the period beyond. 
There is scope to expand that collaborative growth planning with our existing ‘shared services’ partner, 
Huntingdonshire. 

Thus we have a vision of a highly connected, networked region or corridor where the brightest and best 
live, study and work to enable sustainable and shared prosperity. 

 what does that mean for growth and infrastructure investment in your area? 

That means continued sustainable growth, underpinned by early infrastructure investment in all enabling 
infrastructure including transport, housing and utilities.  The Local Authorities and Cambridge 
Development Forum have already identified the need for new mechanisms for the delivery of strategic 
utility infrastructure across the area. 

 what steps are currently being taken to realise that vision, and what more needs to be done? 

The Councils have developed their local plans (and supporting transport strategy) in alignment, and have 
already granted permission for thousands of the new homes envisaged in the plans. 

Cambridgeshire County Council invested £30+m to deliver the Cambridgeshire Guided Busway, the 
longest guided busway in the world at 25km, to facilitate delivery of a new town at Northstowe (on the old 
Oakington barracks site). 

South Cambridgeshire District Council has worked closely with the promoters of Northstowe new town 
and the local community to ensure that there is a framework in place to bring forward a quality 
development across the whole town, whilst enabling a phased approach to delivery reflecting the 
different ownerships and limited transport capacity before delivery of the A14 improvements.  

The partners have worked closely together to ensure that the infrastructure to support the new town will 
be high quality and ready on time. We have worked with government agencies to bring forward the A14, 
which is required for all but the early phases of Northstowe. At a local level we have put in place a 
shared approach to public service provision, for example a community hub to house community library 
and health services. We are now teaming up with the NHS as part of the Healthy Towns programme to 
capture and share best practice. 

The local partners, through a previous partnership-based delivery vehicle known as Cambridgeshire 
Horizons, invested in infrastructure to open up the Cambridge BioMedical Campus, now on its way to 
delivering 18,000 life science jobs including AstraZeneca’s global headquarters and Papworth and 
Addenbrooke’s hospitals. 
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The local authorities, in concert with the LEP and University of Cambridge negotiated the Greater 
Cambridge City Deal to bring in additional infrastructure funding to implement elements of the TSCSC 
and thereby facilitate housing and jobs growth in the Greater Cambridge area. 

The Greater Cambridge City Deal partners have also funded the establishment of a Housing 
Development Agency to help bring forward housing with more speed and certainty. 

The local authorities and LEP have also agreed to contribute £100M to the cost of the A14 upgrade 
and/or the mitigation of its effects.  The LEP has supported the establishment of an Enterprise Zone at 
Alconbury former RAF base, and the concept of a “Cambridge Compass” of enterprise zones in towns 
around Cambridge, to provide business space away from the areas at risk of over-heating, helping ‘spin 
out’ from and ‘spin toward’ Greater Cambridge. 

The local authorities of Cambridgeshire, GCGP and Government have agreed to consult on the creation 
of a combined authority for Cambridgeshire and Peterborough which includes preparation of a non-
statutory spatial plan for the area.  

What more needs to be done is to ensure that the infrastructure to facilitate further major growth sites is 
delivered.  In particular, to ensure that both transport and community infrastructure (and economic sites) 
are delivered in advance of / early in the build out of those new communities.  Delivery and enhancement 
of infrastructure connecting the concentration of jobs in Greater Cambridge with more affordable housing 
in the towns 10-20-30 miles away would be a major step forward too, following a corridor-based 
approach and SEP principles. 

The development industry reports significant challenges in the commitment to and coordinated delivery 
of essential utilities infrastructure, particularly water, at the right scale and time for large new 
development delivery – whilst at a local level, utility investment decisions (for example on electricity 
infrastructure) is preventing the delivery of more sustainable and low carbon energy options.  

Differential delivery timelines and the phased approach to funding (and commitments to) road, rail, 
health and utilities infrastructure means that considerable time and resource (and delay) arises as the 
need for certainty requires phased and staged planning permissions tied to infrastructure delivery/utility 
capacity.  

The capacity of existing builders (and their workforce and supply chains) to deliver on multiple sites 
across the local area is also likely to limit levels of delivery and growth. The implications on building 
materials supplies from potential BREXIT trading implications will also need to be explored further in the 
weeks ahead if prices are not to rise dramatically. 

 what value could new cross-corridor intercity road and rail links bring? How do these 

compare to other transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 

Cross-corridor intercity road and rail links could intensify as well as spread the agglomeration effects of 
the Cambridge Cluster.  Areas of relatively more affordable housing could be better connected to 
concentrations of jobs.  Clusters of expertise could more readily cross-fertilise, and the connections 
between clusters of R&D activity and advanced manufacturing expertise could be enhanced.  These 
would all be beneficial to Greater Cambridge and the wider corridor area, and therefore to UK Plc.  How 
they compare to intra-city links or wider infrastructure priorities is hard to appraise.   

The immediate priorities in Greater Cambridge are to ensure houses of a range of tenures are built in 
sustainable locations with good sustainable transport links to centres of employment in and around 
Cambridge. 
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One further idea might be that the East-West rail route could perhaps have an interchange with the 
proposed HS2 line where they cross.  This does not currently appear to be in the plans, and yet could 
potentially drive connectivity, agglomeration and productivity gains across a wider area, helping to 
rebalance the UK economy away from an over-reliance on London, and joining the Oxford-MK-
Cambridge R&D expertise with wider areas of manufacturing and other expertise. 

3.4  Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 

The lessons from earlier new towns and communities is that the infrastructure needs to be delivered 
before/in step with the housing.  This needs to include community infrastructure such as educational, 
health and leisure facilities as well as transport infrastructure, in particular sustainable transport 
opportunities.  This all needs to be carefully phased.  For settlements on the proposed or existing rail 
routes, Network Rail need to ensure their delivery timetables support this kind of phased, integrated 
approach. 

There is a need for co-ordinated master planning and joined-up working between agencies including 
utility providers. There is an opportunity for the new non statutory plan of the combine authority to play a 
coordinating and directing role for strategic utilities infrastructure and its delivery – through clear long 
term funding commitments from the utility providers and their associated regulator.   

There is a lesson (not least from the financial crisis of 2008-09) around the role that the public sector can 
play in smoothing out the peaks and troughs of delivery.  This is important for sustaining the capacity of 
the construction industry, including the recruitment and training of skilled tradespeople and 
professionals in that sector. 

Finally there is a lesson around HMG/HMT appraisal methodologies not taking a long-enough or broad 
enough view of benefits from investment.  A much longer term approach needs to be taken to 
infrastructure investment and its returns.   

A funding model that allowed local bodies to borrow against the tax divided of growth (tax increment 
financing or the business rate supplement used for CrossRail) or housing revenue (HRA) would also 
help incentivise and enable progressive local partners to deliver infrastructure up front that unlocks 
private sector investment and delivers growth at a pace and certainty not otherwise available.   

There may be other infrastructure financing solutions worth revisiting/exploring further, such as municipal 
bonds, Milton Keynes-style roof tax or others. 

 

3.5  Are you aware of any examples of UK or international good practice, for example in respect of new 

technology, local frameworks or the built environment, that are relevant to this review? 

There is extensive research on the economic benefits of agglomeration – investment that develops a 
positive sense of the arc/cluster/corridor, both within Britain and internationally, will help attract inward 
investment and sustain the success of the corridor and UK Plc. 

There is also evidence of cities that have been more successful in building sustainable/liveable 
communities – this has often required very significant public investment and / or very bold decision-
making. 

A number of cities are claiming to be “smart” – it is important that Greater Cambridge and cities in this 
corridor (not least Milton Keynes) build on our strengths and collaborate to be genuinely smart places to 
do business, and incubators of smart city solutions that can be scaled and sold around the world. 



[Received by email] 

Dear Lord Adonis and fellow NIC members, 

I fully support your proposal for enhancing the east-west links between Cambridge and Oxford 

(taking in Milton Keynes and Northampton). However, I would urge you to consider the longer 

term opportunity to extend this corridor to connect with the growth hubs of Norwich in the east 

(a ‘TechNation’ cluster and home to the Norwich Research Park biotech cluster) and Swindon in 

the west. This would tie in with proposals to accelerate growth between these centres, as set out 

in the Fast Growth Cities report from the Centre for Cities. You can read the report (launched 

earlier this year at the Houses of Parliament) here 

http://www.centreforcities.org/publication/fast-growth-cities-opportunities-and-challenges-for-

cambridge-oxford-milton-keynes-swindon-norwich/.   

The East is a fast growing region but its potential is hampered by poor infrastructure, not least on 

the east west rail and road links. At the very least I would urge you to include the upgrading of 

the Ely Junction in your plans, as this would speed up the connection between Norwich and 

Cambridge and unlock the freight line from Port of Felixstowe to distribution centres in the 

Midlands. It is also worth considering the proposal to turn the newly dualled A11 in Norfolk into a 

growth corridor http://www.norfolkchamber.co.uk/corporate/business-plan-for-norfolk/a11-

corridor-norwich-thetford - it would make sense for you to consider how to improve the link from 

the A11 at Barton Mills to the proposed Cambridge-Oxford Expressway. 

Thank you for your time. I’m writing this in a personal capacity and as a micro-business owner 

based in Norfolk but with clients across the UK. 

Kind regards 

Huw 

 

http://www.centreforcities.org/publication/fast-growth-cities-opportunities-and-challenges-for-cambridge-oxford-milton-keynes-swindon-norwich/
http://www.centreforcities.org/publication/fast-growth-cities-opportunities-and-challenges-for-cambridge-oxford-milton-keynes-swindon-norwich/
http://www.newanglia.co.uk/our-priorities/
http://www.norfolkchamber.co.uk/corporate/business-plan-for-norfolk/a11-corridor-norwich-thetford
http://www.norfolkchamber.co.uk/corporate/business-plan-for-norfolk/a11-corridor-norwich-thetford


 

Historic England’s Response to the National Infrastructure Commission’s Call 
for Evidence on the Cambridge–Milton Keynes–Oxford ‘Growth Corridor’ 

 
Historic England 
 
Historic England is the Government’s statutory adviser on all matters relating to the 
historic environment in England. We are a non-departmental public body established 
under the National Heritage Act 1983 and sponsored by the Department for Culture, 
Media and Sport (DCMS). We champion and protect England’s historic places, 
providing expert advice to local planning authorities, developers, owners and 
communities to help ensure our historic environment is properly understood, enjoyed 
and cared for.  
 
We welcome the opportunity to submit evidence regarding the Cambridge–Milton 
Keynes–Oxford growth corridor. Our response to each of the questions posed by the 
National Infrastructure Commission is set out below.  
 
3.1 Many places across the Cambridge – Milton Keynes – Oxford corridor have 
very successful local economies and are perceived as highly desirable places 
to live. 

 
 What have been the key drivers of that success? 

 
The local economies across the Cambridge, Milton Keynes and Oxford corridor have 
been highly successful resilient and dynamic, driven by a number of different factors 
including proximity to London, a knowledge based economy linked to the presence 
of world class universities, and a rich, diverse and attractive historic environment and 
rural hinterland.  
 
The corridor forms an arc to the north of London from Oxford, through Milton Keynes 
to Cambridge. The capital is accessible from these locations, and its proximity 
contributes to the success of the local economies and to making these areas highly 
desirable places to live.  
 
Often described as the ‘brain belt’ of the UK economy, there is a strong link between 
the presence of world class universities in both Oxford and Cambridge (currently 
ranked sixth and third in the QS World University ratings) and the strength of the 
local economies. Cambridge has the highest percentage of working age population 
with NVQ4 and above (65.7%1) with Oxford second with 60%.2 63.5% of Oxford’s 
residents have degree level qualifications (almost twice the UK or SE averages).3 
Oxford has a larger proportion of adults in full-time studies than any other city in 
England and Wales).4 
 

                                                           
1 NOMIS 2014, Annual Population Survey, residents analysis, 2013 data, DETINI 2014 
2 Oxford Local Plan Employment and Economy Background Paper  
3 Oxford Local Plan consultation booklet June 2016 
4 Oxford Local Plan consultation booklet June 2016 



 

This knowledge-based economy has flourished since the development of the 
Cambridge Science Park on the edge of the city in the 1970s. Since that time, the 
area has become a world leader in terms of its technology-based business 
community and wider research base. There are now around 1,500 high technology 
businesses employing around 53,000 people in the Cambridge Area.5  
 
There is a strong focus upon high value, high skilled jobs in life sciences, advanced 
manufacturing and scientific research including drug discovery, bioinformatics, 
software, computer hardware, electronics, etc.  
 
Oxford’s economy is growing, with currently 4,600 businesses providing 114,000 
jobs, adding £6.8 billion to the UK economy in 2014. The major employment sectors 
include research, publishing and health, with 67% of Oxford’s jobs in knowledge-
intensive activities.6 
  
Heritage assets and a proactive approach to managing the historic environment 
have played an important part in making Oxford and Cambridge highly desirable 
places to live. Historic places add distinctiveness, meaning and quality to the places 
in which we live, providing a sense of continuity and a source of identify. Historic 
places are also social and economic assets and can be used to support 
regeneration, place making and community development. 
 
The corridor as a whole includes a wealth of historic assets including Blenheim 
Palace World Heritage Site, 205 Scheduled Monuments, 48 Registered parks and 
gardens, 7321 listed buildings, and 144 Conservation Areas.7 Cambridge and Oxford 
in particular both have a high concentration of heritage assets (see Table 1).  
 
Table 1: Heritage Assets and Heritage Champions by District8 
 

 Cambridge South Cambs Oxford Milton Keynes 

Grade I listed 
buildings 

67 49 199 30 

Listed 
buildings 

818 2665 1172 1092 

Conservation 
Areas 

11 86 18 27 

Scheduled 
Monuments 

5 103 10 48 

Registered 
Parks and 
Gardens 

12 12 4 0 

Heritage 
Champions 

1 1 1 0 

 

                                                           
5 Cambridge Local Plan 
6 Oxford Local Plan consultation booklet June 2016 
7 Oxford to Cambridge Expressway Strategic Study Stakeholder Reference Group 
8 Heritage Counts Data 



 

These assets have helped to make this area a highly desirable place to live, work 
and invest. Far from being a barrier to growth, heritage is an important planning 
consideration and can serve to promote a strong and vibrant economy. 
 
 What is holding back further growth and greater productivity? 

 
However, as with any area there are a number of constraints which may be seen as 
hindering further growth and greater productivity in the area. The principal issues 
that we identify in this area include transport, housing and skills.  
 
In respect of transport, Cambridge is expected to see a 40% increase in travel 
demand by 2031. Milton Keynes has identified transport infrastructure as a vital 
precursor to development and the Oxford local LEP has itself described the city’s 
road network as ‘woefully outdated’.9 
 
In particular there are major concerns regarding the A34 south of Oxford, A421 
single carriageway east of the A4421, A421 through Milton Keynes, and the A428 
single carriageway section. More broadly, road infrastructure in the Cambridge area 
is at or over capacity with particular issues associated with the A14 and also 
congestion in and around the city at peak periods. 
 
Journey times between Oxford and Cambridge city centres at peak periods take 
between two-and-a-half to three hours to travel approximately 83 miles. 
Undoubtedly, improvements in transport infrastructure would help to increase 
connectivity along the growth corridor and hopefully reduce journey times.  
 
Oxford has the second highest proportion of those commuting to work by bike in the 
country. At peak times, very high bus patronage of over 1000 passengers an hour is 
found on 5 of Oxford’s key bus corridors, and these bus corridors have over 40 
buses an hour. 190 buses and coaches enter the city centre per hour at peak times. 
Oxford’s narrow streets can contain air pollution, and also mean that there is more 
likely to be conflict between motorised traffic, pedestrians and cyclists. With the level 
of population and job growth expected, the way that people will move around the city 
in the future will be very important for the environment, health and well-being.10 
 
Regarding housing, outside of London, Oxford and Cambridge are the least 
affordable cities in the UK to live relative to wages, with the average house 
price:earnings ratio in 2014 being 16.2 for Oxford and 14.9 for Cambridge.11 
Affordability pressures make it harder for firms to recruit and retain staff. Significant 
‘unmet’ housing need and real concerns about affordability with high house prices 
together with the very low unemployment numbers means that the local labour 
market is subject to problems of both recruitment and retention of staff in Oxford.12 

                                                           
9 Oxford to Cambridge Expressway Strategic Study Stakeholder Reference Group 
10 Oxford Local Plan consultation booklet June 2016 
11 Oxford Local Plan consultation booklet June 2016, Land registry 2014, Market Trend Data, Price 

Paid 2004 and 2014 data, Scottish Neighbourhood Statistics 2014, Mean house prices 2004 and 
2014 data, ONS 2013 Annual Survey of Hours and Earnings (ASHE), average gross weekly 
residence based earnings, 2012 and 2013 data. 
12 Oxford Local Plan Employment and Economy Background Paper 



 

The report ‘Oxford Innovation Engine: Realising the Growth Potential’ (2013) found 
housing to be the biggest obstacle to achieving economic growth. 
 
Substantial growth in housing stock is planned for the region (the Oxfordshire LEP 
local authorities propose to deliver 93,560–106,560 new dwellings by 2031, the 
South East Midlands LEP around 86,700 by 2020/21, and the Great 
Cambridge/Greater Peterborough (GCGP) LEP around 156,610 by 2031. Oxford 
needs about 32,000 new homes by 2031 to meet its predicted housing needs but 
only has room for about 10,000 of those in Oxford itself, which means that, if this 
need is to be fully met, additional development is required in the adjoining 
authorities’ areas. The scale of housing growth in the area will inevitably put 
pressure on the distinctive character of historic towns such as Oxford and 
Cambridge. Planning policy and site allocations used to increase housing supply will 
need to be mindful of impacts on the historic environment and individual heritage 
assets.  
 
This new housing construction inevitably leads to greater pressure on existing 
transport networks and potentially impacts upon historic assets. Growth around 
Oxford is likely to mean incursions into the Green Belt, which might affect its purpose 
to preserve the setting and special character of the city. 
 
In terms of skills, whilst Oxford and Cambridge both have high proportions of 
residents with degree level qualifications, nevertheless there remain areas where 
high proportions of the population have little or no qualifications. Oxford has below 
average educational attainment amongst young people in state schools and 22% of 
adults have no or low educational qualifications.13 Milton Keynes reports business 
skills shortages across a range of sectors in both leadership and management as 
well as more technical and basic skills.14 

 
 In particular, what planned or new infrastructure improvements would best 

support sustainable growth and promote innovation over the long-term? 
 
Sustainable growth and innovation in the long term are best supported by improved 
infrastructure, particularly addressing current issues including the A14, links between 
Oxford and Cambridge (be they road, rail or other forms of public transport) and 
sufficient housing (sustainably located and at a price that is affordable) to meet the 
needs of a rapidly expanding population whilst at the same time, building upon the 
historic assets of the corridor through their protection, enhancement and re-use 
through constructive conservation. For example, we have given our support to the 
A14 improvement process, which has resulted in some positive benefits for the 
historic environment.  
 
The ‘National Planning Policy Framework’ makes it clear that the conservation and 
enhancement of the historic environment is an integral part of sustainable 
development, and that to achieve sustainable development, economic, social and 
environmental gains should be sought jointly and simultaneously through the 
planning system. Therefore, if it is to be truly sustainable, any new infrastructure, 

                                                           
13 Oxford Local Plan consultation booklet June 2016 
14 Oxford to Cambridge Expressway Strategic Study Stakeholder Reference Group 



 

whether transport or housing, must achieve growth alongside the conservation and 
enhancement of the region’s environmental assets, including the historic.  

 
 Does the corridor require better connectivity to other major centres of 

growth? 
 
Connectivity between major centres of growth will serve to maximise the potential for 
growth within the corridor. This can best be achieved through a range of modes: 
road, rail, better public transport generally, and also through ensuring that digital 
infrastructure meets the needs of the population.  
 
3.2 Does the Cambridge – Milton Keynes – Oxford area, including 
Northampton, form a recognizable economic corridor? If so: 

 
 What factors unite the area? 
 
The area is united by a number of different factors. Cambridge and Oxford are both 
historic seats of learning, with the universities ranking third and sixth in the world. 
The two cities host over 3,000 technology firms.  
 
Milton Keynes, Cambridge and Northampton all experienced very high levels of 
population growth between 2004 – 2013, with all three cities in the top 10 cities 
with the highest population growth in the UK. Milton Keynes had the fastest rate of 
growth in this period, expanding by 16.5% (an increase of 36,200; Cambridge had 
the fifth fastest rate of growth, at 12.7%, and Northampton ranked seventh with a 
population increase of 11.3 % during the same period).15 Oxford’s population 
increased by 12% between 2001 and 201116 and is expected to increase by a further 
20% by 2036.17 
 
The highest rate of growth in the number of jobs was achieved in Milton Keynes 
(an increase of 18.2% between 2004 and 2013, with Cambridge ranked third with a 
15.7 % increase during the same period).18 
 
The area has high levels of employment with 79.4% in employment in Oxford, and 
78% in Cambridge compared to the national average of 73.6% for the period 
January – December 2015.19 The level of unemployment in Oxford is significantly 
lower than the South-East and England. Both Oxford and Cambridge have similar 
strengths in the education, research and high technology sectors.  
 
As detailed in response to Question 3.1, the corridor as a whole boasts a wealth of 
historic assets, with Cambridge and Oxford having particularly high concentrations 
of listed buildings and conservation areas. It is these unique assets that help to make 
these cities such attractive places in which to live and work (Oxford is the seventh 
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16 Oxford Local Plan Employment and Economy Background Paper 
17 Oxford Local Plan consultation booklet June 2016 
18 ONS 2014 
19 NOMIS data, 2016 



 

most visited city by international visitors in the UK, attracting approximately 7 million 
visitors per year, generating £780 million of income for local Oxford businesses20). 

 
 Would greater emphasis on corridor-wide planning and decision making 

benefit local communities and local economies? 
 
There is already a degree of corridor-wide planning for infrastructure in place which 
is important in ensuring a joined up approach to tackling the issues surrounding 
growth.  
 
The cross-boundary issues around housing delivery have already been touched on, 
above, and the existence of cross-boundary LEPs. Historic assets and their settings 
may themselves straddle boundaries and prompt cross-boundary working, and 
closer working and co-ordinated planning can help to ensure that the issues are 
adequately addressed. The Duty to Cooperate is an important tool in tackling cross 
boundary issues. 

 
 Would that same emphasis on coordinated planning and decision making 

provide wider benefits for the UK economy? 
 
A coordinated approach to planning and decision making is key in addressing 
strategic issues such as growth and housing delivery.  

 
 Should adjacent towns and cities be incorporated into the corridor in terms 

of growth and infrastructure planning? 
 
It is imperative that adjacent towns and cities are incorporated into the corridor in 
terms of growth and infrastructure planning. Each of the main cities has a hinterland. 
Growth in one area inevitably leads to impacts upon the surrounding area. In 
Cambridge, for example, whilst many of the jobs are located in Cambridge and the 
surrounding science parks, the population is more widely spread across the market 
towns and villages leading to considerable net commuting into the city across the 
Green Belt. It is these historic towns (Ely, Saffron Walden, Newmarket, etc.) that 
house many of the working population of Cambridge.  
 
A similar effect is felt in Oxford: almost half of Oxford’s workforce (45,900 people or 
46%) commuted into the area in 2011. In addition, there is seen to be a need for 
22,000 dwellings in the settlements around Oxford to meet Oxford’s housing need to 
2036.  
 
The knock-on effects of growth in the main cities upon the ring of market towns – 
both in terms of transport infrastructure and housing – need to be taken into 
consideration. Each of these adjacent towns has its own special character that 
needs to be preserved and enhanced through sustainable development in the future, 
and this includes the provision of appropriate infrastructure networks. It is this 
character that makes such towns very attractive places to live and work, and thus 
supports the economy.21 Growth needs to be carefully managed in these towns to 

                                                           
20 Oxford Local Plan Sustainable Tourism Background Paper 
21 See ‘Heritage and the Economy’ (Historic England, 2015). 



 

encourage and accommodate appropriate and high quality urban growth whilst at the 
same time ensuring that all those elements that make them special are not lost but 
rather maintained and enhanced.   
 
Currently the Cambridge Sub-Regional Housing Board acts in partnership, with  
learning and other experiences shared across the housing market area. The Board 
includes a number of local authorities including Cambridge City, East 
Cambridgeshire, Fenland, Forest Heath, Huntingdonshire, South Cambridgeshire, St 
Edmundsbury and Cambridgeshire County. Similarly, the LEP boundary incorporates 
Forest Heath, Uttlesford, St Edmundsbury and North Herts in recognition of the fact 
that these areas are all inter-related. Growth in the main cities will inevitably lead to 
the effects being felt in their wider hinterlands.  
 
Therefore it is vital that the corridor is broadened to include these areas. If adjacent 
towns and cities are excluded from the corridor for the purposes of growth and 
infrastructure planning there is a danger that this may lead to additional pressures or 
decline in these places.  
 
3.3 Describe your vision to maximise growth, maintain a high quality 
environment, and deliver more jobs and homes across the corridor over the 
next 30 years: 

 
 What does that mean for growth and infrastructure investment in your 

area? 
 
Historic England’s vision for the corridor over the next 30 years is to see continued 
growth but in a sustainable manner which does not compromise the very things that 
have served to contribute to the success of the region to date, in particular the 
historic assets of the area. As set out in our response to Question 3.1 above, the 
‘National Planning Policy Framework’ makes it clear that to achieve sustainable 
development, economic, social and environmental gains should be sought jointly and 
simultaneously through the planning system.  

 
 What steps are currently being taken to realise that vision, and what more 

needs to be done? 
 
Historic England recognises the importance of historic places as both social and 
economic assets. As the public body that looks after England’s historic environment, 
we champion historic places, helping people to understand, value and care for them.  
 
We are actively involved in helping to shape future growth and infrastructure, and in 
working closely with local authorities in the East and South East of England, 
providing expert planning advice for the preparation and revision of a wide variety of 
development plans, development proposals, environmental strategies and 
assessments.  
 
Our constructive approach to conservation is being increasingly adopted by other 
public agencies and in particular by local planning authorities, who are usually, and 
rightly, the first point of contact for developers seeking to make changes to historic 
places. In engaging with development, from an early stage, our vision for balancing 



 

growth with careful protection and enhancement of historic assets can be realised. 
The aim is to recognise and reinforce the historic significance of places, while 
accommodating the changes necessary to ensure their continued use and 
enjoyment.   
 
A good example of this approach can be seen in the redevelopment of the Station 
Area in Cambridge, where a constructive approach to the conservation of Listed 
Buildings was taken, building upon the unique heritage of the area and enhancing 
the scheme as a whole. Similarly, Christ’s Passage in Cambridge involved the 
redevelopment of a shopping centre and opening up of a historic route through the 
city, creating a much more pleasant and attractive mixed-use scheme.  

 
 What value could new cross-corridor intercity road and rail links bring? 

How do these compare to other transport initiatives e.g. intra-city links, or 
wider infrastructure, priorities? 

 
As outlined in our response to Question 3.1 above, transport is one the key factors 
holding back further growth in the corridor. In particular there are major concerns 
regarding the A34 south of Oxford, A421 single carriageway east of the A4421, A421 
through Milton Keynes, and A428 single carriageway section. More broadly, road 
infrastructure in the Cambridge area is at or over capacity with particular issues 
associated with the A14, and also congestion in and around the city at peak periods. 
 
Journey times between Oxford and Cambridge city centres at peak periods take 
between two-and-a-half to three hours to travel approximately 83 miles. 
Undoubtedly, improvements in transport infrastructure, be they road or rail, would 
help to increase connectivity along the growth corridor and hopefully reduce journey 
times. This would enable greater movement between nodes and improved 
accessibility to affordable housing in turn improving the ability of firms to recruit and 
retain staff.  
 
3.4 Are there lessons to be learnt from previous initiatives to maximise the 
potential of the corridor? 
 
We would also draw your attention to two recent research reports. Firstly, the 
‘Cathedral Cities Report’ (by Foster and Partners with input from Historic England 
and Terence O’Rourke). This report was prepared to help inform the debate about 
the expansion of cathedral cities and more broadly historic cities in general. The 
report consisted of a number of case studies of British historic cities and contrasting 
these with analysis of a number of European examples. From this, different 
approaches to conservation and development in sensitive locations were identified 
as well as key lessons to be learnt. ‘The Sustainable Growth of Cathedral Cities and 
Historic Towns’ was undertaken by Green Balance on behalf of Historic England. It 
looks in detail at the mechanisms employed by a number of local planning authorities 
in historic towns and cities to ensure successful housing growth that respects and 
integrates with the local historic environment.    
 
  

https://historicengland.org.uk/images-books/publications/sustainable-growth-of-cathedral-cities-and-historic-towns/
https://historicengland.org.uk/images-books/publications/sustainable-growth-of-cathedral-cities-and-historic-towns/


 

3.5 Are you aware of any examples of UK or international good practice, for 
example in respect of new technology, local frameworks or the built 
environment, that are relevant to this review? 
 
The following publications provide useful examples of good practice that are relevant 
to this review.  
 
A Prospectus for Growth: This document highlights the key role played by heritage 
as an economic driver, examines how heritage can help our economy grow faster 
and in a more sustainable way and emphasises that heritage is not a barrier to 
growth.  
 
Constructive Conservation – Sustainable Growth in Historic Places: This 
volume shows the many ways in which historic buildings can contribute to job 
creation, business growth and economic prosperity.  
 
Conservation Bulletin 72 – Housing: This bulletin provides a helpful overview of a 
variety of housing schemes. We would particularly highlight the articles relating to 
Accordia in Cambridge, demonstrating the important role to be played by the historic 
environment in influencing and shaping good design.  
 

https://content.historicengland.org.uk/images-books/publications/prospectus-for-growth-historic-environment-east-of-england/51874_Prospectus_for_Growth_web_version.pdf/
https://historicengland.org.uk/images-books/publications/constructive-conservation-sustainable-growth-historic-places/
https://content.historicengland.org.uk/images-books/publications/conservation-bulletin-72/cb-72.pdf/














NIC Consultation on Oxford-Milton Keynes-Cambridge Corridor 

 

Submission by Iain Stewart MP (Milton Keynes South) 

 

Introduction 

I warmly welcome the work that the NIC has been commissioned to do by the Government 

on exploring the growth potential of the Oxford-Milton Keynes-Cambridge corridor. I am 

also grateful for this opportunity to submit my observations and suggestions. I have been the 

Member of Parliament for Milton Keynes South since 2010 and I also chair the All Party 

Parliamentary Group on East-West Rail. I also hope I may bring a useful perspective as a 

Member of the House of Commons Transport Select Committee, the current Parliamentary 

Private Secretary to the Secretary of State for International Trade and a past PPS to the 

former Secretary of State for Transport (RH Patrick McLoughlin MP). 

 

The Milton Keynes Context 

As a local Member of Parliament, naturally my principal focus for my submission to this 

consultation is my own constituency, but I believe that my contribution is relevant to and 

beneficial for the whole corridor. 

My first observation is that the future growth of Milton Keynes must be considered in the 

context of the corridor as a whole. Let me explain the backgroud. 

The motto of Milton Keynes is highly pertinent—“By knowledge, design and 

understanding”. Milton Keynes will celebrate its 50th birthday in January, and as we 

approach that milestone it is worth reflecting on that troika of guiding principles. We 

certainly have design. Over the past half century we have filled out the urban space that was 

designed by the original developers and our population now exceeds the original target of 

250,000. Throughout that period we have also applied great knowledge and understanding to 

inspire the design and grow the development of the city. Sometimes mocked by those who 

have never visited, Milton Keynes is characterised by quality urban design, open green 

spaces, inclusivity and cultural richness. 

“Infrastructure before expansion”—I before E—has been key to our success. We are now 

expanding beyond the originally designed size of Milton Keynes, both in the physical 

footprint and in the number of people. We are now growing beyond these planned boundaries 

and this is putting pressure on infrastructure and services, which has been crucial in placing 

Milton Keynes as the most successful and fastest growing new city in the country. 

In the previous decade, I contend that the John Prescott/English Partnerships proposals to 

double the size of Milton Keynes started to break that essential partnership of knowledge, 

design and understanding. Thankfully, those proposals were scaled back in the 2013 Core 

https://en.wikipedia.org/wiki/John_Prescott
https://en.wikipedia.org/wiki/English_Partnerships


Strategy of Milton Keynes Council, which mapped out a more sustainable development of 

Milton Keynes into the mid and late-2020s. That strategy is now, however, under threat. 

Housing developments that have outline permission are not being brought forward 

sufficiently quickly and place Milton Keynes in danger of not meeting the five-year supply 

targets. 

Not meeting our five-year housing supply target is leading to speculative planning 

applications outside the core strategy being submitted, and sometimes granted, in the face of 

strong local opposition. That in turn creates unplanned demands on infrastructure, which may 

already be strained, and on services, and it means that Milton Keynes will continue to grow 

without an overall strategy or an understanding of the wider implications. There is a clear 

need for the thousands of already agreed planning applications to be brought forward. 

In a recent Parliamentary Debate1, I called on the Government to explore every possible 

opportunity and to work with the developers, Milton Keynes Council, South East Midlands 

local enterprise partnership and all the other stakeholders on upping our annual rate of 

completions to levels that will satisfy the short to medium-term demand. We may also need 

to consider having some flexibility in the five-year target if we are able to demonstrate house 

building in the longer term. There are precedents for Government getting involved: in the last 

Parliament DCLG helped to unlock the western flank and Newton Leys developments in 

Milton Keynes when they stalled. 

Innovations such as council-initiated housing companies have been successfully deployed by 

other councils around the country to help bring forward developments. I have also previously 

called for a significant extension and liberalisation of shared ownership housing, which could 

tap into the extra capital sums made available by the previous Chancellor of the Exchequer’s 

pension reforms, help to pump-prime the development of new housing estates, and address 

the housing affordability issue2. Although house prices in Milton Keynes are expensive in the 

national context, they are relatively affordable when compared to those in Oxford and 

Cambridge. 

An acceleration of the schemes that already have outline planning permission would give 

Milton Keynes and the surrounding areas the space and time to develop its longer term 

strategy and its place in the wider Oxford-Cambridge corridor. I do not believe the 2013 Core 

Strategy to be the limit of Milton Keynes’s ambitions, but it has to be progressed and 

completed before we rush into further growth (including the options currently being 

considered in “Plan MK”) that would compound pressures on our infrastructure and services, 

which we might come to regret further down the line. 

I regularly hear very real concerns from constituents about pressure on infrastructure and 

services. Those people are not anti-growth. The people of Milton Keynes have a positive, 

forward-looking, can-do attitude, but they are genuinely worried about ill-planned growth 

compromising the qualities that have made Milton Keynes the success it is. Those concerns 

cannot be ignored. By getting the short term right, we can plan our future and make our 

contribution to the national economic and housing growth that we need. 

                                                           
1 Westminster Hall Hansard, 12th July 2016 
2 Westminster Hall Hansard, 14th July 2015 

https://www.theyworkforyou.com/glossary/?gl=29
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Milton Keynes Futures 2050 Commission 

During and since the last general election, I have been calling for such a strategic vision to be 

developed. I was therefore delighted when Milton Keynes Council set up the Futures 2050 

Commission last year. The commission has speedily but thoroughly produced its conclusions. 

I am particularly pleased that it sees Milton Keynes very much as an enabler in the 

development of the wider Oxford-Cambridge corridor. I strongly believe that our future 

economic development will be centred on us being a hub in the middle of that arc. I 

recommend that the NIC gives serious consideration to this body of work and to its 

conclusions and proposals. 

 

MK Housing Growth in the Wider Corridor  

Looking at our housing growth in the context of that arc is a must. While some intensification 

of housing in the centre of Milton Keynes and some of the original estates is feasible and 

arguably would add to the vibrancy of the city centre, my personal view is that continuously 

adding housing developments to the periphery of Milton Keynes is not necessarily the 

answer. Nor is there an appetite for enormous housing developments in the greenfield areas 

surrounding Milton Keynes as that would start to compromise the open spaces and 

environmental benefits of our existing design. We should have a network of smaller 

developments that are proportionate and sympathetic to existing settlements, but not massive 

urban sprawl. Key to that ambition will be successful development of transport links and 

other infrastructure. 

 

Infrastructure Projects 

Infrastructure development will certainly involve proceeding as quickly as possible with 

existing schemes such as East-West Rail and the Oxford-Cambridge expressway, but it will 

also involve ensuring that the arc is at the forefront of installing the very latest 

communications technologies, such as 5G.  

East-West Rail is, in my view, the most critical of the infrastructure projects. It has one of the 

highest BCRs of any such project and its benefits are national as well as regional. In addition 

to the specific benefits that the EWR consortium outline3, with the construction of the 

Western access to LHR from the Great Western Mainline, the project offers a direct rail link 

for the corridor to LHR. There have been some concerns that the project will be delayed 

because of Network Rail funding issues; the NIC should emphasise that the project should 

proceed without delay as it is a key enabler for the whole corridor. 

I would also suggest that consideration should be given to linking the East-West Rail line to 

HS2. One option would be to construct an intermediate station on the HS2 line in 

Buckinghamshire where it intersects with East-West Rail at Claydon. 

                                                           
3 http://www.eastwestrail.org.uk  
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Early on in the HS2 process, such an intermediate stop was considered and rejected on the 

grounds of a lack of business case. However, this was only within the context of Phase 1. 

While I agree that there is little sense for such a stop in Phase 1 (as travel times to the stop 

would negate the time savings from an HS2 journey to Birmingham or London), it is worth 

appraising the business case in the context of the full HS2 network. 

 

In addition to enhancing the connectivity attractiveness of the corridor, it would augment the 

HS2 business case by increasing passenger numbers. Notwithstanding future housing growth, 

currently over 500,000 people would live within 30mins rail travel of the interchange station 

(from Milton Keynes, Oxford, Aylesbury, Bicester and High Wycombe) with an even greater 

number within a reasonable car journey. 

 

The feasibility of such an intermediate stop would, of course, have to be considered in the 

context of the overall HS2 timetabling constraints, the relative connectivity and capacity 

options of the classic main lines once HS2 is operational, and would require a 4-track section 

of the line to allow for acceleration and deceleration times. A precedent which may be 

considered would be the Gare de Valence TGV, connecting the TGV network to local TER 

Rhône-Alpes services. 

 

Consideration must also be given to the potential transformative effect of smart mobility 

technology and wider smart cities technology. Milton Keynes is already pioneering such 

work, with numerous projects up and running—for example, at the transport systems 

Catapult, at the Open University and in Cranfield. Such technology will facilitate a better 

network of smaller developments across the arc that will command far more popular support 

than ever greater urban sprawl. 

 

I urge the NIC fully to consider the potential transformative effects of this new transport 

technology in preparing a growth strategy for the corridor. 

 

MKIT 

By developing that infrastructure and placing us at the fulcrum of the arc, Milton Keynes and 

surrounding towns and villages will be ideally placed to develop a globally competitive 

knowledge-based economy of scale. Addressing skills is critical to fulfilling that ambition. 

The Future Commission’s report contains many imaginative proposals, and one of the most 

exciting of those is the Milton Keynes Institute of Technology—MK:IT. Milton Keynes has 

long aspired to have a campus-based university of its own, but I am not sure that the 

traditional model necessarily fits with what we are and what we can aspire to be. We should 

innovate, and something like MK:IT would complement the existing higher and further 

education institutes and provide a pool of skills from which local companies can draw as the 

economy develops. It would be particularly well placed to be the centre for the intelligent 

mobility education needed to create a qualified workforce and to allow the UK to gain the 

lion’s share of the intelligent mobility market, which is forecast to reach £900 billion by 

2025. 

https://en.wikipedia.org/wiki/Open_University


Relevant in this context is the report recently published by the Transport Systems Catapult, 

which identifies a real gap in our knowledge market and makes some interesting proposals 

about how we can address that. I believe MK:IT would sit squarely with that. It would also fit 

neatly with the Government’s intention to expand higher education and research, as set out in 

the recently published Higher Education and Research Bill. 

 

Governance Arrangements 

My final point concerns the governance structure for the developments to which I have 

referred. Milton Keynes’s future cannot be seen in isolation from the wider area. Historically, 

the boroughs, cities and counties along the arc have faced in different directions; that is a 

product of history and geography. There have been some positive developments to get the 

different authorities to work more closely together. An example is SEMLEP, but I urge the 

NIC to consider other innovative solutions. The growth of Milton Keynes and the arc will 

have to be different from the other models of devolution being introduced in traditional 

metropolitan conurbations. I do not want the expansion of Milton Keynes to be seen in any 

way as a “land-grabbing” exercise from neighbouring authorities, which would rightly and 

inevitably be resisted, but the Government should engage with and incentivise all the 

authorities along the arc to develop something new that is innovative and collaborative and 

will facilitate the sorts of development that I have discussed. 

The devolution model that is apt for traditional metropolitan conurbations, such as Greater 

Manchester, is unlikely to be appropriate in the corridor’s context. Nor is a directly-elected 

Mayor likely to command significant popular or political support. More desirable will be 

some model which interlocks existing authorities and enables a cross-regional financing 

model for infrastructure and services which benefit the whole corridor. The corridor is also 

likely to benefit from the devolution of business rate revenues. While I would not favour 

central Government prescribing a specific devolution model for the corridor, I would suggest 

that the NIC recommends that central Government does more to initiate and facilitate such 

local governance structures. 

 

Conclusion 

There is enormous potential for growth in the Oxford-Milton Keynes-Cambridge corridor. 

There is an urgent need to give Milton Keynes and surrounding areas the space and time to 

develop a long-term strategy and implementation timetable. There must be solutions to 

meeting the short-term housing needs while we develop Milton Keynes at the heart of the 

corridor. The Milton Keynes Futures 2050 Commission report and the work of the National 

Infrastructure Commission represent a golden opportunity to develop a bright and successful 

future built on knowledge, design and understanding. Let us not squander it. 

 

 

Iain Stewart MP, 1st August 2016 

https://en.wikipedia.org/wiki/Higher_Education
https://en.wikipedia.org/wiki/SEMLEP
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Executive summary  

 

The Oxford – Milton Keynes – Cambridge ‘growth corridor’ forms a recognisable economic area 

incorporating world leading research centres, technology firms and universities.   

However, in the context of planning around transport and wider infrastructure networks there should 

be greater recognition of the wider economic area of activity within which the corridor is located. 

The geography covered by England’s Economic Heartland (EEH) partnership provides a more strategic 

basis for linking infrastructure services, recognising the need to improve transport links between the 

corridor and neighbouring areas. 

ICE believes that sustainable economic growth and higher productivity across EEH can be achieved by: 

 Developing the EEH Strategic Transport and Infrastructure Proposition into a regional 
infrastructure strategy that identifies the area’s network requirements and plans for their 
delivery  
 

 Producing a regional infrastructure pipeline to act as guide for potential investors and to 
provide foresight on future skills needs 
 

 Enabling  combined authorities within the area to take more flexible (but prudential) 
approaches to financing infrastructure  
 

It is also important that this approach recognises that alongside the goal of sustainable economic 

growth infrastructure networks should enhance quality of life for local people and the environments in 

which they live.  

Productivity levels along the Oxford – Milton Keynes – Cambridge ‘growth corridor’ are some of the 

highest in the UK. However, there are steps that could be taken to raise them further, including: 

 Taking forward East West Rail, supporting the outcomes of work to examine the feasibility of 

an Oxford to Cambridge expressway and drawing out lessons from the Lutz Pathfinder 

autonomous vehicles project 
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1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local 

economies and are perceived as highly desirable places to live. 

 

1.1  What have been the key drivers of that success? 

1.1.1 Cambridge, Oxford and Milton Keynes are among the fastest growing cities in the UK1. Local 

government vision and willingness to promote economic growth have been key drivers.   

 

1.1.2 The local economies along the corridor are knowledge intensive, innovative and high-value. 

There are a number of cutting-edge scientific research parks2 and of course the world leading 

Universities of Oxford and Cambridge. Registration numbers of multi-national businesses are 

also particularly high; over 25 of the world’s largest corporations have operations close to 

Cambridge city centre3.  

 

1.1.3 Levels of employment are high and growing, as are wages, whilst there are low levels of 

welfare across the corridor4. A combination of these factors, plus other softer drivers such as 

good leisure facilities, schools and access to green spaces, mean that there are many attractive 

places to live along the corridor. 

 

1.1.4 Oxford, Cambridge and Milton Keynes all have excellent transport links to London, which 

enhances the desirability of the corridor to both companies and individuals. The importance of 

the corridor’s links with London are evident in the so-called ‘golden triangle’; the grouping of 

elite universities and biotech clustering in Oxford, Cambridge and London. 

 

1.1.5 What is holding back further growth and greater productivity? 

 

1.1.6 There are current or impending transport constraints at various points along the corridor. 

Historically, the stretch of the A14 between Cambridge and Huntington has suffered from 

                                                

1
 Centre for Cities (2016) Fast Growth Cities 

2
 UKSPA (2016) Members 

3
 Cambridge Ahead (2015) The Case for Cambridge 

4
 Centre for Cities (2016) Fast Growth Cities 

http://www.centreforcities.org/wp-content/uploads/2016/03/Fast-Growth-Cities.pdf
http://www.ukspa.org.uk/members/our-members
http://www.cambridgeahead.co.uk/wp-content/uploads/2015/10/CfC-Prospectus-printable-pdf.pdf
http://www.centreforcities.org/wp-content/uploads/2016/03/Fast-Growth-Cities.pdf
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major congestion, whilst there have been similar challenges between Oxford and Witney on 

the A40.  

 

1.1.7 But a more strategic approach to transport planning is also holding back further economic 

growth.  This includes a lack of joined-up thinking between places along and close to the 

corridor around the benefits of such, including: network planning, route mapping, service 

frequency and operations management. The Strategic Transport and Infrastructure 

Proposition5 developed by England’s Economic Heartland (EEH)6 is a positive development 

within this context. 

 

1.1.8 A recent Centre for Cities survey concluded that Oxford is the most unaffordable place to live 

in the UK, with Cambridge ranked third just behind London7. Undersupply of affordable 

housing and poor transport connectivity creates barriers for lower paid workers to take up jobs 

in these cities. This will have ramifications for businesses that rely on these workers. Coupled 

with this are shortages in key trade and vocational skills throughout the corridor8, which are 

also likely to hinder economic growth in the longer term. 

 

1.1.9 Between 1997 and 2008 productivity in the construction industry grew by just 0.8% compared 

to manufacturing where growth was recorded as 4.2%9. Infrastructure is a key economic 

enabler throughout the UK, including along the Oxford to Cambridge corridor. Whilst low 

levels of productivity, in part, can be attributed to a lack of investment in innovation the 

underlying causes are much more systemic.  

 

                                                

5
 EEH (2016) Strategic Transport and Infrastructure Proposition 

6
 England’s Economic Heartland is an alliance for co-ordinating infrastructure investment and delivery between 

Oxfordshire County Council, Northamptonshire County Council, Buckinghamshire County Council, Milton Keynes 
Council, Bedford Borough Council, Central Bedfordshire Council, Luton Borough Council and Cambridgeshire County 
Council. 
7
 Centre for Cities (2016) Cities Outlook 

8
 Cambridge Ahead (2015) The Case for Cambridge 

9
 ONS (2012) The Productivity Conundrum, Explanations and Preliminary Analysis 

Strategic%20Transport%20and%20Infrastructure
http://www.centreforcities.org/wp-content/uploads/2016/01/Cities-Outlook-2016.pdf
http://www.cambridgeahead.co.uk/wp-content/uploads/2015/10/CfC-Prospectus-printable-pdf.pdf
http://webarchive.nationalarchives.gov.uk/20160105160709/http:/www.ons.gov.uk/ons/dcp171766_283259.pdf
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1.1.10 The infrastructure sector has been reluctant to embrace new technologies and methods of 

working10. Instead there remains a preference for traditional construction and project 

management methods. This cultural failing can be seen through the slow pace that digital 

technologies are being introduced across infrastructure networks.  

 

1.1.11 Technology and data management can allow greater utility to be extracted from existing and 

future infrastructure assets. For the Oxford to Cambridge corridor this could include greater 

use of intelligent mobility systems and managed highways, modern rail upgrading through the 

adoption of digital technologies and the wider use of real time energy management solutions 

across local networks. 

 

1.1.12 In particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 

 

1.1.13 Taking forward East West Rail would help to support sustainable growth along the corridor. 

Arup’s economic case study11 identified that the western section of the route – incorporating 

Oxford, Milton Keynes and Bedford – would produce economic benefits of up to £72.7m per 

annum. 

 

1.1.14 More widely the study identified that the line would make 41 of the 65 cities in the UK directly 

accessible; creating new business and leisure connections. East West Rail could also create 

12,000 jobs12. 

 

1.1.15 Road improvements could also make a significant contribution to long-term sustainable 

growth. ICE supports the evidenced based approach13 that is currently being undertaken to 

explore the feasibility of an Oxford to Cambridge expressway.  

 

                                                

10
 ICE (2015) Submission to the Business, Innovation and Skills Select Committee: Inquiry on the Government’s 

Productivity Plan 
11

 Arup (2014) East West Rail 
12

 Arup (2014) East West Rail 
13

 Highways England (2015) Study to explore Oxford to Cambridge Expressway 

https://www.ice.org.uk/getattachment/media-and-policy/policy/ice-submission-business-innovation-and-skills-inq/Productivity-Plan-ICE-submission.pdf.aspx
https://www.ice.org.uk/getattachment/media-and-policy/policy/ice-submission-business-innovation-and-skills-inq/Productivity-Plan-ICE-submission.pdf.aspx
http://www.eastwestrail.org.uk/wp-content/uploads/2015/03/arup_refresh_of_east_west_rail_economic_case_issue_28-05.pdf
http://www.eastwestrail.org.uk/wp-content/uploads/2015/03/arup_refresh_of_east_west_rail_economic_case_issue_28-05.pdf
https://www.gov.uk/government/news/half-million-pound-study-to-explore-oxford-to-cambridge-expressway
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1.1.16 Improving journey times and accessibility, whilst building a network that can accommodate an 

increase in traffic flows that housing growth will create are all critical to the ongoing success of 

the corridor.  

 

1.1.17 Practical lessons from the Lutz Pathfinder14 project in Milton Keynes should be harnessed and 

translated into a wider programme of work to identify the enablers for autonomous travel. 

Through its Infrastructure Transformation programme ICE is contributing to this dialogue and 

exploring key questions around ownership models, public trust and the role of civil engineering 

in reconfiguring networks that can support driverless vehicles. 

 

1.1.18 Does the corridor require better connectivity to other major centres of growth? 

 

1.1.19 Yes. In planning future infrastructure networks there should be greater recognition of the 

wider economic area of activity within in which the corridor is located. The EEH Strategic 

Transport Forum15 membership reflects an appropriate geographic scale for greater 

connectivity between other major centres of growth. It is made up of EEH councils, local 

enterprise partnerships, plus national government and delivery bodies.  

 

2. Does the Cambridge - Milton Keynes – Oxford area, including Northampton, form a recognizable 

economic corridor? 

 

2.1  What factors unite the area? 

2.1.1 There are a number of factors that unite the area. Businesses along the corridor tend be 

located within highly skilled industries, including: engineering, distribution and logistics, 

biotechnology, pharmaceuticals, motor sports and technology. 

 

                                                

14
 Transport Systems Catapult (2016) Driverless Pods 

15
 EEH (2016) Strategic Transport Forum 

https://ts.catapult.org.uk/current-projects/self-driving-pods/
http://www.englandseconomicheartland.com/Pages/strategic-transport-forum.aspx
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2.1.2 Research parks linked to the Universities of Oxford and Cambridge specialise in a wide variety 

of entrepreneurial, R&D and innovation activities related to these industries. These include the 

Cambridge Science Park, the Oxford Centre for Innovation and the Oxford Science Park. 

 

2.1.3 The universities also have strong research profiles and links with the construction industry and 

the wider infrastructure sector. For example, the Laing O’Rourke Centre for Construction and 

Engineering Technology located at the University of Cambridge.  

 

2.1.4 There are also parallels between industry, research and training activities in more specific 

infrastructure sectors. Milton Keynes is now the location of Network Rail’s head office, whilst 

the National Training Academy for Rail was recently opened in Northampton.  

 

2.1.5 Would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? 

 

2.1.6 Yes. In infrastructure there are basic linkages between housing demand, energy and water 

consumption through to waste management and transport provision that stretch throughout 

the corridor. Understanding the needs and services of users provides the framework for a 

strategic approach to managing the interconnections between infrastructure assets and 

networks. In turn this can help to outline where infrastructure is most needed, how it can be 

best delivered and the ongoing capabilities of local economies to manage it.  

 

2.1.7 Systems thinking can also help to ensure that infrastructure networks running throughout the 

corridor are resilient and less susceptible to cascade failure following major events like 

extremes of weather and flooding. Too often we see transport and disruption to energy 

supplies brought about by incidents such as these16. 

 

2.1.8 This type of integrated and strategic planning would be most effective if it covered the wider 

geographic area of EEH. As detailed in sections 2.4 and 3 of this response ICE believes that as a 

                                                

16
 ICE (2015) Submission to the 2015 Spending Review 

https://www.ice.org.uk/getattachment/media-and-policy/policy/ice-submission-to-2015-spending-review/ICE-Spending-Review-Submission-(September-2015)-FINAL.pdf.aspx
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specific economic area, EEH would benefit from the development of a dedicated regional 

infrastructure strategy.   

 

2.1.9 Would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy? 

 

2.1.10 Yes and this should cover the wider EEH economic region as whole. The EEH is worth £87m, its 

home to 173,000 businesses, whilst investments in the area generate 40% more than 

anywhere else outside of London17. Moreover, the region contributes approximately £48bn in 

tax receipts to HM Treasury per annum18. An integrated and co-ordinated strategy that 

recognises the interdependency of infrastructure networks throughout the region and their 

role as a key enabler for wider economic growth is essential.  

 

2.1.11 Should adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning? 

 

2.1.12 ICE believes that the development of regional strategies is necessary in order to identify the 

unique infrastructure requirements of different parts of the UK alongside the associated 

challenges, economic, environmental and social benefits19. 

 

2.1.13 New economic areas emerging in other parts of England like the Northern Powerhouse and 

Midlands Engine are primarily being driven by strategic transport plans, which should be used 

to provide the building blocks for wider thinking around infrastructure requirements for these 

regions.  

 

2.1.14 The wider EEH economic area is also suitable for this type of approach having already 

established a Strategic Transport forum. Through a collaborative approach the resources and 

expertise of the service delivery bodies in the region, businesses, the research community and 

                                                

17
 EEH (2016) Why England’s Economic Heartland? 

18
 EEH (2016) Why England’s Economic Heartland? 

19
 ICE  (2016) State of the Nation 2016: Devolution 

http://www.englandseconomicheartland.com/pages/home.aspx
http://www.englandseconomicheartland.com/pages/home.aspx
https://www.ice.org.uk/getattachment/media-and-policy/policy/state-of-the-nation-2016-devolution/state-of-the-nation-2016-devolution.pdf.aspx
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local government should be drawn upon to plan and deliver infrastructure that contributes to 

sustainable economic growth.  

 

3. Describe your vision to maximise growth, maintain a high quality environment, and deliver more 

jobs and homes across the corridor over the next 30 years 

3.1  ICE’s State of the Nation report on Devolution20 sets out a series of recommendations for local 

government, combined authorities and English regions on how economic growth, quality of life 

and greater environmental sustainability can be achieved through an infrastructure led 

approach. These are applicable here. 

3.2  For the EEH economic region - including the corridor - this should entail the development of a 

regional infrastructure strategy to identify, through a needs based approach, the services and 

networks that are required. Part of this work should include the creation of an infrastructure 

pipeline to provide foresight on skills provision and to help guide investment and procurement.  

3.3 New combined authorities in the region should be able to take more flexible approaches to 

financing infrastructure. For example, this could mean allowing the constituent councils of 

combined authorities to pool business rates in order to borrow against future receipts or from 

the Public Works Loan Board to invest in infrastructure development.  

3.4  Future devolution agreements across the region should also include funding provision for 

digital infrastructure. The deployment of smart technologies in energy and waste management 

can benefit the environment and save end-users money. 

4. Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 

4.1  Yes. The Wing Strategic main was a major reinforcement scheme that involved the 

construction of a new strategic main from Rutland Water to Milton Keynes, providing water 

supply for future growth across the sub-regional catchment, where previously this was a major 

constraint to new development. 

                                                

20
 ICE  (2016) State of the Nation 2016: Devolution 

https://www.ice.org.uk/getattachment/media-and-policy/policy/state-of-the-nation-2016-devolution/state-of-the-nation-2016-devolution.pdf.aspx
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4.2 At the time there was no Community Infrastructure Levy or other mechanism for delivery and 

Anglian Water forward funded the scheme. They achieved this by collecting receipts from all 

new development that came online, working out a basic charge per unit based on l/s 

consumption.  

4.3. There are also other opportunities for lessons to be learnt, including: multiple improvements 

to rail services in and around Milton Keynes during 2006-2008, the ongoing and proposed 

enhancements to the A421 and A45 respectively, plus the work that has been undertaken thus 

far by East West Rail.  

5. Are you aware of any examples of UK or international good practice, for example in respect of 

new technology, local frameworks or the built environment that are relevant to this review? 

 

5.1  Yes. In Germany public transport is delivered through a series of associations known as 

‘Verkehrsverbunds’. Their remit is to plan and co-ordinate all aspects of transport within a 

given region, including: multi-modal service operations, timetabling, fare structures and 

ticketing.  

 

5.2 The Verkehrsverbund Rhein-Ruhr21 is one of Europe’s largest regional transport networks, 

stretching from the Lower Rhine to the eastern Ruhr Area. Covering a complex and varied 

geography, the association is responsible for the management of a fully integrated inter-city 

and suburban transport operation. 

 

5.3 As thinking around transport and wider infrastructure strategy develops across the EEH area 

there are a number of lessons that can be taken from the Rhein-Ruhr operational model. 

5.4 In London, Transport for London have created an integrated transport system across tube, bus 

and rail, this provides a sense of a  single joined up economic area and ease of travelling across 

the area. 

                                                

21
 Verkehrsverbund Rhein-Ruhr (2016) Welcome to the VRR 

 

http://www.vrr.de/en/
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5.5 Also in London, the Greater London Authority’s London Infrastructure Plan 2050 sets out the 

city’s long term strategic infrastructure requirements along with how they will be delivered 

and paid for. This enables London’s population to understand the investment needed in their 

city, provides confidence to businesses locating in London, allows the construction industry to 

plan and train workers with confidence and highlights investments opportunities. 

5.6  Other examples in the UK include: the HS2 Growth Partnership for taking whole-place 

approaches to station development along the HS2 route, Bristol’s Smart Energy City 

Collaboration and Glasgow Future City, which is geared at using technology to make the city 

safer, smarter and more sustainable. Further details of these initiatives can be found in ICE’s 

State of the Nation report on Devolution22.  

 

                                                

22
 ICE  (2016) State of the Nation 2016: Devolution 

https://www.ice.org.uk/getattachment/media-and-policy/policy/state-of-the-nation-2016-devolution/state-of-the-nation-2016-devolution.pdf.aspx


[Received by email] 

Dear Sir/Madam, 
 
I am submitting a consultation response to the Oxford / Milton Keynes / Cambridge growth corridor 
consultation. I am a resident of Aspley Guise, once a small village now an urban extension to 
Woburn Sands, and also I was formally a resident of MK for 15 years. I moved to MK after University 
to work in the IT sector. 
 
In answer to your questions: 
 
3.1:  
 
The key driver to MK's success is that the town is well planned. It has excellent grid roads, keeping 
traffic away from people, and this allows traffic to move around the town quickly. It also has a 
fantastic 'redway' network, allowing people to walk or cycle around the town whilst being kept well 
away from traffic. I have not found a place in the UK that can rival MK's bicycle friendly 
infrastructure. So people want to live in MK, because it's a nice place to live, and hence it's a magnet 
for economic growth. 
 
MK Council has always had an uneasy relationship with neighbouring Authorities, and now I live 
within Central Bedfordshire Council's (CBC) Authority, I can understand why expansion has become 
difficult. The view of CBC is that no MK expansion whatsoever should take place on CBC land, 
whether it's logical or not, because CBC believe MK has room to expand within its own boundary - 
even if that expansion makes no logical sense whatsoever. 
 
Aspley Guise and the surrounding land may form part of CBC, but it would be better served if moved 
into MKC's authority so it can be protected by sensible MK planning, such as by building a grid road 
around the village to bypass east/west traffic - exactly the traffic in discussion within your 
consultation. And Aspley Guise would benefit from a redway connection to MK's redway network. 
 
In return, Aspley Guise has plenty of room for sensible residential expansion, logically placed 
adjacent to the 'Magna Park' development within MK, that has already generated thousands of jobs 
(and could generate thousands more). This land will ultimately be developed, but is at risk of being 
developed without an overall strategic plan - ie connecting homes with appropriate roads, 
introducing green space, the redway, etc. 
 
Aspley Guise is also on the East West rail route, which once implemented, will allow people to work 
in Cambridge & Oxford and earn a wage similar to that found in London. But equally, it will allow 
businesses in Cambridge & Oxford to open offices in MK (particularly, around Caldecotte / Bow 
Brickhill) and bring economic growth to MK. 
 
3.2: 
 
The Cambridge / MK / Oxford corridor does represent a sensible area of economic growth, 
particularly when the railway line is improved. I'm less convinced about Northampton as this is a 
little too far from the obvious transport routes. 
 
It is important to force authorities (ie MKC & CBC) to put aside political differences and work 
together. It is beyond belief that MK has become such an economic powerhouse, yet Central 
Bedfordshire is devoid of economic activity - counting Woburn Safari Park & the new Woburn Centre 
Parcs as economic achievements. Many residents of key towns within CBC (ie Flitwick, Harlington) 



merely commute to London - which isn't doing much for those who want economic growth within 
CBC. 
 
Forcing authorities to work together not only generates economic growth, but it brings relief to the 
residents of villages such as Aspley Guise, who are caught in the 'cross fire' of an economic 
powerhouse and an authority who will do anything to stop the expansion of such a powerhouse - no 
matter how much that inconveniences its own residents. 
 
3.3: 
 
I would describe my vision is bringing Cambridge, MK & Oxford together via the railway and 
improved roads.  
 
The A421 is excellent east of the M1 and awful immediately west of the M1, which is CBC owned and 
hence remains single carriageway, before crossing into MK when it becomes a dual carriageway 
again. But the road from MK to Oxford is poor, largely being superseded by the circa year 
2000 A43 Northampton to M40 upgrade.  
 
So a dual carriageway of the quality found in the A421 east of the M1 is required west of MK. And 
the single carriageway section immediately west of the M1 requires duelling. 
 
Equally, the East West rail upgrade must go ahead to connect MK commuters with Cambridge & 
Oxford, not simply London. There is no problem with London connectivity, ie on the west coast and 
midland mainlines, and I fear East West may worry too much about London connectivity when the 
problem is Cambridge to Oxford. 
 
I do not have enough local knowledge of how to expand Cambridge & Oxford in a sensible fashion, 
but there is still huge potential within MK for economic growth - and much of it does not require 
billions of pounds of investment, merely speeding up the planning process and allowing MK to make 
sensible changes to its boundary in order to support logical expansion to the existing urban area. For 
example, south of Bletchley (into Aylesbury Vale) and south east of Magna Park (into Central 
Bedfordshire). 
 
I'd be delighted to discuss these thoughts in more detail given my interest in continuing the MK 
economic growth story. Please do not hesitate to get in touch with me. 
 
Finally, ultimately I've done well from the opportunities offered to me in Milton Keynes, and by the 
transport links to London - and I feel those opportunities should be expanded to others along the 
Cambridge to Oxford corridor. 
 
Yours faithfully, 
 
 
John Baker 
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Q1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 
local economies and are perceived as highly desirable places to live: 

What have been the key drivers of that success? 

The key drivers of success in generating a high‐value economy with high productivity and 

employment levels stem from the following five synergistic factors: 

 Innovation and knowledge‐led businesses in higher productivity sectors: 11.1% of the 

workforce within the six Local Enterprise Partnership areas along the corridor work in 

‘knowledge jobs’i. This is above the national average of 9.6%. This rises above 14.0% for seven 

districts – South Cambridgeshire 29.6%, Vale of the White Horse 22.2%, South Oxfordshire 

21.8%, Cambridge 18.9%, Stevenage 17.0%, Wycombe 14.8%, and Daventry 14.0% ‐ a 

polycentric network along the corridorii.  

The corridor has nationally significant specialisms in: advanced manufacture of computer, 

electronic and optical products; computer programming, consultancy and related activities; 

architectural and engineering activities, including technical testing and analysis; and scientific 

research and development, including life sciences and pharmaceuticals.  

In addition to high productivity, knowledge‐intensive jobs, there are also typically very high total 

employment levels along the corridor. It is jobs in other sectors that support the high‐value 

sectors and local communities. It is the combination of high productivity jobs and very high 

employment that result in the high economic value of the corridor.  

 Research institutes and other key economic assets: The corridor had ten universities (see Table 

1), along with the Open University which has its headquarters in Milton Keynes. It has two 

world‐leading universities for both teaching and research – University of Cambridge and 

University of Oxford – consistently ranked in the top five in the world and Cranfield University is 

one the leading post‐graduate centre for engineering studies in the UK. The corridor is also in 

close proximity to other world‐leading universities and institutes in London.  

  Table 1: Universities in the six Local Enterprise Partnership Areas and Rankingsiii 

Local Enterprise Partnership  Universities  World Ranking  UK Ranking 

Greater Cambridge & Greater Peterborough  University of Cambridge  4  1 

   Anglia Ruskin University  ‐  108 

Hertfordshire  University of Hertfordshire  501 – 600  76 

Oxfordshire  University of Oxford  2  2 

   Oxford Brookes University  401 – 500  55 

South East Midlands  University of Bedfordshire  ‐  110 

  Cranfield University  N/A  N/A 

Northamptonshire  University of Northampton  ‐  =82 

Buckinghamshire Thames Valley  University of Buckingham  ‐  =38 

  Buckinghamshire New University  ‐  109 

  University Campus Aylesbury Vale  N/A  N/A 

The corridor’s universities, in particular the Universities of Cambridge and Oxford, are successful 

in spinning‐out and commercialising many research‐led innovations, demonstrated by the high 

levels of patent per 100,000 of population. Four of the corridors cities appear in the top ten of 

United Kingdom cities: Cambridge 101.9, Peterborough 10.5, Oxford 8.9, Milton Keynes 8.5iv. 
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 Relatively high skill levels and volume: Across the corridor, 32% all residents between 16 and 

64 year of age have a Level 4 or above qualification, compared to an average of 30% for England 

and Wales. For seven districts it is more than 40% – St Albans 50%, Cambridge 50%, Oxford 44%, 

Chiltern 44%, South Cambridgeshire 43%, South Buckinghamshire 40%, and Vale of the White 

Horse 40%v. This shows the polycentric clustering of highly skilled workforce across the corridor, 

typically in areas of very high quality of life with good connectivity to London and/or in areas of 

high productivity, knowledge‐led jobs. The new Careers and Enterprise Company is increasing 

links between business and schools as well to promote higher level skills attainment and 

pathways. 

 Proximity to major, dynamic world markets, including London, and international Airports and 

Ports: All of the largest urban areas within the corridorvi have four or more direct trains per hour 

to London and journey times typically of an hour or less, except for Cambridge (three trains) and 

Oxford (two trains)vii. These offer access to London’s World City functions (e.g. finance, legal, 

advertising).  

The same urban areas are all within approximately 60 minutes’ drive‐time of an international 

airportviii, often several airports, including London Heathrow, London Luton, London Stansted, 

London City, Birmingham, and East Midlands; as well as important private business airports, 

accessed by CEOs / Chairpersons of international companies, at Farnborough and Biggin Hill. 

Development of fast, public transport connectivity to more of these hubs is essential to 

capitalise fully on this advantage. London Heathrow is currently by far the best connected 

airport in the country and will remain so for many years to come, regardless of the decision on 

the location of a new runway in the South East.  

Furthermore, connectivity from the corridor through to Southampton and Felixstowe also needs 

to be considered ‐ some of the highest value and growth sectors in the corridor such as 

advanced manufacturing and the automotive sector require reliable and fast journey times 

between their plants and ports. 

 Quality of life: In addition to proximity to dynamic, major world markets and their transport 

links, cultural, and retail offers, the corridor boasts many historic market towns and cities and a 

positive track record of creating places and environments where people want to live and work. 

Several of these towns and cities have cultural and retail offerings of national significance, and 

most historic towns and cities have high quality schools with ‘outstanding’ and ‘good’ OfSTED 

ratings. Many towns and cities have attractive rural hinterlands and a number of Areas of 

Outstanding Natural Beauty sit within the corridor (i.e. The Cotswolds, North Wessex Downs, 

and The Chilterns). The quality of the environment is not only an important factor for residents 

in deciding where to live, but it is also an important factor for the relocation of businesses. 

Across the corridor enhancing, developing, and maintaining the quality of life is of strong focus, 

with initiatives in place linking approaches to improving and maintaining health to leisure 

facilities, public open spaces and the rural areas. It is vital that such initiatives remain a focus, 

ensuring that there is balance between growth and life and leisure quality. 

While these strengths build on many historical factors, such as the founding location of industries 

and higher education institutes, the benefit afforded from these strengths cannot be taken for 

granted. The current situation underplays the huge potential of the corridor. High levels of growth 

has already occurred without major infrastructure investment, but delivering  truly transformational 

levels of growth will require unlocking through significant increases in investment and co‐ordinated 

and integrated planning, funding and delivery across all infrastructure types and geographical scales.  
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What is holding back further growth and greater productivity? 

The corridor is one of high productivity and very high employment, but productivity and 

employment are not equal throughout the corridor. There is a need to balance supporting 

productivity growth with employment to create sustainable and inclusive growth. To achieve 

significant growth in productivity and employment there are several interconnected key barriers: 

 Difficulty in connecting to wider labour and business markets: Travel times to London may be 

quick but many lines are capacity constrained and subject to delays and uncertainty over 

journey times. Inter‐urban travel times between the largest urban areas in the corridor, 

particularly by public transport, are slow and can take considerably longer than an hour. The 

fastest rail route is often via London. Together these factors constrain growthix. East West Rail 

and interchanges with other mainlines have the potential to form a public transport grid 

network significantly improving connectivity to other major centres of growth and ports. In 

addition to strategic infrastructure, local areas require investment in in improving strategic local 

‘first mile/last mile’ connectivity across all modes, including sustainable access to help reduce 

congestion, and support more sustainability and inclusive growth. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 Skills gaps: Our top businesses’ key concern is access to skilled labour. Collectively, we have 

problems of a skills mismatch, skills retention from our world‐class Higher Education Institutes, 

some low quality schools and further education teaching. As many location reach near full‐

employment, it compounds the difficulty local businesses find in attracting skilled labour. 

 Changing population demographics: There is an ongoing fluctuation in demographics 

throughout the corridor, largely driven by housing affordability and transport connectivity. 

There is a rapidly ageing population with a significant reduction, relatively, in the 20 to 40 year 

old age group, offset by a younger population increase in the centres of larger urban areas. 

Housing and transport connectivity barriers are exacerbating the retention of skilled labour and 

our ability to grow. 

  Corridor Connectivity – Journey Speeds 

A useful comparator for the road and rail connectivity in the Cambridge – Milton Keynes – 

Oxford Growth Corridor is the Thames Valley, which has the M4 and Great Western Mainline 

as its transport spines (see Figure 1).  

Average speeds on journeys between the key economic centres within the corridor are 

typically between 40 and 50 miles per hour via the Strategic Road Network, but less the 40 

miles per hour typically where the links are more directly east‐west (e.g. Oxford ‐ Aylesbury – 

Milton Keynes – Bedford – Cambridge). In comparison, inter‐urban journey times along the 

Thames Valley / M4 corridor are above 40 miles per hours (and 60 miles per hour plus from 

Swindon on to Bristol).  

Rail journeys between Cambridge, Milton Keynes and Oxford, and other large urban area 

typically are slow between 10 and 25 miles per hour requiring a change either in London or a 

sub‐national hub, except where the urban areas align on a radial line out of London. In 

comparison, journeys between London, Reading, Bristol and Swindon provide faster speed 

across similar distance with speeds of between 70 and 85 miles per hour typically.  

The connectivity in the Thames Valley corridor with the M4 and Great Western Mainline 

attracts very high productivity, knowledge intensive industries and also facilitates significant 

agglomeration benefits. This has contributed to Thames Valley Berkshire Local Enterprise 

Partnership having a GVA per capita of 174% of the English average, the highest of any single 

Local Enterprise Partnerships outside of London. 
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Figure 1: Inter‐urban road and rail journey time comparisons between the Cambridge – Milton Keynes – Oxford ‘Growth Corridor’ and the Thames Valley M4 / GWR ‘Growth Corridor’ 
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In particular, what planned or new infrastructure improvements would best support sustainable 

growth and promote innovation over the long‐term? 

As set out below, Local Enterprise Partnerships along the corridor are planning on the basis that East 

West Rail is a committed scheme, and uncertainty over this scheme and plans for Control Period 6 

and beyond will hold back growth targets within Local Plans. Enhanced road connectivity within the 

corridor is important through an expressway. In addition, investments in key interchanges and 

strategic local connectivity; fast, reliable and extensive mobile and digital connectivity; and public 

services are essential. These infrastructure requirements are not only required to support key 

housing sites but also key employment sites and the ambition of the many Enterprise Zones 

throughout the corridor and in neighbouring areas. 

Does the corridor require better connectivity to other major centres of growth? 

Investment in east‐west connectivity as well as in key interchanges, and strategic ‘first mile/last mile’ 

connectivity will allow our transport systems to work as proper networks, providing improved 

connectivity to  other major centres of growth for all localities throughout the corridor. 

Outside of the corridor, rail connectivity improvements to London and its international airports, as 

well as other international airports (i.e. Birmingham and East Midlands) and ports are a priority. 

Whilst commuter services are generally fast and frequent, a further knowledge‐based growth will 

increase rail demand further. There are significant bottlenecks that constrain growth in ridership and 

freight movements, reliability and resilience. Without addressing these, the demand for travel and 

goods movement generated by higher growth might not be accommodated. 

It is now imperative that there is an unequivocal decision from Government on how runway capacity 

in the South East of England will be increased. 

Q2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognisable economic corridor? If so: 

Looking at current travel patterns, the corridor does not form a single travel to work area. Rather, it 

has a number of overlapping travel to work areas centred on Cambridge, Peterborough and Oxford 

at either end and heavily overlapping journey to work areas of the largest urban areas in between 

(see Figure 3). This closely maps the journey to work area of the corridor’s most knowledge‐intensive 

job clusters (see Figure 4) except the area is larger and includes urban areas such as Swindon (for 

Oxford), Norwich (for Cambridge), and Nottingham (for Peterborough). But to us, this is the wrong 

question. The question should be, does the corridor have the potential to function more as a single 

Functional Economic Area and what advantages would this bring to the national economy? The 

answer to this question is, “yes”. 

What factors unite the area? 

The unity of the corridor is defined by its current characteristics, its ambition and its potential: 

 Its high performing sectors and high levels of Foreign Direct Investment. 

 Its potential for innovation‐ and knowledge‐led growth to accelerate its role as a globally 

competitive area which has the highest productivity area in the country outside of London. 

 To accommodate further employment growth to support those high productivity sectors. 

 The potential to create an economic mass which can support a self‐sustaining knowledge‐based 

ecosystem. 

 The ability for different parts of the corridor to provide accelerated housing growth to support 

its productivity ‘growth poles’. For example, Milton Keynes, Bicester, Aylesbury, and several 

parts of Northamptonshire and  South Cambridgeshire providing more affordable housing for 

employees in Oxford and Cambridge. 

 Land and a willingness to provide the amounts and types of housing that a growing knowledge‐

based economy will require.   



 

 

Figure 3: Journey to WWork Catchments for the Corridor’s Largesst Urban Area Local AAuthority Districts 
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Figure 4: Journey to WWork Catchment for MMedium Super Outpuut Areas with more thhan 1,500 Knowledgee‐Intensive Sector Jobs 
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Would greater emphasis on corridor‐wide planning and decision making benefit local communities and 

local economies? Would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy? 

Throughout this response we identify that additional infrastructure is required along and throughout the 

corridor to connect its ‘growth poles’ together and connect them to their labour and business markets and 

international gateways, and to provide capacity for such movement that not only accommodates growth but 

also acts as an incentive for investment. This means co‐ordination between local government and between 

local and central government, including its national delivery bodies (Network Rail, Highways England, and 

the Homes and Communities Agency), and effective working with utility companies and other private sector 

representatives and businesses.  

Co‐ordinated, corridor‐wide planning and decision making is needed if our full growth potential is to be 

delivered and accelerated. England’s Economic Heartland Strategic Alliance is an example of this in action at 

a geography covering most of the corridor. Beyond formation of a Sub‐National Transport Body, extensive 

governance reform is not considered a prerequisite to achieve transformational growth, and we consider 

that provided partners are sufficiently resourced these goals can be achieved within the context of existing 

governance structures. It also means that investment is required in wider infrastructure to ensure that more 

can benefit from the investment in strategic infrastructure, to support growing local communities, and to 

provide equitable and inclusive  growth – optimising the benefit of the investment for sustainable growth for 

the corridor and Exchequer benefits for ‘UK PLC’. 

 

 

 

 

 

 

 

 

 

 

 

Should adjacent towns and cities be incorporated into the corridor in terms of growth and infrastructure 

planning? 

Adjacent towns and cities should be considered. In particular, Swindon, which demonstrates many similar 

characteristics with the corridors’ other fast growth, high productivity urban areas. Swindon has very strong 

links to Oxfordshire through its advance manufacturing automotive industry. Without enhanced 

connectivity, growth in this sector is held back.  

Q3. Describe your vision to maximise growth, maintain a high quality environment, and deliver more jobs 
and homes across the corridor over the next 30 years: 

To build on our world‐leading and globally competitive innovation‐ and knowledge‐led industries, 

underpinned by shared goals and strong collaboration between the private and public sectors and academic 

partners, to raise our global competitiveness, grow the economy, and build economic resilience for the 

country. All localities in the corridor can and must benefit from sustained and inclusive growth in productivity 

and employment. 

England’s Economic Heartland Strategic Alliance 

This approach is followed and the response above and below is strongly endorsed by England’s Economic 

Heartland Strategic Alliance – the Strategic Alliance covers most of the geography and authorities / 

partnerships of this corridor – demonstrating strong political and industrial leadership and momentum in 

its advancement to a Sub‐National Transport Body.  

The Strategic Alliance shares the aim to look beyond current success to address barriers and to raise 

productivity to above that of global competitors – truly transformational. The Strategic alliance 

acknowledges that strategic issues and opportunities often extend beyond one single area, and issues that 

are common to more than one area benefit from a co‐ordinated response to planning funding and 

delivery. 

The Strategic Alliance seeks remove duplication and inefficiency to enable faster planning and decision 

making, and provide greater clarity of private sector partners to build confidence to commit funding 

sooner.  
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The economies of the six Local Enterprise Partnerships are collectively a single, high productivity, knowledge‐

intensive cluster stretching from Oxfordshire to Cambridgeshire and Peterborough. Many of the areas within 

the corridor have some of the highest levels of productivity per worker outside of Londonxi. The economies 

of the six Local Enterprise Partnerships contribute £165bn Gross Value Added (GVA) per yearxii. But we have 

not yet achieved the full extent of our economic potential – our comparators are the highest performing 

knowledge‐based economies around the world, not other sub‐national areas of the United Kingdomxiii.  

Partners see the corridor as having the potential to form a global cluster but in order to achieve that there is 

a need to invest in infrastructure to accommodate and support forecast population growth 1,600,000 (25% 

increase) between 2016 and 2051; accelerate the delivery of an additional 1,000,000 homes (37% increase) 

over the same period on top of some of the highest housing completion rates nationally; and deliver in 

excess of the forecast additional 400,000 jobs (12% increase) to close the gap between increases in 

population and jobs to build our high productivity, knowledge‐intensive clusters and reduce levels of out‐

commuting and congestionxiv. 

What does that mean for growth and infrastructure investment in your area? 

To achieve the levels of growth mentioned above, we need to provide the right conditions for truly 
transformative growth. This requires an integrated growth strategy for investment in infrastructure 
supporting delivery of higher productivity jobs, higher levels of employment, accelerated delivery of housing 
to support business‐led growth, and more sustainable communities.  

What steps are currently being taken to realise that vision, and what more needs to be done? 

In order to create the right conditions for growth, the following steps have been taken and / or are required: 

1. Continued commitment to deliver housing completions at the levels needed, building on recent rates of 
increase on existing housing above the national average – a 2.5% increase (or 61,000 additional 
dwellings) within the corridor from 2012/13 to 2015/16 compared to 1.9% in England)xv. 

2. Further investments in unlocking key employment and housing sites: provision of land, forward funding 
of utilities, necessary transport infrastructure, and working in partnership through the planning process. 

3. Public infrastructure to support local communities require Investment in quality public services to 
support a growing population and build sustainable communities with a high quality of life. 

4. Acknowledging that increased levels of housing completions will accommodate a growing population, 
but might not address all aspects of affordability, it has been and will continue to be necessary to 
address skills gaps and increase labour market catchments to provide the skilled labour higher‐
productivity, knowledge‐intensive business need. This requires: 

 Investment in skills (re)training, increasingly aligned to the needs of our emerging and highest 
growth sectors and to meet identified skills shortages, particularly in construction and engineering. 

 The Government’s immediate commitment to fund and deliver the enhanced East West Rail 
scheme, from Oxford to Cambridge and potentially beyond to Felixstowe, to build on the 
commitment of funding for the scheme from local government. 

 A rapid and clear decision on the Oxford to Cambridge Expressway. 

 Investment in key interchanges and strategic local connectivity and capacity to support 
development and to expand labour and business markets. 

5. Further support to business is required to attract investment and support innovation (in addition to 
skills and connectivity): 

 Certainty on and influence over other nationally significant transport  infrastructure investment 
(e.g. HS2, South East runway capacity, Road Investment Strategy and Control Period 6 and beyond). 

 Investment in digital and mobile connectivity.  

 Provide business support, particularly gap‐funding to innovative, start‐up and scale‐up businesses 
aligned to our highest productivity sectors. 

6. Finally, ensure provision of well‐planned and managed environmental infrastructure to reduce flood 
risk, enable adaptation to a changing climate; and reduce pressures on water resources.  
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What value could new cross‐corridor intercity road and rail links bring? How do these compare to other 
transport initiatives e.g. intra‐city links, or wider infrastructure, priorities? 

Transport Infrastructure 

Both East West Rail and an Oxford to Cambridge Expressway, unlike many other infrastructure projects, 
would result in transformational benefits. Providing significant enhancements to strategic connectivity 
benefits economies and communities well‐beyond the immediate corridor. East West Rail, would provide 
linkages that simply do not exist currently between most urban areas. A lack of both East West Rail and the 
Expressway mean that much demand for travel is routed via London and its orbital road network. As such, 
funding for these two most strategic infrastructure investments would also provide for relocation of road 
and rail capacity to support the growth of London and the wider South East of England. Both nationally 
significant schemes would link six mainlines rail lines (i.e. GWR and WRAtH, Chiltern, WCML, MML, ECML, 
and WAML) and strategic roads from London (i.e. M4, M40/A40, A5, M1, A1(M), M11), as well as to south 
coast ports (A34) and connect through to Felixstowe (A14), creating a genuine national grid network if 
supported by the right investment in key interchanges and services. 

Together East West Rail, an expressway, and investment in key interchanges and strategic local connectivity 

will allow partners to ‘crowd in’ investment along the corridor and connect existing urban centres and areas 

of rapid housing growth into these two critical connectivity spines. Any strategic infrastructure planning, 

investment and delivery should consider possible changes in technology and how to accommodate, adapt 

and embrace change to future‐proof the investment. It is important that priorities are not seen as an 

‘either/or’ between road and public transport; or strategic or local; or transport or other infrastructure – 

integrated planning, funding, and delivery are required. 

East West Rail: Within the corridor, although housing completions have increased by 25% in the last five 

years, we know that East‐West Rail is critical to enabling us to achieve planned levels of growth. Local Plans 

either assume that the East West Rail between Oxford and Cambridge via Milton Keynes will be 

implemented in full or due to uncertainty have significantly lower forecasts than otherwise would be 

possible. Early commitment to fund the enhanced scheme of the full route, including increased service levels 

and electrification, as well as prompt delivery, will build confidence required in the market to achieve this 

planned growth. For every year that the delivery of the East West Rail project it delayed, it is estimated the 

loss due to this delay in in the region of £200m per annum. 

East West Expressway: Further significant improvements to east‐west connectivity through an expressway 

along the full length of the corridor will help open‐up more strategic sites for housing and accelerate 

delivery, having the potential for higher levels of housing in the long‐term. It would also  increase the 

connectivity of key employment sites and attractiveness to investors and businesses.  

Key Interchanges: Investment is also required in key transport hubs to allow the rail systems to operate as a 

full network by facilitating interchange where lines meet and to ensure sufficient capacity for increased 

levels of demand and encourage modal shift. The evidence is that well‐connected high quality hubs attract 

investment and support town and city centre transit oriented development and regeneration. The first and 

ongoing impressions of our key transport gateways matter.  

Major Road Network: Support for the emerging ‘Major Road Network’, backed by England’s Economic 

Heartland Strategic Alliance and local partners, made up of Highways England’s network and locally 

managed roads that needs co‐ordinated planning, funding, and delivery of projects.  

Strategic Local Connectivity: Improved ‘first mile/last mile’ links from key growth locations to transport hubs 

and network access points would extend potential labour markets and linkages between firms and suppliers, 

central and support functions of businesses, thereby helping build a knowledge‐based ecosystem.  
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High productivity jobs and their labour markets 

Mapping of the workforce densities of the highest typical skill level Standard Occupational Classification 
(SOC) groups (i.e. 1 ‐ Managers, Directors, and Senior Officials; 2 ‐ Professional Occupations; and 3 ‐ 
Associate Professional and Technical Occupations) and location densities of higher knowledge/ 
productivity Standard Industrial Classification (SIC) codes shows that higher productivity jobs  and the 
homes of the people who work in these jobs are not co‐located (see Figure 5 and Figure 6).  

High concentrations of population within the top three SOC codes are concentrated within the London 
commuter belt especially within Buckinghamshire, Cambridge, Oxford, and historic towns and cities 
within Hertfordshire (e.g. St Albans and Harpenden).  

Typically, these areas are well‐served by rail connections to central London, which provides a large pool 
of high‐skilled, well‐paid jobs for those in the higher skill level occupational classifications. Conversely, 
the concentration of knowledge jobs within the six Local Enterprise Partnership areas is more dispersed.  

Knowledge employment is concentrated within Cambridge and Oxford and their rural‐urban hinterland, 
and is also focused on large research and business parks such as Oxford Science Vale, Granta Park, and 
the Cambridge Science Park. Other smaller clusters are dispersed throughout the corridor, such as 
Peterborough, Cranfield Technopark, Milton Keynes, and Bicester.   

In the corridor, high‐knowledge employment is polycentric, often in areas with limited public transport 
connectivity. This points to a need for high quality, fast, frequent, and reliable public transport to better 
integrate knowledge employment across the region and to expand labour markets and to improve 
business‐to‐business connectivity. 



 

 

Figure 5: Percentage oof higher productivityy ‘knowledge jobs’ byy Medium Super Outtput Area 
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Figure 6: Percentage oof workforce in threee highest skilled Standdard Occupational Cllassifications by Meddium Super Output Arrea 
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Priorities and Wider Infrastructure 

Transformational change resulting in a step‐change in growth, rather than incremental growth in line 

with recent trends, will require collective development of an integrated growth strategy by some 
form of corridor‐wide strategic body for growth. To deliver greater and accelerated growth for UK 

PLC in Exchequer benefits, will need the buy‐in of businesses, academia, and local and central 
government.  

The National Infrastructure Commission can work with sub‐national partners and partnerships to 
speed‐up the devolution of decision making for planning and the identification of priorities for 

investment to the most appropriate sub‐national level, as well as helping to simplify and accelerate 
planning, funding and delivery through cross‐government co‐ordination and advocating new 

financing tools, with the aim of giving certainty of investment to the private and local public sector. 

Beyond the infrastructure listed above, our priorities for national decision‐making and funding are: 

 Digital and mobile connectivity: We support the ongoing roll‐out of the central government 
programme for extensive broadband coverage, Britain’s Superfast Broadband Future. In 
addition, continued investment is required that: 

 supports our most high productivity businesses that require the fastest upload and 
download broadband speeds; 

 provides urban centres require smart infrastructure (e.g. wifi and sensor networks) to 

enable dynamic, innovation‐led SMEs to thrive in the Smart Cities space, and to enable 
operational and transactional business activity and public service delivery in general;  

 and addresses the many areas of the corridor with no or poor mobile connectivity and no or 

unreliable mobile 4G connectivity, particularly in rural areas. 

Collectively, insufficient digital and mobile connectivity and related smart infrastructure is a 

barrier to both inward investment nationally and for foreign direct investment – the vast 
majority of businesses will not expand or relocate where they cannot have their digital and 
mobile requirements met.  

 Power networks: Investment in national power grid networks to remove constraints, 
particularly for the provision of electricity. Several large developments within the corridor are 

stalled because of the lack of electricity provision to the sites, requiring new National Grid 
infrastructure and sub‐stations. 

 Commercial viability of sites and utilities: Forward‐funding/investment in utilities for new 
employment and housing developments to address commercial viability issues to attract 
business investment, make commerce easier, and attract a wider range of housing across all 

tenures that is affordable. 

 Public services: For central government to work with local partners to ensure high growth areas 
have sufficient growth in quality local, public services, specifically larger facilities such as 

hospitals, schools, and further education, as well as other investment and infrastructure to 
improve skill levels. 

 Funding and Financing: More innovative approaches to funding and financing of interchange 
and strategic local connectivity enhancements, for example flexibilities to allow local authorities 
to borrow based, in part based on future tax/rates receipts and land values, to invest in 

facilitating infrastructure. 

 Planning: Co‐ordination across Nationally Significant Infrastructure Projects such as High Speed 

2, East West Rail, and an Oxford to Cambridge Expressway; as well as acceleration of the 
planning process, particularly the time taken to take Local Plans, Transport and Works Act 
Orders, Development Consent Orders and through Public Inquiry with the Planning Inspectorate 

and Ministerial decision making, to deliver greater certainty. 
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Q4. Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 

There are multiple models that have worked in the past with lessons learnt that can be shared and 

continue to be evolved locally. For example: 

 The Cambridge Phenomenon – university‐led, innovation‐led growth over several decades; 

supported by the public sector through forward funding of infrastructure, and collectively 

providing land, low cost space, and strong business support; backed by a singular shared 

vision which has given confidence to industry and local partners. The integration of lessons 

learnt is already in practice and is part of our proposition. The Oxfordshire economy shows 

similar characteristics, focused around the strengths of the University of Oxford and large 

science facilities in the South of the County. Good progress has been made recently in 

improving infrastructure for driving innovation‐led growthxvi.  

 The Milton Keynes South Midlands Partnership, which responded to previous government 

agenda for growth, that helped created a more focused relationship between central and 

local government and the private sector, to have a single vision for growth and planning 

supported by investment in for transport and supporting infrastructure. The growth in 

housing in Milton Keynes and neighbouring authorities is well‐documented and such 

partnerships have been continued into the formation of Local Enterprise Partnerships. 

However, we need additional investment and wider support to achieve this truly transformational 

potential, rather than deliver more of the same. 

The current push for the formation of Combined Authorities is understandable for urban areas 

centred on big cities, but it is not the only model for strong governance, accountability and 

accelerated delivery and growth, as evidenced above. Whilst work is underway for the formation of 

a Sub‐National Transport Body, England’s Economic Heartland, it would be wrong for the corridor to 

be penalised and constrained in delivering genuinely high levels of growth for the country by 

developing its own successful models for planning, delivery and growth. We do and will continue to 

work collaboratively locally and with national partners to accelerate delivery and growth.  

Q5. Are you aware of any examples of UK or international good practice, for example in respect of 
new technology, local frameworks or the built environment that are relevant to this review? 

Through comparison of population, knowledge‐sectors, and Gross Domestic Product (GDP) per 

capita, globally competitive regions such as the Rheinland‐Pflaz around Mainz and Koblenz compare 

favourably – Germany’s highest export rate of 50%, specialising in advanced manufacturing in 

automotive and pharmaceutical sectorsxvii,xviii. Further work could identify key drivers, barriers and 

opportunities for such comparable, globally competitive areas. 

To grow as a truly global competitor it is important to look to successful international comparators – 

those reviewed are (see Appendix 2): 

 The Eindhoven‐Leuven‐Aachen Triangle (ELAT), Western Europe; 

 The Randstad, Netherlands; 

 Boston (MA), United States of America; and 

 Singapore. 
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Key lessons learnt include:  

 Good connectivity and high productivity go hand in hand: This is both local physical and digital 

connectivity supporting wide labour markets and business to business links and longer distance 

(typically international) connectivity to access supplier, markets and collaborators. Applying this 

lesson to the Oxford to Cambridge corridor, this means enhanced connectivity east‐west within 

the corridor, to elsewhere in the UK and notably to London and to port and airport international 

gateways. To support the planning and delivery of the last of these and as already a clear and 

unequivocal decision on the location of additional runway capacity in the South East is needed 

urgently.  

 High productivity is associated with strong links between the public sector, private sector and 

academia: A clear public sector led infrastructure plan with a credible delivery programme helps 

give the private sector the confidence needed to support their locational and investment 

decisions. Private and education sector involvement in the development of such plans increases 

their credibility further. 

 All these clusters are built around world‐leading universities and science institutions driving 

innovation‐led growth: The infrastructure that connects these regions also facilitates access to 

the universities at their heart.  The presence of ten universities along the corridor anchored but 

the United Kingdom’s two leading universities at either end are crucial for success.  Connectivity 

to all institutions is crucial. 

 Looking across the globe, there is no single governance model associated with high 

productivity growth: Some examples are top‐down and dirigiste, other are collaborative 

involving multiple tiers of local and regional government and a principal of subsidiarity, and in 

some cases, multiple national governments. However, what is common is a clear strategy and 

plan, often supported by bespoke delivery bodies. 

 Clear route to funding and financing: Associated with these strategies and plans is a clear route 

to funding and financing infrastructure enhancements and so delivery. 
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Endnotes 
i
   Fourteen ‘knowledge sectors’ were defined from the Business Register and Employment Survey (BRES) classification, at the 2‐digit 

‘division’ level, out of a total of 88 two‐digit divisions – 26: Manufacture of computer, electronic and optical products; 28: 
Manufacture of machinery and equipment; 29: Manufacture of motor vehicles, trailers and semi‐trailers; 30: Manufacture of other 
transport equipment; 58: Publishing activities; 61: Telecommunications; 62: Computer programming, consultancy and related 
activities; 63: Information service activities; 71: Architectural and engineering activities; technical testing and analysis; 72: Scientific 
research and development; 73: Advertising and market research; 74: Other professional, scientific and technical activities; 75: 
Veterinary activities; and 90: Creative, arts and entertainment activities. Such a categorization was adopted through analysis of the 
Local Economic Plans of the Local Economic Partnership of each city region, and identification of the core knowledge sectors which 
they target.  

ii
   Source: Business Register and Employment Survey 2014. 

iii
  Source: Times / Sunday Times 2016 Ranking for UK Universities: https://www.ukuni.net/articles/UK‐University‐Ranking‐2016‐Times 

(accessed 27 July 2016) and Times Higher Education 2016 Rankings for World Universities: 

https://www.timeshighereducation.com/world‐university‐rankings (accessed 27 July 2016). Cranfield University excluded from 

ranking as it does not offer undergraduate courses but 81% of research classified as “world leading or internationally excellent”. 

iv
   Source: Intellectual Property Office 2015, Freedom of Information release: Patents granted registered by postcode, 2014 data, NOMIS 

2015. From Cities Outlook 2016 (Centre for Cities, 2016) 

v
   Source: 2011 Census. Local Area Analysis of Qualification across England and Wales ‐ highest level of qualification by country of birth 

by age. 

vi
   Source: 2011 Census Population by Built Up Area. The following town and cities have a population of 75,000 or more in descending 

population, Luton 258,000, Milton Keynes 229,000: Northampton 215,000, Oxford 171,000, Peterborough 163,000, Cambridge 
158,000, High Wycombe 133,000, Bedford 107,000, Watford 90,000, Stevenage 90,000, and Aylesbury 75,000. 

vii
   Source: www.thetrainline.com (accessed 27 July 2016) for an hour between 7:30am to 9:00am departing to a London Terminus on 28 

July 2016. 

viii
  Source: Google Maps without traffic drive‐times (accessed 27 July 2016). Longest drive‐time: Peterborough to London Stansted 

Airport 61 minutes. 

ix
   Source: https://www.google.co.uk/maps (accessed 27 June 2016) for 8:00am drive‐times on 28 July 2016 and road distances. 

www.thetrainline.com (accessed 27 July 2016) for average train times between 7:30am to 9:00am on 28 July 2016. 
https://www.google.com/earth/ (accessed 27 July 2016) for ‘straight line’ distances used for rail speeds. 

x
   Source: Price to earnings ratio data, Ratio of median house price to median earnings by Local Authority, Department for Communities 

and Local Government 2013. 

xi
   Source: Office for National Statistics GVA for Local Enterprise Partnerships (2014) for GVA by LEP and Business Register and 

Employment Survey (2014) for employment numbers. Six Local Enterprise Partnership average GVA per employee of £57,000 compare 
to England and Wales average of £53,000. 

xii
   Source: Office for National Statistics GVA for Local Enterprise Partnerships (2014). 

xiii
   From analysis of Eurostat data, the highest performing area within the corridor in terms of Gross Domestic Product is (GDP) 

Buckinghamshire – 17
th
 out of 139 regions within the United Kingdom. Across the European Union Buckinghamshire would only ranks 

256
th
 out of 1,342 regions. By comparison, the GDP of Buckinghamshire would only rank it 117

th
 of 412 German regions. 

xiv
   Source: National Trip End Model v7 (July 2016). 

xv
   Source: P2 returns from local authorities for National House‐Building Council (NHBC). Table 255: permanent dwellings started and 

completed, by tenure and Local Enterprise Partnership. 

xvi
   For further information see: http://www.sqw.co.uk/files/2613/8690/7243/Oxford_engine.pdf  

xvii
   Source: Average annual population by NUTS 3 regions and gross domestic product (GDP) at current market prices by NUTS 3 regions 
from Eurostat. 

xviii
   Source: Wikipedia for Rheinland‐Palatinate https://en.wikipedia.org/wiki/Rhineland‐Palatinate (accessed 27 July 2016). 
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Appendix 1 – Evidence Base  

Category Quality Assurance Information 

Footnote number: i 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Analysis of Knowledge sector in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 

i - BRES Data (2 digit) 

i - Historic employment rate 

i - Local labour mkt by LEP 

c - BRES Data (2 digit) 

o - Knowledge Sector 

Data sources: 

ONS - business register and employment survey 2014 

ONS – annual population survey 

ONS - LI05  Local labour market indicators by Local Enterprise Partnership 

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified  

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 
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Category Quality Assurance Information 

Footnote number: ii 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Analysis of Occupations in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 

i – SOCsByLEP 

i - LFS AJ 2013 

i - LFS JS 2013 

i - LFS OD 2013 

i - LFS JM 2014 

c - summary LFS 

c - SOC% 

Data sources: 

ONS – occupations by LEP 

ONS – Labour force survey AJ 2013 

ONS – Labour force survey JS 2013 

ONS – Labour force survey OD 2013 

ONS – Labour force survey JM 2014 

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified  

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 

 

Category Quality Assurance Information 

Footnote number: iii 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Analysis of Higher Education Institutions in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: i - Universities 

Data sources: 
Times – UK University Ranking 2016 

Times – World University Ranking 2016 

Description of 

checks undertaken: 
No calculations undertaken. Visual comparison of values. 

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 
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Category Quality Assurance Information 

Footnote number: iv 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Patents granted in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: n/a 

Data sources: Centre for Cities – Cities Outlook 2016 

Notes:  

Description of 

checks undertaken: 
Visual confirmation against report 

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 

 

Category Quality Assurance Information 

Footnote number: v 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Skills analysis in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 
i – SkillsByLAD 

c - Skills 

Data sources: ONS - Highest level of qualification by country of birth by age 

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified 

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 
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Category Quality Assurance Information 

Footnote number: vi 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Identification of built up areas in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: i - Population 

Data sources: ONS 

Description of 

checks undertaken: 
Confirmation of location of built up areas 

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 

 

Category Quality Assurance Information 

Footnote number: x 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Analysis of Affordability in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 

i - data 1997-2013 

i - data 2013-2015 

c - PER data 

c - PER Data (LADLevel) 

o - PER Data (LADLevel) 

Data sources: 

ONS - Table 577 Ratio of median house price to median earnings by district, from 1997-2013 

ONS - Table 577: ratio of median house price to median earnings by Local Authority, 2013 to 

2015 

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified  

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 
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Category Quality Assurance Information 

Footnote number: xi 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Calculation of GVA per worker in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 

i - BRES 2004 

i - BRES 2014 

i - GVA per head 

i - GVA per head indices 

c - BRES 2004-2014 

o - GVA Data (LEPLevel) 

Data sources: 

ONS - business register and employment survey 2004, 2014 

ONS - Nominal Gross Value Added per Head by Local Enterprise Partnership, 1997-2014 

ONS - Nominal Gross Value Added per Head indices by Local Enterprise Partnership, 1997-

2014 

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified 

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 

 

Category Quality Assurance Information 

Footnote number: xii 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
GVA by LEP in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: i - GVA by LEP 

Data sources: ONS - Nominal Gross Value Added by Local Enterprise Partnership, 1997-2014 

Description of 

checks undertaken: 
No calculations undertaken 

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 
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Category Quality Assurance Information 

Footnote number: xiii, xvi 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
GDP per capita in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 

i – GDP 

i - EU Regional Population 

c - GDP 

Data sources: 

Eurostat - Gross domestic product (GDP) at current market prices by NUTS 3 regions 

Eurostat - Average annual population to calculate regional GDP data (thousand persons), by 

NUTS 3 region 

Notes:  

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified 

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 

 

Category Quality Assurance Information 

Footnote number: xiv 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Analysis of Forecast Growth in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 

i - Planning Data 

c - LEP area 

o - Forecast growth 

Data sources: National Trip End Model v7 

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified  

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 
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Category Quality Assurance Information 

Footnote number: xv 

Date: July 2016 

Author: Jennie Rothera and Edmund Cassidy 

Description of 

analysis:  
Analysis of Growth in Number of Dwellings in LEPs along Oxford – Milton Keynes Corridor 

Worksheet: 

i - data 2012 

i - data 2013 

i - data 2014 

i - data 2015 

c - growth 2012 -2015 

Data sources: 

ONS - Table 100 Dwelling stock: Number of Dwellings by Tenure and district: England; 2012 

ONS - Table 100 Dwelling stock: Number of Dwellings by Tenure and district: England; 2013 

ONS - Table 100 Dwelling stock: Number of Dwellings by Tenure and district: England; 2014 

ONS - Table 100 Dwelling stock: Number of Dwellings by Tenure and district: England; 2015 

Description of 

checks undertaken: 

Formulae uses appropriate data for calculations 

Formulae uses appropriate year for calculations 

No ‘hardwiring’ of values has been identified  

Original analysis: Jennie Rothera and Edmund Cassidy 

Checked by: Maggie Cheung 

Reviewed by: Steven Bishop 
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National Infrastructure Call for Evidence on the Cambridge – Milton Keynes – 

Oxford ‘Growth Corridor’ 

Response from six Local Enterprise Partnerships along the corridor: 

Buckinghamshire Thames Valley, Greater Cambridge Greater Peterborough, 

Hertfordshire, Northamptonshire, Oxfordshire, and South East Midlands 

Appendix 2: International Comparators Evidence 

 

Case study 1: The Eindhoven-Leuven-Aachen 
triangle – ELAt, Western Europe   

ELAt is an economic success story which sits at the apex of 

North West Europe’s most important economic centres. 

The triangle encompasses the Flemish urban network, the 

Ruhr valley and the Dutch Randstad spanning 14,269 sq. 

km. in size and six cross-border regions1. 

Overview 

The ELAt project is an initiative to support cross-border 

collaboration to form a top technological and knowledge-

driven economy in an area with estimated annual 

economic output of $244bn2. The initiative to create an 

internationally-recognised area of technological 

advancement and innovation was formally established in 2005. The partners in the project are the three 

cities of Eindhoven, Leuven and Aachen, two regional public authorities and one university. 

Economic profile  

ELAt consists of a metropolitan network of small- and medium-sized cities, home to over 1 million people in 

the metropolitan areas and more than 8 million inhabitants in the cross-border area. The population density 

of the area in 2011 was 417 inhabitants per sq. km. ELAt’s key economic characteristics are its high standards 

of living and economic growth, a strong industrial orientation and a growing transition to higher value-added 

and knowledge-based activities. ELAt is home to a highly educated workforce and many innovating firms, 

universities and research institutions, some of which are niche players of international excellence. Anchor 

organisations which drive high-tech and open innovation practices in the region include Dutch multinational 

technology firm Philips in Eindhoven and the IMEC research centres in Leuven. In 2011, ELAt had a nominal 

GDP per capital of approximately €31,163, similar to that of Lyon and Barcelona, compared with €26,300 in 

20063.  

Growth strategy  

The strategy of ELAt is to foster collaboration by centring on a shared recognition of technological strengths 

in the fields of chemicals, advanced materials, high-tech systems and health and life sciences. OECD notes 

that regional strengths also differ, giving rise to variety in knowledge-based activities, such as aerospace in 

Liège. Rationale behind cross-border collaboration derives from the region’s strength of combined 

resources, greater access to a larger labour market, wider business and knowledge networks and the 

opportunity to build on a diverse range of assets including research, and technology.  

Figure A2-1: Map of the ELAt region. Source: OECD 
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The region boasts good internal and external accessibility and direct access to densely-located markets 

which bring in benefits of agglomeration economies to an area which lacks a strong metropolitan hub. 

Though complex given its cross-border nature, the governance of the region has historically been supported 

by the Dutch-side government, which provides leadership and direct public funding support to the initiative.  

One of the initial anchors for the project was the Dutch government’s designation of its fifth city Eindhoven 

as a “Brainport”. In 2004, the Dutch Ministry of Economic Affairs designated the city as a national Brainport 

and announced it would receive public investment to strengthen the economy. The Brainport is home to 

around 730,000 residents and 400,000 jobs4 and has established itself as a top technology region and one of 

the leading knowledge and innovation regions in Europe.  

Critical success factors  

The critical success of the ELAt project is dependent on both public and private activity as well as the 

economic assets that exist to provide key education, employment and business support and act as regional 

growth propellers. The cross-border area is home to a large number of public and private innovation 

organisations. ELAt contains 7 European universities which, at 2013 estimates, educated 150,000 students as 

well as a number of other higher education institutions (HEIs). A range of both multinational and regional 

firms are located in the area, which are heavy investors in R&D and innovation activities. These include A.B. 

Inbev, Danone, Ford, Arcelor-Mittal on the Belgian side, Philips, DAF, TomTom, Medtronic and Canon-Océ on 

the Netherland side and Microsoft, Siemens, Philips and Ford on the German side. Other key employers in 

the cross-border region include high-tech SMEs and start-ups, many of which operate in incubator/campus-

style business parks. OECD points out that another defining characteristic of the region is a “triple helix” co-

operative approach to innovation – the region is home to a strong public-private-HEI co-operative presence 

which serves as a strong actor for innovation-driven growth.   

Lessons learned  

• ELAt builds on the strength of regional knowledge and innovation assets and has used an agglomerated 

economies approach to enhance its regional economic power.  

• Governance and funding has been mainly public-driven with increasing collaboration from other 

stakeholders within a triple helix mechanism. Ensuring that growth potential is facilitated through 

strong governance structures (be they supranational, national or regional) will allow co-operation from 

all actors in the economy, not just from public sector support. 

• The absence of a permanent co-ordinating body has been a hindrance to the strategic development of 

the region. 

• Analysis of the funding arrangements by OECD found that regional and national programmes have 

historically limited cross-border participation. Efforts to open existing regional and national programmes 

to partners from across the ELAt area have been seen to be missing in the policy mix.  

• Streamlining cross-border funding elements alongside strategy and policy-making could enhance the 

regional offer.  
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Case Study 2: The Randstad, Netherlands   

The Randstad is a polycentric urban area and an 

important advanced urban economy located in the 

western Netherlands. The region comprises of the 

Dutch cities of Amsterdam, Rotterdam, The Hague 

and Utrecht as well as several smaller cities. It has 

been one of the most internationally recognised 

centres of economic activity in mainland Europe 

since the mid-20th century and has an 

internationally recognised “knowledge economy”.  

Overview  

The Randstad is a densely-populated urban region comprising of over 7 million inhabitants who account for 

more than two fifths of the total population of the Netherlands5. The region is not a definitively demarcated 

geography but the term has long been used to define the area surrounding the so-called “Green Heart” of 

western Netherlands comprising an area of low lying land. The Randstad is a network of readily-accessible 

cities and locations with excellent transport links which creates a favourable setting for activity in the 

economic heart of the country.  

Economic profile  

The Randstad has been recognised internationally as one of Europe’s most important clusters of economic 

activity since the 1960s. The Randstad forms the heart of the Dutch economy where 50% of the gross 

national product is generated on approximately 25% of the country’s total land area6. The four cities of the 

Randstad collectively accommodate over 2.3 million inhabitants and the wider Randstad region is home to 

some 7 million people living in the Netherlands7. 2006 estimates show that 38% of the Dutch population live 

in the Randstad region, accounting for 42% of jobs8. 66% of all foreign investment and 98% of all air 

passenger traffic is estimated to take place there, cementing the region as the Netherlands’ economic 

powerhouse. Additionally, the Randstad region has one of the highest GDPs by urban regions in Europe. 

According to Statistics Netherlands, in 2005, the Randstad region had the fourth-highest GDP in Europe at 

over €220bn, succeeded only by Milan, Paris and London.  

The region is a good example of an area where economic activity has been be driven by knowledge and 

innovation. A 2009 publication into urban knowledge economies in European countries9 found high 

concentrations of innovation and knowledge workers in the northern part of the Randstad in cities such as 

Amsterdam and Utrecht and their suburban surroundings. In the 2000s the region experienced high levels of 

employment growth in the knowledge economy10. The knowledge economy grew by 9.6% in the five years to 

2005 with high growth in high-tech manufacturing, transaction-oriented services and information- and 

media-related manufacturing and services.  

Growth strategy  

Economic co-operation in the Randstad region is driven by the growing interdependence and mutual 

interests of the provinces and cities in the region on a number of issues, including housing, traffic and 

infrastructure. A substantial population growth is driving economic growth plans in the region with forecast 

growth of an additional 700,000 inhabitants in the 15 years to 202511. In 2008, the government launched a 

new spatial planning policy – Randstad Holland to 204012 – aiming to create a sustainable and competitive 

region. Its focus is on improving mobility, accessibility and improving spatial quality.  

  

Figure A2-2: Map of the Randstad region. Source: Google 

Maps 
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An assessment by the European Commission (EC) of the innovation and knowledge-based economy of 

Randstad found strong investment in the region’s life-long learning and human resources, but lack of 

business R&D in the region13. The EC has challenged Randstad to address its relatively low business R&D 

expenditure and improve governance on a “relatively weak regional innovation support infrastructure”.  

Critical success factors  

Randstad benefits from strong infrastructure and connectivity. Home to Europe’s fourth-largest airport by 

passenger numbers14 and one of the world’s major hubs in international traffic, Amsterdam-Schiphol airport 

is one of the key assets of the Randstad region. The region’s transport infrastructure has been designed to 

make the most of its position in Western Europe and is well-served by several modes, providing excellent 

inter-regional and international connections. A real success story is the growth of the Schiphol Central 

Business District. This multifunctional and multimodal premium business site at the periphery of Amsterdam 

is now considered to be one of the top office locations in the whole of the Netherlands and has achieved 

some of the country’s highest office rents in recent years15. Schiphol has been very successful in attracting 

internationally-oriented companies choosing to locate their international or European headquarters at the 

airport. This type of service and locational quality is demonstrative of the region’s tailoring of infrastructure 

and stock to the requirements of knowledge-intensive companies.  

The region’s highly diversified service economy also serves as a strong asset. Each of the key cities exhibit 

diverse economic strengths, the combined force of which creates a real advantage for the region.  

Lessons learned  

• A strong transport infrastructure and connectivity both across the region and outwardly to Europe 

coupled with a growing and highly-skilled population creates agglomeration benefits and means the 

region functions “more or less as a single city”16.  

• However, optimal interconnectivity is not the only determining factor in economic success. A robust 

strategy development and governance, recognising the importance of tackling different issues at 

different levels, is imperative.  

• A lack of co-ordination across key economic sectors in the four regions has hindered the region’s ability 

to create a truly agglomerated economy and limited linkages between firms and knowledge institutions 

has hindered knowledge transfer from education to commercial output. 

• For innovation and knowledge-led industries, the potential for growth could be maximised through 

greater co-operation between public and industry bodies and targeted investment in R&D and 

innovation support. 

• Simplifying an over-complex governance model could better utilise agglomerated economies and 

substantially impact long-term growth prospects17. 
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Case Study 3: Boston, MA 

Overview  

Located on the east coast of the US, Boston is 

an ideal example of a knowledge-based urban 

development area. The city is fenced by the 

partial beltway Route 128, a ring road 

surrounding the city region18. In recent 

decades, Boston has transformed itself from a 

well-established manufacturing industry into a 

knowledge-based economy comprising of ‘new 

economy’ clusters including insurance and 

professional services, biotech and technology 

industries and green innovation companies. A 

collaboration of private investment, state 

research, funding and strategies such as 

Massachusetts Life Science Industries and the 

Mass Challenge Venture Fund has driven a 

combined-action strategy which supports 

economic development and growth within 

Boston’s knowledge economy19. Boston is one 

of four other cities which forms the Massachusetts Life Science Corridor along with Somerville, Cambridge, 

Quincy and Braintree Town; home to a cluster of over 450 companies within the state20.  

Economic profile  

US Census Date from 2015 shows that the estimated population of Boston City is 667,135. Of the population 

aged over 16, 68.1% were in paid employment. Moreover, 44.6% of the population possessed a Bachelor’s 

degree or higher who were aged over 2521. Due to Boston’s leading universities and research institutes, 

there is a highly-rich and diverse workforce who are well-educated and attracted to working within 

knowledge-based sectors of the economy. Between 2003 and 2012, the knowledge-based service sector 

grew faster than the national average in terms of employment rates, payroll numbers and payroll per 

employee22. Employment rates have been especially high in the technology industry since the recession, with 

an average growth rate of 9% and over 30,000 high-tech jobs as the city benefits from relatively low 

corporation taxes. Moreover, Boston’s life sciences industry entails clustering in research and development, 

engineering, laboratories, medicine, research institutions and biotechnology. It is split into six keys areas and 

is home to over 375,000 sq. ft. of industrial and commercial space23. By 2012, the number of firms within 

Boston City totalled at 59,26824. The 2014 GDP across all industries in Boston-Cambridge-Newtown, MA-MH 

was $382,459 million, an increase of 10.63% increase on the previous year. 

Growth strategy  

Following the decline of the computer industry in the 1980s, technology businesses had to reinvent 

themselves and their services to remain viable. The growth strategy of this industry was grounded on the 

principle of vertically-disintegrated businesses which complement one another25. Boston City’s current 

strategic plan for a knowledge-based economy is based upon the success of their higher education institutes 

and research centres which attract the most gifted and academic students, research grants and venture 

capital to kick-start new businesses26. Boston has enjoyed solid growth across the majority of industries since 

2010 with venture capital deals in the city on the rise from 66 in 2012 to 103 in 201427.  

  

Figure A2-3: Map of Boston Planning Districts. Source: Boston Studies 
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Whilst the growth strategy appears to be attraction to the respective industry clusters in life sciences and 

technology and knowledge-intensive services, to benefit from economies of scale, there have been various 

state-led initiatives to boost growth within the knowledge-based urban development area. For example, the 

mayor transformed 1,000 acres of the South Boston Waterfront into an innovation district which attracted 

100 companies to relocate to the area and created 3,000 new jobs28. 

Critical success factors  

The success of Boston as a vibrant knowledge economy is underpinned by two factors. Firstly, new industries 

adding to the city’s distinctive mix of economic sectors, for instance biotechnology or electronics. Secondly, 

Boston is boosted by the increase of entrepreneurial networks which contribute significantly to the GVA of 

the region29. The clustering of higher educational institutions and knowledge networks not only provide an 

opportunity for sharing tacit and codified knowledge but encourage new start-ups and increased innovation 

and consequently greater productivity within the region. Infrastructure investment has also played a big part 

in the success of a thriving city, with special consideration given to Route 128, which was completed in the 

early 1950’s. The implementation of this road infrastructure provided good access to low priced land, ideal 

for residential areas and locating the labour force in the suburbs. Additionally, Route 128 provides 

convenient access to two major universities; Harvard and MIT, accessible in under 20 minutes by car, 

increasing the potential proximity to a future workforce and pulling entrepreneurs towards the city30. 

Meanwhile, the addition of Interstate 495 added to the benefits as it increased the size of Boston’s regional 

knowledge economy and service sector with homes for 608,000 people in this specific region and 326,000 

jobs31.  

Lessons learned  

• An important lesson that can be taken from Boston City’s knowledge-intensive economy is the 

collaboration between a variety of economic actors such as the government, private sector and research 

institutions to create a highly skilled workforce, encourage the transfer of knowledge and ensure 

funding for innovation, without which Boston would not be the city it is today. 

• Infrastructure developments, particularly the highways, are vital to the economic success as they have 

enabled appropriate housing for skilled labour, better access to suppliers and have increased the 

economic footprint of the city. 

• Above all the specialism in life science and its enabling sectors and suppliers has fostered clustering, 

strong growth and competitive performance. 
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Figure A2-4: Map of Singapore Districts. Source: Singapore 

Office Spaces 

Case Study 4: Singapore  

Overview  

Singapore is a small island in 

South East Asia with no natural 

resources or domestic market of 

its own32. Yet Singapore is home 

to a thriving knowledge-based 

hub which is increasing its GDP. 

The Urban Development 

Authority in Singapore highlights 

that the city-region is divided 

into five separate districts; 

North, East, West, Central and 

North-East as shown in Figure 

4.033. These districts are part of 

Singapore’s wider vision of an ‘intelligent island’ with state-of-the-art IT infrastructure34. There has been a 

holistic approach taken to creating a knowledge economy with collaboration between the public and private 

sector through a range of economic policies and state-led programmes. 

Economic profile  

The manufacturing value for GDP in the city began declining in the 1990s as a result of deindustrialisation 

reaching a trough of 23%. As this industry fell into decline, the financial and technical industries started to 

grow exponentially. This was accompanied by an increase in skill level of Singapore’s labour force with an 

increase in employees in the administration, managerial, professional and technical sectors from 18% of the 

working population in 1980 to 40.3% in 1999. As a result of a growing economy, Singapore is now home to 

5.54 million people (at June 2015) with an estimated 1.26 million homes35. The labour force is relatively large 

with 3.67 million people in employment on the island and a resulting GDP of S$100.27m in early 201636. It is 

reported that there are over 800 multinational corporations operating within Singapore and has successfully 

attracted S$10.5 trillion of foreign direct investment into the city, creating a foreign market triple the size of 

its domestic base.37 The city has specifically chosen the electronics, chemicals, engineering, life sciences, 

education, health, communications, media and logistic clusters to be benefit from additional support and 

guidance38. 

Growth strategy  

By 1999, Singapore had approved a ten-year masterplan called IT2000 which aimed to make Singapore a 

competitive knowledge economy with the technology sector at the forefront of the scheme. After the crash 

of the dot com bubble, biotechnology and life science industries leapt onto the frontline, with technology 

the assisting factor39. In support of this masterplan there were smaller subsidiary programmes established, 

including one aiming to attract world class companies, another focusing on an international business 

programme, a separate innovation programme, one focusing on resource and development and finally a co-

investment programme40. At present, Singapore’s economic growth strategy places a massive emphasis on 

R&D and innovation.  
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It is underpinned by developing the skills and knowledge of its workforce. This is reinforced in educational 

institutes from an early age as many lessons are taught in English, the international business language, to 

give students a competitive advantages over their counterparts in other cities. At higher educational level, 

the number of students trained as technicians and engineers is on the rise. This is simultaneous with a large 

amount of scholarship programmes which is jointly supported by industries and educational institutes. 

Additionally, Singapore has 12 research institutes with a specific focus on technology which attracts the 

brightest minds from around the world41.  

Critical success factors  

Singapore’s success as a knowledge-based economy can be partly attributed to its geographical advantage of 

being at the intersection of the international shipping trade, its time zone overlapping both Europe and the 

Pacific and being only three hours by aeroplane away from all capital cities in the ASEAN trading block. The 

city’s international links are further defined by the city encouraging economic immigrants from abroad to 

work in both the public and private sector42. Singapore has developed its R&D base over recent decades 

underpinned by a  financial support infrastructure which has had the dual effect of pulling in top scientists 

and creative individuals, further boosting the knowledge-based economy43. This combined with a free trade 

policy to encourage international trade and attract foreign direct investment has boosted Singapore’s 

position as a successful knowledge-based economy. Moreover, strong economic management via fiscal and 

monetary policy and stable governance of the city have facilitated growth of the knowledge economy. As the 

education system was redeveloped in the 1960s, the workforce has become much higher skilled as a result 

and the government has offered a generous 85% subsidy for public accommodation to house its workers44. 

The distinctive skills system in Singapore has become the template for many growth regions in the world. 

Lessons learned  

• Singapore has been successful primarily due to its holistic approach with a collaboration of efforts 

between the public and private sector.  

• Having a masterplan spanning over several years has provided a long-term structure for key actors in 

the public and private sector to achieve objectives which help support the success of the knowledge-

based economy, across education, infrastructure, business and new enterprise growth.  

• Most importantly, educational reforms and research institutions have played a key part in attracting a 

high quality labour force along with open immigration policies tag lining the motto of ‘thinking schools, 

learning nation’ so as to prepare the next generation of the workforce45.   
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Conclusion of the Business 
Rates Review

Relief for Small Businesses

Permanent doubling of threshold for Small 
Business Rate Relief (SBRR) from April 2017.

Businesses with a rateable value of £12,000 or 
less will pay nothing.

Picture: littleweed1950’s/flickr



Conclusion of the Business 
Rates Review

Picture: littleweed1950’s/flickr

Relief for Small Businesses

If rateable value is between £12,000 and 
£15,000 businesses will receive tapered relief.

Increase of threshold for the standard 
multiplier to a rateable value of £51,000.



Conclusion of the Business 
Rates Review
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Changes to Calculation

A switch in the measure of inflation from RPI 
to the lower CPI.

Revaluations to be more frequent – no more 
than three years apart.



What George Giveth, 
Could He Taketh Away?



Conclusion of the Business 
Rates Review
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Business Rates Retention

Are the generous offerings from the 
Chancellor really that generous when he 
doesn’t have to pay for them?



Conclusion of the Business 
Rates Review
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Business Rates Retention

Treasury will consult on compensation for 
local govt this Summer.

ATCM is likely to respond saying that local govt 
should receive compensation and this should 
come from additional revenue from tax 
evasion/avoidance.



Conclusion of the Business 
Rates Review
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This is good news, but is still not the 
wholesale tax modernisation required.

Fundamental weakness in business tax system 
with exposure to digital economy still exists.



Other Budget 
Announcements
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• Up to £1.8 billion being allocated through a 
further round of Growth Deals with Local 
Enterprise Partnerships later this year. 

• The next round of the Coastal Communities 
Fund, for projects starting in 2017-18, will 
open for applications this summer.

• Corporation Tax down to 17% by 2020.



Other Budget 
Announcements
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• Mayoral devolution deal agreed with East 
Anglia. New powers over transport, 
planning, skills, a £900 million investment 
fund over 30 years to grow the local 
economy, and access to £175 million for 
new homes.

• Delivery of a 5G strategy in 2017.



Other Budget 
Announcements
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• The National Infrastructure Commission 
will report on priorities needed for growth, 
housing and jobs in the Cambridge-Milton 
Keynes-Oxford corridor.

• New powers for HMRC to ensure online 
retailers pay VAT . 



Implications of Brexit 
on Town Centres



Impact of Brexit on East’s 
Economy
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On the 23rd June, UK will go to the polls to 
vote on EU membership. 

Objective information on the impact for town 
and city centres is hard to find.

ATCM is developing a briefing paper to 
support members.



If We Vote to Leave….
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….UK Government will trigger ‘Article 50’ of 
the Treaty of the European Union.

The UK would remain a member of the EU for 
a minimum two years before it’s status is 
revoked.

Whether the UK is better off or not depends 
on negotiations during this period.



If We Vote to Leave….
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The default status is that we would have:

• No representation in the European 
Parliament.

• No access to the Single Market.

• No requirement to permit the free 
movement of EU citizens.

• No requirement to conform to EU rules and 
regulations.



4 Key Areas for Town 
Centres
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• Economy

• Tourism

• Regulation and Policy-Making

• Financial



ECONOMY



Single Market
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Single market is huge force in the global 
economy.

It removes cross border barriers to trade like 
tariffs and customs control.

Exporting and importing is much easier.

No guarantee that UK can negotiate access to 
Single Market following withdrawal.



Trade
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44% of all UK exports go to the EU.

This supports 12.6% of GDP.

All trade agreements with countries outside 
the EU be scrapped and would need to be 
renegotiated from scratch.

Uncertainty could be intolerable for some 
businesses. 

Source: ONS



Investment & Employment
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EU membership boosts FDI by 27%. 

This implies that a loss of access to Single 
Market will mean huge drop in investment.

Knock-on impact on employment and local 
economies.

Source: OECD



Investment & Employment
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Special concern for:

•City of London

•Manufacturing

•UK’s Relationship with Ireland

Source: OECD



Best of Both Worlds?
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Q: Can we leave the EU but retain access to 
the Single Market?

A: Yes! Countries like Norway and Switzerland 
do this.

Q: Is there a catch?

A: Access is limited, requires contribution to 
EU spending, subject to EU legislation, free 
movement of people and no vote in EU.



Assessment
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Impossible to guess the economic future of 
the UK outside of the EU. 

However, very strong economic arguments for 
staying in the EU. The uncertainty alone could 
cost investment in the UK.

ATCM categorises the impact 
of Brexit on the economy as 
negative. 



TOURISM



Free Movement of People
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The free movement of people is a key feature 
of the Single Market.

It means minimal visa and border controls.

Add to this the rise of budget airlines and train 
links with the continent.

This has meant huge opportunities for UK 
tourist destinations.



Free Movement of People
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34 million inbound tourists expected this year. 
64% will be from Europe.

The reintroduction of visa and border controls 
will harm this.

Business travel will also be affected.

This sounds like a potential disaster, but the 
situation could be more complicated than this.



Double-Edge Sword?
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EU withdrawal could make it more difficult for 
inbound tourists to visit the UK. 

However, the same would be true for 
outbound tourists.

UK holidaymakers might decide to stay in the 
UK and visit home-based tourist destinations.



Double-Edge Sword?
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Would this be enough to offset loss of EU 
visitors? Not sure.

But, EU withdrawal could also mean the slide 
of the pound.

Downward pressure on sterling has double 
benefit of making the UK cheaper for foreign 
visitors and making foreign destinations more 
expensive for British tourists.



Assessment
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Free movement of people has been a huge 
boost to UK tourism. It loss will mean less 
foreign visitors

However, this might also mean more UK 
holidaymakers staying in the UK. Plus, a 
weaker pound would be good for tourism.

ATCM categorises the impact 
of Brexit on the tourism as 
neutral. 



REGULATION & POLICY-

MAKING



Lack of Sovereign Control 
Over Law-making
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The UK Government, Parliament and the 
Devolved Administrations lack 100% over law-
making.

This has downsides, for example:

• VAT 
• Pedlars 



Place-Based Policy-Making
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Place-based policy-making is the holy grail for 
the town centre management industry.

We are no where near this in the UK.

The EC is much more progressive. It has 
announced the development of a EU Urban 
Agenda.



EU Urban Agenda
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Urban Agenda will bring together a range of 
policies to understand how they overlap with 
‘place’ such as:

•Education & Culture
•Transport 
•Energy
•Information Society 
•Environment
•Climate Change



EU Urban Agenda
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3 possible functions of the Urban Agenda are:

•Develop policy at a European level aimed at 
supporting towns and cities

•Impact assessment on all policies to ensure 
that they support towns and cities

•Support Europe’s town and city leaders to 
network and share best practices.



Tax Reform and Global 
Business Trends
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Modern Global Business Structures
+

Digital Economy
=

Tax Evasion/Avoidance



Tax Reform and Global 
Business Trends
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Property based businesses pick up the bill 
through business rates.

High street businesses carry a heavy burden.

EU to tackle tax evasion/avoidance. 
International collaboration is essential.



Assessment
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EU withdrawal means the repatriation of all 
law-making to the UK. 

However, EU is more advanced in place-based 
policy-making and town centres and high 
streets are influenced by global business 
trends. 

ATCM categorises the impact 
of Brexit on the policy-
making as negative. 



FINANCIAL



The Figures
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Gross Cost of EU Membership: 

£18 billion

Money Repatriated to the UK: 

£9 billion

Net Cost of EU membership: 

£9 billion 
Source: Institute for Economic Affairs



EU Structural Funds
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The money that comes back through the EU 
Structural Funds (European Regional 
Development Fund and the European Social 
Fund) makes a big contribution to towns and 
cities across the UK.

But is £9 billion too big a cost considering the 
squeeze on public spending?



Assessment
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The annual cost of EU membership is £9 
billion. 

This is a problem considering the squeeze on 
public finances.

ATCM categorises the impact 
of Brexit on the funding as 
positive. 



SUNDAY TRADING



IT COLLAPSED! 
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NLP’s take on the month’s news 

The government’s increased support for the 
principle of investment in rail, recognising 
it as a key route to boosting the economy 
throughout Britain, is certainly welcome. NLP 
now wants to see the government respond 
to the NIC’s recognition that rail freight has 
increased phenomenally since privatisation 
and is forecast to grow further – the focus 
should now turn to the interchanges and 
connections between rail, ports and roads 
that are all critical for maximising future 
economic growth
Hugh Scanlon, Senior Director

Quote of the month: 

“

“

“

“
[…] So we are giving the green light to High 
Speed 3 between Manchester and Leeds; 
finding new money to create a 4-lane M62; 
and will develop the case for a new tunnelled 
road from Manchester to Sheffield. […] I said 
we would build the Northern Powerhouse. 
We’ve put in place the mayors. We’re 
building the roads. We’re laying the track. 
We’re making the Northern Powerhouse a 
reality and rebalancing our country 

Chancellor of Exchequer George 
Osborne’s Budget speech, announcing 
the Government’s measures to improve 
northern transport connectivity, following 
the National Infrastructure Commission’s 
recommendations

April 2016
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8. there will be £1 billion tax support 
for the oil and gas industry, including 
the abolition of the Petroleum 
Revenue Tax and the reduction of the 
supplementary charge on oil and gas 
extraction.

Headline news

Budget Day 2016 
announcements: transport, 
infrastructure and energy 
measures
On 16 March, Chancellor of the Exchequer 
George Osborne announced Government 
measures included in the 2016 Budget. 
The main announcements that relate to 
transport, infrastructure and energy are 
listed below:

1. the Government is to launch a 2016 
National Infrastructure Delivery Plan 
(since published – see below), setting 
out £100 billion of public sector 
investment to 2020;

2. £300 million is being committed 
to improve northern connectivity, 
including HS3 being given the go-ahead 
(plans are due 2017-18) and a trans-
Pennine road tunnel (the business case 
is due by end 2016);

3. a Northern Powerhouse infrastructure 
development timeline to 2020 includes 
comprehensive improvements to 
TransPennine rail (by 2018-2019) and 
£380 million of A1 improvements (by 
2017-18);

4. the National Infrastructure 
Commission (NIC) is to report on 
strategic infrastructure priorities for 
the Cambridge-Milton Keynes-Oxford 
corridor and on 5G deployment (using 
south west England as a case study);

5. an £80 million fund will be used to 
continue planning for Crossrail 2 and 
Transport for London (TfL) is asked to 
match this amount;

6. the Homes and Communities Agency 
(HCA) will work with Network Rail 
and local authorities (LAs) to provide 
land around stations for housing, 
commercial development and 
regeneration;

7. up to £730 million of support will be 
auctioned by Government, for offshore 
wind and other less-established 
renewable technologies; and

National news
Publications released following 
Budget Day announcements
On 16 March, immediately following 
the Chancellor of Exchequer’s Budget 
announcements, a series of infrastructure-
related, more detailed publications were 
released:

Devolution Agreement

Three new devolution agreements were 
announced, with the aim of devolving new 
powers over transport, planning, skills and 
other areas to the newly-formed combined 
authorities - these being East Anglia, West of 
England, and Greater Lincolnshire. 

Transport infrastructure

The Department for Transport (DfT) published 
a guidance document that clarifies the 
3 process stages needed to prepare the 
second ‘Roads Investment Strategy’ (RIS2): 
research (including public consultation); 
decision-making; and mobilisation. RIS2 
will detail the government’s plans for the 
‘strategic road network’ between 2020 and 
2025. 

Government announces new 
permitted development rights for 
phone masts
Minister of State for Housing and Planning 
Brandon Lewis made a written statement in 
the House of Commons on 17 March, setting 
out the Government’s strategy to boost 
mobile connectivity and announcing a further 
new permitted development right (PDR) for 
phone masts. The Statement follows last 
year’s ‘Call for Evidence: Review of how the 
planning system in England can support the 
delivery of mobile connectivity’. 
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The main announcements made by Brandon 
Lewis relate to:

1. extended PDRs to allow taller ground-
based masts to be built (up to 25 metres 
in non-protected areas, 20 metres 
in protected areas), where a site is 
already used for telecommunication 
infrastructure;

2. prior approval will apply where a 
new mast is being built, to ensure 
appropriate community engagement;

3. operators will be able to increase the 
height of an existing mast to 20 metres 
(in both non-protected and protected 
areas) without prior approval;

4. prior approval will be required to 
increase the height of existing masts 
between 20 metres and 25 metres in 
non-protected areas;

5. a new, automatic right to upgrade the 
infrastructure on masts in protected 
areas, to align with existing rights in 
non-protected areas; and 

6. a height restriction of 20 metres on 
highways and in residential areas to 
accommodate vehicle lines of sight and 
pedestrian access.

Other announced measures relate to the 
number of antennae allowed on structure 
above 30 metres, small cell antennae on 
residential and commercial premises, and 
the strengthening of the sector-owned Code 
of Practice. 
Furthermore, the Department for Culture, 
Media and Sport (DCMS) will consult key 
stakeholders on changes to the Electronic 
Communication Code (Conditions and 
Restriction) Regulations 2003 to complement 
planning legislation; the consultation 
commenced on 17 March and will last for 
6 weeks. The Code Regulations deal with 
the operational aspects of the way in which 
telecoms operators exercise their PDRs and 
include requirements to consult with local 
planning authorities (LPAs). According to the 
Minister, the planning changes will come into 
force this summer and will apply to England 
only. 
Finally, the House of Commons Library has 
published a briefing note that summarises 
Government and industry proposals to extend 
mobile coverage across the UK.

New National Infrastructure 
Delivery Plan 2016-2021 released
The Government published its new National 
Infrastructure Delivery Plan on 23 March, 
which details infrastructure priorities over 
the next five years (2016-2021). The Plan 
includes the most up-to-date version of 
the National Infrastructure Pipeline, which 
sheds light on over £425 billion of planned 
investment in over 600 major schemes 

and programmes across the UK to 2020-
2021 and beyond. The Plan also highlights 
£58 billion of public investment to address 
housing and regeneration, education, health 
and justice projects. 

New legislation
The Infrastructure Planning 
(Onshore Wind Generating 
Stations) Order 2016
On 4 March, the Secretary of State for Energy 
and Climate Change made the Infrastructure 
Planning (Onshore Wind Generating Stations) 
Order 2016; the Order came into force the 
next day, amending the Planning Act 2008, 
such that no onshore generating stations 
which generate electricity from wind are to 
be consented under the regime specified 
in the Act, unless a specific saving provided 
for in this Order applies to the particular 
application for development consent made 
under the Act.

New permitted development rights 
for mineral exploration 
In force from 6 April, the Town and Country 
Planning (General Permitted Development) 
(England) (Amendment) Order 2016 
introduces new PDRs for mineral exploration. 
Specifically, these will allow the drilling of 
boreholes for the purposes of carrying out 
groundwater monitoring, seismic monitoring, 
or locating and appraising the condition of 
mines, where this is preparatory to potential 
petroleum exploration.

The Onshore Hydraulic Fracturing 
(Protected Areas) Regulations 2016
On 18 March, the Onshore Hydraulic 
Fracturing (Protected Areas) Regulations 
2016 were laid before Parliament. These 
Regulations define the terms ‘protected 
groundwater source areas’ and ‘other 
protected areas’ for the purposes of section 
4A of the Petroleum Act 1998 (c. 17). 
Sections 4A and 4B of the 1998 Act are 
inserted by the Infrastructure Act 2015 
(c.7) and set out certain requirements and 
safeguards in relation to onshore hydraulic 
fracturing in England and Wales. These will 
come into force on the same day as section 
4A(3) of the Petroleum Act 1998 comes into 
force.

Transport
National news
National Infrastructure Commission 
reports on Crossrail 2 and Northern 
Transport Strategy
On 10 March, the National Infrastructure 
Commission (NIC) released its second report, 
‘Transport for a world city’, which examines 
the case for additional large scale transport 
infrastructure in the capital. The Commission 
recommends that the Government takes 
forward and prioritises Crossrail 2, making 
funds available to develop the scheme and 
with the aim of submitting a hybrid bill by 
autumn 2019. 
The day before the Budget, the NIC 
published its third and final report, ‘High 
Speed North’, which focuses on improving 
transport connectivity in the north of 
England. The Commission’s main finding 
relates to the need for immediate and 
significant investment in the North, and to 
the development of a plan for longer term 
transformation to reduce journey times, 
increase capacity and improve reliability. On 
rail, this means kick-starting High Speed 3, 
while roads’ investment should focus on an 
early boost in capacity for the M62. 
As referred to above and on Budget Day, 
Chancellor of the Exchequer George Osborne 
announced:

• A £80 million commitment to help fund 
the development of plans for Crossrail 2;

• £60 million to develop plans for HS3 
(Leeds-Manchester) by 2017 and to 
improve transport connections between 
cities in the North;

• An extra £161 million to bring forward 
by 2 years the M62 four-lane smart 
motorway upgrade; and 

• £75 million to develop a business case 
for a new trans-Pennine tunnel between 
Sheffield and Manchester, as well as 
options to enhance the A66, A69 and the 
north-west quadrant of the M60.

Northern Transport Strategy: 
Spring 2016 report published
On 7 March, the ‘Northern Transport 
Strategy: Spring 2016 Report’, produced 
by Transport for the North (TfN) and DfT, 
was released. The report illustrates plans to 
improve transport connectivity in the North, 
including Northern Powerhouse rail and 
‘Smart North’ – an intermodal ticket system 
to support passengers switching between 
buses, trains and trams. Commenting on the 
release, Transport Minister Andrew Jones 
said: 
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‘This report marks the achievements of TfN in 
its first year, towards investing in transport to 
transform economic growth in the north, and 
rebalance the UK economy. The Northern 
Powerhouse can’t be built over-night, it’s a 
long-term plan to which this government is 
fully committed.’

Aviation
Mayor of London report reveals 
potential health costs of Heathrow 
expansion
The Mayor of London has published a new 
report that aims to shed light on the potential 
cost to the health of Londoners of a third 
runway expansion at Heathrow. ‘Landing the 
right airport – why we must do better than 
Heathrow‘ highlights how 124 more schools 
and 43,000 school children would be affected 
by the expansion, in terms of increased level of 
aircraft noise that is proven to affect reading 
and memory skills. The report also states that 
the long term health effects of exposure to the 
extra noise caused by a third runway would be 
valued at £20-25 billion over 60 years.
Mayor of London Boris Johnson said:
‘They [the Government] must surely finally 
recognise that the only long term vision that 
sustains our economy and safeguards our 
health is to build a four runway hub airport at 
the Thames Estuary or Stansted.’

West London’s Tory councils 
threaten legal challenge against 
Heathrow expansion
On 3 March, the London Boroughs of 
Richmond, Hillingdon, Wandsworth and the 
Royal Borough of Windsor and Maidenhead 
issued a joint statement warning the Prime 
Minister of legal challenge, if the Government 
were to back Heathrow’s expansion. The 
Statement asserts that the councils’ 
legal letter highlights “insurmountable 
environmental problems” which would make 
a Government decision to support Heathrow 
expansion “irrational or otherwise unlawful”. 

Rail
HS2 Phase One Bill: Government 
response, environmental impacts 
and briefing paper
Secretary of State for Transport Robert 
Goodwill has published the Department’s 
response to the ‘Second special report’ 
issued by the High Speed Rail Bill Select 
Committee on 22 February 2016. Alongside 
the response to the Committee’s report, the 
Government also published ‘Government 
overview of the case for HS2 Phase One and 
its environmental impacts’, a Statement of 

Reason Command Paper on the expected 
environmental impacts that relate to the HS2 
Phase One scheme. 
Finally, the House of Commons Library 
has published a briefing note on Phase 1 
of the scheme (London to Birmingham), 
which includes information on the Hybrid 
Bill subsequent to the Commons’ Second 
Reading. 

Two consultations open on HS2 
scheme
Two consultations on HS2 Environmental 
Impact Assessment (EIA) and Equality Impact 
Assessment (EQIA) scope and methodology 
reports for construction and operation of 
the Phase 2a section of the line have been 
published by HS2 Ltd.; both consultations 
close on 13 May. During a Commons’ debate 
on 10 March, Minister of State for Transport 
Robert Goodwill confirmed:
‘[…] we have promised that there will 
be no net environmental loss during the 
construction. Indeed, we plan to plant 
2 million trees as part of the phase 1 
construction.’

HS2 broad options report on 
northern England and Scotland 
released
Secretary of State for Transport Patrick 
McLoughlin has announced the release 
of HS2 Ltd.’s report on broad options for 
upgraded and high speed railways to the 
north of England and Scotland. Specifically, 
the report explores options to:

• improve journey times from Edinburgh 
and Glasgow to cities further south, 
including options that could reduce 
journey times to London to 3 hours or 
under; and

• provide additional passenger and 
freight capacity, where future demand 
projections will not otherwise be met.

The report gives consideration to different 
options for building on HS2, including 
upgrades within the footprint of the existing 
railway, new high speed bypasses, and 
new lines on either the east or west of the 
Pennines. 

£340 million railway upgrade 
planned for Liverpool
Liverpool City Region train passengers 
will benefit from £340 million of planned 
rail improvements that will be delivered 
over the next three years. Network Rail’s 
contribution accounts for £229 million, while 
the remaining £111 million will be provided 
by Liverpool City Region, much through the 
Government’s Growth Deal funding. 

The aim is to provide passengers with faster, 
more frequent and more reliable train 
services by 2019. The main improvements 
relate to a Liverpool Lime Street Station 
upgrade, the completion of the final phase 
of the Merseyrail loop, and the construction 
of an extra section of track between Huyton 
and Roby. 

HS1’s Nicola Shaw reports on the 
future of Network Rail
On 16 March, following Budget 
announcements, the final report by HS1 
Chief Executive Nicola Shaw into the future of 
Network Rail was issued. Commenting on the 
publication, Secretary of State for Transport 
Patrick McLoughlin noted:
‘It [the report] also recommends a new 
northern route, and a new freight route to 
ensure the rail freight industry can continue 
to contribute to growth. […] I will make a fuller 
response to the Shaw report later this year.’

New Crossrail station in North 
Kensington plans under 
consideration…again
Mayor of London Boris Johnson has called for 
further feasibility studies to be undertaken, 
with regard to reconsidering a Crossrail 
station at North Kensington. According to the 
Mayor, the project could unlock widespread 
regeneration in one of the capital’s most 
deprived neighbourhoods and lead to the 
delivery of up to 5,000 new homes and 
2,000 jobs. The Kensal Gasworks, off 
Ladbroke Grove and located within the 
Kensal Canalside Opportunity Area, had 
previously been proposed as a potential site 
for the new Crossrail station but in 2013, 
the Mayor and TfL claimed the scheme was 
unfeasible. 

Competition to boost rail tourism 
launched
The Department for Transport has launched 
a competition with the aim of encouraging 
more visitors to travel by rail to explore the 
UK; the £1 million competition is designed 
for rail operators to bid for grants that could 
support the development of innovative ideas 
and trials, particularly in relation to heritage 
railways and community rail partnerships. 
The competition should generate around 20 
winners, which would be eligible for grants 
ranging from £25,000 to £75,000. 
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Energy

National news
National Infrastructure 
Commission’s first report on Smart 
Power
On 4 March, the NIC published its first report, 
‘Smart Power’, considering how the UK can 
better balance energy supply and demand. 
The Commission’s core finding is that smart 
power could save consumers up to £8 billion 
per annum by 2030, support the UK in 
meeting its 2050 carbon targets, and secure 
the UK’s energy supply for generations. 
According to the Commission’s report, to 
achieve these goals, smart power needs 
to be built around three main innovations: 
interconnection; storage; and demand 
flexibility. 
On Budget Day, Chancellor of the 
Exchequer George Osborne announced 
the Government’s commitment to back 
the ‘smart power revolution’, supporting 
innovation in storage and other smart 
technologies. 

Energy Bill passes Commons’ Third 
Reading stage
The Energy Bill has progressed through 
the Report, Legislative Grand Committee, 
and Third Reading stages in the House of 
Commons, and is now to return to the House 
of Lords where it started. 
The Bill deals with the establishment and 
functions of the Oil and Gas Authority (OGA), 
the rights to use upstream petroleum 
infrastructure, and the abandonment of 
offshore installations, submarine pipelines 
and upstream petroleum infrastructure, 
among the other measures. 
On 11 March, the House of Commons Library 
published a briefing paper that summarises 
the major changes that were introduced at 
Committee Stage. 

UK energy sector: investors’ 
confidence and Government 
energy policy
The Energy and Climate Change Committee 
has published its latest report on investor 
confidence in the UK energy sector. The 
Committee’s core recommendation to the 
Government is to restore investor confidence 
in the sector, since the report identifies 
an increased nervousness among some 
stakeholders looking at energy projects in 
the UK, mainly due to a series of sudden 
policy changes and uncertainty in the sector 
following the 2015 general election. 

Specifically, the report identifies the cut in 
support for onshore wind and solar power, 
the end of the ‘Green Deal’ energy efficiency 
programme and the cancellation of a 
long-standing competition to deliver carbon 
capture and storage.
Following the Committee’s publication, DECC 
has issued the Government’s position on 
what course energy policy will take over this 
Parliament, making reference to Secretary of 
State for Energy and Climate Change Amber 
Rudd’s speech made last November. 

Committee calls for energy 
efficiency measures to cut 
consumer energy bills
A report published by the Energy and 
Climate Change Committee on 12 March 
has recommended that the Government 
should do more to reduce consumer gas 
and electricity bills, by improving the energy 
efficiency of new and existing homes. 
The Home energy efficiency and demand 
reduction report urges the Government to 
reintroduce the zero carbon homes policy 
that was scrapped following last year’s 
election. Angus MacNeil, Chair of the 
Committee, commented:
‘We need to ensure all new houses are 
super insulated and fit for the future by 
reintroducing a zero carbon homes policy, 
especially as many building companies 
are prepared to deliver it, but it is the 
improvements we make to Britain’s existing 
housing stock that will make the most 
difference.’

Gas
UK offshore oil and gas industry 
briefing paper published
Following Budget day, the House of Commons 
Library issued an updated version of its 
briefing paper on the UK offshore oil and gas 
industry. The Paper summarises the state 
of the sector and outlines the regulatory 
framework and key challenges for the 
industry. 

Thorpe Marsh gas pipeline granted 
development consent
On 3 March, the Secretary of State for Energy 
and Climate Change granted development 
consent for the Thorpe Marsh gas pipeline. 
The proposed pipeline will consist of a 
continuously welded, buried steel pipeline 
of approximately 18 km in length, from an 
offtake around 1.5 km west of Camblesforth.

Wrexham Energy Centre 
application for development 
consent
On 18 March, an application for development 
consent for the Wrexham Energy Centre was 
submitted by Wrexham Power Ltd. to the 
Planning Inspectorate. The project consists of 
a combined cycle gas turbine (CCGT) power 
station with a generating capacity of up to 
299 megawatts.

Nuclear
Government’s position on Hinkley 
Point C Reactor scheme 
The House of Commons has debated the 
Hinkley Point C Reactor scheme, in relation to 
EDF’s financial issues and its much delayed 
final investment decision. Answering a 
Parliamentary question, Minister of State for 
Energy and Climate Change Andrea Leadsom 
said:
‘[…] EDF believes that at least 60% of the 
£18 billion value of construction work on 
Hinkley will go to UK-based businesses. 
Through our negotiations, we have ensured 
that consumers will not pay anything for the 
electricity until the plant is generating, so the 
risks of construction will be transferred to the 
developer [EDF].’
On 12 March, DECC released a news 
story explaining the five reasons why the 
Government supports Hinkley Point C, 
including: the reliability of new nuclear as the 
only low carbon technology that can provide 
continuous power; the expected boost in 
energy supply and to the economy; and the 
positive impact that the project could have on 
up to 6 million homes. 

‘Small Modular Reactors’ 
competition: Phase One launched
On 17 March, the Government announced 
the launch of the first phase of the ‘Small 
Modular Reactors (SMRs) competition, 
with the intent of gathering expressions of 
interest. The main objective of Phase One is 
to foster market interest among technology 
developers, utilities, potential investors 
and funders with the aim of developing, 
commercialising and financing SMRs in the 
UK.

http://nlpplanning.com/nlp-insight
https://www.gov.uk/government/publications/smart-power-a-national-infrastructure-commission-report
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/505218/IC_Energy_Report_web.pdf
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/508193/HMT_Budget_2016_Web_Accessible.pdf
http://services.parliament.uk/bills/2015-16/energy.html
http://services.parliament.uk/bills/2015-16/energy/stages.html
http://www.publications.parliament.uk/pa/cm201516/cmhansrd/cm160314/debtext/160314-0001.htm#16031410000001
http://www.publications.parliament.uk/pa/cm201516/cmhansrd/cm160314/debtext/160314-0003.htm#16031428001677
http://www.publications.parliament.uk/pa/cm201516/cmhansrd/cm160314/debtext/160314-0001.htm#16031410000003
http://researchbriefings.parliament.uk/ResearchBriefing/Summary/CBP-7531
http://researchbriefings.files.parliament.uk/documents/CBP-7531/CBP-7531.pdf
http://www.parliament.uk/business/committees/committees-a-z/commons-select/energy-and-climate-change-committee/
http://www.publications.parliament.uk/pa/cm201516/cmselect/cmenergy/542/542.pdf
https://www.gov.uk/government/speeches/statement-on-ending-subsidies-for-onshore-wind
https://www.gov.uk/green-deal-energy-saving-measures/overview
https://www.gov.uk/guidance/uk-carbon-capture-and-storage-government-funding-and-support#ccs-commercialisation-competition
https://www.gov.uk/government/news/what-the-government-is-doing-to-secure-investment-in-clean-secure-and-affordable-energy--2
https://www.gov.uk/government/speeches/amber-rudds-speech-on-a-new-direction-for-uk-energy-policy
http://www.parliament.uk/business/committees/committees-a-z/commons-select/energy-and-climate-change-committee/news-parliament-2015/home-energy-report-published-15-16/
http://www.publications.parliament.uk/pa/cm201516/cmselect/cmenergy/552/552.pdf
http://www.publications.parliament.uk/pa/cm201516/cmselect/cmenergy/552/552.pdf
http://researchbriefings.parliament.uk/ResearchBriefing/Summary/CBP-7268
http://researchbriefings.files.parliament.uk/documents/CBP-7268/CBP-7268.pdf
http://infrastructure.planninginspectorate.gov.uk/document/3747496
http://infrastructure.planninginspectorate.gov.uk/projects/yorkshire-and-the-humber/thorpe-marsh-gas-pipeline/
http://infrastructure.planninginspectorate.gov.uk/projects/wales/wrexham-energy-centre/
http://www.publications.parliament.uk/pa/cm201516/cmhansrd/cm160308/debtext/160308-0004.htm#16030867000002
https://www.gov.uk/government/news/5-reasons-why-we-are-backing-hinkley-point-c
https://www.gov.uk/government/publications/small-modular-reactors-competition-phase-one
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Solar
Renewables Obligation Closure Etc. 
(Amendment) Order 2016 agreed 
at the Lords
On 16 March in the House of Lords, 
Parliamentary Under-Secretary of State for 
Energy and Climate Change Lord Bourne of 
Aberystwyth moved a motion to approve the 
draft Renewables Obligation Closure Etc. 
(Amendment) Order 2016. He clarified that 
‘the draft instrument closes the renewables 
obligation 12 months early to solar PV 
generating stations at 5 megawatts and 
below from 1 April 2016. It would apply 
both to new generating stations and to 
existing station that wish to add additional 
capacity up to the 5 megawatts threshold.’ 
The motion, as amended by the Lords, was 
agreed.

Tidal
Swansea Tidal Lagoon: potential 
economic effects and Commons’ 
debate
The House of Commons Library has 
published a debate pack that focuses on the 
potential economic effects that the Swansea 
Tidal Lagoon could generate. Referred to by 
the Government as ‘the world’s first Tidal 
Lagoon’, the project obtained planning 
consent in June last year. Its construction 
as a major infrastructure project would have 
overall estimated costs of £1 billion. 
On 8 March, the related debate was held 
in Westminster Hall. Intervening during the 
debate, Minister of State for Energy and 
Climate Change Andrea Leadsom said:
‘Let me be clear that this Government 
continue to recognise the potential for the 
deployment of tidal lagoons in the UK. The 
scalability of the technology is of genuine 
interest to us. We are attracted to the 
proposed Swansea bay tidal lagoon because 
of its potential to unlock larger, more cost-
effective developments elsewhere in the UK.’

Wales
Developments of National 
Significance (Specified Criteria and 
Prescribed Secondary Consents) 
(Wales) (Amendment) Regulations 
2016
On 2 March, the Developments of National 
Significance (Specified Criteria and 
Prescribed Secondary Consents) (Wales) 
(Amendment) Regulations 2016 were laid 
before Parliament; they came into force on 3 
March. 

The principal Regulations mean that the 
construction of an onshore wind generating 
station (an onshore wind farm) with a 
generating capacity of between 10 and 
50 megawatts is of national significance 
for the purposes of s62D of the Town and 
Country Planning Act 1990 (as introduced 
by section 19 of the Planning (Wales) Act 
2015). The Regulations also provide that 
the extension or alteration of an onshore 
wind farm is of national significance if the 
effect of the extension or alteration will 
increase the generating capacity by at least 
10 megawatts, but not so that the installed 
generating capacity exceeds 50 megawatts. 
These Regulations amend the criteria for 
the construction, extension or alteration of 
an onshore wind farm to be development of 
national significance. 

Scotland
Rail freight strategy published
Scottish Transport Minister Derek Mackay 
launched the new rail freight strategy for 
Scotland on 22 March. ‘Delivering the Goods’ 
supports the rail freight sector in meeting 
the demands of new and growing markets, 
working on four key levers: innovation; 
facilitation; promotion; and investment. 
Minister Mackay, commenting the launch, 
said:
‘I am confident that this strategy will lay 
the necessary groundwork for creating a 
sustainable, high quality, highly efficient rail 
freight industry that Scotland needs, wants 
and deserves.’

Ministers grant consent for gas 
fired heat and power plant
On 23 March, Scottish Ministers granted 
consent for the construction and operation 
of a gas-fired combined heat and power 
(CHP) plant at BP Kinneil Terminal in 
Grangemouth. The Terminal is adjacent to 
the Grangemouth petrochemical complex and 
processes roughly 40% of North Sea crude oil 
production. The plant is expected to produce 
159 megawatts and up to 400 temporary 
jobs in the construction phase. 

http://nlpplanning.com/nlp-insight
http://www.publications.parliament.uk/pa/ld201516/ldhansrd/text/160316-0002.htm#16031650000393
http://www.legislation.gov.uk/ukdsi/2016/9780111142943/pdfs/ukdsi_9780111142943_en.pdf
http://www.legislation.gov.uk/ukdsi/2016/9780111142943/pdfs/ukdsi_9780111142943_en.pdf
http://researchbriefings.parliament.uk/ResearchBriefing/Summary/CDP-2016-0057#fullreport
http://researchbriefings.parliament.uk/ResearchBriefing/Summary/CDP-2016-0057#fullreport
http://researchbriefings.files.parliament.uk/documents/CDP-2016-0057/CDP-2016-0057.pdf
http://researchbriefings.files.parliament.uk/documents/CDP-2016-0057/CDP-2016-0057.pdf
http://infrastructure.planninginspectorate.gov.uk/wp-content/ipc/uploads/projects/EN010049/3. Post Decision Information/Other/Tidal Lagoon (Swansea Bay) decision letter.pdf
http://infrastructure.planninginspectorate.gov.uk/wp-content/ipc/uploads/projects/EN010049/3. Post Decision Information/Other/Tidal Lagoon (Swansea Bay) decision letter.pdf
http://www.publications.parliament.uk/pa/cm201516/cmhansrd/cm160308/halltext/160308h0001.htm#16030865000001
http://www.legislation.gov.uk/wsi/2016/358/note/made
http://www.legislation.gov.uk/wsi/2016/358/note/made
http://www.legislation.gov.uk/wsi/2016/358/note/made
http://www.legislation.gov.uk/wsi/2016/358/note/made
http://www.legislation.gov.uk/anaw/2015/4/section/19/enacted
http://news.scotland.gov.uk/News/Rail-freight-strategy-2476.aspx
http://www.transport.gov.scot/rail/rail-freight
http://www.transport.gov.scot/system/files/documents/tsc-basic-pages/Rail/TS Rail Freight Strategy A4 AW3.pdf
http://news.scotland.gov.uk/News/Ministers-consent-gas-fired-heat-and-power-plant-2493.aspx
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BUCKINGHAMSHIRE THAMES VALLEY  
LOCAL ENTERPRISE PARTNERSHIP (BTVLEP) BOARD MEETING  

 

Held Friday 18 March 2016 from 9.30am at AVDC Offices, The Gateway, Gatehouse Road, Aylesbury, Bucks HP19 8FF 
 

Present: Cllr Ralph Bagge, South Bucks District Council       
Cllr Neil Blake, Aylesbury Vale District Council        
Cllr Isobel Darby, Chiltern District Council       
Cllr Martin Tett, Buckinghamshire County Council      
Cllr Katrina Wood, Wycombe District Council       
Michael Garvey, Buckinghamshire Business First (Chandler Garvey)    
Guy Lachlan, Buckinghamshire Business First (Jones & Cocks Ltd)     
Eman Martin-Vignerte, Buckinghamshire Business First (Bosch) (Part meeting)   
Conor McKechnie, Buckinghamshire Business First (G E Healthcare)    
Andrew Smith, Buckinghamshire Business First (Pinewood)     
 

Apologies: Cllr Steve Bowles, Aylesbury Vale District Council       
Rebecca Bunting, Buckinghamshire Business First (Buckinghamshire New University)  
 

In attendance: Anna Holbrook, Network Rail (Part meeting)       
Julia Gregory, Buckinghamshire County Council (Part meeting)     
Hal Painter, BIS South Central & West        
Richard Ambrose, Bucks County Council        
Richard Harrington, BTVLEP Chief Executive        
Jim Sims, BTVLEP Development Manager       
Ian Barham, BTVLEP Partnerships Manager       
Ruth Farwell, BTVLEP Skills Strategy Manager       
Philippa Batting, Buckinghamshire Business First       
Sarah Fraser           

 

SUMMARY MINUTES 

1 DECLARATIONS OF INTEREST 
 

 Andrew Smith declared an interest in discussions around iver infrastructure opportunities. 

 Michael Garvey re-declared an interest in discussions re UK Space Agency investment at Westcott, in that 
Chandler Garvey has recently been appointed by the owner, Rockspring, as letting agent on vacant 
buildings at the Westcott site.  

 
2 
 
 
 
2.1 

MINUTES OF THE LAST MEETING – 29 January 2016 
 

 The minutes of the last meeting were agreed as an accurate record.   
 
Matters arising 

 Planning champion - Michael Garvey was confirmed as being the BTVLEP’s Planning Champion and would 
be meeting with the Bucks Planning Officers’ Group. 
 

3 
 
3.1 
 
 
 

STRATEGIC INFRASTRUCTURE OPPORTUNITIES FOR THE IVER AREA  
 
Western Rail Access to Heathrow 

 The opportunities/progress made to date with Western Rail access to Heathrow were discussed and 
Board members encouraged to contribution to the consultation taking place. 
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3.2 

 The Board raised questions regarding: 
o Plans for managing increased traffic during the construction phase. 
o Plans for disposing of the significant amount of spoil generated during construction. 
o Whether DfT are considering the overall impact of developments in the south of the county. 
o How many long term jobs will be generated by the Western Rail development.   

 
Heathrow Planning Group 

 The Heathrow Planning Group offers a forum to consider what Buckinghamshire’s mitigation in respect of 
expansion at Heathrow airport might include.  Bucks County Council and South Bucks District Council are 
jointly engaging with Heathrow on this subject. 

 Other road/rail scheme promoters to be invited to present their development plans at future BTVLEP 
Board meetings. 

 The BTVLEP Board will be focussing on the wider economic impacts and opportunities associated with 
development.  It is important that Bucks firms are linked in to development on the supply side and that 
young people are being taught the skills they need in order to take full advantage of job opportunities 
presenting themselves. 

 There is a pressing need to work towards unlocking road infrastructure and to monitor high GVA land 
availability ensuring the right road infrastructure is in place to get a full return. 

 The next round of Local Growth Funding may offer opportunities for looking at major cross-boundary 
infrastructure initiatives.  

 The Board recognised the clear economic benefits to be derived from better road/rail links etc. 
Consideration also needs to be given to the digital economy and how this may link with the 
developments taking place. 

 The issuing of the national infrastructure statement will offer a real opportunity to lock the small 
business economy to Heathrow. 

  
4 STRATEGIC ALLIANCE/STRATEGIC TRANSPORT FORUM 

 

 BTVLEP is represented on the Strategic Transport Forum by Cllr Steve Bowles.   

 BTVLEP’s strategic infrastructure investment opportunities have been outlined for the Forum and an 
indication given of the items to be included in the Forum’s strategic work programme for the year ahead, 
as agreed by the Board.   

 The National Infrastructure Commission will be looking at future projects including unlocking growth, 
housing and jobs in the Cambridge-Milton Keynes-Oxford corridor.  

 The Strategic Alliance/Strategic Transport Forum are gaining significant traction as an emerging sub 
national transport body.  Lord Adonis, Chairman of the National Infrastructure Commission, will be 
attending the next Strategic Alliance Board meeting. 

 It was agreed the Strategic Alliance would be a useful forum for considering the impacts and 
opportunities presented by, for example, the infrastructure schemes in development around Iver, in turn 
presenting this work to DfT for consideration of the overall impact of infrastructure 
development/investment. 

 
5 SEP REFRESH  

 

 In the absence of revenue funding, the BTVLEP needs to make its capital funding allocation work better.     

 A key element of this will be in ensuring a skilled and work-ready workforce.  The Skills Board will be 
focussing on a number of areas including: the creation of a pipeline of students with an interest in 
technical/STEM skills from primary education upwards; retention of school leavers and the development 
of alternatives to traditional higher level education; retention of graduates within the county; and how to 
attract talent currently outside the county. 

 The process for bidding to the next round of the Local Growth Fund (LGF3) will be confirmed in the next 
few weeks; BTVLEP executive are to revise draft timings in the SEP refresh process outlined to ensure 
these meet with Government’s requirements.  
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 The SEP Refresh Sub Committee established following the last Board meeting (Cllr Ralph Bagge, Cllr Steve 
Bowles, Klaus Allion, Richard Harrington, Jim Sims, Philippa Batting) will update the SEP considering 
Board members’ comments prior to the document being brought back to the full Board for approval. 

 
6 ENTERPRISE ZONE GOVERNANCE AND MANAGEMENT 

 

 The Board agreed the establishment of an Aylesbury Vale Enterprise Zone Strategic Board to 
manage/oversee the needs of the Enterprise Zone utilising the existing Aylesbury Vale Advantage Legacy 
Board structure.   

 Whilst transacting AVEZ business this Board will be chaired by Guy Lachlan and will include Richard 
Harrington as a member.   

 The Strategic Board will consider all the benefits associated with Enterprise Zone status.  
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7.1 
 
 
 
 
7.2 
 

 
 
7.3 
 
 
 
 
 
 
 
 

 
 
7.4 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

CHIEF EXECUTIVE’S REPORT 
 
UK Space Agency/Westcott 

 Work on the business case for a National Space Propulsion Test Facility at Westcott is believed to be 
progressing well although the business case is yet to be seen.  The Board will be updated as information 
becomes available.  

 
5G Application Assessment 

 The Board supported the independent’s assessors recommendation that the 5G Step Out Facility be 
focussed at Westcott Venture Park (Michael Garvey abstained from voting).   

 
Broadband 

 Phase 1 of the BDUK Broadband programme has been extremely successful with take up in 
Buckinghamshire being amongst the highest in the country.  The Board offered its thanks to the project 
team for an excellent performance; the Bucks project being regarded as an exemplar nationally. 

 As a result of the high take up and other savings BTVLEP and Buckinghamshire County Council will be able 
to benefit from a gain share offer from BT in the sum of £1.1m (split £0.5m and £0.6m respectively, 
proportionate to the initial investment made).  The Board will fully deliberate where reinvestment of this 
funding will be best channelled. 

 Part of Bucks’ mitigation agreement in respect of HS2 will see fibre being installed along the HS2 track 
being constructed. 

 
Local Growth Fund 1/2 

 Iver Sustainable Transport Scheme - The Board approved the deferral of the Iver Sustainable Transport 
scheme and to vire this funding, on the understanding that sustainable transport links and investment 
are a feature of any future infrastructure bidding for the Iver area. 

 Amersham & Wycombe College - The Board agreed an increased allocation for Amersham & Wycombe 
College (from £2.3m to £2.69m) to take account of an increase in match funding available to the college 
due to securing planning permission for their hockey pitch.  In approving the increased allocation the 
Board asked that a legally binding condition be tied to this funding that, in the event the area based 
review adversely affects the college’s future, LEP funding will be returned prior to any closure. 

 High Wycombe Town Centre Major Projects - Information on the business case to be forwarded prior to 
May to take to Wycombe District Council members. 

 Government has been kept appraised of the reasons for delays in progressing specific projects.  However, 
proof of the ability to deliver may be one basis upon which future funding allocations will be made.  

 Board members were urged to press project sponsors for progress in anticipation of presenting a full 
suite of signed business cases at the next Board meeting.  

 The ability to move quickly to signed business case may be one criteria in the assessment of suitability for 
funding of future projects. 
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7.5 
 

 
 
7.6 
 
 
 
 

 
7.7 
 
 
 
 
 

 
 
7.8 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
7.9 
 
 
 
7.10 
 
 

PWLB 

 The Board agreed to accept Treasury’s offer to extend the £36m of Public Works Loan Board funding 
facility to the end of 2016/17. 

 
BTVLEP Budget   

 AS reported he would be meeting with the Chairmen of Buckinghamshire Business First, Bucks 
Advantage, the Skills Board, and the ESIF committee to ensure there are no areas of duplication across 
the 5 organisations and that operations are as streamlined as possible. 

 The Board approved the overall apportionment of costs provided. 
 
Growth Hub 

 The Board considered the issues being experienced in delivering business support services in Aylesbury 
Vale with the decision by SEMLEP to deliver this service via their own employed staff rather than in 
partnership through the BBF Growth Hub. 

 The Board affirmed its desire to see funding destined for Aylesbury Vale spent within the district and 
offered support to Buckinghamshire Business First in discussions to try and find an appropriate way 
forward to the benefit of Bucks businesses. 

 
Skills Board 

 The next Area Based Review meeting will consider seven major proposals, two of which relate to Bucks: 
 
1 The opportunity for Amersham & Wycombe, and Aylesbury Colleges to come together as a single 

college for Bucks under the same governance arrangement but retaining coverage of the three 
locations in Bucks. 

 
2 East Berkshire is proposing the Amersham College site comes under the control of West 

Hertfordshire and the Flackwell site comes under East Berkshire’s management.  The colleges will 
then be divested of several aspects of the curriculum.  This will leave Aylesbury College standing 
alone with the two FE sites in the south of the county under the control of two other colleges. 

 

 It was suggested the latter programme would not be to Bucks’ benefit.  The final decision on these 
proposals will be made by the individual college’s governing body.  

 The Board expressed deep concern at the possibility that anything other than a Bucks based proposal was 
accepted on the basis that skills needs must be matched to the needs of local Bucks based businesses.  
Thames Valley Berkshire LEP has indicated that, like Bucks, it believes education should follow natural 
county boundaries and they will not be supporting East Berkshire’s proposal. 

 It was agreed to arrange letters of support from BTVLEP and BBF for a Bucks based solution. 
 
Infrastructure Planning 

 Board members were asked to encourage colleagues to progress projects to business case approval as 
quickly as possible. 

 
Third Sector 

 The Natural Environment Partnership may be invited to the next BTVLEP Board meeting to provide an 
overview on their prioritised activities. 
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DATE OF NEXT MEETING 
 
Friday 20 May 2016, from 9.30am, venue tbc. 
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Introduction

In order for the Government to meet its goal of increasing the productivity of the 
national economy, it needs to make the most of our cities. Cities drive growth, 
accounting for over 60 per cent of economic output despite covering just 8 per cent 
of land. But not all cities are as well placed to grow as others, with some struggling to 
attract employers and so provide jobs. 

The Fast Growth Cities group, comprised of Cambridge, Oxford, Milton Keynes, 
Swindon and Norwich, contains some of the UK’s most successful cities. These cities 
perform strongly on a range of economic indicators, including productivity and share 
of knowledge-based jobs. Their ability to attract these knowledge-based businesses 
puts them in a strong position to continue to grow in the future.

But these cities also face economic challenges that risk constraining their growth, 
namely high demand for investment in infrastructure, including significant pressure 
for housing and transport, and the need to increase the skills level of residents. If not 
addressed, these challenges have the potential to constrain growth in these cities. 
There is also a risk that if these infrastructure challenges negatively impact on the 
cities’ attractiveness to high knowledge firms and workers, these businesses may 
relocate to another country rather than a different UK location. As such, the impact 

Oxford
Population growth 2004-2014:
11.6%
GVA per worker:
£58,200
Economy taxes raised per worker:
£16,600

Swindon
Population growth 2004-2014:
15.8%
GVA per worker:
£58,500
Economy taxes raised per worker:
£16,500

Cambridge
Population growth 2004-2014:
14.5%
GVA per worker:
£55,900
Economy taxes raised per worker:
£17,000

Norwich
Population growth 2004-2014:
7.6%
GVA per worker:
£47,700
Economy taxes raised per worker:
£14,100

Milton Keynes
Population growth 2004-2014:
18.1%
GVA per worker:
£63,700
Economy taxes raised per worker:
£18,900

Introducing the Fast Growth Cities
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of constrained growth in these five cities will be felt not just in the local area, but 
throughout the UK.

The Fast Growth Cities are committed to addressing the growth challenges they face. 
But often their efforts are restricted by nationally set polices that are not responsive 
to the specific opportunities and challenges they face. While there is a welcome 
growing focus on place-based policy, the emphasis to date has very much been on 
supporting the Northern Powerhouse and the Core Cities. There has been much less 
debate about the importance of cities such as those that form the Fast Growth Cities 
group.

To avoid constraining growth in these cities and the UK, the Government must act to 
give them the kind of tailored policy support that is currently available for big cities 
like Greater Manchester and Sheffield. 

This report looks at the economic contribution of the Fast Growth Cities to the 
UK, highlighting their shared and distinctive economic characteristics that make 
supporting these cities important. It also examines the key barriers to growth the 
cities are increasingly facing, and that need to be overcome to allow these cities to 
continue to contribute to the UK economy at the rate they have been.
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Why do Fast Growth Cities matter? 

Although individually they all have populations below 270,000 people, the Fast 
Growth Cities are some of the strongest performing of all UK cities on a range of 
economic indicators.

Highly productive

The Fast Growth Cites are among the UK cities with the highest GVA per worker, 
with three featuring among the top 10 cities in the UK – Milton Keynes, Oxford and 
Swindon (Table 1). Combined, the Fast Growth Cities generate £57,000 per worker; 
over £3,000 more than the British average of £53,700.

Table 1: GVA per worker

City (PUA) GVA per worker, 2014 (£)
Growth in GVA per worker, 

2004-14 (%)

Cambridge 55,877 21.1

Milton Keynes 63,651 33.5

Norwich 47,713 24.0

Oxford 58,150 34.4

Swindon 58,514 32.4

Fast Growth Cities 57,039 30.1

Great Britain average 53,666 29.1

Source: ONS regional, sub-regional and local GVA; Business register and employment survey

High tax generation

Reflecting their high productivity, the Fast Growth Cities generate high levels of 
economy1 tax per worker and consume low levels of government expenditure (Table 
2). The five cities punch well above their weight on these measures, with Cambridge, 
Milton Keynes and Oxford performing particularly well and generating around twice 
as much in economy taxes as is paid out to them in Government expenditure. This 
reflects that these three cities in particular are high wage, low welfare economies2 
and that all the Fast Growth Cities have strong economies that make important 
contributions to the Exchequer.

1  The term economy taxes covers labour, consumption, land and property, and capital taxes. For more information, see here:
 http://www.centreforcities.org/reader/mapping-britains-public-finances/appendix-1-methodology/
2  Centre for Cities (2016) Cities Outlook 2016
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Table 2: Economy taxes generated and Government spending

City (PUA)
Economy taxes generated 
per worker, 2014-2015 (£)

Government expenditure 
per resident, 2014-2015 (£)

Cambridge 17,000 8,700

Milton Keynes 18,900 9,300

Norwich 14,100 10,100

Oxford 16,600 8,800

Swindon 16,500 9,500

Fast Growth Cities 16,700 9,400

GB average 16,000 10,800

Source: Civil Aviation Authority, CLG, DEFRA, DWP, DECC, HMRC, Land Registry, ONS, NOMIS, HM Treasury, PESA CRA Analysis

Increasing employment and high skilled jobs 

One reason the Fast Growth Cities generate such large economy taxes3 is their high 
employment rates. In all five cities employment has been consistently above the 
UK average for the last five years, with current rates in each at least 2.6 percentage 
points above the UK average (Figure 1). On average, the Fast Growth Cities have an 
employment rate of 76 per cent; 3 percentage points greater than the UK average.

Accompanying these high employment rates, Cambridge, Norwich and Oxford have 
also seen strong growth in employment since 2010. Oxford has seen the 6th fastest 
rate of growth out of any UK city, with a rise of 5.9 percentage points compared to 
the UK average of 2.7. In contrast Swindon has seen virtually no growth over this 
period, but began 2010 with the highest employment rate of the Fast Growth Cites (of 
over 76 per cent) and has maintained a high rate since. 

Figure 1: Employment 

Source: Annual population survey

This strong employment rate has been accompanied by strong private sector jobs 
growth, in Cambridge (15.2 per cent), Milton Keynes (14.3 per cent) and Oxford (17.8 
per cent) over the last 5 years, placing them in the top 5 of UK cities. This growth is 
not only larger than that seen in similarly sized northern towns, where the highest 

3  The term economy taxes covers labour, consumption, land and property, and capital taxes.
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growth was seen in Sunderland (6.4 per cent) and York (4 per cent), it is also greater 
than that experienced by similar sized cities in the South and East of England, such 
as Peterborough and Luton, which saw growth of around 10 per cent. The strong 
performance of the three Fast Growth Cities has been driven by both their ability to 
attract new companies to the area and existing companies expanding.4

Swindon and Norwich have seen much smaller growth in private sector jobs. Swindon 
Borough Council attributes this to the large manufacturing losses experienced up 
to 2012 and the growing shortage of office space in the city (see next section).5 
However, Swindon has still performed better than other cities of comparable size in 
the South West, with Gloucester, Plymouth and Exeter experiencing either no growth 
or negative growth (Figure 2).

Figure 2: Private sector jobs growth6 

Source: Business registrar and employment data

Swindon has also seen the 2nd largest increase of any UK city in its share of private 
sector Knowledge Intensive Business Services (KIBS) jobs, which tend to be higher 
skilled, better paid jobs (Figure 3). And while Norwich has seen slow growth in private 
sector jobs overall, it has also seen significant growth in private KIBS jobs since 2010. 
Along with Cambridge and Milton Keynes, these four cities currently place in the top 
20 of UK cities for share of KIBS jobs, reflecting their various strengths in research, 
the digital and financial sectors and advanced engineering/manufacturing.

4  Centre for cities interview
5  Centre for cities interview
6  Shows cities of comparable size in the South and East of England
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Figure 3: Private sector KIBS jobs 

Source: Business registrar and employment data

High and increasing wages

The large share of high skilled jobs means that the jobs available in the Fast 
Growth Cities offer relatively high pay, with average weekly wages in 3 of the cities 
(Cambridge, Milton Keynes and Oxford) more than 15 per cent above the national 
average (Figure 4). All the Fast Growth Cities have also seen an increase in earnings 
since 2012 of at least the UK average, with the group as a whole experiencing an 
increase of £38 per week – more than double the UK increase. 

Figure 4: Average weekly earnings

Source: Annual survey of hours and earnings

Business entrepreneurialism & innovation

The rates at which businesses start up and close down provides a key indication 
of the strengths of a city’s economy, with new businesses providing economic 
dynamism and an important source of job creation.

All the Fast Growth Cities have seen higher starts than closures over the last ten 
years (Figure 5). In Swindon and Milton Keynes the number of starts has increased by 
twice the national average. And with 75 starts per 10,000 of the population, Milton 
Keynes is 3rd for start-ups out of the UK’s largest 63 cities.
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Figure 5: Business starts and closures per 10,000 of the population

Source: ONS, Business Demography

The Fast Growth Cities also deliver a high number of patents, with all featuring in the 
top 12 of UK cities, indicating their strengths in innovation. Cambridge is first with 
101.9 patents per 100,000 of the population, far above the UK average of 3.6. Driven 
by Cambridge’s performance, the Fast Growth Cities on average generate 20 patents 
per 100,000 of their population; over 5 times more than the UK average.

Attractive places to live 

Over the last 10 years, these cities have seen some of the fastest population growth 
of any UK city. Cambridge, Milton Keynes, Oxford and Swindon have all experienced 
annual growth rates of around twice that of the UK (Figure 6). Milton Keynes, which 
has seen the fastest growth within the group, is the UK’s 2nd fastest growing city, 
seeing growth of 18.1 per cent over the last 10 years. Swindon, with a rate of 15.8 per 
cent places 4th, Cambridge 6th (14.5 per cent), Oxford 12th (11.6 per cent) and Norwich 
33rd (7.6 per cent).

Figure 6: Population growth 

Source: ONS mid-year population estimates
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This population growth, while an indication of the attractiveness of these cities, 
places pressure on infrastructure, particularly transport and housing. Milton Keynes 
in particular faces the additional challenge of having a population ageing far more 
rapidly than the national rate, which will increase the demand for public services in 
the future. 

The above summary illustrates the collective and individual strengths of the Fast 
Growth Cities. As a group and individually they make a key contribution to the UK 
economy, as they:

•	 Have some of the highest GVA per worker seen in any UK city, generating over 
£3,000 more in GVA than the UK average

•	 Generate high levels of economy taxes per worker and have some of the lowest 
levels of Government expenditure per resident of any city

•	 Have some of the highest concentrations of KIBS jobs, which tend to be highly 
skilled and therefore well paid, reflected in the fact that the average weekly 
wage of the group is £35 above the UK average

•	 Are strong drivers of innovation, granting 20 patents per 100,000 of the 
population - more than 5 times the UK average

•	 Have seen some of the fastest population growth of any UK cities over the last 
ten years, reflecting the economic opportunity available in these cities

•	 Have some of the highest business start-up rates in the country, with Swindon 
and Milton Keynes seeing the number of starts increase by twice that of the 
national average

With their continued ability to attract both businesses and workers, the Fast Growth 
Cities are in a strong position to continue to grow and maintain this high contribution 
to the UK economy. The future performance of this group of cities is important 
to the UK’s future growth prospects. Policymakers should make the most of the 
opportunities these cities offer in their continued effort to bring down the deficit and 
increase productivity.
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Key challenges constraining growth 

The Fast Growth Cities are among the best performing cities in the UK on many 
measures, but they face a number of challenges as a result of their strong growth. Key 
barriers that the cities are working to overcome include:

•	 Increased pressure on transport infrastructure, resulting in congestion 

•	 Increased demand for housing and declining affordability

•	 Skills shortages and residents with low skills levels 

These challenges are increasingly hampering the cities’ ability to continue growing at 
their current rate, affecting the attractiveness of the cities as places to live and invest.

Increasing transport congestion

All of the Fast Growth Cities attract workers from nearby areas. Figure 7 show the 
number of employed people commuting into the each of the Fast Growth Cities from 
the surrounding suburbs and hinterland. The hinterland for each city extends to cover 
the average distance travelled by those who work, but do not live, in the city.

The average distance travelled into work by those working in Cambridge is 25km. 
As shown in Figure 7, there are high levels of in-commuting from the surrounding 
areas, including nearby towns and villages such as Great Shelford and from further 
afield such as Newmarket. This pull on nearby areas adds to the congestion in 
Cambridge, making it difficult to move around the city and leading a number of 
businesses to complain about travel times relative to other cities. Similarly, Oxford 
finds its transport network is overwhelmed by the level of traffic both in and around 
the city due in part to high levels of in-commuting. The average distance travelled by 
those employed in Oxford is 36km, with people traveling into the city from a range of 
surrounding towns, including Didcot and Bicester.

In Swindon, commuting distances for workers are even greater, with the average 
distance travelled to work 45km. Congestion is concentrated around Junctions 16 
and 17 of the M4, which are already beyond capacity. Rail freight capacity has also 
been highlighted as an issue by Swindon Borough Council, which poses a particular 
problem for the city’s automotive industry.7

7  Centre for Cities interview
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Number of employed residents who work in Cambridge by LSOA
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Figure 7: Commuting into the Fast Growth Cities

Source: 2011 Census, origin destination data. Crown Copyright.

Congestion is less of a concern in Norwich, but the city suffers from poor public 
transport, particularly from its hinterland into the city. As shown in Figure 7, high 
numbers of workers commute into the city, and with an average commuting distance 
of 30km, the city is keen to improve its public transport service for surrounding 
areas. The city also suffers from a lack of a fast train into London, with the current 



11

Fast Growth Cities • March 2016

www.centreforcities.org

journey taking two hours due to a high number of stops. By way of comparison, 
it takes just over half the time to get to Leicester, despite the city being a similar 
distance from the capital. For a city that has an ambition to grow its finance sector, 
this is a drawback. In response the city has launched a ‘Norwich in 90’ minutes 
campaign.

Commuting into Milton Keynes is similarly spread out, with an average distance 
travelled to work of 40km. While the city is well connected by road and rail, its large 
population growth has led to increased congestion which is expected to increase by 
a further 60 per cent over the next 20 years. The current infrastructure developments 
can only accommodate around 25 per cent of this increase. This is a concern for the 
city, which has historically regarded its low congestion and fast commuting times as 
one of its key attractions for both residents and businesses, and relies on commuters 
to fully meet its demand for high skilled workers.

The Fast Growth Cities are fully aware of the problems associated with growing 
congestion and are keen to invest in their transport networks. However, all find that 
the developments needed to overcome these issues are held back by the short-term 
nature of funding, which prevents the city from taking a more strategic approach to 
transport and pursuing longer term projects. Solutions that the cities would like to 
take forward include an overhaul of the public transport system in the case of Oxford 
and Norwich, rather than solely concentrating on road improvements that while 
necessary and quicker don’t deal effectively with congestion in the longer term; and 
the development of a new motorway junction on the M4 for Swindon. 

All of these require significant investment. To allow the cities to progress these 
projects, longer term funding is needed, in the same vein as the transport funding 
models created in cities such as Manchester and Sheffield through their devolution 
deals.  This would give the cities more certainty that funding will be available for the 
life of these projects, allowing them to move forward with their plans.8

Constrained housing supply and increasing unaffordability

Housing is an increasing problem for the Fast Growth Cities, with a slowing supply 
of new houses in some of the cities leading to high prices and low affordability. This 
also puts pressure on welfare spending, as increasing rents push up spending on 
housing benefit. With housing provision a key determinant in attracting and retaining 
people, this presents real problems for the continued economic growth of the group. 

Oxford currently has the greatest affordability issue of any city in the UK, with 
average house prices more than 16 times the average wage in the city, making it 
even less affordable than London (Figure 8). This is due to the tightly bound nature of 
the city, with added restrictions on building from conservation sites and flood plains. 
As less land becomes available for development, the growth in housing stock has 
drastically reduced, falling from 520 over 2004-5 to just 70 over 2013-14, a fall of 87 
per cent (Figure 9). It is estimated that from 2011-2031, around 24,000-32,000 new 
homes will be needed in Oxford but current land constraints allow for only around 
10,000 of these to be built within the city.9 The city is working with neighbouring 

8  Centre for Cities interviews
9  G L Hearn, (2014) Oxfordshire strategic housing market assessment
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districts, landowners and developers to identify locations for housing, and as part of 
the policy to address its shortage, would like to see a review of the green belt take 
place, freeing up land that is currently protected but not actually of high amenity 
value.10

Figure 8: Housing affordability, 2015

Source: Land registry 2015 market trend data

Cambridge is also facing a worsening housing shortage. Its current affordability 
ratio is only slightly lower than Oxford’s, following a large increase over the last two 
years. This has arisen despite the city increasing levels of house building, with the 
increase in housing stock rising from 620 over 2004-5 to 1,300 over 2013-14 (Figure 
9). Currently, both Cambridge and Oxford find that Government schemes designed to 
assist with house buying have little to no effect, as prices are so high that even with 
policies such as the 20 per cent first time buyer’s discount, homes are still far out of 
reach for many. Similarly, the cities would like policy to recognise their high house 
prices. For example, Oxford would like to see the earnings threshold at which those in 
council or housing association properties are charged full market rates increase from 
£30,000 to the £40,000 set in London.11

Figure 9: Growth in housing stock 

Source: Department for Communities and Local Government, dwelling stock estimates by local authority district.
Note: Yearly fluctuations in housing delivery rate are inherent and inevitable given the constraints on development in cities such as 
Oxford. Therefore comparisons of completions for individual years should be treated with caution.

10  Centre for Cities interview
11  Centre for Cities interview
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Milton Keynes, Swindon and Norwich all currently have an affordability ratio below 
the UK average of 9.8 but have seen housing become more unaffordable over the last 
10 years. In particular, Milton Keynes has seen prices increase by 16 per cent over 
the last two years, compared to 7 per cent in London and 12 per cent in Cambridge. 
For Milton Keynes, Swindon and Norwich, the relative affordability of housing has 
been one of the key attractions of their cities, with Milton Keynes in particular 
meeting housing demand spillover from London. Losing this lower living cost 
advantage is expected to impact on the draw of these cities.12

While Milton Keynes, Swindon and Norwich find there is no immediate land constraint 
on their house building, they are seeing, along with Cambridge and Oxford, that the 
high cost of development, the increasing competition for land between housing and 
employment uses, and Government caps on how much they can borrow, severely 
limits the rate at which they can get homes built. Giving the Fast Growth Cities 
greater freedom to borrow through the Housing Revenue Account would enable them 
to provide more of the affordable housing they need.

The constraint on house building reduces the Fast Growth Cities’ attractiveness as 
a place to live. Employers in Oxford and Cambridge, including the NHS, BMW and 
state schools are already reporting skill shortages linked to the high house prices and 
the resulting difficulties in recruiting and retaining workers. Additionally, Oxford and 
Cambridge universities have concerns that the housing situation may constrain their 
ability to attract top academics and researchers. This difficulty in attracting workers 
has a knock-on effect on the city’s ability to attract firms, who are beginning to 
voice concerns over meeting their labour demands, as workers increasingly find they 
cannot afford to live in the city.13

Given many of the growing sectors in these cities operate in global sectors and 
markets – such as the finance and digital sectors – the reduced attraction of these 
cities on firms is likely to impact on the UK economy as a whole, as businesses will 
choose to locate outside of the UK rather than in a different UK city. This may be 
a particular issue in Swindon, which along with unmet housing needs also has a 
shortage of office space. While the city allocated 75 hectares to employment land in 
2012, only 14 hectares are still available for development. This is pushing up the price 
of industrial and warehousing stock in the city. With Swindon being one of the most 
attractive UK cites for foreign firms, where over 7 per cent of firms are from outside 
of the UK,14 this combined shortage of housing and office space may impact on the 
UK’s ability to attract overseas investment.

Low skills, skills shortages and retention

All the Fast Growth Cities face, to varying degrees, an issue with residents who have 
no formal qualifications. Cambridge has actually seen this proportion rise slightly 
over the last 10 years, from 8.9 per cent to 9.0 per cent, rather than decline as seen 
in the other Fast Growth Cities (Figure 10). Low skills prevent those that live in the 
cities from benefiting from the jobs growth the cities have experienced, and along 
with housing unaffordability, contributes to a concentration of deprivation within 

12  Centre for Cities interview
13  Centre for Cities interviews
14  Centre for Cities (2012) Open for Business: The shape of business, enterprise and entrepreneurship across UK cities
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certain areas of the cities. In Norwich, this is compounded by many graduates going 
into non-graduates roles, pushing up competition for these jobs.15

Figure 10: Proportion of working age population with high level 
qualifications and no formal qualifications

Source: Annual population survey

While Cambridge and Oxford have exceptionally high proportions of residents with 
degree level qualifications (level 4 plus) at nearly twice the UK average, Milton 
Keynes, Norwich and Swindon have average or below average rates (Figure 10). 
Milton Keynes, which has a high share of KIBS jobs but no strong higher education 
institute, is currently able to meets its need for high skilled workers by people 
commuting into the city each day. But with congestion increasingly an issue within 
the city, there are questions over how long this will remain the case. Swindon 
similarly suffers from a lack of a higher education institute, with no university in the 
entire Swindon and Wiltshire LEP. And despite high skills levels in the city, Cambridge 
City Council reports skills shortages among young people in STEM areas.

The Fast Growth Cities also face issues with graduate retention. Cambridge and 
Oxford find that graduates, including PhD students attracted from abroad, leave as 
a result of high house prices, while Norwich finds graduates tend to be attracted to 
higher paying roles in London.16

With recent GCSE performance below the UK average for each city apart from 
Cambridge, these skills challenges represent a threat to the continued strong growth 
of these cities. Giving the cities more power and influence to address these issues, 
such as more say in how funding for skills, training and apprenticeships is spent to 
align course provision with employer need, would enable them to better address 
these weaknesses.

15  Centre for Cities interview
16  Centre for Cities interview
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Conclusions 

The Fast Growth Cities are some of the strongest medium-sized cities in England. 
Combined, the group generates over £3,000 more GVA per worker than the British 
average. Additionally, they each make large contributions to the Exchequer, due in 
part to their high average wages - Cambridge, Milton Keynes and Oxford providing 
around twice as much in economy taxes per worker as is paid out to them in 
Government expenditure.

But there are costs associated with a growing economy. The current strong 
performance of the Fast Growth Cities means that the growth challenges they face 
– namely transport, skills and land use issues, either for homes or offices or both – 
are overlooked by national Government. These costs could drag on the cities’ future 
contribution to the national economy if they are not addressed, as their ability to 
provide the conditions needed to continue to attract businesses and residents, such 
as housing, business space and skilled workers, is compromised.

There is considerable appetite among the Fast Growth Cities to address their 
challenges and continue to grow. However, the cities find that current Government 
policies restrict their efforts and therefore, the opportunities for future growth that 
they offer.

Each city has the potential to sustain its current performance and contribution to 
the UK economy if given the right policies and support. These need to be targeted 
at overcoming the challenges presented by a growing population and a strong 
economy.
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Planning
[2.285] Garden villages and towns – To support areas that want to establish garden villages the 
government will: 

• provide capacity support for Local Authorities 
• introduce new legislation that will speed up and simplify the process for delivering new 

settlements 
• announce planning incentives to support areas seeking to bring forward new settlements, in 

return for commitments to significant housing delivery 

This is to be welcomed, and local communities should be encouraged to volunteer to have 
new settlements in their local areas. The recognition from government that local authorities 
may be pushed, capacity-wise, to do the ground work is a good sign that the resourcing 
issues have really been taken on board. New legislation to speed up and simplify the 
process is also a move in the right direction, and without riding roughshod over the wishes 
of local people. It is clear from experience that the best places are created hand in hand with 
developer, local authority and local community. 

[2.286] Moving to a more zonal planning system – The government will bring forward measures to 
enable a more zonal and ‘red line’ planning system. 

This move to a ‘red line’ system is broadly welcome and is presumably a reference to the 
permission in principle proposals in the Housing and Planning Bill. Whilst we are in dire 
need of more homes, we mustn’t forget the need for employment land as well as other types 
of development that create places for people to live, work and play. 

[2.287] Speeding up the process for assessing housing need – The government intends to accelerate 
the preparation and adoption of Local Plans. The government welcomes the report by the local plans 
expert group and will consult on the recommendations. 

[2.288] Local Plans – Following the ongoing consultation on the delivery of Local Plans by 2017, 
the government will set out later this year details of measures to encourage the production of Local 
Plans. As recommended by the Local Plans Expert Group report, which is published today, the 
government will also look at the scope to reduce the weight of outdated plans in decision-making. 
The government will consult on the other recommendations made by the Group until 27 April 2016.

Built environment
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We have welcomed the recommendations in the report by the Local Plans Expert Group and 
will respond in detail to the consultation. The move towards ensuring that all local areas 
have a vision to work towards can only be commended, particularly if the steps to get there 
are simpler, faster and reduce debate. 

[2.289] ‘Building Up’ – Following the consultation on building up in London and to help increase 
densities on brownfield land and reduce the need to ‘build out’, the government will consult with city 
regions on extending similar powers as part of devolution deals. 

This is not going to be a silver bullet that solves the housing crisis, and there will be many 
places where, for heritage related reasons, it is simply not possible. However, the principle 
should be supported and it will certainly encourage innovative thinking in some places. 

[2.290] Streamlining the use of planning conditions – To minimise delays caused by the use of 
planning conditions the government intends to:

• legislate to ensure that pre-commencement planning conditions can only be used with the 
agreement of the developer 

• review the process of deemed discharge for conditions, to ensure it is effective and its use 
maximised 

The process of deemed discharge of conditions has, perhaps, been underused. Whether 
this is because of the mechanism being ineffective, lack of knowledge, or lack of interest is 
unclear, and this review will hopefully unravel some of this.

[2.292] Secretary of State planning decisions – The government will set statutory 3 month deadlines 
for Secretary of State decisions on called-in applications and recovered appeals to prevent time-
delays on decisions on infrastructure, housing and regeneration projects. 

This is a move towards ensuring that time isn’t wasted whilst call-ins and appeals languish 
on desks, and serves as an indication that the government is prepared to muck in as well in 
order to get development moving. 

[2.293] Stations regeneration – The Homes and Communities Agency will work in partnership with 
Network Rail and Local Authorities to bring forward land around stations for housing, commercial 
development and regeneration, and will announce proposals for specific sites shortly. 

This should be welcomed, and is an opportunity for real place making and change. We 
would hope that build to rent development would be recognised as a catalyst for growth in 
these schemes, by both local authorities and central government. 

[2.294] Compulsory Purchase Order reforms – The government will consult on a second wave of 
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Compulsory Purchase Order reforms with the objective of making the Compulsory Purchase Order 
process clearer, fairer and quicker. 

This is a good move; CPO has long been over complex and a bit of a dark art. Bringing 
greater speed and transparency should dispel some of the negative connotations and 
ensure a better system for both developer and land owner. 

Residential
[2.28] Reform of the wear and tear allowance – As announced at Summer Budget 2015, from 
April 2016 the government will replace the Wear and Tear Allowance with a new relief that allows 
residential landlords to deduct the actual costs of replacing furnishings.

We welcome the initiative to replace the wear and tear allowance with a system that reflects 
the actual amount that residential landlords spend on replacing furniture and appliances.

[2.50] Lifetime ISA and ISA Limit – A new Lifetime ISA will be available from April 2017 for adults under 
the age of 40. They will be able to contribute up to £4,000 per year, and receive a 25% bonus from 
the government. Funds, including the government bonus, from the Lifetime ISA can be used to buy a 
first home at any time from 12 months after the account opening, and be withdrawn from age 60. The 
overall annual ISA subscription limit will be increased to £20,000 from 6 April 2017.

We welcome the government’s efforts to help young people onto the housing ladder. 
Affordability, especially in London, is a significant challenge for first-time buyers and any 
help to save a deposit will be welcomed by most in the sector. However, SDLT changes that 
inhibit build to rent investment will do nothing to increase the number of homes being built, 
and measures like this risk increasing demand without increasing the supply. The best way 
to solve the housing crisis, especially in London, is to build more homes. 

[2.296] Private Rented Sector (PRS) Guarantee – The government will extend the PRS guarantee 
scheme until December 2017 to encourage long term institutional investment in the private rented 
sector.

This is a welcome move, and indicates the government’s appreciation of the fledgling build 
to rent sector. With 40,000 units in planning, construction or completed around the UK, and 
£50bn of institutional investment poised to enter the market, this support is crucial.

[2.297] Starter Homes – The government will launch the Starter Homes Land Fund prospectus today. 
This prospectus invites Local Authorities to access the £1.2 billion of funding to remediate brownfield 
land to deliver Starter Homes.
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Whilst the government’s policy darling carries on a pace with local authorities being invited 
to access the funding pot, we still have yet to see the detail of the policy in the technical 
consultation. The devil truly is in the detail where Starter Homes are concerned, and there 
are many outstanding questions – not least, how build to rent development will be treated. 

[2.298] Investment in low-cost homeownership – The government will explore options for 
encouraging private investment in low-cost homeownership, including the scope to use guarantees.

[2.299] Help to Buy: Shared Ownership – The government will launch the Help to Buy: Shared 
Ownership Prospectus in April. The prospectus will invite private developers to come forward and bid 
for funding to build Shared Ownership homes.

We look forward to the consultation on this idea, and support government efforts to explore 
how more housing can be delivered.

[2.303] Right to Buy pilot – As announced at Autumn Statement, the government is piloting the Right 
to Buy with five housing associations, to inform the design of the final scheme.

We are keeping an eye on developments in the debate on Right to Buy and will closely 
analyse the ongoing pilots. 

[2.304] Homeownership – The government will explore ways to extend homeownership to social 
tenants who cannot afford to take advantage of existing schemes.

We appreciate that the current government was elected with a mandate to encourage 
homeownership, and we support measures that assist those that cannot afford to take 
advantage of existing schemes. However, the government must consider the full variety of 
housing tenures in its response to the housing crisis, including the build to rent sector.

Student accommodation
[2.239] Alternative provider growth – The government will continue to free up student
number controls for alternative providers predominantly offering degree level courses for the
2017-18 academic year. The best providers will also be able to grow their student places further 
through the performance pool.

[2.240] Doctoral loans – From 2018-19, the government will introduce doctoral loans of up
to £25,000 to any English student who can win a place at a UK university but doesn’t receive a
research council living allowance.

[2.241] Master’s loans – The government will extend the eligibility of master’s loans to include three-
year part-time courses with no full-time equivalent.
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These proposals show that the government is fully behind growing the UK higher education 
sector and supporting British students. However, without careful planning, these students 
could be without proper support, and it is important that a thriving purpose-built student 
accommodation sector is understood as an essential part of that support.

Construction
[2.175] Aggregates Levy rate 2016-17 – The Aggregates Levy rate will remain frozen at £2 per tonne in 
2016-17, to support the construction sector.

[2.176] Aggregates Levy utilities exemption – The government will consult on a new exemption from 
the Aggregates Levy for aggregate which is an unavoidable by-product of laying pipes for utilities, 
with a view to legislating in Finance Bill 2017. 

[2.177] Landfill Tax rates – The standard and lower rates of Landfill Tax will increase in line with RPI, 
rounded to the nearest 5 pence, from 1 April 2017 and again from 1 April 2018. (Finance Bill 2016) 

[2.178] Landfill Tax: clarifying scope – HMRC will consult later this year on the definition of a taxable 
landfill disposal, with the intention of changing the definition in Finance Bill 2017. This change aims 
to bring clarity and certainty to the tax without affecting its intended scope. 

[2.322] Digital standards in construction – The government will develop the next digital standard for 
the construction sector – Building Information Modelling 3 – to save owners of built assets billions of 
pounds a year in unnecessary costs, and maintain the UK’s global leadership in digital construction. 

The move to BIM Level 3 will require some adjustment in supply chain working patterns, and 
will have implications around ownership of the BIM model in various scenarios. While BIM 
may contribute to reducing costs of construction in the long term, it is vital to bear in mind 
that coordination and learning costs will accompany its introduction.

Flood defences
[2.336] Flood defence package – Flood defence and resilience funding will be increased by more 
than £700 million by 2020-21, funded by a 0.5% increase in the standard rate of Insurance Premium 
Tax. In addition to this, the government will spend a further £130 million on repairing transport 
infrastructure damaged by Storms Desmond and Eva.

We support increased funding for flood defences, but more must be done beyond defence 
and resilience to ensure affected communities have the right support. This means 
addressing the current exclusions from the Flood Re scheme, whereby some households 
may face large insurance premiums with or without better flood protection.
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Infrastructure and 
devolution

Large-scale infrastructure projects
[2.265] Northern rail improvements – The government will take forward the recommendations from 
the National Infrastructure Commission and allocate £60 million to develop options for High Speed 
3 between Leeds and Manchester, as well as options for improving other major city rail links. The 
government will also allocate £4 million to develop High Speed 2 Growth Strategies for Manchester 
Piccadilly, Manchester Airport and Leeds stations as part of an integrated long-term plan for High 
Speed 3.

[2.280] National Infrastructure Delivery Plan – The government will shortly publish a National 
Infrastructure Delivery Plan, setting out details of over £100 billion of public sector investment in 
infrastructure across this Parliament.

[2.281] National Infrastructure Pipeline – The government will continue to update the National 
Infrastructure Pipeline, showing forward projections of planned public and private investment.

[2.282] Growth corridors – The government has asked the National Infrastructure Commission to 
develop proposals for unlocking growth, housing and jobs in the Cambridge–Milton Keynes– Oxford 
corridor. The commission will produce a final report for Autumn Statement 2017.

It is great to see government prioritising large-scale infrastructure, decisions on which 
have often languished in the ‘too difficult’ box. There will be relief that government is 
accepting the recommendations of the National Infrastructure Commission While the £60 
million of funding to explore options for HS3 is a good first step in improving links between 
Manchester and Leeds, it is a far cry short of what will be the true cost of HS3 – which 
remains a long way off.

In our response to the consultation on the governance and structure of the National 
Infrastructure Commission, we urged government to ensure the commission retains its 
independence and focus on producing long-term infrastructure assessments, rather than 
getting bogged down in short-term reports at the whim of a current government – such as 
that announced on proposals for the Cambridge – Milton Keynes – Oxford corridor. 
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Roads and rail
[2.267] Accelerating improvements to the M62 – The government will provide an additional £161 
million to Highways England to accelerate the delivery of two major projects to upgrade the M62 to a 
four-lane smart motorway between junction 10-12 Warrington to Eccles and junction 20-25 Rochdale 
to Brighouse.

[2.268] Northern road studies – The government will allocate £75 million to Highways England to 
further develop the case for a potential Trans-Pennine tunnel between Sheffield and Manchester, as 
well as options to enhance the A66, A69 and the north-west quadrant of the M60.

Investing in transport infrastructure is undoubtedly critical to opening up the Northern 
Powerhouse to investment, and helping it attract the talent which will fuel its success. A 
Trans-Pennine tunnel would be the longest in Europe so, while it is good to see government 
committed to thinking to the future, there will be fears this £75 million could be better spent 
on immediate improvements.

[2.276] Shaw Report into Network Rail – The government welcomes the recommendations of the 
Shaw Report into Network Rail and will respond in full later this year.

The Shaw Report was published alongside the Budget, and urges greater clarification 
of government’s role in the railway and Network Rail as well as encouraging a focus on 
investment in the north of England. Announcements are made elsewhere in the Budget 
about the use of property owned by the organisation.

London
[2.270] Crossrail 2 – The government will provide £80 million which, together with a contribution 
from London, will allow Crossrail 2 to proceed to the next stage with the aim of depositing a Hybrid 
Bill within this Parliament.

We welcome the commitment to bringing this Bill forward during this parliament, and there 
are likely lessons to be learnt from the progress of the HS2 Hybrid Bill. It will be interesting 
to see how TfL meets the contribution expected of it, and to what extent the private sector is 
expected to contribute in the way it did towards Crossrail 1. 

[2.277] Financing London transport infrastructure via land value uplift – The government invites 
Transport for London to bring forward detailed proposals on how it could capture a proportion 
of future land value increases around proposed local infrastructure projects funded by the public 
sector, in order to provide a source of financing to support the construction of such projects.
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London has traditionally worked well with the private sector in ensuring a fair contribution 
comes from all those involved, and we would welcome this engagement with TfL as they 
develop their thinking. 

[2.309] Old Oak Common – The government has agreed a Memorandum of Understanding with the 
Old Oak and Park Royal Development Corporation on the transfer of government owned assets to 
the Development Corporation.

Around 70% of the land in the area is government owned, so this is a welcome move in 
advancing the aims of Old Oak Common to create thousands of new jobs and homes. The 
corporation will need to work closely with private owners to ensure the rest is brought 
together quickly.

Devolution deals
[2.229] Devolution deals – The government is announcing new devolution deals with Greater 
Lincolnshire, East Anglia, and the West of England and further devolution deals with Greater 
Manchester and Liverpool City Regions.

It is good to see devolution deals spreading out across the country, with areas taking 
advantage of the increased control on offer. Whether in city regions or county regions, it is 
critical that the private sector is engaged in taking these deals forward, and that incoming 
elected mayors are able to rise above the long-held tensions of local politics and focus on 
improving the commercial reality of their region for all its inhabitants.

[2.234] Cardiff Capital region deal – The government has announced a £1.2 billion deal with the 
Welsh Government and the 10 local authorities forming the Cardiff Capital Region. The government 
will contribute £375 million in additional funding over 20 years towards an investment fund, in 
addition to £125 million already committed to the electrification of the Valley Lines as part of the 
South East Wales Metro project.

[2.235] Swansea Bay City region deal – The government will open negotiations with the Welsh 
Government and local partners on a potential City Deal for Swansea Bay City Region.

We welcome the further detail on Cardiff’s City Deal, first announced in last year’s Autumn 
Statement, as well as the recognition that improving transport infrastructure in the region 
will be critical to its success. While the Cardiff real estate market enjoyed a bumper 2015, 
other areas have been cooling, and recognition of the challenges faced outside the capital 
will be critical.
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LEPs and Enterprise Zones
[2.308] Further allocation of the Local Growth Fund – The government will conclude a further round 
of Growth Deals with Local Enterprise Partnerships.

[2.316] Local Enterprise Partnership Small Business Representative – The government will require all 
Local Enterprise Partnerships to have a nominated Small Business Representative on their Board.

It is good to see continued commitment from government to Local Enterprise Partnerships 
(LEPs) which are intended to bring together the public and private sector to improve areas’ 
economic growth. In reality, it is clear from BPF regional forums that they operate with 
varying degrees of success and it remains to be seen how they will interact with a rising 
number of combined authorities being created across the country.

[2.310] Snow Hill regeneration – The government will provide £2 million to support Greater 
Birmingham and Solihull Local Enterprise Partnership to develop a regeneration masterplan for 
Birmingham’s Snow Hill district.

This is a huge boost to the Greater Birmingham and Solihull LEP, and welcome recognition 
of the continued investment needed in the city centre as the arrival of HS2 approaches. 

[2.312] Enhanced Capital Allowances in Enterprise Zones – The government will ensure that 
all Enterprise Zones are able to offer Enhanced Capital Allowances for eight years from the 
establishment of relevant sites. (Finance Bill 2016)

[2.313] New Enterprise Zones and extensions – The government will create a new Cornwall 
MarineHub Enterprise Zone following the transfer of Wave Hub (a wave energy testing facility) to 
Cornwall Council. The government will also extend the Sheffield City Region Enterprise Zone subject 
to necessary approvals and agreements, and create new Enterprise Zones at Brierley Hill and 
Loughborough and Leicester subject to business case.

[2.314] Wave Hub – The government is transferring ownership of Wave Hub, the world’s largest wave 
energy testing facility, to Cornwall Council, and providing around £15 million to develop the facility 
as part of a new MarineHub Enterprise Zone.

Amongst the clamour of City Deals and new Combined Authorities, we are pleased to see 
continued focus on encouraging growth at a more local level. Enhanced use of capital 
allowances is a very sensible move, and one which we championed in our 2014 report 
‘Going for Growth’. However, we will need greater clarity on the extent to which State Aid will 
allow this.
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Commercial

High streets
[2.14] Local Government Pension Scheme: British Wealth Funds – The government
will support proposals by local administering authorities to establish both a small number of
British Wealth Funds by combining Local Government Pension Scheme assets into much larger
investment pools by 2018, and a national Local Government infrastructure investment platform.

As recommended in our report ‘Town Centre Investment Zones’, local authority pension 
funds could be ideal investors in Britain’s high streets. Combined with our asset 
management model, which proposes pooling properties on a high street into a single 
vehicle which can take a more managed and curated approach to a high street, this means 
that local authorities’ pensions can be reinvested back into rejuvenating Britain effectively.

Insurance
[2.114] Insurance Linked Securities – The government is consulting on proposals for a new,
competitive framework for Insurance Linked Securities (ILS) business, including the supervision, 
corporate structure and taxation of ILS vehicles. The Bank of England and Financial Services Bill, 
which is currently before Parliament, contains a power to make regulations which will facilitate ILS 
business. Finance Bill 2016 will include a power to make regulations for the tax treatment of ILS at the 
level of issuers and the investor. The government will then consult on new regulations, which will be 
finalised by the end of 2016. (Finance Bill 2016)

ILS could potentially be used for real estate, given the level of capacity generally required in 
the UK market to insure buildings. It could provide access to greater capacity than otherwise 
available and could help make premiums more competitive by mitigating the capital stress 
on underwriters, allowing them to take on more risk. 

Insolvency
[2.81] Insolvency analytics – The government intends to develop HMRC’s predictive analytics 
capability to identify emerging insolvency risk. This will enable it to target debt recovery action to 
minimise its losses when taxpayers become insolvent. The government will seek expert external 
support in summer 2016.



13

BPF ANALYSIS: BUDGET 2016  MARCH 2016

It is great to see government is being forward-thinking in this regard. Curtailing the effects 
of insolvency is important and any tools that can be added to that arsenal we welcome. 
However, it sounds like government is only focusing the tools on individual insolvency use, 
which would be a shame as these analytics could be useful in corporate cases as well.

[2.344] Protections for the smallest businesses acting as consumers – The government
is consulting on measures to ensure that the smallest businesses – including sole traders –
understand their rights and have the protections they need when they are acting as consumers.

We are supportive of making sure that those not used to the debt process get the 
information and the time to process their position and obtain advice on it. However, we 
urge caution on where these measures may apply and the context they could appear 
in. Commercial leases already have separate mechanisms for recovering debt, which 
already allows the debtor time after the rent is due to be paid, so it is important that such 
considerations are borne in mind and that further protections do not lead to unnecessary 
delays where measurements are already in force.

Connectivity
[2.283] 5G – The government has asked the National Infrastructure Commission to consider
by the end of 2016 what the UK needs to do to become a world leader in 5G infrastructure
deployment, and to ensure that the UK can take early advantage of the potential benefits of
5G services.

[2.319] Public sector spectrum – The government will make available 750MHz of valuable
public sector spectrum in bands under 10GHz by 2022, of which 500MHz will be made available
by 2020.

[2.320] 5G strategy and tool – The government will deliver a 5G strategy in 2017, based on
the National Infrastructure Commission assessment of how the UK can become a world leader in
5G. The government will also support the development of a network planning tool, to be trialed
in Bournemouth.

[2.321] Broadband Investment Fund – The government will, in partnership with the private
sector, establish a new Broadband Investment Fund. The fund will operate on a commercial basis
to support the growth of alternative network developers by providing greater access to finance.

[2.323] Ultrafast broadband grant scheme – The government will distribute £14.5 million in
grants to extend ultrafast broadband coverage in the south west.
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The inclusion of 5G as infrastructure within this budget is great to see. Connectivity is of 
fundamental importance to all of us, and real estate is no exception. Making available new 
spectrum bands, focusing on 5G strategy and investing in new entrants to the market are 
good moves, which demonstrate that, while government understands the importance of 
connectivity as infrastructure, it also understands that a light touch approach to regulation, 
backed by firm support for the market, is what makes the industry thrive. We hope the 
National Infrastructure Commission understands this when considering how to ensure that 
the UK is at the forefront of 5G. 

[2.295] Mobile Communications Infrastructure – Following a call for evidence published
alongside the Productivity Plan, the government will announce details of greater freedoms and 
flexibilities in England to support the deployment of mobile infrastructure.

We hope government focuses on freedoms and flexibilities for the telecommunications 
operators and not on a stringent Electronic Communications Code. The latter is likely to 
harm the deployment of mobile infrastructure rather than support it.



15

BPF ANALYSIS: BUDGET 2016  MARCH 2016

Tax and finance

Corporation Tax
[2.94] Offshore property developers – This measure ensures that profits from trading in UK land are 
always subject to UK tax by introducing specific rules to tax the full amount of such profits whether or 
not the person to whom they rise is UK resident. Legislation for this measure will be introduced at a 
later stage of Finance Bill 2016, following a brief consultation. 

The government is proposing to tax property trading activity in the UK carried out by 
overseas companies. These measures will go beyond the scope of the Diverted Profits Tax 
to ensure that the UK is exercising more fully its international taxing rights on property. 
It will be important to scrutinise the detail of these measures, to ensure that any adverse 
consequences, particularly for investment activity, are mitigated. 

[2.97] Tax deductibility of corporate interest expenses – Following initial consultation, the 
government will introduce rules for addressing base erosion and profit shifting through interest 
expenses from 1 April 2017 in line with the OECD recommendations. The new rules will limit the tax 
relief that large multinational enterprises can claim for their interest expenses. More information is 
included in the government’s Business Tax Roadmap published at Budget. 

We are supportive of the government’s ambitions to address tax avoidance by multi-
nationals that shift profits to low tax jurisdictions. However, we remain concerned that the 
crude nature of these rules will unjustly penalise businesses in capital intensive industries, 
such as real estate. We will continue to engage with government to ensure that the final 
rules allow an appropriate tax outcome where interest is incurred for genuine commercial 
reasons.  

[2.120] Reform of the Substantial Shareholdings Exemption (SSE) – As part of the Business Tax 
Roadmap, the government will consult on possible reform of the Substantial Shareholdings 
Exemption for corporate capital gains.

Having called for it in our Budget representations, it is pleasing to see the government 
proposing this really interesting development that could significantly enhance the UK’s 
attractiveness as a fund domicile location, including for real estate funds. It could mean 
more fund managers choosing to locate in the UK as opposed to Luxembourg. A reformed 
SSE would also make it easier for existing real estate groups to restructure their businesses 
in a tax-efficient way.
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Business rates
[2.121] Business rates: indexation – The government will change the annual uprating of business 
rates in England from the Retail Prices Index to the main measure of inflation, currently the 
Consumer Price Index, from 1 April 2020. 

[2.122] Small Business Rate Relief (SBRR): doubling – The government will permanently double SBRR 
in England from 1 April 2017. 

[2.123] Small Business Rate Relief: thresholds – The government will raise the SBRR threshold in 
England to rateable values of up to £12,000 tapering to £15,000 from 1 April 2017.

[2.127] Business rates: long-term review – The government will publish a summary of the responses 
received as part of the long-term review of business rates in England in March 2016

[2.129] Business rates: valuation reform – The government will aim to introduce more frequent (at 
least 3 yearly) revaluations of properties in England for business rates purposes and will publish a 
discussion paper in March 2016 outlining options to deliver this.

These changes are very welcome indeed. While much of the devil will be in the detail and 
success will partly depend on whether the government can change the appeals system 
for the better, the move from RPI to CPI as the basis for the multiplier should moderate 
the burden of business rates over the longer term (although it remains one of the costliest 
property taxes in the OECD). More frequent revaluations – which we have long been 
campaigning for – will make the system fairer by ensuring businesses pay based on up to 
date values and extending small business rates relief is a boon to thousands of SMEs across 
the country. Landlords ultimately bear the brunt of business rates because the rents they 
can command are reduced; this tax cut could provide something of a windfall for them.

Capital Gains Tax
[2.187] Capital Gains Tax – The government will reduce the higher rate of Capital Gains Tax (CGT) 
from 28% to 20% and the basic rate from 18% to 10%. The 28% and 18% rates will continue to apply 
for carried interest and for chargable gains on residential property. These changes will take effect for 
disposals made on or after 6 April 2016.

The government clearly has an agenda vis-a-vis the smaller residential landlord, and many 
will be disappointed that, having sought to encourage smaller landlords to sell up to owner 
occupiers, the government is now also depriving them of lower rates of CGT available on all 
other assets. PERE fund managers will also be disappointed to not benefit from reduced tax 
on carried interest but, again, this feels like a political decision.
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SDLT

[2.183] Stamp Duty Land Tax: additional properties – As announced at Spending Review and Autumn 
Statement 2015, the government will introduce higher rates of SDLT on purchases of additional 
residential properties from 1 April 2016. The higher rates will be 3 percentage points above the 
current SDLT rates. Following consultation, there will be no exemption from the higher rates for 
significant investors. Purchasers will have 36 months rather than 18 months to claim a refund of the 
higher rates if they buy a new main residence before disposing of their previous main residence. 
Purchasers will also have 36 months between selling a main residence and replacing it with another 
without having to pay the higher rates. A small share in a property which has been inherited within 
the 36 months prior to a transaction will not be considered as an additional property when applying 
the higher rates. (Finance Bill 2016) The government will provide £60 million to enable community-
led housing developments in rural and coastal communities, including through Community Land 
Trusts, where the impact of second homes is particularly acute. The South West will receive around 
£20 million of this funding.

This is a huge blow to the build to rent sector. Over the last year build to rent has arrived, 
with almost 40,000 units either with planning, in construction or completed. Investor 
confidence was already delicate due to tight financial constraints, and it is now highly likely 
that investors will now take a second look at build to rent investments. This could cause 
serious problems not only in London but across the regions. With build to rent booming in 
the Northern Powerhouse, Manchester could face a real hit. We will see how the next few 
months pan out, but this severe change in policy is worrying in the context of providing 
additional supply the country desperately needs. 

[2.184] Stamp Duty Land Tax: application to certain authorised property funds – As announced at 
Spending Review and Autumn Statement 2015, the government will introduce a seeding relief for 
Property Authorised Investment Funds (PAIFs) and Co-ownership Authorised Contractual Schemes 
(CoACSs) and make changes to the SDLT treatment of CoACSs investing in property so that SDLT does 
not arise on the transactions in units. These changes will take effect from the date Finance Bill 2016 
receives Royal Assent. (Finance Bill 2016)

We are delighted to see seeding relief for PAIFs introduced after several years of industry 
lobbying. We are pleased that government has addressed some of industry’s concerns 
around the design of a of a claw back mechanism, although we remain concerned that the 
potential claw back could put off some investors from setting up a PAIF or property TTF. 

 
[2.186] Stamp Duty Land Tax (SDLT): reform of non-residential rates – The government will change 
the calculation of SDLT on freehold and leasehold premium non-residential transactions so the rates 
apply to the portion of the purchase price within each band. The government will also amend the 
rates and thresholds so that the portion of the transaction value up to £150,000 is charged at a rate 
of 0%, the portion between £150,001 and £250,000 is charged at a rate of 2%, and the portion over 
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£250,000 is charged at a rate of 5%. SDLT on non-residential leasehold rent transactions, where the 
rates already apply to the portion of the purchase price within each band, will be reformed to include 
a new 2% rate for leasehold transactions with a Net Present Value over £5 million. These changes will 
take effect on and after 17 March 2016.

We have worried about the potential for an increased rate of SDLT on commercial property 
for the past few fiscal events and it has finally come to pass. After a decade or so at 4%, the 
highest rate has been increased as the Chancellor looks for ways to close the budget deficit. 
The way SDLT is calculated has also been changed such that transactions worth more than 
£1.05m will now suffer more tax than they would have previously. The increase will affect 
marginal investments the most and threatens to undermine the government’s drive for 
private sector investment in the Northern Powerhouse and Midlands Engine.
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Sustainability

Energy and environment taxes 
[2.170] Reform of business energy taxes – Following consultation on simplification of the business 
energy efficiency tax landscape, the government will: 

• abolish the Carbon Reduction Commitment (CRC) energy efficiency scheme with effect from 
the end of the 2018-19 compliance year. Businesses will be required to surrender allowances for 
the final time in October 2019. The government will work with the devolved administrations on 
closure details for the reporting element of the scheme (36) 

It is very welcome to see a confirmed move towards a simpler kind of energy taxation 
system, and one that represents a more direct incentive at building level for the owner and 
the occupier to collaborate on improving energy and carbon performance, and a welcome 
reduction in accompanying administrative burden.

• increase the main rates of Climate Change Levy (CCL) from 1 April 2019, to cover the cost of CRC 
abolition in a fiscally-neutral reform and incentivise energy efficiency in CCL-paying businesses 
(Finance Bill 2016) (36) 

• increase the CCL discount for sectors with Climate Change Agreements to compensate 
equivalently for the increase in CCL main rates. The CCL discount for electricity will increase 
from 90% to 93%, and the discount for gas will increase from 65% to 78% from 1 April 2019. The 
government will retain existing eligibility criteria for Climate Change Agreement schemes until at 
least 2023, with a target review to include a review of the buy-out price for periods 3 and 4 starting 
in 2016

The preservation of the Climate Change Agreements for energy intensive industries was to 
be expected. The commitment from the government to ensure that the agreements deliver 
on their quid-pro-quo for lower CCL rates – energy savings – is a welcome step.

• rebalance the main rates of CCL for different fuel types to reflect recent data on the fuel mix used 
in electricity generation. In the longer term, the government intends to rebalance rates further to 
deliver greater energy efficiency savings, to reach a 1:1 ratio of gas and electricity rates by 2025 

Strictly speaking, for the Climate Change Levy to achieve one of its objectives – to reduce 
carbon emissions - it would be beneficial to see the CCL rates for different fuel types reflect 
their carbon intensity, rather than travelling on a trajectory toward parity since the carbon in 
the electricity supply grid will be lower than that of natural gas.
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• Consult later in 2016 on a simplified energy and carbon reporting framework for introduction by 
April 2019 

We look forward to further consultation on the reporting elements of the review. This aspect 
was among some of the most complex and nuanced aspects of the review and we are 
pleased that the government is taking its time to arrive at a sensible conclusion.

[2.171] Climate Change Levy (CCL) main rates (2017-18 and 2018-19) – CCL main rates will increase in 
line with RPI from 1 April 2017 and 1 April 2018. (Finance Bill 2016) 

[2.172] CRC energy efficiency scheme (CRC) – Allowance prices for CRC compliance years 2016-17, 
2017-18 and 2018-19 will increase in line with RPI 

[2.173] Climate Change Levy (CCL) exemption on renewably-sourced electricity – As announced at 
Autumn Statement 2015, a transitional period for electricity suppliers to apply the CCL exemption on 
renewably-sourced electricity generated before 1 August 2015 will end on 31 March 2018. (Finance 
Bill 2016) 

[2.174] Carbon Price Support rates – As previously announced, the government will continue to cap 
Carbon Price Support (CPS) rates at £18/tCO2 to 2019-20. For 2020-21, the cap will be maintained in 
real terms and set at £18/tCO2 plus RPI. This will continue to protect business competitiveness. The 
government will set out the long-term direction for CPS rates and the Carbon Price Floor at Autumn 
Statement 2016. (Finance Bill 2018) (37) 

The government has resisted external pressure to reduce the carbon price support today 
from critics that have sought to bring pricing in line with around euro 6 under the EU 
Emissions Trading System.

Fiscal incentives
[2.181] Enhanced Capital Allowances (ECAs): energy-saving and water-efficient technologies – 
The list of designated energy-saving and water-efficient technologies qualifying for an ECA will be 
updated during summer 2016, subject to State aid approval.

This is a welcome review for the scheme, which applies typically on a technology-by-
technology basis and in respect of specific products. Periodic reviews ensure that the 
scheme is giving incentives for genuinely leading technologies.
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Energy demand management
[2.338] NIC energy study – Following the National Infrastructure Commission’s report Smart Power: 

• the government will allocate at least £50 million for innovation in energy storage, demand side 
response and other smart technologies over the next 5 years

• Ofgem will consult on opening up the £100 million Network Innovation Competition to better 
enable innovation by non-licensed companies from 2017 

• the government has increased its ambition for greater electricity interconnection by 80%, now 
supporting at least an additional 9GW of interconnection 

Given energy security risks highlighted in recent months, the government’s proposal 
to invest in mechanisms that manage demand is to be welcomed, as alongside energy 
efficiency and renewable energy, demand response is part of the trifecta that will contribute 
to UK productivity and energy security. Energy storage is likely to be an important 
technology in tackling some of the intermittency problems that can accompany certain 
types of renewable energy installation, and its deployment in other countries suggest that it 
should be beneficial here in the UK.
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National Infrastructure Commission Call for Evidence on the 
Cambridge – Milton Keynes – Oxford ‘Growth Corridor’ 

 

Response from Local Nature Partnerships along the corridor: Bedfordshire, 

Buckinghamshire & Milton Keynes, Cambridgeshire and Northamptonshire 

 

 

Local Nature Partnerships (LNPs) are partnerships of a broad range of local organisations, businesses 
and people who aim to help bring about improvements in their local natural environment. Setting up 
LNPs was one of the commitments made by Government in the Natural Environment White Paper 
2011. 

LNPs work strategically to help their local area manage the natural environment. They aim to make 
sure that its value, and the value of the services it provides to the economy and the people who live 
there, is taken into account in local decisions, for example about planning and development. In 
accordance with the Localism Act 2011, local planning authorities and other public bodies subject to 
the Duty to Cooperate are required to “engage constructively, actively and on an ongoing basis” with 
LNPs regarding strategic planning. 

This response draws upon local knowledge and expertise of the LNPs, under-pinned by relevant 
national evidence, data and best practice examples. We have used the format of the questions 
posed in the consultation document to provide our response, but have not responded to all 
questions. 

 

Q1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful 
local economies and are perceived as highly desirable places to live: 

 what have been the key drivers of that success? 

The high quality of life provided by the local environment with rich and diverse landscapes is one of 
the important reasons1 why this corridor is identified as a highly desirable place to live.  The corridor 
contains a diverse range of landscapes, internationally and nationally recognised wildlife sites, 
ancient woodlands, national nature reserves, wetlands and a network of rivers and waterways that 
link the urban and rural areas and includes the Nene Valley and Greensand Ridge Nature 
Improvement Areas (NIAs) and the Forest of Marston Vale, one of England’s Community Forests.2 
The historic cities of Oxford and Cambridge both have extensive networks of urban parks, 
greenspace and trees, whilst Milton Keynes was designed with 20% greenspace and extensive tree 
planting. The Cotswolds, the Chilterns, the North Wessex Downs Areas of Outstanding National 
Beauty (AONBs) and the Cambridgeshire Fens are within close proximity.  

                                                           
1 E.g. in Central Bedfordshire, businesses are surveyed annually and are asked to identify the best things about 
their current business location. This survey identified the environment as the third most cited positive aspect 
after transport links and accessibility (Central Bedfordshire Council, 2012). In the SEMLEP area generally, the 
business community has previously put the environment at the top of its list of key attractions. 
2 See the Magic website for geographic information about the designations and habitats and environmental 
and landscape features within the corridor. 

https://www.gov.uk/government/publications/the-natural-choice-securing-the-value-of-nature
https://www.gov.uk/government/publications/the-natural-choice-securing-the-value-of-nature
http://magic.defra.gov.uk/


 

 

All of the above combined with the provision of greenspace within the cities and towns in the 
growth corridor contribute towards making this area a very attractive place in which to live, work 
and invest. In fact, such urban green infrastructure is especially significant as it is in these places that 
most people experience the natural environment and which form the foundations of the quality of 
life they value so highly. For information about how people value the natural environment see 
Natural England’s Monitor of Engagement with the Natural Environment (MENE) research. There is 
also evidence that the quality of the natural environment influences where businesses choose to 
locate and invest Microeconomic Evidence for the Benefits of Investment in the Environment 2 
(MEBIE2) 

Underpinning the existing economic successes of the area is the underlying natural capital and the 
attendant ecosystem services it provides; from pollination for agriculture to flood alleviation for 
towns. 

 

 what is holding back further growth and greater productivity? 

There are a number of environmental pressures and stresses which could put at risk the further 
growth and productivity of the corridor. This includes restricted availability of water for people, the 
environment, business and agriculture, the water quality within rivers and the impact further 
sewage discharges from businesses and increased housing will have. In addition the existing stresses 
on the water environment will be increased by climate change. There are also existing flood risks in 
the area that need to be reduced and further development could exacerbate them.  There are 
opportunities to manage flood risk in particular through working with natural processes to enhance 
the resilience of local businesses and communities. Extreme weather is by far the most common 
cause of business disruption, above IT loss, loss of staff, telecommunications and utilities failures.3 
The natural environment has a positive role to play in managing these environmental risks for 
businesses and residents, through flood management, improving water quality, and reducing urban 
temperatures. Such approaches would also provide the added benefit of providing additional local 
greenspace amenities for local people, thereby also limiting the visitor pressure on existing 
greenspace resource. 

There are also significant opportunities to enhance the provision of accessible greenspace within the 
corridor and benefit from the attendant social, economic, health  and environmental opportunities 
that would bring – for example through the creation of new woodlands and parkland. In the case of 
new woodlands, the sustainable management of these and existing woodlands could, in turn, 
provide a source of local renewable energy from biomass and woodfuel, and the attendant 
employment opportunities this would bring. Tourism and recreation are all important sectors within 
the corridor, as recognised in the Destination Nene Valley programme, and again there is evidence 
to demonstrate that enhancing the management of the existing natural capital of the corridor and 
creating new high quality greenspace could generate additional employment and economic growth 
(see MEBIE2 page 20). 

Lack of connectivity between existing greenspaces within the corridor reduces the environmental 
performance of these assets reducing their ability to deliver benefits to local communities and 
business. For example, habitat fragmentation not only threatens the populations of pollinating 
insects, such as butterflies and bees, it also puts at risk the pollinating services provided by such 
species to the agricultural and horticultural sectors – 848,946 hectares of crops in the UK are 
pollinated by insects, with an estimated market value of £1057.8 million (see MEBIE2 page 61) 

                                                           
3 Chartered Management Institute 2012 

https://www.gov.uk/government/collections/monitor-of-engagement-with-the-natural-environment-survey-purpose-and-results
http://publications.naturalengland.org.uk/publication/6692039286587392
http://publications.naturalengland.org.uk/publication/6692039286587392
https://www.gov.uk/government/publications/working-with-natural-processes-to-reduce-flood-risk-a-research-and-development-framework
http://publications.naturalengland.org.uk/publication/6692039286587392
http://publications.naturalengland.org.uk/publication/6692039286587392


 

 

For productivity and growth to be sustainable there needs to be a recognition of the inter-
dependencies between infrastructure and the natural environment and the opportunities to secure 
win-wins for the economy, people and the environment. 

 

 in particular, what planned or new infrastructure improvements would best support 
sustainable growth over the long-term? 

Enhancing existing and creating new ‘green’ infrastructure assets along the growth corridor would 
deliver substantial environmental, social and economic benefits within the area. In parts of the 
growth corridor, such as the Nature Improvement Areas and protected sites, investment in 
enhancing green infrastructure will secure and sustain the supporting functions of this natural 
capital.  

In other areas, such as the Marston Vale, investment in creating new green infrastructure will 
positively transform landscapes and prospects, creating desirable places for people and businesses 
to locate.  

An overall strategy should be developed and implemented so that green infrastructure and habitats 
are linked wherever possible. Infrastructure providers could also be tasked with providing a net 
natural capital gain for any work they carry out. 

The natural environment of the area needs to be recognised as both supporting and enabling growth 
– being an integral and positive part of economic success, rather than viewed as a constraint to it. 
The work of the Government’s Natural Capital Committee (which reported to the Treasury’s 
Economic Affairs Committee) has demonstrated the reliance of our economy upon natural capital4. 
Other research has shown that investing in the environment can and does result in a wider range of 
economic and other benefits.5 

 

Q2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognizable economic corridor? If so: 

 what factors unite the area? 

 would greater emphasis on corridor-wide planning and decision making benefit local 
communities and local economies?  

 would that same emphasis on coordinated planning and decision making provide wider 
benefits for the UK economy? 

 should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning? 

We believe that a corridor-wide approach should be taken as the environment often does not 
function according to administrative boundaries. The environment operates at a number of levels 
including catchments, landscapes or habitats. Plans and approaches should be developed that 
recognise these, and also reflect the diverse characters and forms of natural capital within and 
surrounding the area. 

                                                           
4 Natural Capital Committee 
5 Microeconomic Evidence for the Benefits of the Investment in the Environment 2 (MEBIE 2) is a review of the 
evidence for the benefits of the natural environment to people. 

https://www.gov.uk/government/groups/natural-capital-committee
http://publications.naturalengland.org.uk/publication/6692039286587392


 

 

To secure the optimum environmental, social and economic benefits of green infrastructure within 
the growth corridor, neighbouring green infrastructure strategies and networks should be 
integrated. Local Nature Partnerships, Local Enterprise Partnerships and Health and Wellbeing 
Boards all need to work together across their administrative boundaries to maximise the benefits for 
people and the environment in an efficient and effective way.  Northamptonshire LNP has recently 
applied its ‘green glue’ approach in the county and secured recognition of the role of the natural 
environment in the newly launched Northamptonshire Health and Wellbeing Strategy 2016-2020. 

 

Q3. Describe your vision to maximise growth, maintain a high quality environment, and deliver 
more jobs and homes across the corridor over the next 30 years: 

Our vision is to have a flourishing economy with places people want to live in, that is 
environmentally sustainable, takes full account of the health and wellbeing of all who live, work and 
visit the area, increases the natural capital and is resilient to the weather and future climate change.  

Any vision to maximise growth and prosperity must recognise the existing and future dependence on 
natural capital and the vital need to invest in both maintaining the condition and increasing the 
existing stocks.   

 

 what does that mean for growth and infrastructure investment in your area? 

 what steps are currently being taken to realise that vision, and what more needs to be done? 

There needs to be: 

– co-ordinated and increased investment in protecting and enhancing the corridor’s existing 
natural capital assets; 

– embedding the principles of natural capital and ecosystems thinking into the strategic planning 
for the whole corridor with all relevant bodies cooperating on developing and implementing an 
overarching plan through the duty to cooperate; 

– adoption of corridor-wide policies and approaches 
– formal representation of LNPs on LEP Boards 

Within the Cambridge-Milton Keynes-Oxford corridor, there are particular opportunities for 
environmental enhancement projects in the Marston Vale, with existing strategies and partnerships 
in place to deliver these. The construction of the Bedford and Milton Keynes Waterway Park, within 
the wider creation of the Forest of Marston Vale, provides the potential setting for environmentally 
led growth and regeneration on a landscape scale. The Bedford to Milton Keynes Waterway Park is a 
strategic infrastructure project, linking Bedford to Milton Keynes with a new Waterway set within a 
multifunctional green corridor. It could provide an attractive location for businesses and a setting for 
housing growth, as well as a major tourism destination, an ecologically rich corridor and a space for 
recreation and healthy living. The projected economic impacts from the creation of the Bedford & 
Milton Keynes Waterway6 include an increase of £35-69m GVA per annum, based on the attraction 
of a further 50-90 businesses employing 460-900 people. Direct tourism benefits would be between 
£50m and £100m GVA per annum. 

The area to the west of Cambridge to Sandy forms part of the West Cambridgeshire Woodlands 
Landscape Project also with existing strategies and partnerships working to improve linkage of 
ancient woodland clusters.  The identification of the “Quarter to Six Quadrant” (QTSQ) is the name 

                                                           
6 http://www.b-mkwaterway.org.uk/the-waterway/benefits/  

http://www.b-mkwaterway.org.uk/the-waterway/benefits/


 

 

given to the rural area lying immediately south and west of Cambridge, a mile or two from the built-
up edge of the City. South Cambridgeshire District Council has designated the QTSQ as a Major 
Green Infrastructure Target Area and provides opportunities for enhancement as a rural, leisure and 
environmental amenity for Cambridge, the surrounding area and its many visitors. 

The Nene Valley Nature Improvement Area runs through the heart of Northamptonshire and has 
been the focus of a major partnership project over the past three years to deliver a step change in 
nature conservation through re-creation and re-connection of habitats. The area attracts 2.4 million 
visitors each year and as a result of recent efforts has seen a rise in investment within the area. Most 
notably the Rushden Lakes retail park development provided a large-scale example of how the 
natural setting of the Nene Valley can attract major economic investment while accommodating the 
wildlife interests of the area. Furthermore by utilising a natural capital and ecosystem services 
approach, it has been calculated that nature in the Nene Valley is worth £118.7 million per year to 
businesses, local communities, land owners and public health. This value was assessed solely on crop 
pollination, recreational visits and carbon sequestration so, when taking into consideration other 
ecosystem services such as water and air quality, the true value is likely higher. Nenescape are 
continuing this project over the next four years to re-connect and re-create more habitats to further 
enhance the natural environment, allow sustainable public access and attract more investment in 
the area. 

Research in Central Bedfordshire has highlighted the range of roles which the natural environment 
plays in attracting people to live and work there. Country Parks, open spaces and rights of way are 
the third most cited aspect of what makes Central Bedfordshire a good place to live – above 
education and health services. Similarly, businesses cite a ‘nice area / surroundings / environment’ 
as the third most positive thing about a Central Bedfordshire location, above ease of access to 
customers, convenience for employees, or proximity to other businesses or clients. The quality of 
the environment is not only an important factor for businesses choosing to locate in Central 
Bedfordshire, but it also plays a key role in the types of businesses that make up the local economy 
and provide local employment. The ‘Green Economy’ in Central Bedfordshire employs over 7500 
people with a combined total turnover of £1.3 billion7.  

 

Q4. Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 

Early engagement with all interested parties including the environment sector (LNPs, statutory 
bodies, NGOs) provides the best opportunity both to maximise the full range of environmental and 
associated economic and social benefits but also to de-risk projects. 

The Forest of Marston Vale continues to demonstrate how a strategic approach to environmental 
investments can transform the perceptions of a place, enhancing commercial and residential 
opportunities, whilst building the natural capital of a place and the services these deliver to 
communities and businesses.  

Local Authorities working together can be instrumental in developing biomass infrastructure to 
utilise woodland material for low carbon energy production.  Materials arising from the 
management of woodland (43% of woodland in Northamptonshire alone is currently unmanaged). 
There are some good examples of such schemes. 

 

                                                           
7 “Maximising the potential of the Green Economy” (2015) – study for Central Bedfordshire Council. 

https://www.gov.uk/government/news/motorway-woodchip-scheme-wins-top-green-award


 

 

Q5. Are you aware of any examples of UK or international good practice, for example in respect of 
new technology, local frameworks or the built environment that are relevant to this review? 

The LNPs would suggest noting the following examples as being of relevance and use to this review: 

 The Natural Capital Committee (NCC), provides independent advice on protecting and improving 
natural capital. Their recommendation, accepted by Government, is to develop a national 
integrated 25 year environment plan to protect and improve our natural capital The Cambridge-
Milton Keynes-Oxford growth corridor should be integral to this vision. Examples of work on this 
include a Natural Capital Asset Check for Surrey LNP and a Natural Capital Investment Plan for 
Northern Upland Chain LNP and a pilot South West Natural Capital Trust. 

 The National Planning Policy Framework, Chapter 11: Conserving and enhancing the natural 
environment8 

 The value of Green infrastructure in providing multiple benefits, notably ecosystem services, at a 
range of scales, derived from natural systems and processes, for the individual, for society, the 
economy and the environment9. 

 The London 2050 Infrastructure Plan10 has recognised green infrastructure as a critical 
infrastructure in its own right alongside more traditional ‘grey’ infrastructure. 

 SEMLEP’s report “It’s the Economy Naturally”11 highlights that a high quality natural 
environment plays a vital role in supporting sustainable economic growth by: 
– creating skills within the green economy 
– managing environmental risks through greening our businesses 
– making/delivering a ‘quality of place’ for residents 
– creating healthy and productive communities  
– making/delivering a ‘quality of life’ offer to encourage economic growth by attracting new 

business investment and retaining existing businesses 
– supporting the visitor economy12 

 Nene Valley Nature Improvement Area Ecosystems Services mapping - see link 

 Vision and Principles for the Improvement of Green Infrastructure in Buckinghamshire and 
Milton Keynes, Buckinghamshire and Milton Keynes Natural Environment Partnership (Draft - 
pending final Board approval) 

 

  

                                                           
8 http://planningguidance.communities.gov.uk/blog/policy/achieving-sustainable-development/delivering-
sustainable-development/11-conserving-and-enhancing-the-natural-environment/  
9 http://planningguidance.communities.gov.uk/blog/guidance/natural-environment/green-infrastructure/  
10 https://www.london.gov.uk/WHAT-WE-DO/BUSINESS-AND-ECONOMY/BETTER-INFRASTRUCTURE/LONDON-
INFRASTRUCTURE-PLAN-2050  
11 http://www.semlep.com/modules/downloads/download.php?file_name=76  
12 Tourism provides 7.1% of total jobs across the SEMLEP area, so is a big employer, but with potential to 

expand (Office for National Statistics, website, 2012) - see Wendover Wood case study, It’s Economy Naturally, 
SEMLEP 

http://www.nenevalleynia.org/project/ecosystem-services/
http://www.bucksmknep.co.uk/
http://planningguidance.communities.gov.uk/blog/policy/achieving-sustainable-development/delivering-sustainable-development/11-conserving-and-enhancing-the-natural-environment/
http://planningguidance.communities.gov.uk/blog/policy/achieving-sustainable-development/delivering-sustainable-development/11-conserving-and-enhancing-the-natural-environment/
http://planningguidance.communities.gov.uk/blog/guidance/natural-environment/green-infrastructure/
https://www.london.gov.uk/WHAT-WE-DO/BUSINESS-AND-ECONOMY/BETTER-INFRASTRUCTURE/LONDON-INFRASTRUCTURE-PLAN-2050
https://www.london.gov.uk/WHAT-WE-DO/BUSINESS-AND-ECONOMY/BETTER-INFRASTRUCTURE/LONDON-INFRASTRUCTURE-PLAN-2050
http://www.semlep.com/modules/downloads/download.php?file_name=76
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National Infrastructure Commission ‘call for evidence’ on 
the Cambridge – Milton Keynes – Oxford ‘Growth Corridor’ 

 
Response from Luton Borough Council 

 
 
BACKGROUND TO THIS RESPONSE 

On 16th March 2016, the Chancellor of the Exchequer wrote to Lord Adonis, chair of the 
National Infrastructure Commission (NIC), setting out the scope of a study into the 
infrastructure requirements in the Oxford-Milton Keynes-Cambridge corridor, taking into 
account the emerging views of both Highways England and Network Rail respectively into 
the Oxford-Cambridge Expressway and the East-West Rail projects. Exactly two months 
later, the NIC published a ‘Call for Evidence’ requesting a response to five questions.  
 

Luton Borough Council’s (LBC) Transport and Infrastructure Portfolio Holder represents the 
Council’s views on the Strategic Transport Forum for England’s Economic Heartland (EEH), 
which comprises five Local Enterprise Partnerships (Buckinghamshire Thames Valley, 
Greater Cambridge & Greater Peterborough, Northamptonshire, Oxfordshire, and South East 
Midlands) and their nine constituent Local Highway Authorities.  
 

In this context LBC supports the Vision set out in responses from the EEH and the six LEPs 
(the five in the EEH plus Hertfordshire) with regard to the NIC’s question 3. In particular we 
support views in the last sentence of the six LEPs submission that it is important to raise the 
performance of those currently under-performing areas, such as Luton, to match the rest of 
the area.  
 

We also support the principles in those submissions of the key factors that have driven the 
success of the Oxford-Milton Keynes-Cambridge corridor (NIC question 1 i) as well as those 
issues that are holding back further growth and greater productivity (NIC question 1ii). In the 
context of further growth, LBC’s Investment Framework launched in April 2016 will be a key 
driver of planned growth of the area over the next 20 years. 
 http://www.luton.gov.uk/Business/Lists/LutonDocuments/PDF/Luton-Investment-Framework-2015-2035-DRAFT.pdf 
 

Following the next section, which summarises the existing background and planned growth 
of the Luton area, the remainder of this response sets out Luton’s views in relation to cross 
corridor road and rail links (NIC question 3iii), respectively the Oxford-Cambridge 
Expressway and East West Rail in the context of their cross-corridor role, but in particular 
how those schemes could benefit the Luton area. 
 
 
BACKGROUND TO THE LUTON AREA 
 

Luton and its airport are reasonably well served by north-south road and rail links. However, 
the connectivity between the Luton-Dunstable conurbation and key towns/cities to the east 
and west is poor. 
 

Luton is currently the second largest settlement in the EEH and the area covered by the six 
LEPs, with a population of around 211,000. However, when taking into account the towns of 
Dunstable and Houghton Regis that are contiguous with Luton, it represents the largest 
settlement in the area.  
 

London Luton Airport (LLA) is the 5th busiest in the UK, serving over 12 million passengers 
in 2015, and is also home to significant aircraft engineering and cargo operations. LLA’s 
general aviation sector accommodates the most private business travel of any UK airport. 



Together with the surrounding Business Park, the airport has 9200 employees, of which 
around 53% live in Luton and a further 11% each live in Buckinghamshire/Milton Keynes and 
North Hertfordshire/Stevenage. The airport contributes £1.254 billion to the local economy 
with over 25% to UK PLC in terms of tax revenues. 
 

The Luton area is also growing; the Luton Local Plan envisages about 7,000 new homes and 
18,000 new jobs in Luton between 2016 and 2031. In order to achieve a sustainable 
community, under the ‘Duty to Cooperate’, LBC is working in partnership respectively with 
Central Bedfordshire and North Hertfordshire Councils to deliver new homes on the 
periphery of the town in Houghton Regis and to the north and east of Luton.  
 

The recent designation of a new Luton Airport Enterprise Zone, which includes the nearby 
Century Park and Stirling Place development sites, could create over 7,200 direct jobs and 
over 10,000 jobs in total could arise as a result of the wider airport related development. The 
balance of many of those additional jobs is located at other Strategic Allocation sites 
identified in the Luton Local Plan, most of which are located in those MSOAs identified in 
Figure 1 of the six LEPs submission.    
 

LLA has approved planning permission to expand to 18mppa by 2026, and potential to 
expand beyond that. The airport owner (London Luton Airport Ltd (LLAL)) and operating 
company (London Luton Airport Operations Ltd (LLAOL)) are committed, as part of this 
planned airport growth, to increasing the rail modal share of passengers travelling to the 
Airport from about 18% at present to circa 30%.  
 

LLA is the only London airport without a fast, frequent and direct train service to the capital, 
and we are lobbying East Midlands Trains and Govia Thameslink Railway to increase the 
number of fast train services to the airport station. A shuttle bus currently transfers 
passengers between the station and the airport. LLAL and LLAOL are also working with 
Network Rail to deliver a Mass Passenger Transit system by 2020/21, which is a critical 
enabler in the Airport being able progressively and effectively service the needs of its 
growing airport. 
 
 
IMPROVING CONNECTIVITY FROM LUTON TO OTHER CENTRES IN THE CORRIDOR 
 

Schemes due to open in Spring 2017 such as the A5-M1 Link and the Woodside Link are 
expected to further improve north-south and east-west highway movements in the local area. 
LBC, together with neighbouring Councils, are key stakeholders working together with Local 
Enterprise Partnerships, the Department for Transport and other agencies in seeking ways to 
improve east-west transport connectivity between the conurbation and key centres to the 
east and west. The remainder of this section summarises progress in improving east-west 
highway and rail schemes in the corridor, and LBC’s views about improving connectivity of 
the Luton area to those schemes. 
 
OXFORD-CAMBRIDGE EXPRESSWAY 
Apart from the Black Cat-Caxton Gibbet section of the A428, for which scheme design is 
currently being undertaken with the aim of formally publishing details in mid- 2018, the A421 
between Cambridge and M1Jct 13 is largely dual carriageway with grade-separated junctions 
with local roads. Central Bedfordshire and Milton Keynes Councils are currently working on 
the detailed design of proposals to dual the A421 between M1 junction 13 and the eastern 
edge of Milton Keynes. 
 

Following a Stakeholder workshop in February 2015 to identify a long-list of possible 
solutions, Highways England’s (HE) consultants have recently identified three corridors 
between M1 junction 13 and M4 junction13 south of Oxford (see Figure 1 overleaf), namely:  
a) A North corridor via Buckingham and Bicester 
b) A Central corridor paralleling the East-West Rail western section 



c) A South corridor via Linslade, Aylesbury and Thame joining the A34 S/E of Oxford  
 

Figure 1 Route options for the Oxford-Cambridge Expressway 
 

 
Source: Highways England presentation to Stakeholder workshop, 7 July 2016 

 

Each of the above routes includes a package of other measures including integration with 
East-West Rail and other railways, the role of technology and access/mobility projects 
including Non-Motorised Users. 
 

LBC’s view, given many of the junctions within Milton Keynes are roundabouts, is that it 
would be better for the route to continue around the southern edge of Milton Keynes, to the 
A4146 dual carriageway, and across to Oxford via Aylesbury on a new/upgraded route in the 
A418 corridor. There are two reasons for this preference:  a) an expressway route in this 
corridor would have the added benefits of improving highway connectivity with the Aylesbury 
Vale, consistent with the SEMLEP  transport strategy that recognized east-west road 
connectivity between the Aylesbury Vale and the rest of the SEMLEP area is very poor, and,  
b) the southern route, including upgrading the A505 between Leighton Linslade and the 
Luton-Dunstable area, will improve east-west connectivity to Luton and its airport. 
 
A1 IMPROVEMENTS (M25-PETERBOROUGH) 
 

The A1 is principally a north-south road of varying standards, in particular the central section 
between Buckden in the north and Stotfold in the south which is not to a Motorway standard. 
However there are various routes crossing the A1 that provide east-west connections. The 
main route between the A1 and Luton is the A602, which links with the A1(M) at junction 8. 
 

Following a Stakeholder workshop in January 2015 to identify a long-list of possible 
solutions, HE’s consultants have recently identified three packages: 
a) New motorway (mainly off-line) in the middle section (Stotfold-Buckden) 
b) Local improvements including new grade-separated junctions in middle section 



c) Upgrade east-west connectivity to avoid “hop on/off” driving on the A1 
 

Each of the above packages also includes “smart motorway” in the north and south sections 
and local public transport and “active transport” measures (including behavioural change).  
 

LBC has no strong views about whether the improvement of the A1 central section should be 
achieved as a mainly off-line improvement or a series of more localised improvements, but 
supports the concept of improved east-west connectivity between those routes crossing the 
A1(M) between the south of Stotfold and the M25. In particular LBC is seeking improvements 
to the A602 between the A1M and London Luton Airport. 
   
EAST WEST RAIL 
 

The East West Rail (EWR) project is sub-divided into 3 sections; the western section from 
Oxford/Reading to the Midland Main Line (MML) in the vicinity of Bedford, the central section 
from the MML to Cambridge and the eastern section providing existing connections from 
Cambridge to Norwich and Ipswich. 
 

EWR western section 
The section between Oxford and Bicester was opened this year. In 2014 consultants 
Parsons Brinkerhoff were appointed by Network Rail (NR) to undertake the detailed design of 
the section between Bicester and the Bedford area (referred to as phase 2), and consultation 
on that section is due to be undertaken this Autumn, with the with the aim of formally 
publishing details in mid- 2017. Once completed, passenger trains will be able to connect 
Reading, Oxford, Bicester, Milton Keynes and Bedford. 
 

EWR central section 
NR recognise there will be an interface between eastern end of western section and western 
end of central section. The first phase of the central section study, undertaken by Atkins on 
behalf of the EWR Consortium, was to produce a Conditional Outputs Statement. This 
looked at existing towns and cities in the wider area of influence of any potential route 
corridors and their planned growth, and identified the journeys between these that will 
contribute most to the usage of any potential rail service.  
 

Three train services were assumed to use the EWR central section, building on the service 
plan for the EWR western section, with one semi-fast service per hour from Marylebone-
Oxford-Cambridge and one from Bletchley to Cambridge, together with one fast train/hour 
from Bristol-Oxford-Cambridge onto either Ipswich or Norwich. 
 

The second phase of the study, led by NR, commenced with a workshop in August 2014 that 
defined about 20 corridor options for the central section. Early on in the process it was also 
determined that the line would be electrified and twin track, capable of line speeds of 
125mph.These were narrowed down to five route corridors in November 2015 (see Figure 2), 
two (corridors C and M) and, by early 2016, one preferred route corridor from the Bedford 
area to Cambridge via the Sandy area (corridor C). The study considered four route options 
in the Bedford area; two north of Bedford (via a re-modelled Bedford Midland station), one 
via a relocated Bedford St Johns station and one south of Bedford. The assessment of these 
routes is summarised in the following table: 
   

Option Benefits 
 

Costs 
 

Benefit: 
Cost 
ratio 

Through 
Journey 

Time 

Central 
Bedford 
access 

Interchange 
at  Bedford 

Capital 
Cost 

 

Route via N & E of 
Bedford 

£3700m £3000m 1.2-1.4 Poor Good Good High 

Route via Bedford 
St. Johns 

£3600m £2600m 1.4-1.5 Good Good Poor Medium 

Route S of Bedford £4000m £2600m 1.5-1.7 Good Medium Medium Medium 



Figure 2 East West Rail central section corridor options 
 

 
 
NR is publishing a strategy for considering the preferred route in August 2016 and, following 
further Stakeholder workshops in the Autumn, will recommend routes in that corridor which 
will be designed and evaluated in 2017-18. Following detailed design of the preferred route, 
NR anticipates that details of the scheme will be formally published in 2023-24. 
  
Luton Borough Councils views on East West Rail 
LBC’s view, supported by the above assessment, is that the further south a route is from 
Bedford would be the best option for improving rail connectivity between Luton and the EWR 
central section. This would facilitate rail journey times between Luton and Oxford/Cambridge, 
in about 40 minutes and 75 minutes, which are favourable compared with journey times by 
road. 
 
In 2012 LBC appointed consultants to examine options for a twin-track rail chord between the 
Marston Vale Line and the Midland Main Line (MML) just south of Bedford, and subsequently 
commissioned more detailed engineering studies of these three options. The Preferred 
option was a chord just south of Stewartby (the red route on Figure 3 overleaf) priced at 
£42m which, in order to meet NR’s requirements of providing a more suitable link to the EWR 
western section for freight trains, included north facing links to the MML.  
 
A second spur at Bletchley was also identified (see Figure 4 overleaf), and costed by LBC’s 
engineering consultants at £24m. It would allow direct services into Central Milton Keynes 
from the East West Rail route. It is proposed that the spur is constructed with a single line on 
viaduct between two existing embankments which form part of the Bletchley flyover tracks. 
Construction will require displacement of an existing distribution centre and rail depot. 
 
 
 
 
 
 



Figure 3 Proposed Stewartby Chord  Figure 4 Proposed Bletchley Spur 
 

 
 
 
In LBC’s view, the chords at Stewartby and Bletchley, in combination with the EWR route will 
provide important network resilience opportunities during the construction of HS2. They will 
also maximise the opportunities for rail freight, particularly given the location of the Daventry 
International Rail Freight Terminal on the West Coast Main Line, together with emerging rail 

freight interchange proposals at Bicester and Ridgmont on the EWR western section. 
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National Infrastructure Commission 
Cambridge – Milton Keynes – Oxford 'Growth Corridor': Call for Evidence (May 2016) 
 
A Response by Michael Brooks 
 
 
Introduction to this Response 
 
1. I am pleased to respond to this Consultation.  My response is not confidential.  I should 

welcome a copy of any document that is produced summarising the comments which you 
receive, together with the Commission’s response to them, or email advice when these 
are available to view online.  I should also be pleased to have the opportunity of 
responding to any further consultations on this topic that may come forward. 

 
2. I am responding to the Consultation as an individual.  I am a retired planning consultant 

with experience in both land-use and transport planning and of community engagement, 
specialising in strategic planning.  I have always sought environmentally sustainable 
solutions to planning issues. 

 
3. I know the area well, having worked on the London to South Midlands Multi-Modal Study, 

the East of England Regional Strategy, the Milton Keynes and South Midlands Sub-
Regional Strategy and the London – Stansted – Cambridge Corridor Study. 

 
4. I have endeavoured to place my comments under the appropriate Questions, but where a 

point that I wish to make is not in answer to an explicit Question, I have put it in what I 
consider to be the most relevant section.  If any of my answers is considered wrongly 
placed, then please feel free to relocate my comment under the most appropriate 
Question. 

 
Question 3.1 
 
What have been the key drivers of success? 
 
5. Clearly, the academic institutions of Oxford and Cambridge and high-technology 

(including bio-technology) companies and advanced healthcare at Cambridge.  Cranfield 
in Bedfordshire is also a centre for advanced engineering and the aviation industry.  The 
average age of the population of Milton Keynes is younger than elsewhere and this may 
be a factor. 

 
What is holding back further growth and greater productivity? 
 
6. It is a popular myth that delays in the planning system and shortage of housing are the 

two principal factors restricting economic growth.  I disagree, as would many local 
authorities and planning professionals.  The planning system has already been 
streamlined in many ways and cannot be slimmed down further without the danger of 
development failing to bear its fair share of the costs which it imposes on society and on 
the environment (costs which developers usually pay for or mitigate through s.106 
Planning Obligations, and these take time to negotiate). 

 
7. Housing developers have many unimplemented planning permissions throughout the 

Corridor and its environs which are not coming forward for implementation in a timely 
manner.  (Just look at the lamentable progress of Northstowe, Cambridgeshire, within the 
Corridor – a new town supposed to support the growth demands of Cambridge city.)  In 
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addition, adopted and draft Local Plans propose housing allocations amounting to many 
tens of thousands of dwellings.  Volume housebuilders are reluctant to release large 
numbers of new dwellings at once for fear of flooding the market.  There is considerable 
opportunity for the large number of smaller builders in the area to make a significant 
contribution if they are given the chance. 

 
8. The greatest threat to economic growth is a skills shortage, both in professions such as 

engineering, science and I.T. and in construction trades such as bricklaying, plumbing 
and electricians.  The mere availability of courses at technical colleges and other training 
centres does not of itself address this shortage, although properly-designed 
apprenticeships, relevant to actual employers’ needs, would help.  Young people need to 
be attracted to these types of employment (and lured away from other ‘easier’ subjects at 
college or university for which there is less employment demand).  All the projected built 
development that can be imagined will not solve the area’s problems until skills shortages 
are addressed. 

 
9. A particular problem that the Corridor suffers from is in competing for resources with 

London.  All the major towns and cities in the Corridor – Oxford, Bicester, Milton Keynes, 
Bedford and Cambridge – are themselves commuter towns with many people travelling 
daily to and from work in London.  The more that transport links with London are improved 
and greater capacity provided (and, yes, some of those improvements were badly 
needed), the greater the attraction of living in the Corridor but working in the Capital.  As 
more housing is provided to meet the needs of employment in the Corridor, so a 
proportion of it will be squandered to London commuters.  This in turn will further 
encourage employees to move out of London where property prices are exceptionally 
high and into the Corridor – but still work in London. 

 
10. This suggests that locations for any new settlements and other housing developments 

should be concentrated where they can serve the needs of the Corridor and in particular 
near to centres of employment without noticeably adding to London commuting. 

 
In particular, what planned or new infrastructure improvements would best support 
sustainable growth and promote innovation over the long-term? 
 
11. East-West Rail (EWR) must be a priority.  This is badly needed anyway in order to 

support existing communities along the route and to provide non-road transport options 
for both passengers and freight avoiding London.  Whilst the remaining ‘western section’ 
of EWR (Bicester – Milton Keynes – Bedford) is a committed scheme, it is taking a long 
time to deliver, having already been delayed from its original timescale.  Work on the 
‘central section’ (Bedford – Cambridge) has barely got off the ground with Network Rail 
having merely carried out an options study (without public consultation) resulting in a 
preferred ‘corridor’ but with no selected route as yet. 

 
12. Highways England is separately working on an Oxford – Cambridge ‘Expressway’ which 

would no doubt utilise those parts of the existing A421 and A428 which are already dual-
carriageway, but where options are being considered for the remaining sections e.g. a 
completely new route across virgin countryside or the improvement/dualling of existing 
roads.  It seems premature that this work is continuing before the National Infrastructure 
Commission has reported. 

 
13. The question has to be asked, who would benefit most by major highway construction or 

enhancement in the Corridor?  A study should certainly be set up to investigate the traffic 
patterns that would result.  My suspicion is that long-distance freight, especially that 
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originating from the East Coast ports and not particularly benefitting Oxford, Cambridge or 
other Corridor towns, is likely to be attracted to the route, as it has to the A14.  The other 
consequence is likely to be an increase in long-distance commuting, which is a 
particularly unsustainable outcome. 

 
14. It is further worrying that the rail and road schemes are being considered in isolation.  

There should be a multi-modal study of transport requirements across the Corridor (not 
led by Highways England, as previous multi-modal studies were by the Highways Agency, 
but by an independent transport consultancy) to determine how road and rail interact and 
can operate together to provide the most sustainable transport solutions.  To take one 
example, the opportunity for EWR and the A428 improvement to follow largely the same 
corridor between Bedford and Cambridge was recognised many years ago.  Network Rail 
and Highways England could even collaborate and let a single construction contract for 
this section, resulting both in time savings in the planning process and in cost savings in 
actual construction.  But, no, the two organisations continue their separate ‘silo’ 
approaches. 

 
15. Improved non-car transport infrastructure is needed within urban areas, including more 

bus lanes, segregated cycle tracks and (where not already existing) park-and-ride.  
Workplace parking charges can further encourage the use of non-car modes. 

 
16. The other form of infrastructure that has noticeable gaps in provision is high-speed 

broadband.  Some locations, particularly in the cities, are well-served but provision is very 
patchy, even in built-up areas. 

 
Does the corridor require better connectivity to other major centres of growth? 
 
17. We had better be careful about saying that we always want better connectivity, since 

there are negative as well as positive impacts.  If a synergy can be demonstrated with 
other, specified, towns or cities, then better connectivity between them and those in the 
Corridor may be justified. 

 
18. Rail connections north-west from Cambridge to Peterborough and the Midlands need 

upgrading anyway.  This route is below standard in terms of line speed and passenger 
service frequency, and through freight from Felixtowe to the Midlands and the North also 
has to be accommodated.  The line from Ely to Peterborough should be electrified as part 
of the enhancement: this would incidentally also provide a diversionary route for the East 
Coast Main Line. 

 
19. Looking to the future, the use of modern communications technology should be able to 

reduce the amount of travel, both to and from workplaces (commuting) and for business 
purposes.  The over-provision of new transport capacity should be avoided as in the 
longer-term demand is likely to plateau and may well even decrease. 

 
Question 3.2 
 
Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognizable economic corridor? 
 
20. Northampton may well be a growth centre in its own right but it cannot be said to be part 

of any Oxford-Cambridge economic or geographic corridor.  In the end, of course, 
everywhere is connected in some way to everywhere else, but despite any desire by 
Northampton not to miss out on such initiatives, it should not be considered part of the 
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Oxford-Cambridge Corridor.  In any case, the pattern of transport networks in the area, 
whether enhanced or not, does not support this. 

 
21. As for Cambridge – Milton Keynes – Oxford, I would suggest that this becomes a 

‘corridor’ only if it is forced into this mould.  Yes, both Oxford and Cambridge are world-
renowned centres of learning, research and innovation, but so also do many other UK 
cities excel in these disciplines.  Merely connecting the centres by improved physical 
transport links does not achieve much per se. 

 
What factors unite the area? 
 
22. That is a good question, as I am not convinced that there is much.  We could always glibly 

answer ‘hi-tech’ but many other places aspire to the higher-value economy that this 
brings. 

 
23. The so-called ‘Corridor’ comprises some very different communities: two cities, three 

large towns, several smaller market towns and many villages, each with its own distinct 
character and identity.  No planning strategy should have the effect of blurring these, 
whether by coalescence of settlements or through the bland treatment of architecture or 
chain retail provision. 

 
24. We have to be careful not to create artificial synergies in order to justify a growth and 

development agenda based on some other need, e.g. that of providing for London. 
 
Would greater emphasis on corridor-wide planning and decision making benefit local 
communities and local economies? 
 
25. The trouble with ‘corridor-wide planning and decision making’ is that it leads to a 

democratic deficit.  This was the problem with the Regional Strategies (eventually 
abolished from 2010 onwards): no-one claimed ownership of the plans and, although 
formally subject to consultation, public involvement was minimal.  Any residual democratic 
element was second-hand via local authority representation.  The same applied to the 
sub-regional strategies: although these covered a smaller area than a whole region, they 
could cross regional boundaries (the Milton Keynes and South Midlands Sub-Regional 
Strategy covered parts of three regions) and, again, there was no local ownership or 
realistic public participation.  The democratic deficit extends to the Local Enterprise 
Partnerships whose activities are almost totally opaque and from which the public have 
been almost totally excluded, and which yet have a voice out of proportion to their status. 

 
26. None of that is to say that modest economic growth in the Corridor would not benefit local 

communities.  Job creation is always welcome, so long as the jobs can be sourced locally.  
There is little benefit – and even detriment – if new job opportunities merely attract people 
to commute from a distance or displace jobs currently available elsewhere. 

 
27. One casualty of growth and development is often the environment.  Open countryside, 

including productive farmland, is lost to roads and buildings; noise, pollution, energy 
consumption and CO2 emissions increase, and the landscape becomes blighted.  Some 
of these losses can be overcome or mitigated, but very careful thought and design has to 
be applied and generous amounts of money spent in doing so.  Otherwise, the very 
qualities which make the area attractive in which to live and work will be lost. 

 



 5 

Would that same emphasis on co-ordinated planning and decision making provide 
wider benefits for the UK economy? 
 
28. Greater centralised control and decision-making can provide wider national benefits, but 

often at the expense of local identity and democratic control.  Is that the price we are 
prepared to pay?  Central control stifles – not stimulates – innovation and rides roughshod 
over local communities.  Where is localism now? 

 
Should adjacent towns and cities be incorporated into the corridor in terms of growth 
and infrastructure planning? 
 
29. Only exceptionally.  Piling major growth on to existing market towns and villages can 

completely destroy their character and identity.  This has already happened at Milton 
Keynes and near Bedford.  That is not to say that there should be no growth, but it should 
be proportionate and the community impacts analysed. 

  
30. Regeneration opportunities should, however, be embraced.  An example is the proposed 

expansion of Wisbech which, through reinstatement of the railway branch from March, 
could provide a valuable growth point for Cambridge and North Cambridgeshire. 

 
31. Growth points, whether new towns or urban expansion, should always be located at 

public transport nodes, with a railway station and good bus services to a variety of 
destinations.  Again, however, we should be wary of locations on north-south rail and road 
arteries as growth here would be likely to attract those who work in London rather than 
support the economy of the Oxford – Cambridge Arc. 

 
Question 3.3 
 
Describe your vision to maximise growth, maintain a high quality environment, and 
deliver more jobs and homes across the corridor over the next 30 years 
 
32. This is my vision of what the Corridor will look like in 30 years’ time.  I have set it out 

under six sub-headings: 
 

Economy 
 

 Modest but steady growth in quality business premises has occurred, all at sustainable 
locations.  High-value and high-technology employment has been encouraged. 

 

 Development will first have been prioritised on ‘brownfield land’, even where 
decontamination was required, and empty or derelict buildings re-used.  A survey of 
such land and buildings throughout the Corridor was undertaken and kept up-to-date. 

 

 There has been a welcome reluctance to permit or to allocate land for further large 
logistics warehouses which are land-hungry and generally do not employ a highly-
skilled workforce, as well as having huge landscape and transport impacts. 

 

 No further out-of-town retail development has taken place.  This was to protect and 
revitalise town- and city-centres and to reduce car journeys, and this policy has been 
successful. 

 

 High-speed broadband has been rolled out across the Corridor, including in rural 
areas which are increasingly dependent on it. 
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Housing 
 

 Steady growth in high-quality housing provision has occurred close to employment 
centres and at other sustainable locations.  A wide variety of sizes and types of 
housing has been provided to suit a range of households and tenures. 

 

 Two medium-sized new settlements have been built at locations offering a choice of 
convenient public transport to one or more major centres.  Each of these has been 
‘ring-fenced’ with a designated area boundary beyond which they will not expand. 

 

 Small housing sites have made a significant contribution to the total and the 
conversion of disused or derelict buildings and ‘brownfield land’ in urban areas has 
been prioritised. 

 

 Significant amounts of affordable housing have been provided, restricted to needy 
tenants with local historic, family or employment connections with the area.  Legal 
arrangements have been made to ensure that this housing remains in the ‘affordable’ 
category in perpetuity. 

  
Transport 

 

 EWR has been completed throughout with popular services running through from 
Oxford and beyond to destinations in East Anglia.  Rail interchanges have been 
established at Bedford and with the East Coast Main Line. 

 

 Lengths of the A421 and A428 which were previously single-carriageway have been 
upgraded to 2-lane dual carriageway, mostly on the existing alignments except for 
short lengths where local bypasses have been needed. 

 

 Segregated cycle tracks have been provided alongside all non-motorway new roads, 
and other new cycle routes have been provided, both within urban areas and cross-
country (e.g. upgrading of bridleways and along disused railway lines). 

 

 Throughout the Corridor there has been an emphasis on non-car transport.  Bus 
services have been improved, with new or enhanced routes serving major new 
developments part-funded by developers and through the Community Infrastructure 
Levy.  

 
Society 

 

 Health services have expanded to meet the growing population with developer 
contributions towards the capital cost of new health premises, both financially and in 
the grant of land. 

 

 Schools and other education provision has also kept pace with need and not lagged 
behind it, again with developer contributions towards capital costs. 

 

 Market towns and rural villages have seen modest but proportionate growth such that 
their character, identity and sense of community has been protected. 
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Environment 
 

 The current extent of the Green Belt around Cambridge, Oxford and in Bedfordshire 
has largely been respected, with only small pockets not serving any of the five Green 
Belt Purposes (as defined in the NPPF) released. 

 

 Agriculture remains an important industry throughout the Corridor. 
 

 Heritage has been protected and enhanced, with new opportunities for public access 
and interpretation provided. 

 

 New Green Infrastructure has been provided, including informal access land and 
country parks on different scales, whilst retaining the highest quality agricultural land 
for food production.  New woodland has been planted and new rights-of-way created. 

 

 Both new and prominent existing development has been structurally landscaped in 
order to soften the urban edge.  New roads have been generously landscaped to 
minimise visual intrusion and for noise mitigation. 

 

 Strict controls have been placed on all external lighting so as not to blight the 
countryside and to maintain ‘dark skies’. 

 
General 

 

 All of the above was subjected to extensive public consultation and involvement at 
local level, both in the early considering of options and when proposals became firmer. 

 
What does that mean for growth and infrastructure investment in your area? 
 
[I am not responding in respect of ‘my’ area!  So I have not answered this Question.] 
 
What steps are currently being taken to realise that vision, and what more needs to be 
done? 
 
[I have not answered this Question.] 
 
What value could new cross-corridor intercity road and rail links bring? 
 
33. We have to be very careful here.  ‘Cross-corridor’ links largely mean north-south ones 

since the ‘Arc’ lies roughly east-west.  Most north-south links point towards London, and 
one objective should be to avoid generating more travel to/from London.  Road and rail 
links northwards from the Corridor already exist in the form of the East and West Coast 
and Midland Main Lines, Chiltern Railway, the M1, A1(M), M11 and M40.  It may be 
advantageous for more Inter-City rail services to call at stations within the Corridor, to 
improve connections with the Midlands and the North. 

 
34. One proposal that has been made (but so far rejected) is a station on HS2 where it 

crosses the Corridor, and so would be located somewhere west of Aylesbury.  Ideally, this 
should interchange with EWR – which would point to Calvert, as this is where HS2 will 
cross EWR.  This would help to tie in the Corridor with the Midlands and the North of 
England.  Calvert has also been proposed in the past for a new town and if this were 
brought forward development could contribute towards the cost of new railway stations 
there.  Local road improvements with a link to the A41 would be made.  In order to make 
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the location attractive, however, the nearby landfill site would have to be closed and 
restoration works implemented. 

 
How do these compare to other transport initiatives e.g. intra-city links, or wider 
infrastructure priorities? 
 
35. They are not mutually exclusive.  More bus lanes and bus priority measures have already 

been mentioned, as have the need for segregated cycle tracks.  The latter are needed 
both within urban areas, radiating from major destinations such as railway stations, 
shopping centres, hospitals and schools, and in the rural area between settlements.  All 
new road construction (other than motorways) should have a segregated cycle track 
running alongside, with under/over passes provided at suitable points. 

 
Question 3.4 
 
Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 
 
36. Definitely!  Previously, strategic planning in the area has been the subject of a top-down 

approach, alienating local people who felt that they had been ridden over roughshod by 
central Government and big business.  If we are going to have Corridor planning at all 
(and I am not convinced that it is necessary), then that has got to change.  Local 
communities have to be taken on board and invited to ‘buy in’ to the proposals.  The mere 
prospect of more local jobs will not be sufficient: the area does not suffer from high 
unemployment anyway and unless something is done about the skills base then those 
jobs that are created may not be  able to be filled by local people. 

 
Question 3.5 
 
Are you aware of any examples of UK or international good practice, for example in 
respect of new technology, local frameworks or the built environment, that are relevant 
to this review? 
 
[I have not answered this Question.] 
 
 
 
 
Michael Brooks  CEng  FIET MRTPI (ret’d) 
[Personal details redacted] 
 
4th August 2016 
 



Received by Email 
 
Living in an area which appears to have become the forgotten zone of the county of 
Northamptonshire. 
1: It has a Stagecoach Oxford commercial service 500 between Brackley and Banbury 7 
days a week, a service sometimes having low off peak passenger use Monday to Friday , 
and Sundays. 
2: This service is in the future being made a 20 minute service , which had not worked in a 
past period. 
3: There is a lack of a commercial service in the A43 corridor between Silverstone and 
Brackley and Bicester. 
4: Funding has been withdrawn from both Northamptonshire and Oxfordshire County 
Councillors who put self before service. 
5:Section 106 money with new development in Brackley and along the A43 Corridor is 
being directed elsewhere, but will not be used to maintain a bus link on a regular basis 
between Silverstone and Bicester. 
6: The route and the passengers that support it , for reasons from being places they visit 
such as work in Bicester including Bicester Village, Hospitals in either Northampton or 
Oxford which many without cars need to visit using a bus, also stranded villagers who 
need to visit a doctors surgery in Brackley. 
7: The bus service, commercial services cease at Silverstone in the NE of Brackley, and 
with the 500 to Banbury, and in Bicester with both S5 and X5 services being commercial. 
8: The planned Oxford to Cambridge Expressway , should take into account the area 
above as potential option when planning bus services. 
Mick   
    
Michael Furn 



[Received by email] 
 
Peter, 
What as come to mind  as to the above, is to have a better Buckingham link into Brackley 
with maybe an improved 131/132 service to link with X5 at Buckingham for 
Bicester/Oxford or MK. 
Or even Arriva South East have  X60`s  extended to Brackley , giving Aylesbury as an 
alternative. 
With people in Brackley working in Bicester , a evening link with the above services 
allowing those with a 1745 depart X5 from Oxford getting to Buckingham at 1830 , then a 
feeder bus Arriva or Redline to Brackley , with a 0930 option from Brackley to 
Buckingham as a direct service in the morning, plus also earlier peak ones to meet X5 for 
those working in Bicester. 
Mick   
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Dear Sir / Madam 
 
Cambridge – Milton Keynes – Oxford: 'Growth Corridor' Call For Evidence 
 
I write on behalf of Martin Grant Homes Ltd and Harcourt Developments (MGH/Harcourt) in response to the 
National Infrastructure Commission consultation on the ‘Cambridge - Milton Keynes - Oxford growth corridor 
call for evidence’.  
 
MGH/Harcourt are the proponents of growth to the north of Cambourne in Cambridgeshire.  Enclosed with 
this letter is a document that explains the main premise for the proposal – referred to as ‘Harbourne’ - as well 
as a masterplan setting out what can be delivered in terms of the scale and range of land uses.  As the 
document explains the principal aim of the Harbourne proposal is to make the existing Cambourne more 
sustainable.  At present Cambourne experiences a high level of out-commuting and is heavily car-reliant to 
facilitate movement to and from the settlement, principally in the direction of Cambridge.   
 
Research has shown that settlements improve their level of self-containment when they achieve a scale of 
the order of 10,000 dwellings/25,000 population as this provides critical mass for a range of community 
services and facilities that settlements require to prosper.  The Harbourne proposal, when combined with 
Cambourne, achieves this critical mass to enable the combined community to achieve a greater degree of 
self-containment in terms of jobs, services and facilities and thereby become more sustainable. 
 
In addition, the Harbourne proposal would deliver additional infrastructure that would serve both the new 
development and the existing community of Cambourne.  The range of new infrastructure would include: 
 

 a park & ride with direct access to the A428 (consistent with the County Council’s Transport Plan); 

 extended bus services including park and ride services to Cambridge and St Neots;  

 greater range of community facilities;  

 choice of schools;  

 access to open space;  

 access to jobs; 

 extension to footpaths and cycleways; and  

 robust flood alleviation measures. 
 
South Cambridgeshire District Council (SCDC) – the local planning authority for Harbourne - is at an 
advanced stage of preparing its Local Plan, with the document at the examination stage.  The proposals are 
not included in the present draft Local Plan, but are the subject of evidence to the examination.  The 
examination is ongoing with further hearings to take place later this year and most likely into 2017. 
 
 
 
 

5 August 2016 
L 160804 DJ NIC Expressway call for evidence1 
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The particular purpose of making the Commission aware of the proposal for Harbourne is in relation to the 
routing of new strategic infrastructure to serve the growth corridor between Oxford and Cambridge.  The 
Government has already announced as part of the ‘Road Investment Strategy’ (RIS) to undertake 
improvements to the A428 in the form of extending the dual-carriageway section of the road from Caxton 
Gibbet to the Black Cat Roundabout.  This is strategically important as it will create an Expressway-standard 
link between Cambridge and Milton Keynes via Bedford.  Commitment to the funding and delivery of the 
upgrade, confirms the capacity of the A428 corridor to accommodate strategic-scale new development as 
proposed at Harbourne.   
 
It is in the RIS that the Government also announced the strategic study to assess options to further extend 
the Expressway to connect Oxford and Cambridge and in doing so to connect the towns and cities of the 
‘Brain Belt’.  The RIS states: 
 
‘With better links, the synergies between these cities would be stronger, and would do more to drive growth in 
nearby towns.’ 
 
The proposal for Harbourne therefore occupies an important location within the corridor of the Oxford to 
Cambridge Expressway.  The proposal would deliver additional infrastructure that would enhance the 
operation of the Expressway; specifically the delivery of a park and ride in accordance with the Transport 
Plan and associated bus services to provide sustainable transport options to Cambridge and St Neots.  In this 
way the A428 improvements unlock additional growth potential that also has the benefit of enhancing the 
sustainability of Cambourne by allowing it to achieve the critical mass that will improve the self-containment of 
the overall settlement. 
 
I trust that this submission is a useful contribution to the work of the Commission and for completeness 
please find attached a document that explains the proposals for Harbourne in more detail.   
 
Yours faithfully 
 
 

 
 
 
David Jackson MA MRTPI 
Director 
 
cc:  Martin Grant Homes 
 Harcourt Developments 
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This Vision Statement demonstrates how a 
new village in the form of three interlinked 
communities to the north of Cambourne can 
be delivered. We have called this new village 
‘Harbourne’, derived from the name Coldharbour 
Farm around which the land resides. 

 ◆ about 3,500 homes that integrate with Cambourne using new footbath / cycleway 

links over the A428;

 ◆ a series of 3 linked communities similar to the 3 ‘villages’ of Upper, Great and Lower 

Cambourne;

 ◆ employment, retail, leisure and community facilities accessible from Cambourne that 

complement existing facilities and services;

 ◆ sustainable transport connections between Cambourne and Harbourne;

 ◆ access to Cambridge and other destinations by public transport, including a Park & 

Ride adjacent to the A428; and

 ◆ a network of green routes with access to landscaped parkland that provides a setting 

for development, integrates development into the landscape, and controls surface 

water.

Foreward

The statement sets out: -

 ◆ an examination of the options for growth at Cambridge and South Cambridgeshire;

 ◆ the reasons why development linked to Cambourne is the correct approach to maintain 

the sustainability of the Cambridge area;

 ◆ why development north of Cambourne is preferable to the development of Bourn 

Airfi eld; and

 ◆ how development at Harbourne would be designed to create a thriving community that 

integrates with the 3 Cambourne villages to the south of the A428.

The updated Vision Statement is submitted in response to the Proposed Submission Local Plan, and 
is accompanied (bound under separate volumes) by a series of technical reports and planning policy 
submissions.

The key elements of the Vision for Harbourne are to provide: -

◆ about 3,500000000 hohohoomememes ss ththththat intttegegeggrararar tetetee wwwwititith Cambmbbbouououournrnrnne e ee ussususiniing nenenen www fofofofootototo bababab ththth /// cccycycycclelelelewawaway y y y 

lill nks s ovoo er theeee AAA424242428;8;8;

◆ a series of 3 lililinknknkkedededed ccccommmmumumuuninn tititiesesss ssssimimmimilililarararar tttto ooo ththththe eee 3 3 3 ‘v‘v‘viliillall geeees’ss oooof f f f Uppepepeper,r,r,r, GGGGrererer atatata aaaandndndd LLLowowowererer 

Cambbbouououurnrnrne;e;e;e;

◆◆◆ emememplplployoyoyoymememeentntntn , rereretatatatail, leisisisure  aaana d cocococ mmmmmmmmununununitititty yy y fafafacicicicililiititititiesesess aaaccccesessisisisiblblblble ee ffffromomoom CCCamamammbobobobourururu nenenene ttthahahah t t t 

cococompmpmpm leleeememmm nt eeeexixixixissts ing g g fafafafacccic liliiititititieseseses andndndd sssserere vivivicececes;s;s;

◆◆◆◆ sususustststs aiaiainananablbb e trtrtrananana sporrrt t tt cocococonnnnnnn ectionononns s ss betwwwweeeeeeennn CaCaCaC mbmbmbmbouououournrnnrneeee anaaa d d HaHaHarbrbrbrbouououurnrnrnne;e;e;e;

◆◆◆ acacaccececec ssssss ttto ooo Caaaambmbmbm riidgdge eee anananandddd other r r r dededestinatttioioioi nsnsn bbbby y y pupupublblblicicicc ttttrarararansnsnspopoportrtrtt, ,, , inininnclclclludududinininngg g a aa PaPaParkrkrkr &&&& 

RiRiRiR dededed aaadjdjdjaca enenennt ttt ttot  thehehe AAAA424242428; andndndnd

◆◆◆ aaa nenenetwtwtwtworororo k k k ofofofof gggrerr enennn rrrrouoououtttes wiwiwiwithththth accessss tootoo lanananandsdsdsscacacacapepepepedddd papapaarkrkrkklalalandndnd tttthahahah t t tt prprprovovovvidididdessss a setting 

fofoforr r dedeevevv lllopmpmpmpment, integgggrarararatetetetes dededdeveveveeloloolopmpmpmenenene t t t t inininntototoo ttthehehee llanananandsdsdsd capeee, anannnd d dd cocococontnttntrrror ls surface 

wawawateteter.rr
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Figure 1. Site Location
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1.1. Background

Martin Grant Homes (MGH) and Harcourt 
Developments (UK) Ltd submitted an initial 
‘Vision’ for this proposal in response to the 
South Cambridgeshire District Council / 
Cambridge City Council Issues and Options 
2 consultation in February 2013. Detailed 
written representations to the Issues and 
Options document were also submitted at that 
time.

This Vision document updates the February 
2013 document and incorporates changes 
that derive from extensive local consultation 
and further technical work.  The document, 
along with supporting written representations, 
set out why land north of Cambourne is 
considered as a more sustainable alternative to 
development at Bourn Airfi eld.

1.2. Local consultation

The Vision document, dated February 2013, 
has been widely circulated to Parish and 
District Councillors, planning offi cers and other 
interested parties in a series of presentations 
and meetings as follows: -

 ◆ the Ward Member for Bourn and the Clerk 

to Cambourne Parish Council (April);

 ◆ the Chief Executive Offi cer at 

Cambridgeshire Chamber of Commerce in 

(May);

 ◆ South Cambridgeshire District Council 

Leader, Local Plan Portfolio Holders and 

planning offi cer (May);

 ◆ Cambourne Parish Council Members (June);

 ◆ South Cambridgeshire District Council 

Bourn Ward Member (July); and

 ◆ Cambourne Parish Council Planning 

Committee (July).

01. Introduction 

Harbourne will complement Cambourne 
and help to deliver a thriving sustainable 
community, designed on ‘Garden 
City’ principles updated for the 21st 
Century.   It will be a place with a variety 
of choices to live, opportunities for 
social interaction and opportunities for 
employment.  It will be a welcoming and 
sensitively designed environment, with a 
strong sense of identity and allow nature 
and landscape to form an integral part of 
the development.
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1.3. Technical work

A team of consultants has been appointed to 
review the constraints and opportunities on land 
north of Cambourne, as follows:

 ◆ WSP: highways, fl ood risk, drainage and 

utilities;

 ◆ Cooper Partnership: landscape 

 ◆ Hyder Consulting: ecology; and

 ◆ Savills: planning and urban design.

Since February 2013 a number of additional 
studies have been carried out. The reports 
have been submitted separately as supporting 
documents to this Vision. They include: -

 ◆ transport report;

 ◆ landscape and visual impact assessment; and

 ◆ ecological assessment;

In addition to the preparation of the above 
reports, the consultant team has also met with 
technical offi cers from the District and County 
Councils to discuss the proposals, including 
meetings with: -

 ◆ the South Cambridgeshire District Council 

planning offi cer in March and May 2013; and

 ◆ the Highways Agency and Cambridgeshire 

Highways in July, August and September 

2013. 

The detailed technical and environmental 
studies have, in conjunction with feedback 
received from the consultations listed above, 
informed the updated proposals contained in 
this document.

 

1.4. Format of representations 

Section 2 of this Vision Statement sets out the 
broad options for growth proposed in Cambridge 
and South Cambridgeshire. Section 3 provides 
a more detailed comparison of the options 
for growth at Cambourne, and examined why 
the land north of Cambourne would provide a 
better option for growth than Bourn Airfi eld. 
Section 4 includes an analysis of the economic, 
social and environmental issues that affect the 
area, synthesised into potential development 
concepts. Section 5 sets out a framework 
showing how the development concept could be 
delivered. Section 6 provides conclusions.
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02. Delivering sustainable growth for South 
Cambridgeshire 

The sustainable development strategy 
produced jointly by Cambridge City and 
South Cambridgeshire Councils supports the 
continuation of the existing strategy.  The 
strategy promotes a hierarchy of development 
locations including: -

 ◆ new homes within or on the edge of 

Cambridge;

 ◆ new homes in one of more new settlements 

close to Cambridge;

 ◆ new homes in or on the edge of existing 

market towns; and

 ◆ new homes in villages.

2.1. Creating a sustainable  development strategy

The strategy proposed in the Submission Local 
Plan combines limited release of land from the 
Green Belt along with additional homes on sites 
within new settlements or, failing that, within 
the market towns and villages.

The strategy to provide new homes at 
Cambourne, on land to the west of the 
settlement, forms part of the Council’s spatial 
strategy. This element of the strategy confi rms 
that the location is capable of meeting 
development requirements in a sustainable way. 
The primary reason for this is that Cambourne 
already contains a range of community services 
and facilities, including shops, schools and 
playing fi elds. 

However, there is also evidence that Cambourne 
continues to experience high levels of traffi c 
movements, particularly commuting journeys - 
because the range of local facilities and jobs that 
was envisaged has not been fully realised.
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2.2. Towards a sustainable Cambourne

There is an established body of both evidence 
and policy support for the principle that at 
the size of about 10,000 homes, or 25,000 
population, settlements achieve suffi cient 
critical mass to support a diverse mix of land 
uses that together make a truly sustainable 
community. It is at this scale that a settlement 
has suffi cient population that it an support a 
viable range of services and facilities.

This diversity of economic activity means that 
residents can obtain local jobs, access local 
services and facilities and thereby an enhanced 
degree of self-containment is achieved that 
reduces the need for longer distance journeys. 
Below this level of population there is simply 
not the critical mass to support the diversity 
of economic activity and so longer distance 
journeys are required to access jobs and day-to-
day services.

Consistent with this principle, research 
commissioned by the former Department of 
Transport and Department of Environment 
(‘Reducing Transport Emissions through 
Planning’, Ecotec, 1993) indicates that overall 
travel demand and especially car use tends to 
decrease as settlement size increases.

size of 4,000 to 5,000 dwellings. In addition, the 
document ‘Eco-towns – Living a greener future’, 
DCLG (2008) advocates a critical mass of 5,000 
to 25,000 homes.

The evidence is therefore consistent in 
identifying the ’tipping point’ at which 
settlements become sustainable at circa 10,000 
dwellings / 25,000 population. The evidence is 
drawn from analysis of real places and so can 
be applied to South Cambridgeshire. Indeed, 
we have undertaken analysis of reference 
settlements in Cambridge sub-region and the 
results of the analysis support this general 
conclusion.

Based on the National Travel Survey, the 
research showed that urban areas with a 
population of between 25,000 – 100,000 
showed a marked decline in dependence on car 
travel.

Similarly, research commissioned specifi cally in 
relation to new settlements by the Department 
of Environment in 1993, titled ‘Alternative 
Development Patterns: New Settlements’ 
(Breheny, Hent & Lock) explored the relationship 
between the size of settlements and economic, 
social and environmental costs i.e. the three 
strands of sustainable development set out in 
the NPPF, paragraph 7.

The conclusions of the research indicated that 
a new settlement should preferably be at least 
3,000 – 5,000 homes in order to support a 
secondary school, but ideally ‘environmental 
considerations’ point to schemes even larger 
than this, up to 10,000 dwellings (a population 
of 25,000 to 30,000).

More recent studies continue to support this 
general conclusion, including ‘Best Practice for 
Urban Extensions and New Settlements’ TCPA 
(2007), which advocates a minimum settlement 



Harbourne New Village: Delivering a sustainable community

7

To demonstrate the applicability of the evidence 
above to the Cambridge sub-area, we have 
carried out a study of local towns of various 
sizes using data from the Census 2001 relating to 
journey to work. The following settlements have 
been used in the study: -

 ◆ Bourn

 ◆ Papworth Everard

 ◆ Bar Hill

 ◆ Great Shelford

 ◆ Sawston

 ◆ Cottenham

 ◆ St Ives

 ◆ Newmarket

 ◆ Haverhill.

Table 1: Measure of Internalised Journeys to Work 
Compared to Settlement Size (Source: Census 2001)

The data shown in Table 1 illustrates that as 
settlement size increases; there is an increase 
in the internalisation of trips to work i.e. more 
residents live and work in the same place. This 
effect is particularly marked near to the 20,000 
population mark, and beyond. With a well-
connected layout and a more balanced range 
of land uses, then a greater proportion of trips 
for education, work, shopping and leisure could 
be contained within a wider settlement area, 
linking three settlements of Harbourne new 
village with Cambourne.  

Cambridgeshire County Council has confi rmed 
that an increase in the size of Cambourne will 
improve its overall sustainability by increasing 
the level of self-containment that the settlement 
can achieve.
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Figure 2. Site Location and local sites currently identifi ed for growth

Cambourne Village College

Proposed site boundary

Bourne Airfi eld

Upper Cambourne

Cambourne West site, 
Policy SS/8
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2.3. Location of growth at Cambourne

The best location for additional growth is 
therefore to the north of the A428, where, 
providing pedestrian and cycle links can be 
provided across the dual carriageway, travel 
distances to key facilities can be kept to a 
minimum.

In addition new facilities to the north of the 
A428 would be in close proximity to more 
residents within the existing settlement (see 
Figure 4).

The joint Council’s sustainability appraisal 
correctly identifi es that good public transport 
links are also required to Cambridge, and the 
proposals for Harbourne therefore allow for 
the provision of a new Park & Ride. This would 
have the ability to not only provide for public 
transport for commuting journeys to Cambridge 
from the west, but also future Cambourne and 
Harbourne residents.  It would also allow for 
fl ows of workers commuting to employment 
sites at Cambourne from Cambridge. 

North of the A428 is the only location where 
Park & Ride could be located near to Cambourne 
with easy access to the A428.  The County 
Council – as the Highway Authority - has 
confi rmed the suitability of the location and the 
ability of a Park & Ride here to contribute to 
achieving more sustainable journeys.

The original  planning permission for Cambourne 
allowed 3,300 homes, and planning permission 
was granted for a further 950 homes in October 
2011, to deliver a total of 4,250 homes. A further 
1,200 homes are proposed in the emerging Local 
Plan to the west of the new secondary school. 
The potential development areas are shown in 
Figure 2. The proposed extension to the west of 
Cambourne would draw the centre of gravity of 
the settlement further to the west, focussing on 
the existing village high street, the employment 
area and the new secondary school.

In contrast, development to the east of Upper 
Cambourne would not only encroach on the gap 
between Cambourne and Highfi elds, but would 
also string development out along the A428 
(Figure 3), increasing journey times to the village 
centre and to the new secondary school.  The 
overall effect would therefore be to increase the 
propensity for local journeys to be undertaken 
by car.
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Figure 4. Optimised strategy, including Harbourne

Figure 3. Local Plan proposed strategy
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03. Cambourne: comparison of options

3.1. Introduction

Cambourne has been identifi ed by South 
Cambridgeshire District Council as a suitable 
location for additional growth up to 2031, on 
land to the west of the settlement.  In addition, 
within the A428 corridor, the Council has also 
identifi ed Bourn Airfi eld as the location for a 
proposed new village.  Within the A428 corridor, 
MGH and Harcourt submit that the land north of 
the A428 at Cambourne represents a much more 
sustainable location to deliver growth.

There are a number of key requirements that a 
new community would need to meet, including:

 ◆ self-containment and integration with 

existing facilities;

 ◆ provision of new facilities that are accessible 

to existing residents;

 ◆ minimise highways impacts and maximise 

travel by means other than the car; and

 ◆ minimise environmental impacts.

Set out below is a comparison of land north of 
Cambourne - referred to as Harbourne - and 
Bourn Airfi eld as locations for new development 
and their ability to deliver the relevant key 
requirements.

Figures 3 and 4 show the relative proximity of 
the two options for growth in the A428 corridor 
to existing settlements, including Cambourne. 
It is quite clear from these fi gures that Bourn 
Airfi eld is poorly related to the existing 
Cambourne villages.

In order to test this in more detail, a geographic 
information system has been used to calculate 
walking distances from potential new local 
centres at Bourn Airfi eld and Harbourne, to 
identify the extent to which existing residents 
of Cambourne would be able to access the new 
facilities on foot.

3.2. Self-containment and integration

In order for new development to be able to 
deliver an improvement to the self-containment 
of Cambourne, it needs to be within suffi cient 
proximity and designed in such a way so 
that it operates as a single, integrated urban 
entity.  This approach is key to facilitating both 
residents of the new community having access 
to existing facilities in Cambourne, and existing 
Cambourne residents accessing the new facilities 
in Harbourne.

In addition, it is preferable for these movements 
to be undertaken by sustainable means; 
therefore within easy cycling or walking 
distance. If this proximity and integrated design 
is not achieved, more residents will use their cars 
in order to drive between village services in the 
area (and to Cambridge), and local congestion 
will increase.
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Figure 5. 25 minute walking isochrone from Bourn Airfi eld
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Figure 5 shows that Bourn Airfi eld and 
Cambourne have very little integration potential.  
Any new facilities at Bourn Airfi eld would 
only be accessible within a 25 minute walk to 
residents in Upper Cambourne. The majority of 
residents in Cambourne are unlikely therefore to 
realise any benefi t from new facilities provided 
at Bourn Airfi eld.  If they were intent on 
accessing the facilities provided at Bourn Airfi eld 
they would most likely do so by car. However, 
no road link is proposed between Bourn and 
Cambourne and so this would entail a journey 
via St Neots Road, adding further to the number 
of journeys by unsustainable modes.

Figure 6 shows that for a development at 
Harbourne with new facilities north of the 
A428, these facilities would be accessible to 
the majority of existing residents of Cambourne 
within a 20-25 minute walk (or less than 10 
minutes cycle ride). This means that Cambourne 
residents would benefi t from new facilities and 
services whilst minimising any increase in traffi c 
generation.

Figure 6. 25 minute walking isochrone from Harbourne new town
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Figure 7 identifi es the 25 minute walking 
isochrone to the existing local centre at 
Cambourne, and includes potential new links to 
both Bourn Airfi eld and Harbourne.

It is evident from Figure 7 that new residents 
at Bourn Airfi eld would not be close enough 
to access services and facilities at Cambourne 
within a 25 minute walk. Bourn Airfi eld residents 
would therefore either drive to Cambourne or to 
Cambridge to seek a wider range of services.
 
In contrast, Figure 7 shows that a good 
proportion of Harbourne residents would be able 
to reach facilities in Cambourne on bike and by 
foot. This would increase the potential trade in 
the existing local centre, with additional benefi ts 
to local employment and viability of businesses, 
whilst minimising journeys by car.

The present developers of Cambourne (Bovis 
and Taylor Wimpey), have confi rmed that retail 
outlets are not being let at Cambourne as had 
been anticipated, and that this is in part because 
the existing settlement is too small to attract 
many retail operators i.e. the settlement lacks 
critical mass.

Figure 7. 25  minute walking isochrone from Cambourne
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The proposals for Harbourne would therefore 
help to address this issue by enhancing local 
demand and achieving the critical mass that 
retail operators require.  Furthermore, the 
accessibility of the existing local centre to 
Harbourne would also mean that journeys 
to those facilities would not be made by car, 
reducing potential for traffi c congestion.

The proximity of Harbourne and Cambourne 
means that both communities could share 
a  complementary range of services and 
facilities located centrally near to the A428 
junction. The remote relationship between 
Bourn and Cambourne means that these basic 
facilities would need to be replicated, which is 
unsustainable and diminishes viability.  

Harbourne has the potential to provide existing 
residents in Cambourne with additional shops 
and services, including potential for: -

 ◆ medical facilities;

 ◆ a wide range of shops;

 ◆ leisure facilities, cafes and restaurants;

 ◆ a cinema;

 ◆ a swimming pool or sports centre; and

 ◆ community buildings.

The combined critical mass of Cambourne and 
Harbourne would assist in retaining employment 
in the area, reducing car journeys to work in 
central Cambridge and creating a ‘virtuous cycle’ 
improving services, facilities and opportunities 
for existing and new residents.

In order to achieve integration between 
Cambourne and Harbourne, two green bridges 
are proposed that would provide direct links 
between the two areas.
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3.3. Access and movement

The location of a development, its proximity to 
facilities and its subsequent traffi c generation 
are closely related. The section above shows 
that Harbourne would generate less car journeys 
locally as more trips are undertaken by walking 
or cycling. Harbourne would also generate fewer 
long-distance trips as a greater range of facilities 
are made available between Cambourne and 
Harbourne combined; whereas Bourn Airfi eld 
would operate as an isolated village. In 
addition to its proximity, there are a number of 
other advantages offered by development at 
Harbourne that cannot be provided at Bourn 
Airfi eld.

3.3.1 Public Transport

The Bourn Airfi eld proposals indicate the 
potential provision of a new bus service from 
Cambourne to Cambridge via the Bourn Airfi eld 
site and a diverted X4 service from St Neots 
along the same route. However, the X4 service 
has recently stopped due to lack of patronage. 
This removes one of the proposed services 
through the airfi eld site.

In contrast, the proposals at Harbourne include 
a greater frequency of services between 

Cambourne / Harbourne to Cambridge in 
association with the provision of a Park & Ride 
(see below).  Furthermore, the proposals include 
a bus service to circulate within Cambourne / 
Harbourne (Citi 4a and 4b services) that would 
run clockwise and anti-clockwise through 
the integrated settlements at an increased 
frequency.  This proposal provides enhanced 
public transport coverage for the combined 
settlements with a frequent bus service.

Harbourne is therefore to be preferred on both 
the strategic public transport services from 
a Park & Ride and the local frequent service 
circulating with Cambourne / Harbourne 
combined.

3.3.2 Park and Ride

The implementation of Park & Ride has delivered 
signifi cant success in Cambridgeshire, with 
some 4 million journeys per year undertaken by 
this method.  The LTP 3 proposes the extension 
of the Park & Ride network to increase the 
availability of these services and the benefi ts 
they bring.  The draft Transport Strategy for 
Cambridge and South Cambridgeshire (July 2013) 
proposes that the A428 should become a High 

Quality Public Transport (HQPT) Corridor, with 
measures including the ‘provision of an outer 
Park & Ride on the A428 between Cambourne 
and A1303’.  

Provision of a Park & Ride at Bourn Airfi eld is a 
stipulation of draft Policy SS/6, criterion ‘u’ and, 
consistent with the policy, the vision document 
for the development mentions the opportunity 
for a Park & Ride.  However, the transport 
document submitted in support of the proposal 
makes no mention of  Park & Ride.  In truth, 
Bourn Airfi eld is remote from the A428, some 
3 miles to the east of the Cambourne junction 
along the St Neots Road.  There is therefore no 
prospect of a Park & Ride at this location serving 
anything more than a local function i.e. for 
journeys to and from the site.  

In contrast, Harbourne is very well located for 
the provision of Park & Ride to serve both local 
residents and strategic movements along the 
A428.  The advantages of a Park & Ride in this 
location have been confi rmed by the County 
Council in a note dated 2nd October 2013 as 
follows:
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‘Locating this [Park & Ride] with access directly 
off the old A428 will help intercept traffi c from 
the strategic network before it reaches the 
existing Madingley Road Park and Ride site and, 
being located close to the exit junction on the 
A428, should further encourage use.  This may 
also be used by existing residents of Cambourne 
who may choose to walk/cycle to the site and 
then catch the bus, although this is heavily 
dependent on attractive cycle links across the 
A428 being provided.’

Harbourne is therefore well placed to deliver a 
Park & Ride site in the A428 corridor that will 
deliver both strategic objectives for the HQPT 
corridor as well as local benefi ts for residents in 
Cambourne and the proposed new community.  
Bourn Airfi eld performs poorly by comparison.

3.3.3 Walking / cycling

The walking isochrone for Bourn Airfi eld (Figure 
5) indicate that the site is isolated with new 
residents more than 2km from the key facilities 
in Cambourne. The facilities proposed at the 
centre of Bourne Airfi eld are also more that 2km 
from the majority of the existing Cambourne 
residents (only Upper Cambourne is within 2km).

The primary advantage of the combined 
Cambourne/Harbourne concept is that with a 
combined settlement size of circa 10,000 homes, 
the proportion of trips going off-site (usually by 
car) can be reduced and replaced by a greater 
level of internal trips (usually on foot or by bike).  
For this strategy to work the settlement needs 
to be planned on an integrated basis so that the 
new facilities within Harbourne are accessible 
to Cambourne residents and the existing key 
facilities in Cambourne are accessible to new 
residents in Harbourne.

The walking isochrone analysis (Figure 6) from 
the proposed key facilities of Harbourne shows 
how the majority of existing and new residents 
will be within 2km walking distance of the 
proposed new key facilities at Harbourne. 
Likewise the existing facilities (Secondary 
School, Business Park and Local Centre) are 
accessible on foot for the majority of Harbourne 
residents (Figure 7).

The Green bridges proposed to link Harbourne 
with Cambourne would provide opportunities 
for existing residents to access the extensive 
open space network, including the Country Park 
proposed to the north of the A428.

3.3.4 Access by car

At Bourn Airfi eld a single point of access is 
proposed for vehicles from the existing St 
Neots Road / Highfi elds Road roundabout. The 
transport report states that the strategic model 
(CSRM) will be used to test off-site impacts but 
no further work is presented. It is likely that 
signifi cant works will be needed to the junction 
and adjoining roads in order to provide the 
necessary capacity for vehicle access, even if the 
sustainable transport measures work effectively. 
Additional vehicle connection points may also 
be required.

For vehicle trips towards Cambridge, it is likely 
that vehicles from Bourn Airfi eld will travel 
through the northern part of Hardwick on St 
Neots Road as an alternative to joining the A428. 
Considering the likely proportion of trips heading 
towards Cambridge, the impact of the additional 
vehicular trips through Hardwick could generate 
signifi cant local congestion.

Harbourne has more opportunity for a good 
quality highway access. A preliminary design has 
been prepared to illustrate how access could be 
delivered and capacity enhancements provided 
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at the existing A428 junction. By diverting St 
Neots Road into Harbourne, there is fl exibility to 
provide vehicular access so that not all vehicle 
movements are funnelled through the one 
junction.  A number of possible access points to 
the site from St Neots Road are possible, as well 
as from High Street (to the east) and Brockley 
Road to the west.

3.3.5 Conclusion: access & movement

The Bourn Airfi eld vision document refers 
to the proposed new village being ‘separate 
but connected’. The analysis of walking 
distances suggests that it is separate but not 
well connected.  The stand-alone nature of 
the proposal is therefore likely to replicate 
the existing high levels of car movements to 
and from the site that are already evident at 
Cambourne.   

The Harbourne proposal is fundamentally 
different in character.  It proposes a fully 
integrated masterplan that complements the 
arrangements of the Cambourne masterplan 
to the south of the A428.  The integrated and 
combined nature of the proposals creates a more 
sustainable arrangement and one that delivers 
sustainable transport benefi ts in the form of:

 ◆ achieving greater self-containment by 

providing ‘critical mass’ that will lead to 

more local services and facilities being 

provided;

 ◆ shorter walking and cycling distances to the 

combined services and facilities available;

 ◆ greater frequency of an integrated local bus 

service; and

 ◆ new Park & Ride to provide for both local 

residents and those undertaking longer-

distance journeys to Cambridge or St Neots.

Harbourne is therefore able to address both 
the existing high level of car use evident at 
Cambourne and provide sustainable transport 
options for residents of Cambourne and 
Harbourne combined.



Harbourne New Village: Delivering a sustainable community

19

3.4. Environmental Impacts and Opportunities 

The landscape at Harbourne has changed 
signifi cantly since the previous Local Plan 
Inspector’s report, with the development of 
Cambourne having substantially progressed 
and the adjoining section of the A428 having 
been duelled. A new landscape assessment has 
therefore been carried out in relation to the land 
at Harbourne (submitted under separate cover).

The landscape assessment identifi es the 
relevant constraints to development on the 
land north of Cambourne.  These constraints 
are addressed by sensitive masterplanning of 
the Harbourne proposals which respect key 
landscape characteristics and views.  As a 
result, the site offers good potential for high 
quality development without undue harm to the 
landscape and local visual amenity.

3.4.3 Ecology, Flooding and Heritage

Harbourne and Bourn Airfi eld both offer 
opportunities to enhance existing habitats. There 
is some risk at Bourn Airfi eld that the important 
grassland habitats associated with the landing 
strips support protected wildlife species.

At Harbourne, there are considerable 
opportunities to retain and enhance the habitats 
associated with the Elsworth Wood SSSI and the 
RSPB Farm as part of the strategic open space.  
These measures are identifi ed in section 6 of this 
document.

3.4.1 Brownfi eld versus Greenfi eld land

The primary reason for the choice of Bourn 
Airfi eld as a location for new development 
seems to be that it is defi ned as a ‘brownfi eld 
site’. In reality, though, there is limited 
brownfi eld land remaining at the airfi eld. As is 
evident from recent aerial photographs, much 
of the former WWII airfi eld has been returned to 
green fi elds apart from parts of the landing strips 
and short lengths of some connecting roads. 
The historic plan of the airfi eld used on page 3 
of the Bourn Airfi eld vision document (2012) 
is therefore misleading, and the fi gure of 50% 
brownfi eld land is inaccurate. In reality, only a 
small percentage of the site is not ‘green’.

3.4.2 Landscape and visual impact

The Bourn Airfi eld site is visually contained. 
Similarly, the Council’s assessment (SHLAA) 
agrees that the Harbourne site is also relatively 
inconspicuous in views from the surrounding 
landscape. This is in part due to the fl at nature 
of the local topography adjoining the north part 
of the site, where visibility is readily curtailed by 
features such as hedgerows.
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3.5. Summary

Harbourne Bourn Airfi eld
Self-Containment
Will provide a combined settlement with Cambourne of suffi cient 
critical mass to become more self-contained and hence minimise traffi c 
generation.

Due to lack of proximity, development does not assist in reaching the 
critical mass, but forms a separate, less sustainable isolated settlement.  
The proposal is therefore likely to replicate high traffi c levels experienced 
at Cambourne.

Able to share existing and proposed facilities with existing Cambourne 
residents, within easy walking and cycling distance.

Self-contained with very little overlap with Cambourne in terms of 
walking / cycling distances.

Overall likely to provide lower car mode share through greater 
internalisation of journeys.

Higher levels of car use at Cambourne will persist and be replicated at 
Bourn Airfi eld.

Green bridges encourage residents travelling between Cambourne and 
Harbourne to use bicycles or walk, reducing congestion and pollution.

Links limited to a single bus/cycle route across Broadway.

New residents closer to existing employment opportunities. Community is 
able to build on existing capacity.

New residents remote from job opportunities and therefore likely to have 
to commute out from the site.

Access and Movement
Able to provide a Park & Ride in close proximity to the A428 to contribute 
to A428 HQPT corridor.

Site remote from A428 and unable to contribute to HQPT aspirations.

Able to provide P&R for use by existing residents of Cambourne without 
increasing traffi c on local roads.

P&R at Bourne Airfi eld would be remote from Cambourne and not easily 
accessed.

Pedestrian/cycle ‘green bridges’ link Cambourne and Harbourne to create 
linked communities.

Cambourne and Bourn Airfi eld wholly separate in design, with only link 
via bus service across Broadway.

The table below sets out a comparison of the advantages and disadvantages of the two potential 
strategic development sites of Harbourne and Bourne Airfi eld.
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Principal access from A428 junction with subsidiary access from St Neots 
Road as well as potential from Brockley Road and High Street.

Single vehicular access from St Neots Road/Highfi elds Road roundabout 
risking high levels of local congestion to and from the site and on local 
roads.

Environmental Effects
Impact on surrounding landscape limited by fl at terrain and intervening 
features, including hedges and woodland.  Containment to be enhanced 
by extensive woodland/parkland planting.

Visual impact is relatively contained with limited impact on surrounding 
countryside.

Greenfi eld site. Largely reinstated to greenfi eld.  Brownfi eld component limited to 
buildings and some areas of hardstanding.

Provides for new ecological habitats and able to enhance/extend existing 
habitats including Elsworth Wood SSSI and the RSBP farm.

Potential for rare species adjacent to former runways.

Additional Considerations

Able to address existing risk of downstream fl ooding at Elsworth village.

Closer to the sewage treatment plant at Papworth Everard.
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Figure 8. Ecological assessment plan
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4.1. Context

The land north of Cambourne is predominantly 
in agricultural use, including three farmsteads. 
It is characterised by woodland, copses and 
fi eld hedgerows. To the south lies the new 
settlement of Cambourne. To the north, outlying 
villages include Papworth Everard, Elsworth and 
Knapwell.

The masterplan is based upon a multi-layered 
web of landscape and wildlife features which 
are incorporated to enhance not only the 
appearance of the new village, but also its 
wildlife value, in accordance with the ‘Garden 
City’ concept. Therefore initial assessments 
of both the ecology and landscape have been 
carried out to help identify key issues and 
develop a robust development rationale for the 
new village of Harbourne.

4.2. Ecology

An initial ecological assessment has been 
undertaken by Hyder Consulting.  The aims 
of the study were to assess the conservation 
value of the survey area, investigate the likely 
presence of rare or protected species, and to 
identify any features, habitats or species, which 
would constitute potential constraints to the 
proposals for residential and employment 
development within this area.

A combination of a review of desk study data 
and a site walkover survey revealed that the 
site largely comprised habitats of limited nature 
conservation value. However, the site does 
contain two woodlands and one area of road 
verge, which have been designated for their 
nature conservation interest, namely Elsworth 
Wood SSSI, Knapwell Wood and Knapwell Road 
Verge CWS (See Figure 8). Further details of 

04. Ecology and landscape

the ecology of the site are set out in a separate 
report, and have informed the initial masterplan.

The site largely comprises arable fi elds bordered 
by fragmented hedgerows. It also supports a 
network of water bodies and a small number of 
broadleaved copses. Whilst the majority of these 
features are considered to be of low nature 
conservation value in their own right, they may 
be of value to protected species, for example 
bats, great crested newts and farmland birds.  A 
main badger sett was recorded on the boundary 
of the area. The majority of habitats and 
features identifi ed as being of potential value to 
protected species would be retained within the 
proposed development layout.

The development of Harbourne provides 
opportunities to enhance wider areas of open 
space and wildlife habitats. A number of over-
arching measures would therefore be designed 
to enhance the ecological value of the area, 
including adjacent to the RSPB Hope Farm which 
lies to the north of the site and comprises land 
managed to maximise potential habitats for 
birds.
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Photo 1: view northeast showing landscape and Cambourne context
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4.3. Landscape

The proposed development area lies on the 
northern margin of a broad plateau 65 – 70m 
AOD, falling from the mid part of the site to 
approximately 55-50m AOD. Within the site, the 
landform comprises a series of gentle ridges and 
valleys generally orientated north - south.

4.3.1 Landscape Planning Policy Context

A number of trees and woodland within the 
site are covered by Tree Preservation Orders.  
Elsworth Wood in the west part of the site 
and Knapwell Wood in the east part of the 
site are designated as Ancient Semi Natural 
Woodland.  The proposed development area is 
crossed by a bridleway and two public footpaths 
The Pathfi nder Long Distance Walk passes 
approximately 1km to the north of the site, 
taking in the two Conservation Areas at Elsworth 
and Knapwell.

4.3.2 Character

Land north of Cambourne lies within the 
Bedfordshire and Cambridgeshire Claylands 
National Character Area, defi ned by Natural 
England. At the regional level, the site lies within 
the large Western Claylands landscape character 
area, defi ned by Cambridgeshire County 
Council, which extends between Cambridge 
and St. Neots. The Western Claylands, a 
gently undulating lowland landscape, is also 
characteristic of the site and typically comprises 
large-scale open arable farmland defi ned by 
trimmed hedgerows and woodlands.

4.4. Views

Views from the north: The northern margin of 
the site is visible south of Elsworth and from 
parts of the Pathfi nder Long Distance Walk.  The 
rolling landform, together with woodland and 
copses, provides a degree of visual enclosure to 
the central and south eastern parts of the site.  
The land rises towards the A428.

Views from the west: Views of the more 
elevated and open west and south-west margins 
of the site are mainly seen briefl y from the road 
leading to Elsworth (photo 1, opposite).

Views from the south: Views from the south are 
limited by buildings within Cambourne and the 
planted mounding along the A428 corridor.

Views from the east: Views into the site from 
the east are mainly limited to those from the 
road leading to Knapwell.

‘Areas of new woodland 
structure planting to provide 
wildlife and recreational 
benefi ts and to reinforce the 
natural landscape pattern.’ Cold Harbour Farm at the centre of the site
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Figure 9. Landscape issues and opportunities assessment
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The landscape character of the site provides a 
framework for sustainable growth, local identity 
and place making (Figure 9). Key to this will be 
the creation of a web of new multi-functional 
Green Infrastructure, consistent with the 
‘Garden City’ approach. 

The Green Infrastructure for Harbourne will 
respect the local landscape character and 
enhance the principles set out in the County 
Council’s Cambridgeshire Landscape Guidelines 
for the area, including:

 ◆ positive management and enhancement of 

existing woodlands;

 ◆ areas of new woodland structure planting 

to provide wildlife and recreational benefi ts 

and to reinforce the natural landscape 

pattern, for example in the creation of green 

corridors along the small-scale valleys and 

associated watercourses;

 ◆ creation of generous landscape corridors 

within valley bottoms;

 ◆ enhancement of existing footpath corridors, 

and improved access to new areas of 

countryside;

 ◆ sensitive use of tree planting in roadside 

hedgerows, tree belts and woodland 

planting, thereby helping to absorb new 

development into the landscape.

 ◆ creation of a new network of multi-

functional Green Infrastructure to the 

benefi t of both future residents and to 

existing residents in Cambourne, with 

associated recreational opportunities 

accessible by new green bridges spanning 

the A428;

 ◆ increased tree planting along road margins 

forming the village approaches to Elsworth 

and Knapwell; and

 ◆ implementation of a long-term landscape 

and ecological management plan to ensure 

the success and effectiveness of new 

planting and habitat creation measures 

and to enhance management of existing 

woodland and hedgerows, including 

Ancient Woodlands.

4.5. Landscape opportunities

New Meadows

Tree lined streets

Recreation
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Figure 10. Key constraints and opportunities
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05. Opportunities and infrastructure

5.1. Introduction

The vision for Harbourne is to create a high 
quality environment where it is desirable to 
live and work and where the built elements of 
the scheme are contained within an extensive 
network of green space, in accordance with 
the principles of the Garden City, designed to 
complement the existing settlement structure of 
Cambourne.

A number of technical studies have been carried 
out on the area north of Cambourne as well as 
having regard to its context so as to identify the 
physical constraints, investigate infrastructure 
issues and defi ne areas of opportunity to 
determine the capacity for future development. 
The following summarises the key issues.

5.2. Utilities

WSP has carried out an initial assessment of 
the provision of services to Harbourne. There 
are no signifi cant constraints to the proposed 
development in terms of utilities, and suffi cient 
new utility infrastructure can be provided given 
appropriate investment.

5.3. Heritage

Our constraints plan identifi es a number of 
Statutory Listed Buildings are located within the 
wider study area, primarily within Knapwell, 
Elsworth and Caxton. The core areas of Elsworth 
and Knapwell villages are designated as 
Conservation Areas, approximately 1km distant 
to the north of the site (Figure 10).

Adjoining the site there are two grade II 
Listed Buildings as part of New Inn Farm. The 
farmhouse is located off St Neots Road, south 
west of Knapwell. It forms part of a small cluster 
of farm buildings which have been listed for 
group value.

Any new development north of the New Inn 
Farm buildings will need to carefully consider 
and safeguard their setting. A signifi cance 
assessment will be produced in due course, in 
accordance with the NPPF and current best 
practice.

5.4. Hydrology

The Environment Agency fl ood mapping shows 
that the site lies within Flood Zone 1, an area 
having a less than 1 in 1,000 annual probability 
of river fl ooding. The topography of the site, 
and hence drainage catchment, generally falls 
in a northerly direction towards an existing 
watercourse that then runs through the village 
of Elsworth. The provision of balancing capacity 
at the northern edge of the site would achieve 
a greater level of control on discharge via the 
watercourse towards the village and thereby 
address any fl ooding issues.

The Surface Water Drainage strategy for the 
development has been integrated into the 
masterplanning process. An outline SuDS 
concept plan has been formed, based upon the 
principles above, the Cambridge Sustainable 
Drainage Design and Adoption Guide and 
information available to date. This has enabled 
initial discussions to commence. In summary the 
SuDS measures will include:- 
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Figure 11. Opportunities for connectivity
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 ◆ Strategic Green Infrastructure corridors 

incorporating swales to provide conveyance 

to the strategic attenuation facilities whilst 

also providing a degree of passive treatment;

 ◆ Bio Retention areas throughout the scheme 

to provide source control and treatment to 

localised surface waters prior to discharging 

into the main strategic drainage network. 

They will also provide an element of 

biodiversity enhancement;

 ◆ Brown/sedum roofs on fl at roof buildings 

to provide source control of surface 

waters whilst also providing biodiversity 

enhancement;

 ◆ Permeable paving with overfl ows into 

the main strategic drainage infrastructure 

in public and communal parking areas to 

provide source control and water quality 

treatment; and

 ◆ Strategic catchment control surface 

water balancing facilitates will need to be 

incorporated into the public open space 

along the northern boundary of the Site prior 

to discharge into receiving waters. Ponds are 

recommended to provide biodiversity and 

water quality enhancement.

Surface water runoff from the proposed 
development will therefore be restricted to 
existing Greenfi eld rates or better (where 
practicable) to ensure as a minimum that off-site 
fl ood risk is not exacerbated and where possible 
is reduced.

5.5. Movement

The existing arrangement of transport facilities 
and routes associated within Cambourne mean 
that the proposal to the north provides the best 
opportunity to utilise existing infrastructure and 
deliver opportunities to enhance and extend 
transport provision for all. A separate, full 
transport assessment has been prepared for 
Harbourne and submitted under separate cover 
in conjunction with these representations.

As set out in section 3 above, it is vital for new 
development north of Cambourne to be well-
connected with the existing Cambourne villages. 
Connectivity is therefore proposed via two 
substantial pedestrian and cycle bridges across 
the A428, in addition to provision for vehicles. 
There are also existing footway and cycle 
connections with signal controlled crossings on 
the A428 and a high quality link from the north 
to the existing district centre and business park 
in Cambourne (see Figure 11, opposite).
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There is potential for substantial public transport 
improvements, including an enhanced Citi 4 
service and a direct St Neots to Cambridge 
service stopping at a new Park & Ride, as 
shown in Figure 12. The provision of a Park & 
Ride within easy access of the A428 has been 
integrated into initial masterplan proposals 
(shown in Section 6). It would provide an early 
capture point for car journeys into Cambridge, 
and access to St Neots railway station - linking 
to London.

Additional highways benefi ts would be likely to 
include: -

 ◆ measures to enhance capacity for vehicles 

at the A428 junction to Cambourne and 

Harbourne;

 ◆ bus priority between the A1303 and A428;

 ◆ cycle route along corridor connecting 

Cambridge to Cambourne/Harbourne;

 ◆ walking and cycling network connecting 

employment sites;

 ◆ walking and cycling network connecting to 

public transport interchanges; and

 ◆ smarter choices package.
Figure 12. A new network for public transport
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An environment-led approach to delivering 
sustainable development principles in the form 
of a Garden Suburb is at the forefront of the 
masterplan concept for Harbourne, guided by 
both the ecological and landscape assessments.  
The masterplan vision (Figure 13) responds 
to the particular characteristics of the site to 
ensure delivery of a mixed-use and sustainable 
community that is valued in terms of its 
aesthetic qualities and residential amenity.

The design principles that follow have been 
devised to create a well-structured and legible 
place, which delivers a high quality living 
environment for both people and wildlife. 

06. The Masterplan 

The key objectives have been identifi ed as:

1. A high quality place;

2. A connected place;

3. A sense of community;

4. Providing new facilities;

5. A desirable place to live and work;

6. Incorporating a high quality landscape 

and biodiversity; 

7. Healthy living;

8. Energy effi ciency; and

9. A sense of place.

6.1. Creating a high quality place

The character of the built form will infl uence 
the ability to deliver a unique and attractive 
living environment. The layout, orientation and 
pattern of development will support the creation 
of active and attractive streets. Variety in 
physical form will be generated by the inclusion 
of different dwelling types and sizes, and non-
residential uses.

The historic adjoining New Inn Farm will have 
a retained landscape setting and provide an 
important local landmark.

Creating a High quality place and landscape setting
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6.2. A connected place 

A key objective of the movement framework is 
to create a clear pattern of streets that establish 
a ‘movement hierarchy’ that favours sustainable 
modes.  The movement hierarchy in the 
development will respond to the requirements of 
the following key users in this order of priority:

 ◆ Pedestrians

 ◆ Cyclists

 ◆ Buses

 ◆ Cars

Figure 13. Connected neighbourhoods - shared facilities within a 30 minute walk distance
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Figure 14. Illustrative masterplan framework
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6.2.1 General principles for connectivity

A key component of the masterplan will be 
the creation of a ‘High Street’ orientated 
broadly north to south, which forms the ‘spine’ 
of development. From this spine, a network 
of streets will produce a well-connected 
environment, focused on good pedestrian 
movement. These will be overlooked streets and 
lanes and not purely roads or footpaths between 
development blocks.

Opportunities for safe and convenient walking 
and cycling will be available throughout the 
development. The provision of high quality 
urban spaces to give orientation within a 
connected network of streets will be an integral 
part of achieving this objective.

Concept of a mixed use central square

‘Harbourne new village 
will be a thriving and 
viable community and 
contribute to the vitality of 
adjoining neighbourhoods in 
Cambourne.’

Connections that are convenient, attractive 
and safe will underpin the overall movement 
strategy, including local bus links via the main 
arterial route from Cambourne. Separate 
footpaths and cycle routes will be designed to be 
overlooked by development wherever possible 
to provide natural surveillance.  New pedestrian/

cycle links over the A428 will create good 
connections to the core area of Cambourne, as 
well as from the proposed Park & Ride. These 
links are of high importance and would comprise 
wide routes with an environment designed to 
encourage walking and cycling.
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 ◆ a local centre with a range of uses, 

including retail, healthcare and leisure, set 

around a square and along the ‘high street’;

 ◆ a range of employment uses, including 

‘start-up/incubator’ units;

 ◆ new education provision (2 or 3 primary 

schools, plus a secondary school);

 ◆ new leisure uses, potentially including a 

cinema or swimming pool;

 ◆ community gardens, orchards and 

allotments for local food production;

 ◆ park & ride (with a park and share 

component) and public transport hub;

 ◆ and extensive recreational space 

throughout the development including 

an enhanced recreational facility, sports 

pitches; and

 ◆ informal recreation space, for example in 

the form of a Country Park.

6.3. Creating a sense of community

Harbourne new village will be designed 
to create a thriving, living community. A 
successful community should deliver a broad 
range of facilities within easy reach by foot.  
The development will be able to deliver a 
local centre, including a convenience store, 
local facilities and employment. Services for 
the community are a vital attribute of the 
masterplan and will ensure community cohesion 
and integration.

The range of facilities and services that could be 
provided in the new community includes:

6.4. Providing new facilities

A variety of uses, with a strong mixed-use 
heart, will help to establish a vibrant urban 
environment, attractive to all users, including 
new businesses and local service providers 
and therefore create a viable and sociable 
community.  There is an opportunity to create 
a successful urban environment that builds on 
the mix of uses and activities that already exist 
in Cambourne to the south and also to introduce 
new uses. 

A responsive place is one that acknowledges 
the local context in terms of scale, form and 
uses. The masterplan will seek to integrate and 
respond to the adjoining activities, including 
the interface with adjoining residential and 
employment areas. It will need to provide a 
scale and mix of development that refl ects 
the relationship with villages and ensuring it 
contributes towards the blend of activities and 
community needs in Cambourne to the south.
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6.5. Living and working

6.5.1 Housing

Harbourne is able to deliver a balance of 
housing to help create a strong community. 
The development will need to provide a broad 
range of unit types and tenure to create a mixed 
community which responds to the local market 
requirements and ensure a viable and lasting 
development.  Residential units in the local 
centre will also help increase local footfall and 
natural surveillance to the street and spaces.

The scale and form of residential development 
should also be responsive to the existing site 
characteristics (including woodland, hedgerows 
and topography) as well as the roles and 
responsibilities of the place being created 
(relationship to public space, transport corridors 
and mixed-use areas).

Figure 15. Illustrative landscape network within the masterplan
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6.5.2 Creating jobs

As part of creating a balanced, sustainable 
community we are also proposing a signifi cant 
amount of job generating uses. A new 
employment hub would be provided as 
part of a mixed use gateway (see Figure 15) 
adjoining the A428, able to provide a viable 
range of employment opportunities that are 
well connected with Cambourne to the south. 
Employment would include uses that would 
benefi t the wider area, in addition to more 
targeted start-up and incubation units.

Job creation will also be delivered through 
a much broader range of uses such as local 
facilities and services.

Employment generating uses will also be a 
key part of creating a viable ‘high street’ that 
extends from the A428.  This will create a sense 
of place and scale and establish a truly mixed-
use centre at the heart of the new community.
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6.6. Landscape, ecology and biodiversity

6.6.1 Landscape vision

The quality of the public realm within Harbourne 
new village will play a key role in creating a 
quality place and a strong sense of identity for 
the new community.  Through the use of a select 
palette of surfacing materials, street furniture 
and planting, the design of the streets and 
spaces can meet the following objectives:

 ◆ highlight the balance between vehicles and 

pedestrians, with increased priority given to 

pedestrians and cyclists

 ◆ a ‘green’ neighbourhood, with on-street tree-

planting to unify the architecture and embed 

the development into the wider landscape 

 ◆ create a green network to enhance 

biodiversity and access to amenity for the 

community

 ◆ enhance the understanding of the hierarchy 

of streets and spaces through landscape 

treatment

 ◆ create new opportunities for local food 

growing as part of a sustainable community;

 ◆ create a range of opportunities for play in 

line with NPPF (Section 8 Promoting healthy 

communities), the ‘Fields in Trust’ play 

requirements and local requirements; and

 ◆ create streets that are places for enjoying 

rather than passing through

6.6.2 Landscape response

The concept masterplan responds to the 
landscape contours, views, local land uses and 
development patterns.  The form of development 
will also be infl uence by landscape, such as 
lower densities on the sensitive edges, especially 
to the western edge of the site.

A network of bio-diverse and recreational 
corridors is designed to work with existing 
habitats, by creating strong connections 
between wooded areas, hedgerows and green 
lanes.  This will create a web for ecology 
throughout the development, developing 
‘green lungs’ for the local community and also 
a strong landscape setting for the development 
parcels.  Visually the development will be set 
within a strong green context with a buffer of 
undeveloped land separating new development 
from countryside views to the west.
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6.6.3 Working with nature

Our environment; where we live, work and play, 
affects our daily lives. Pleasant environments 
are enjoyable, healthier, inspiring spaces. 
When designed properly they contribute to the 
natural and physical quality of places. Great 
environments also contribute to far wider 
factors, such as tackling the causes of climate 
change and energy and resource demand, adding 
value to the development and improving quality 
of life and well being.

The natural environment is therefore a vital 
component of the Harbourne masterplan. Our 
approach includes:

 ◆ protecting local wildlife habitats and the 

fl ora and fauna that occupy them as part of 

the development;

 ◆ extending the existing hedgerows and trees 

and creating new connections, particularly 

those which are of recognised interest for 

biodiversity; and

 ◆ proposing a site-wide SuDS network, with 

many features of high value to native 

biodiversity.

6.7. Healthy Living

A theme underpinning Harbourne is healthy 
living, coupled with access to open space.  This 
will enable people to partake in a lifestyle 
that facilitates; exercise and fi tness, fresh air, 
interaction with wildlife and locally produced 
food. This will be implemented by a number of 
practical measures; allotments and orchards 
running through the heart of the development, 
managed by the community for the community; 
fruit trees throughout the scheme, and the 
opportunity for a food market in the ‘high 
street’. This could be coupled with food-based 
activities and events in the community facilities 
and schools.

Exercise and fi tness will be encouraged by the 
provision of trim trails, walking, jogging and 
cycling routes both within the site and utilising 
the site’s connections to the local network of 
footpaths and bridleways. 

A leisure facility incorporating sports pitches 
and courts will create a community focus for the 
whole of the Cambourne/Harbourne combined 
area.  

The intention is for the community to be in 
contact with the outdoor environment, the 
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landscape, ecology and local biodiversity. The 
concept and layout of Harbourne will encourage 
people to walk to essential facilities, cycle 
and enjoy the outdoor environment as fully as 
possible. It will be quicker and easier to reach 
local facilities (education, healthcare, local 
shops, community, pitches and recreation areas) 
on foot or by cycle rather than by car.
  

6.8. Sustainable development and energy effi ciency

and other essential elements. Affordable housing 
is integrated in all phases, built to a standard 
that is indistinguishable from housing for sale.

In relation to energy and the desire to be a low 
carbon development, the most important factor 
in a major new housing scheme such as this is to 
achieve low energy buildings and a low energy 
layout. In relation to low energy buildings, the 
development will comprise energy effi cient 
buildings throughout; well insulated and energy 
effi cient, encouraging energy monitoring 
systems so that future users are constantly 
aware and able to control energy use. 

Much of the site is south facing and therefore 
ideal for maximising passive solar gain. A high 
proportion of the houses will have at least one 
south facing main elevation, facilitating passive 
solar gain and accommodating photovoltaics 
and solar water heating. The practicality of 
implementing other technologies is also being 
explored including potentially mini CHP for the 
schools, leisure, community, healthcare and care 
home buildings.  In terms of layout, the scheme 
has been designed to minimise car travel and 
maximise walking, cycling and public transport 
use and thereby reduce energy demand. 

The balance of environmental, social and 
economic sustainability are a key element of the 
development vision as set out below.

6.8.1 Environmental

The environmental aspects of the proposal are 
discussed above, with the existing landscape and 
ecology being key factors that have informed the 
masterplan.  Retention of habitats and landscape 
features of importance is therefore central to the 
masterplan.   In addition, implementation of the 
scheme will include habitat enhancement and 
the creation of new environments that add to 
the biodiversity of the area.  Further studies will 
be undertaken in the coming seasons to increase 
the bank of knowledge on the site and this will 
be used to refi ne the proposals to ensure adverse 
effects on the environment are minimised and 
opportunities for enhancement are maximised.

6.8.2 Social 

Social inclusion, cohesion and a strong 
community focus are key elements of the 
vision and the design concept. The scheme 
incorporates education, healthcare, community 
facilities, open space, a local store, recreation 
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6.8.3 Economic 

Economic sustainability is critically important. 
The addition of Harbourne will enhance the 
economic viability of existing local services 
located in Cambourne, creating a critical mass 
for businesses and thereby contributing to a 
more self suffi cient place. 

‘The addition of Harbourne will 
enhance the economic viability 
of the existing and future 
Cambourne.’

As set out earlier in this document, the 
increased scale of Cambourne/Harbourne will 
boost local economic activity and the provision 
of local jobs, which will be further enhanced 
by the incorporation of business spaces within 
the urban fabric of the extended area of 
the settlement.  Establishing local jobs, and 
supporting existing employment for residents of 
Cambourne and Harbourne is key to making the 
overall settlement a more sustainable location 
for living in the future.  
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Figure 16. Character areas
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6.9. Creating a sense of place

6.9.1 Three villages concept

Creating a strong sense of place with identifi able 
areas, features and uses ensures that it is 
understandable and accessible for the residents. 
Harbourne will have an over-arching identity 
based on a contemporary landscape-led 
Cambridgeshire settlement, focused around the 
natural features of the site, including woodland, 
topography and the local streams that cross the 
site.

Since the site covers some 441 hectares, the 
design approach has been to develop 3 separate 
village ‘identity areas’.  This refl ects the 3 
villages concept that exists in Cambourne to the 
south: Upper, Great and Lower Cambourne.

The 3 areas of Harbourne are established in the 
illustrative masterplan and are defi ned by the 
existing site characteristics identifi ed within 
the analysis, in particular the site’s landscape 
characteristics, such as woodland, hedgerows 
and contours. These 3 areas will be connected 
by a network of streets, squares and spaces, as 
defi ned in the masterplan (  14). The 3 village 
identity areas are:

1. West Harbourne – a parkland and 
residential-led development area, with new 
homes over-looking the Country Park and 
Town Park;

2. Middle Harbourne – the heart of the 
development, focused around a mixed use 
hub that provides the social and employment 
focus for the whole of Harbourne as part of an 
overall mix of uses; and

3. East Harbourne – providing an educational 
and transport focus to the eastern edge of the 
new village.

6.9.2 West Harbourne  

This medium density residential area will 
respond to the existing strong landscape 
characteristics in terms of vegetation and 
landform. It is east of the Country Park and west 
of the centre of the new community. It is defi ned 
by gentle sloping topography and relatively 
more open landscape, with wooded areas to the 
west. It also includes the Town Park to the east, 
overlooked by new homes. 

This identity area has the strongest natural 
landscape infl uence, with signifi cant areas of 

West Harbourne would be a focus for allotments, community orchards and a town park
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woodland planting, as well as new SuDs ponds 
and swales, allotments, community orchards and 
strong bio-diverse landscape corridors. Apart 
from the numerous amounts of open space 
and recreational land, the area is otherwise 
residential led whilst incorporating a Primary 
School (two form entry).

West Harbourne also incorporates a secondary 
entrance into the development from the south.

The key elements that make up the character of 
the Village Identity Area include:

 ◆ residential development, predominantly 

family housing, framing a new Town Park; 

 ◆ focal buildings at key points to enclose views 

on the arrival from the south;

 ◆ small-scale green squares and parks within 

residential development;

 ◆ multi-functional communal green spaces, 

incorporating food growing, SuDS and 

informal play;

 ◆ formal allotment space;

 ◆ the creation of a tree-lined north-south and 

east-west main avenue street;

 ◆ linear green spaces (east-west);

 ◆ strong relationship to parkland and 

agricultural land to the west;

 ◆ medium density development at 

approximately 25 to 36 dwellings per 

hectare;

 ◆ biodiverse habitats integrated into the 

landscape structure of the development;

 ◆ residential (mix of detached, semi-detached 

and short terraces), occasional use of 

apartments as focal buildings;

 ◆ multi-functional open spaces: predominantly 

east-west linear spaces and incidental space 

(mix of informal play, formal play areas, 

community gardens/ SuDS spaces);

 ◆ Town Park, including formal sport space 

(MUSA, MUGA, cricket, pitches); and

 ◆ Primary School. 

6.9.3 Middle Harbourne

This is the linear heart for the proposed 
Harbourne new village. A higher density area 
which incorporates the mixed–use quarter 
of the village centre, with its range of local 
shops, employment, primary school, health and 
community facilities set around a square. It also 
includes residential areas, as well as corridor 
of mixed commercial uses, helping to create a 
strong and vibrant centre to Harbourne, with 
a positive relationship and shared activities to 
Cambourne to the south. The area creates a 
key connection and gateway from the south, 
using larger commercial buildings to create an 
entrance and sense of scale and enclosure.

The key elements that make up the character of 
the Village Identity Area include:

 ◆ the area incorporates the majority of mixed 

use development, integrating employment 

areas with residential

 ◆ mix of residential development, 

predominantly houses with some 

apartments;

 ◆ ‘Gateway’ mixed-use development to the of 

the A428 junction;
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 ◆ feature-buildings and square in the proposed 

local centre, with a mix of uses to create 

a community focus and a point of social 

interaction;

 ◆ linear green spaces;

 ◆ higher density development up to about 45 

dwellings per hectare within the core of the 

area;

 ◆ employment start up units;

 ◆ a strong sense of building enclosure to the 

mixed-use high street and square;

 ◆ opportunities for two landmark buildings 

(one at the gateway and one in the local 

centre) as part of the entrance from the 

south, via the junction with the A428; and 

 ◆ Primary School to be designed as an 

integrated part of a mixed use square.

6.9.4 East Harbourne

This area provides a positive landscape-
led response to the western edge of the 
development, set within a strong landscape 
structure.  Whilst this contains a signifi cant 
proportion of housing, mainly at medium 
densities, it also provides a number of land 
use hubs focused around education and public 
transport.  These hubs not only meet a local 
need, but also provide integrated facilities for 
the wider Cambourne area and sustainable 
connections into Cambridge to the east via 
the proposed Park & Ride.   The identity area is 
framed by the existing and enhanced streams, as 
well as proposed SUDS features.

The key elements that make up the character of 
the Village Identity Area include:

 ◆ residential development, predominantly 

family housing;

 ◆ small scale green squares and public gardens 

within residential development;

 ◆ multi-functional communal green spaces 

(linear and as a strong green edge to the 

east), incorporating food growing, SuDS and 

informal play;

 ◆ formal allotment space;

 ◆ the creation of a tree-lined east-west main 

avenue street;

 ◆ linear green spaces focused around exiting 

and enhance stream corridors (north-south);

 ◆ strong relationship to parkland and 

agricultural land to the east;

 ◆ medium density development at 

approximately 25 to 35 dwellings per 

hectare;

 ◆ bio-diverse habitats integrated into the 

landscape structure of the development;

 ◆ residential (mix of detached, semi-detached 

and short terraces), occasional use of 

apartments as focal buildings;

 ◆ Town Park, including formal sport space 

(MUSA, MUGA, cricket, pitches);

 ◆ Public transport hub focused around a new 

park and ride facility; 

 ◆ a new educational campus providing a new 

Secondary School; and

 ◆ Primary School.
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7.1 Summary

Harbourne new village will deliver a sustainable 
new community as well as enhancing the 
sustainability of the existing Cambourne villages.  
Together the combined existing and new 
communities will: -

 ◆ benefi t from an enhanced range of shared 

services and facilities; 

 ◆ provide increased local employment and 

leisure opportunities;

 ◆ enhance self-containment and thereby 

reduce the need to travel;

 ◆ expand the options to travel by sustainable 

modes; and

 ◆ improve access to green spaces and the 

wider countryside.

07. Conclusions

The key factors to achieving an enhanced level 
of sustainability in Cambourne are the proximity 
of Harbourne new village, and its design.  These 
factors combine to achieve an integrated 
pattern of development and a combined resident 
population of suffi cient ‘critical mass’ that 
elevates the range of local services and facilities 
that it is commercially viable to sustain.  Of all 
the options for growth assessed by the Council, 
only Harbourne offers this opportunity.

Harbourne is able to integrate with Cambourne 
in a way that would make the settlements 
together more sustainable than their individual 
parts.

In contrast, our analysis demonstrates that Bourn 
Airfi eld is too remote from Cambourne to benefi t 
from any sharing of facilities. The existing high 
level of traffi c generation from Cambourne 
would therefore be replicated, and exacerbated, 
by further unrelated new development with 
insuffi cient core facilities.  In addition, whilst 
Bourn Airfi eld is in part previously developed 
land, most of the proposed new development 
would be on greenfi eld land. When all of 
these factors are assessed; Bourn Airfi eld is 
demonstrably a less sustainable option than 
Harbourne new village.   

The land controlled by MGH and Harcourt 
at Harbourne is extensive, and is able to 
offer opportunities to provide access to the 
countryside, improved ecological habitats and 
visual mitigation where necessary.
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7.2 Next steps

Much has already been done to better 
understand the site and its context.  In addition, 
much time has been spent consulting local 
communities and collecting information from 
the relevant local agencies and authorities.  
However, achieving the overall concept for 
Harbourne will require considerable further 
technical work, environmental analysis and a 
continuation of consultation with key agencies, 
local interest groups and members of the public.  
It is intended that these processes should 
be undertaken in parallel with the Council’s 
emerging Local Plan to establish confi dence 
in the concept and allow for the allocation of 
the proposals as part of the spatial strategy for 
South Cambridgeshire in the period to 2031 and 
beyond.

In terms of the next steps in defi ning and 
bringing forward the delivery of Harbourne, the 
following actions are intended:

 ◆ to liaise with key stakeholders, including 

the Local Planning Authority, to ensure that 

the scope of the evidence base for the site 

is suffi cient to support the allocation of 

Harbourne in the emerging Local Plan;

 ◆ to continue liaison with relevant agencies 

and authorities to ensure that the proposals 

for Harbourne comply with, and where 

possible exceed, relevant standards and 

guidelines; 

 ◆ to review and extend ongoing technical and 

environmental studies, including seasonal 

surveys, to ensure that the strategy for 

the site is based on sound and fully tested 

principles; 

 ◆ to maintain consultation and engagement 

with local residents to ensure that the 

proposals take into account and are 

informed by local views;

 ◆ to engage with the business community, 

including the Local Enterprise Partnership, to 

ensure that the proposals accommodate the 

needs of businesses and other commercial 

activities; and

 ◆ to refi ne the proposals so that a 

comprehensive and integrated proposal is 

established that meets the requirements of 

a truly sustainable community in terms of all 

the 3 strands of the concept: environmental, 

social and economic.



 

52



[Contact Redacted] 

bc 

Offices and associates throughout the Americas, Europe, Asia Pacific, Africa and the Middle East. 

Savills (L&P) Limited. Chartered Surveyors. Regulated by RICS. A subsidiary of Savills plc. Registered in England No. 2605138. 
Registered office: 20 Grosvenor Hill, London W1K 3HQ 

Dear Sir / Madam 

Cambridge – Milton Keynes – Oxford: 'Growth Corridor' Call For Evidence 

I write on behalf of Martin Grant Homes Ltd and Harcourt Developments (MGH/Harcourt) in response to the 
National Infrastructure Commission consultation on the ‘Cambridge - Milton Keynes - Oxford growth corridor 
call for evidence’.  

MGH/Harcourt are the proponents of growth to the north of Cambourne in Cambridgeshire.  Enclosed with 
this letter is a document that explains the main premise for the proposal – referred to as ‘Harbourne’ - as well 
as a masterplan setting out what can be delivered in terms of the scale and range of land uses.  As the 
document explains the principal aim of the Harbourne proposal is to make the existing Cambourne more 
sustainable.  At present Cambourne experiences a high level of out-commuting and is heavily car-reliant to 
facilitate movement to and from the settlement, principally in the direction of Cambridge.   

Research has shown that settlements improve their level of self-containment when they achieve a scale of 
the order of 10,000 dwellings/25,000 population as this provides critical mass for a range of community 
services and facilities that settlements require to prosper.  The Harbourne proposal, when combined with 
Cambourne, achieves this critical mass to enable the combined community to achieve a greater degree of 
self-containment in terms of jobs, services and facilities and thereby become more sustainable. 

In addition, the Harbourne proposal would deliver additional infrastructure that would serve both the new 
development and the existing community of Cambourne.  The range of new infrastructure would include: 

 a park & ride with direct access to the A428 (consistent with the County Council’s Transport Plan);

 extended bus services including park and ride services to Cambridge and St Neots;

 greater range of community facilities;

 choice of schools;

 access to open space;

 access to jobs;

 extension to footpaths and cycleways; and

 robust flood alleviation measures.

South Cambridgeshire District Council (SCDC) – the local planning authority for Harbourne - is at an 
advanced stage of preparing its Local Plan, with the document at the examination stage.  The proposals are 
not included in the present draft Local Plan, but are the subject of evidence to the examination.  The 
examination is ongoing with further hearings to take place later this year and most likely into 2017. 

5 August 2016 
L 160804 DJ NIC Expressway call for evidence1 

National Infrastructure Commission 
Growth Corridor Call for Evidence  
1 Horse Guards Road  
London  
SW1A 2HQ 
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The particular purpose of making the Commission aware of the proposal for Harbourne is in relation to the 
routing of new strategic infrastructure to serve the growth corridor between Oxford and Cambridge.  The 
Government has already announced as part of the ‘Road Investment Strategy’ (RIS) to undertake 
improvements to the A428 in the form of extending the dual-carriageway section of the road from Caxton 
Gibbet to the Black Cat Roundabout.  This is strategically important as it will create an Expressway-standard 
link between Cambridge and Milton Keynes via Bedford.  Commitment to the funding and delivery of the 
upgrade, confirms the capacity of the A428 corridor to accommodate strategic-scale new development as 
proposed at Harbourne.   
 
It is in the RIS that the Government also announced the strategic study to assess options to further extend 
the Expressway to connect Oxford and Cambridge and in doing so to connect the towns and cities of the 
‘Brain Belt’.  The RIS states: 
 
‘With better links, the synergies between these cities would be stronger, and would do more to drive growth in 
nearby towns.’ 
 
The proposal for Harbourne therefore occupies an important location within the corridor of the Oxford to 
Cambridge Expressway.  The proposal would deliver additional infrastructure that would enhance the 
operation of the Expressway; specifically the delivery of a park and ride in accordance with the Transport 
Plan and associated bus services to provide sustainable transport options to Cambridge and St Neots.  In this 
way the A428 improvements unlock additional growth potential that also has the benefit of enhancing the 
sustainability of Cambourne by allowing it to achieve the critical mass that will improve the self-containment of 
the overall settlement. 
 
I trust that this submission is a useful contribution to the work of the Commission and for completeness 
please find attached a document that explains the proposals for Harbourne in more detail.   
 
Yours faithfully 
 
 

 
 
 
David Jackson MA MRTPI 
Director 
 
cc:  Martin Grant Homes 
 Harcourt Developments 
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National Infrastructure Commission consultation on the Cambridge - Milton Keynes Oxford Corridor 
  

 Response of Milton Keynes Council  

Overview:  
 

a) Milton Keynes is at the heart of the Cambridge - Milton-Keynes - Oxford corridor and has the potential to 
become a much stronger hub within this geography.    

b) The independent MK Futures 2050 Commission report (supported through a unanimous resolution by 
Milton Keynes Council on 20th July 2016) identifies the city’s potential to grow from 268,000 to c 400,000 
people – representing some 42,000 homes beyond the forecasts in current plans to 2026.     

c) Full delivery of planned road and rail improvements (East-West Rail and the East/West Expressway) are 
essential for the city’s continued success and to serve new locations for the further expansion of Milton 
Keynes - and to boost the development of the cluster of universities and knowledge intensive 
organisations along the corridor.  

d) For continued sustainable growth, Milton Keynes Council strongly supports the alignment of the 
Expressway with the East-West Rail (EWR) route.  This alignment creates the best opportunity to 
maximise the potential offered by a major growth corridor and also helps to minimise the land that 
would potentially be sterilised for development if the routes were to be separated. 

e) MK Futures 2050 has outlined the need for Milton Keynes to have its own new style undergraduate 
university, MK:IT.  It will be the first University with a ‘radically different approach’, where the city, its 
employers and higher education will ‘develop and grow together.’  MK:IT would complement the other 
academic institutions across the corridor and strengthen its international profile for HE excellence.  

f) Improved links between universities, business and homes would enhance growth and the movement of 
labour and skills. Growth in housing supply will provide workers and researchers with access to more 
affordable homes. The links will also enhance and accelerate jobs growth. 

g) Cambridge, Milton Keynes and Oxford share a commitment to working together to achieve the best 
outcomes for their citizens and their wider economic areas.  Improved connectivity between the cities 
will amplify the benefits of three of the UK’s most successful economies and catalyse further housing, 
jobs and productivity growth at scale.  Rateable income from increased assets will finance further 
investment in growth, demonstrating the virtuous cycle in action.  

Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local economies 
and are perceived as highly desirable places to live.  What have been the key drivers of that success?  
 
Forecasts suggest that the largest growth potential now sits in fast growing smaller cities, particularly those 
which range in population from 200,000 to 2 million.  Such cities had 7% of global population in 2007, but 
are forecast to generate 19% of all global GDP growth through 2025.i  

Milton Keynes’ strategic position and inter connectivity have been key to its success. The city critically sits at 
the crossroads of major north-south and east-west transport links.  The DfT’s experimental connectivity 
indices scores Milton Keynes 0.84 for road connectivity.  DfT data also ranks Milton Keynes highly in terms of 
rail connectivity.  Rail passenger numbers increased from 3.1 million to 6.2 million between 1997 and 2014 
at Milton Keynes Central.  Nearby Luton Airport provides international links and there are high speed rail 
routes from St Pancras.  Milton Keynes is physically and economically at the centre of the South East 
Midlands LEP (SEMLEP) area. 

Workers in Milton Keynes are highly productive, generating £9,985 more GVA per worker each year than the 
British average in 2014ii. Research by Centre for Cities showed Milton Keynes to be the fourth most 
productive cityiii in the United Kingdom, “punching well above its weight”iv as a medium sized city. The city 
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does however, have the potential to unlock even greater levels of productivity, rebalancing high productivity 
away from London to the South East Midlands area. 

The city’s political environment has supported growth and positive planning that has been infrastructure led. 
Milton Keynes is unusual within South East England in the responsiveness of supplying land to meet demand 
for the expansion of housing and commercial property.  Delivery models that have enabled forward funding 
of infrastructure have created certainty, attracting developers and giving them confidence and creating the 
momentum needed for successful growth.  

The unique Milton Keynes Tariff secures relatively high developer contributions (the landowner pays a tariff 
of £23,753 per dwelling as of June 2016) and has enabled the forward funding of infrastructure, including 
pooling to fund major city-level infrastructure, with repayment from cash flow as homes are sold.  This 
mechanism, along with the homes being more attractive to buyers because services and facilities are in place 
when they move in, has reduced risk for housebuilders.  

Relative affordability of housing in Milton Keynes has been maintained through a good supply of housing to 
meet demand, although this picture is beginning to change.  

Milton Keynes’ parks, lakes, canals and diverse landscape are recognised as some of the city’s most valuable 
assets, with the MK Futures 2050 report stating that most residents “highly value the spacious feel and lush 
landscaping of the open space in their neighbourhoods and the city as a whole, and are proud of their 
home’s place in that landscape.v”  Milton Keynes is seen as a great place to raise a family.  
 
Milton Keynes is a centre of advanced manufacturing and logistics, with the professional services and high 
tech and digital sectors some of the main drivers of the city’s economy. The economy of Milton Keynes is 
one of high wages and low welfare. 
 

What is holding back further growth and greater productivity?  
 
There is a need for substantial infrastructure delivery and confidence to boost momentum and attract 
further investment.  The Milton Keynes Tariff has been successful to a point in providing development 
funding toward community facilities and infrastructure, but there is now a pressing need for Milton Keynes 
to deal with the larger, new parts of infrastructure to support further population growth.  
 
Further growth and productivity gains could be enabled through increasing the city’s ability to fund 
infrastructure and service requirements through early return from very high growth rates, for example more 
retention of business rates or a higher new homes bonus would give Milton Keynes Council the freedom to 

recreate the MK Tariff system and not be constrained by CIL. 

Within Milton Keynes, there is a reliance on a small number of large land developers. This means the market 
is determining the pace of development.  One reason for this could be that individual developers do not 
want to risk oversupplying the market and will only build new homes where able to maintain sale prices, 
artificially restricting supply.  Local Authorities are, in these circumstances, powerless to make housebuilders 
deliver faster; a difficulty shared across the whole of the SEMLEP area.   

Lack of affordable housing and high house prices are emerging threats to economic growth.  The Housing 
Affordability ratio in Milton Keynes has demonstrated a picture of decreasing affordability from 7.54:1 in 
2005 to 8.9:1 in 2015, a change of 18.21%.vi  In the past two years, house prices in Milton Keynes have 
increased by 16%.vii  

Despite the physical distances involved being relatively small, the constrained East-West transport 
infrastructure means that only 1.7% of the resident workforce in the South East Midlands area works in 
Oxford or Cambridge.viii   EWR will deliver new rail connections to Oxford and Aylesbury and beyond to 
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Marylebone and ultimately to Cambridge, but the timing is key and the earlier the delivery of EWR, the 
better the opportunity to ignite growth potential. 

Rail journeys between Milton Keynes and Oxford/Cambridge currently require a change in London or 
another sub national hub, increasing the journey time and making the journey far from ideal. The challenges 
involved in making these journeys will undoubtedly have an impact on the proportion of those making the 
journey.   

From EWR, there is also the potential for growth in cultural activities to attract visitors to Milton Keynes.  
Bletchley Park is increasingly becoming a national attraction which will be well served by EWR, increasing its 
potential.  
 
The Government’s Foresight project commissioned Space Syntax to complete scenarios for how increased 
rail speeds and connectivity could affect relationships between cities and improve access to employment 
opportunities.  One scenario, Peak Ring South, included improved rail connectivity for Milton Keynes and 
showed major potential increases in population catchment and employment opportunities within 60 
minutes of the city.  Specifically, the population catchment increases from 8,100,132 to 13,693,506. 
Critically, this increase arises not just from improved East-West connectivity but through enhanced transport 
interchanges that connect to labour markets to the North and South.     

The upskilling Milton Keynes’ residents is a priority as 9% of residents have no qualifications,ix higher than 
England averages.  Levels of attainment in Milton Keynes secondary schools are below national averages. 
The proportion of those with higher level qualifications (level 4 and above) is 35.5%, compared to 36.8% in 
England and 63.4% in Oxford and 66.5% in Cambridgex.   
 
Beyond upskilling, filling the large number of Knowledge Intensive Business Services (KIBS) jobs will continue 
to rely on skilled workers being attracted to move to Milton Keynes and/or increased commuting by skilled 
workers into Milton Keynes from its surrounding areas.  Infrastructure developments would support the 
necessary movement of labour and enable cluster effects to accelerate.   

To create more skills to meet demand within Milton Keynes and the wider corridor area, the MK Futures 
2050 report has outlined the need for Milton Keynes to have its own new style undergraduate university, 
MK:IT. It will be the first University where the city, its employers and higher education will ‘develop and 
grow together’ and will add benefit to Milton Keynes and to the wider corridor. With a ‘radically different 

approach’, MK:IT would complement the other academic institutions across the corridor, providing 
alternative options to learners locally, regionally, nationally and internationally and strengthening the 

corridor’s international profile for HE excellence. MK:IT will provide an opportunity for the City’s young 
people to access Higher Education within Milton Keynes. Currently, 55% of Milton Keynes school leavers 
enter Higher Education, the great majority of which do so outside of the cityxi. 

  
The Government Office for Science’s recent foresight report, Future of Cities: An Overview of the evidence 
details that Human Capital is essential in driving economic performance.  “Within the UK, 60% or more of 
growth is generated by those with tertiary education.xii”  

A top quality Higher Education offer for Milton Keynes residents is essential to raising skills levels. It will also 
compliment the aspiration to deliver a step change provision of vocational education and skills training, 
particularly in relation to the STEM and digital industries through the proposed new MK:VT (Local Growth 
Fund 3). 

 Better links to Cambridge and Oxford will then open opportunities to live, work study and commute to 
anywhere along the corridor.  
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Productivity is therefore currently being held back by the transport links within the corridor, which require 
substantial investment, as well as educational standards and skills levels in the borough.  Milton Keynes has 
an opportunity to further raise productivity by addressing these issues. 

In particular, what planned or new infrastructure improvements would best support sustainable growth 
and promote innovation over the long-term?  
 
EWR and the East West Expressway are high priority infrastructure investments for both Milton Keynes and 
the corridor.  Early aligned delivery of both is essential to enabling significant further expansion of the city 
along with accelerated jobs and home growth. Delay will cause a lack of confidence with developers who will 
wish to see the necessary infrastructure in place or under construction to bring forward locations for new 
housing.  

Milton Keynes Council would welcome early delivery of EWR, the earlier the delivery the more the potential 
to ignite growth.  EWR has potential to support further sustainable housing growth with the provision of 
more housing within walking distance to stations.  By making EWR more accessible there is an increase in 
the capability to transport larger numbers of passengers creating improved benefit/cost ratios. 

The way in which EWR interacts with the city will be of critical importance if Milton Keynes is to optimise the 
benefit of the investment. EWR connections with the strategic road network and public transport are key to 
facilitating modal shift and ease road congestion.  There is a need to make the most of opportunities around 
Bletchley station as a node for public transport at the nexus of EWR and West Coast Main Line, and to find 
solutions for the challenge of the crossings in Woburn Sands.    

The delivery of the East West expressway, particularly from M1 to A34 and M40, will benefit from 
considered planning to integrate with EWR to provide choice in travel methods.  With Milton Keynes having 
more certain growth prospects than other places along this route, route directions for the Expressway to the 
north of MK and further south nearer Luton are considered less favourable.  For continued sustainable 
growth, Milton Keynes Council’s preferred route would broadly follow the route of the EWR route.  There 
are likely to be 2 or 3 junctions serving Milton Keynes. 

It is envisaged that some of Milton Keynes’ future growth will be outside the borough, broadly following 
these routes.  EWR and the East West Expressway would help here to open up new development areas. 

Milton Keynes Council regularly revises costs of all estimated ongoing capital infrastructure projects relating 
both to the development of the city and its maintenance in its Local Investment Programme (LIP).  This 
includes the cost of investment for education and health where the Council is not the primary funder. The 
current shortfall on the LIP is some £73m for critical infrastructure essential to unlock housing and 
employment land space delivery, and £145m of necessary infrastructure to deliver sustainable growth. 

Essential local infrastructure investments will improve connectivity within Milton Keynes, helping to ensure 
the city’s vision of inclusive growth is realised, and strengthening the city’s position as a regional hub. These 
include: 

 Forward investment in infrastructure to open up new development sites that will come forward in 
the new Local Plan process (Plan:MK) such as roads, drainage and broadband 

 Upgrading major road infrastructure on strategic routes into and through the city such as A421, 
A422, A5130, A4146 to increase capacity and reduce congestion. Planned employment growth to 
2026 will lead to a 40% increase in travel demand to CMK. M1 Junctions 13 is starting to get 
congested, junction improvements at A5 and M1 (including possible future junctions and a possible 
future road crossing of M1) will unlock development East of M1.  At J14 of the M1 there is significant 
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pressure, and the junction will soon regularly exceed capacity. MKC submitted a Large Local Majors 
application to DfT in July.  The M1 Motorway is vital to the continuing development and success of 
Milton Keynes, and ultimately, significant investment will be needed. 

 On the A5, the two at-grade junctions at Fenny Stratford and Old Stratford are under-pressure. 
Through Milton Keynes, the majority of the A5 corridor is also under-pressure. Over the long term 
this will impact adversely on productivity and the attractiveness of Milton Keynes to businesses. 
Building capacity through road and rail links will ease this pressure.  

 Better planned infrastructure connectivity from Milton Keynes to Cranfield University will build on 
the important role of the University, allowing improved links between academia and industry and 
increasing Cranfield’s attractiveness to students.  At peak times the journey to Cranfield from Milton 
Keynes can take up to 50 minutes compared with 15 minutes in off peak times, reducing the ease of 
connection and a result, the potential for innovation and the attractiveness of the offer to 
Cranfield’s students through better links.  This will also increase the use of public transport by staff 

and students at Cranfield University.  Improved links to Cranfield airport, a national research and a 
regional business asset, will also be important, and will support the developments proposed in the 
Cranfield masterplan.  The airport has the potential to transform into a world-leading research 
airport, developing increased growth for the region and increasing attractiveness for business.  

 Connectivity considerations include broadband links and the development of 5G technologies, for 
both residential and commercial, if the corridor wishes to ensure its attractiveness and reach its 
global potential.  Within Milton Keynes the capacity of telephone exchanges requires review in 
anticipation of significant population and business growth.    

Does the corridor require better connectivity to other major centres of growth?  
 
Early delivery of EWR will link up Milton Keynes to Aylesbury, Oxford and beyond to Marylebone, to West 
and South and ultimately beyond Bedford and Cambridge and further east to Norwich and the East Coast 
ports.  The East West Expressway is necessary to improve road connections from Milton Keynes via the A34 
and Oxford and via the M40 to Birmingham and London. North-South links require continued investment in 
the M1, including consideration of additional junctions, to ensure excellent connections with other major 
centres of growth. 

Research by the Enterprise Research Centrexiii shows the UK has a clear ‘arc of innovation’ stretching from 
Cambridge through Milton Keynes and along the M4 corridor to take in Oxfordshire and Gloucestershire. 
This research shows that potential to link centres of innovation stretches further than Cambridge-Milton 
Keynes-Oxford.   

Milton Keynes Council is a founding member of the Fast Growth Cities network, a group of five medium sized 
economies comprising Cambridge, Milton Keynes, Norwich, Oxford and Swindon. The cities are amongst the 
UK’s most successful and strongest performing economies with a shared ambition for delivery of large scale 
housing and jobs growth. As one of the Fast Growth Cities, Milton Keynes believes that the potential of 
improved linkage between the corridor and both Swindon and Norwich should be considered as part of a 
wider ‘South East corridor of productivity’ concept.   

 

 

           Figure 1: UK Innovation Hotspots, Enterprise Research Centre 
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Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognizable 
economic corridor? If so: What factors unite the area?  
 
There is significant potential for the corridor to function as a recognisable economic corridor.  

Milton Keynes is at the heart of SEMLEP and shares with the sub-region a strong track record of delivering 
new homes at a rate significantly above the national average, with 6% of the total new homes started in 
England in 2014/15 located in the SEMLEP area.  Other areas within the corridor also have major 
housebuilding programmes.   

Research for the Fast Growth Cities group has evidenced that the economies of Oxford, Cambridge and 
Milton Keynes share similarities in their strengths.  All three cities perform strongly on productivity, have 
high levels of Knowledge Intensive Business Services jobs, have important international profiles and deliver 
considerable tax receipts to the Treasury.  

- Milton Keynes, Oxford and Cambridge together produce more than £16,680xiv more GVA per worker per 
year than the British average.  Milton Keynes and Oxford both generate more than twice as much in 
economy taxes as is paid out to them. 
 

- Oxford, Cambridge, Milton Keynes are in 1st, 2nd, 6th xv places for the UK’s most dense concentrations 
of KIBS jobs - making up 64.3% of total employment in Oxford, 65.1% in Cambridge and 46.5% in Milton 
Keynesxvi. Milton Keynes and Cambridge are in the UK top 5 for high tech and digital SMEsxvii.   Research 
from Centre for Cities has found 70% of KIBS jobs are located within city centresxviii with a large factor in 
this decision, the importance of face to face meetings.  Investing in the Cities increases the potential 
over a wider better connected corridor for more better paid jobs  

 
- MK:Smart in Milton Keynes is an internationally prominent smart city project. It is run by the Open 

University and involves Cambridge University and Milton Keynes Council as partners along with global 
technology giants BT, Tech Mahindra, Huawei and Samsung.  

 

- Four strong global education brands - Oxford University, Cambridge University, the Open University, 
and Cranfield University - are within the corridor.  To meet Milton Keynes’ future aspirations, a project 
has been initiated to develop MK:IT, a new style of residential undergraduate university with a 
“radically different approach”.  MK:IT will stimulate Central Milton Keynes and the development of 
small businesses, attract young academics and entrepreneurs as well as complementing the higher 
education offer already established across the corridor.  These universities will benefit greatly from 

being linked to a good supply of housing and from closer links to employers and start-ups.  

The corridor area is home to a globally competitive cluster in leading edge transport solutions: 

- The High Performance Technology and Motorsport cluster in the area around Silverstone was recently 
the subject of a study by SQW Groupxix, investigating the cluster and the ‘Motorsports Valley’.  
Academic institutions within the cluster offer advanced qualifications in high performance and 
technology, with Cranfield University offering an MSc in Advanced Motorsport Engineering and Oxford 
Brookes University establishing High Performance Technology Specialisms.  Skills providers such as the 
National College for Motorsport (Towcester) and Silverstone University Technical College are located in 
the cluster, along with innovative employers such as Red Bull Racing who have their global 
headquarters in Milton Keynes. 

- The Transport Systems Catapult was set up in 2013 in Milton Keynes, a national body for driving and 
promoting intelligent mobility.  An autonomous test track facility is being developed at Cranfield, and 
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Millbrook Proving Ground is a centre for automotive testing facilities.  Both Oxford and Cambridge 
Universities are involved in trials to develop driverless car technologies in Milton Keynes, which 
provides a real life city test bed environment.  The city is home to UK Autodrive, the country’s leading 
driverless car project in partnership with Jaguar Land Rover, Ford and Tata.  

Would greater emphasis on corridor-wide planning and decision making benefit local communities and 
local economies? Would that same emphasis on coordinated planning and decision making provide wider 
benefits for the UK economy?  

Growth on the scale already planned across the corridor, together with the potential for accommodating 
future substantial growth beyond this, necessitates a strategic approach to the alignment of key 
infrastructure.  For growth to be sustainable and for existing communities not to experience dis-benefits, all 
opportunities to minimise disruption and maximise benefits must be taken. The alignment of the proposed 
new or improved rail and road infrastructure achieves these objectives.  Collective objectives in respect of 
corridor-wide growth and priorities for physical and digital infrastructure would help the area compete 
globally.  A Sub-National Transport Body or similar might be an appropriate solution.   As an example, bus 
transport is used widely across the corridor, but better coordination of bus travel across the corridor could 
provide a real opportunity to ease congestion. 

Investing in the corridor will place less emphasis on current administrative boundaries as limits on growth 
and more on the potential for everyone in the corridor to gain through cross boundary cooperation.  
Working together in a more collaborative and co-ordinated approach than individual authorities simply 
meeting the Duty to Cooperate on strategic planning issues, will maximise the collective benefit across the 
wider corridor area. 

Should adjacent towns and cities be incorporated into the corridor in terms of growth and infrastructure 
planning?  
 
This should be considered for the adjacent towns found within the functional economic footprint of each of 
the “hubs” of the corridor (Cambridge, Milton Keynes and Oxford).  Each hub city should be enabled to 
perform optimally in its own right and provide good links for their economic areas into the corridor. In this 
way, investment in corridor infrastructure can leverage wider benefits.  For example, improved joint working 
and connectivity between Milton Keynes, Northampton, Aylesbury Vale and Central Bedfordshire will be 
important in maximising the potential of the area to contribute to the wider corridor.   

Alongside planning for growth and associated physical infrastructure, the social infrastructure required to 
ensure quality of life for residents in future developments should also be considered, including the delivery 
of public services.  Where this growth is cross-boundary, there will need to be co-operation on how 
community services and facilities, education and health care provision, are funded including how developer 
contributions are distributed across authorities.  Taking account of those areas adjacent to the corridor in a 
coordinated way should help address such challenges.  

The key NHS Healthcare Organisations and Local Authorities in Milton Keynes, Bedfordshire and Luton are 
currently completing a Sustainability and Transformation Plan; further growth planning will need to take 
account of this footprint in terms of health and social care services.  

 The Draft Vale of Aylesbury Local Plan includes a proposal for significant housing development abutting 
Milton Keynes; investment will be needed to ensure Milton Keynes can provide the services that residents 
are likely to turn to the city for. 
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Describe your vision to maximise growth, maintain a high quality environment, and deliver more jobs and 
homes across the corridor over the next 30 years and what does that mean for growth and infrastructure 
investment in your area? 

 
The Fast Growth Cities group share a collective vision of the future; a highly connected Oxford-Milton 
Keynes- Cambridge corridor of productivity and innovation delivering maximum benefit from the 
agglomeration of world leading academic institutions, knowledge intensive jobs and delivery of housing at 
scale producing high quality places to live.  
 
Improved East/West connectivity between the cities would link academia, industry and housing supply 
together and drive further development of Universities and Knowledge Intensive firms.  The delivery of 
growth and the realisation of benefits of agglomeration will be realised more quickly if it is distributed across 
the corridor and focused on existing settlements rather than concentrating growth within a  new Garden 
Town or New Town development in the corridor. 
With the potential of the corridor realised, the South East economy will benefit from being rebalancing from 
the capital to the region. 
 
The vision for Milton Keynes’ future is detailed in the MK Futures 2050 report in the chapter entitled “The 
Art of the City- Milton Keynes in 2050”. The ambition of Milton Keynes is for more inclusive growth, world 
class education and training and a prosperous city from which all residents can benefit. Improved East/West 
connectivity is deemed essential for Milton Keynes to enjoy continued success and to provide locations for 
the further expansion of the city.    

Today’s population of Milton Keynes is estimated to be 266,650.xx  The current Core Strategy has determined 
the planned rate and location of growth to 2026, when the population will increase to 309,000 people and 
127,000 households.  The MK Futures 2050 report envisages further growth past 2026 by at least 42,000 
homes, to a population of around 400,000. The increase in jobs per home is currently at a rate of 1.5 new 
jobs per dwelling. OECD studies suggest that for each doubling of population size, productivity of a city 
increases by 2-5%xxi. 

The city’s vision is for an enhanced role for Central Milton Keynes as a regional commercial, retail and leisure 
location and for it to become a “true 21st century destination,” strengthening the city’s role as the hub of the 
Cambridge -Milton Keynes- Oxford corridor. Milton Keynes will continue to build on its considerable 
international reputation.  A hub of UK productivity, the corridor between Cambridge- Milton Keynes -Oxford 
will be internationally competitive due to its unique cluster of world leading academic institutions and their 
links with business, renowned as a global success story.  Sustainable increased rapid transport systems will 
run across the corridor, linking the cities internationally via airports, seaports and international rail. Each 
part of the corridor will retain its identity and uniqueness, through extensive collaboration.  Milton Keynes 
will continue to invest in local infrastructure, ensuring development is investment-led and provides the 
citizens of Milton Keynes with high quality places to live work and enjoy.  

Figure 2: The Virtuous Cycle of Growth outlined in the MK Futures 
2050 report.  

The virtuous cycle of growth highlighted in the MK Futures 
report highlights the city’s vision for growth continuing to 
generate further inclusive growth.  

 

 

http://www.mkfutures2050.com/
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At a local level, the Milton Keynes Futures 2050 report has six big projects for the future development of 
Milton Keynes: 

1. Milton Keynes as the Hub of the Cambridge-Milton Keynes-Oxford corridor 
2. MK:IT. A new world leading higher education institution for Milton Keynes, providing lifelong 

learning and promoting teaching, research and practice which promote realistic solutions to 
problems facing fast growing cities everywhere.  The aim is for 10,000 FTE equivalent students in the 
city centre. 

3. Learning 2050. The city will be known for providing world class education to all of its young people. 
4. Smart Shared Sustainable Mobility - everyone who lives or works in the city is able to move freely 

and on demand.  
5. Renaissance CMK:  to make the city centre fit for the 21st Century 
6. Milton Keynes; the Creative and Cultural city: to harness the energy and the motivation of MK’s 

most important asset – her people.  Milton Keynes aims to be a leading member of the UNESCO 
Creative City Network. 

What steps are currently being taken to realise that vision, and what more needs to be done? 
 
Milton Keynes Council is taking ambitious steps to realise the MK Futures 2050 vision and has established a 
programme to deliver the Six Big Projects, including commencing a dialogue with neighbouring authorities 
about future directions of growth.  It is also progressing a new local plan (Plan:MK)  for submission for 
examination in Spring 2018 that identifies the scale and locations of future growth. The ambitions in the plan 
will relate directly to the pace and scale of wider investment in infrastructure across the corridor, including 
East West Rail and the East West expressway. 

The city has an established track record of proactive growth policy.  One example of a step that has been 
taken to realise the city’s ambitions is improving access to the M1, recent improvements to dual the A421 
from MK to J13 of the M1 using develop contributions alongside government funds demonstrates the city’s 
ambition and capability to deliver. 

Recognising that further growth in Milton Keynes needs to be sustainable, MK:Smart looks to develop data-
driven innovations to address the challenges of city growth.  Strands of work for the project include 
transport, energy, water, education, business and citizen engagement, all with the aim of making the city 
more sustainable. 

What value could new cross-corridor intercity road and rail links bring? How do these compare to other 
transport initiatives e.g. intra-city links, or wider infrastructure, priorities?  
 
Improved cross country corridor road and rail links are essential to maintain and increase efficiency and 
competitiveness.  Links between the East and West need to catch up with existing North and South links. 

In 2015 Arup re-evaluated the business case for East West rail and found the benefits of the rail link, both 
regional and national, to be twice the original estimates.  This means an additional £73m annual regional 
GDP could be generated by East West Rail links, producing an additional £38m per annum in UK tax receipts 
and an investment payback period of just over five years.  Early delivery could therefore bring forwards the 
potential and benefits associated with the project. 

Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 
 
The Oxford to Cambridge Arc was first proposed as an idea in 2003 by three regional development agencies 
(SEEDA, EEDA and EMDA) to develop an arc ‘second to none’ in the world.   
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In their report on the Oxford-Cambridge arc in 2001, SQW Ltd accurately described the logic of the Arc as 
compelling, but stated that the potential ‘Achilles Heel’ of the arc was the poor East-West infrastructure in 
terms of both road and railxxii.  The review also found the vision of the Arc was too broad with a lack of real 
monetary investment in infrastructure.  It also revealed the necessity of strong collaboration across the 
multiple local authority territories and agencies involved and the need to be clear over who was delivering/ 
coordinating.  

To maximise the potential of the corridor a clear vision and strategy will therefore be needed, pitched at the 
right strategic level, but with practical expression to ensure that all institutions (Academic, Local Enterprise 
Partnerships, Local Authorities, Business) involved share a commitment to working together and achieving 
the same goals.  The joint LEP consultation response to this consultation and the desire of the academic 
institutions to work together show a real commitment to avoiding the issues faced in the previous 
exploration of this arc. 

The Fast Growth Cities network, recognising that cities are at the heart of driving growth, has already 
established a shared agenda between the three cities of Oxford, Milton Keynes and Cambridge.  They share a 
commitment to working together to achieve the best outcomes for their citizens and their wider economic 
areas. Improved connectivity between the cities will amplify the benefits of three of the UK’s most successful 
economies and catalyse further housing, jobs and productivity growth at scale.   
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Outlook-2015.pdf, Page 54 
xviii Centre for Cities, Theresa May and the geography of better paid jobs, http://www.centreforcities.org/blog/theresa-
may-geography-better-paid-jobs/ 
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We fully support the re-instatement of the rail line between Cambridge and Oxford via MK 
(EWRL). However we are opposed to the road Expressway.

Rail

The old varsity line should never have been closed. We accept that parts of the old line 
between Bedford and Cambridge cannot be re-opened because the track bed has been 
built on. So a new route for part of the line is required. 

The two largest towns in the corridor are MK and Luton, both considerably larger than 
Cambridge and Oxford.  These are the two intermediate towns where most of the housing 
growth and jobs growth will be in the future. Consequently the rail line should serve those 
two intermediate towns as well as link Cambridge and Oxford. 

One possible route from MK to Cambridge would be via Bletchley, Lidlington, Luton, Luton 
Airport Parkway, Stevenage, Hitchin. This wou,d require a short link between the Marston 
Vale line and the MML near Lidlington and a new line along the Kimpton valley to link LAP 
and Stevenage. Stevenage to Cambridge would use the existing lines.

Network Rail has selected a corridor for EWRL via Bedford that omits Luton. We think that 
is not the best choice for jobs or housing. However NR have yet to publish their reasoning 
for the selection of that corridor despite promising that it would be published by "early 
2016". We fear that the choice is based on the EWRL Atkins report of 2014 which used 
inappropriate criteria for route selection, eg it ignored the size of the population of the 
towns and just focussed on journey times savings. It also contained errors in current and 
predicted journey times via both road and rail modes. Consequently it came to erroneous 
conclusions.

EWRL has a strong business case. The western section has a BCR of 11. We have yet to 
see a BCR for the central section but it is likely to be similar.

We are concerned about the delays to EWRL. The western section, Oxford to Bedford, 
was scheduled to be completed and operational in 2017. This has slipped considerably 
and is now scheduled to be complete sometime in CP6, ie 2019-2024. The Central 
section, MK to Cambridge, was scheduled to be complete in CP6 but the latest forecasts 
are for some unspecified time after that. We hope that the NIC will propose bringing these 
completion dates forward.

mailto:ahfrancis@gn.apc.org


Road

We do not support the proposal for an Expressway between Cambridge and Oxford. It 
would encourage more journeys by road within the corridor. This would create more traffic, 
not just on the Expressway, but on local roads that feed into it. This would be counter to 
government policies regarding sustainability. It would also create more congestion in the 
towns and villages in the corridor. This would mean more pollution and more CO2 
emissions.

The A421 would probably become the Expressway East of the M1 J13. Any new dual 
carriageway west of there would have huge impact on the environment and would have an 
adverse impact on local housing. A new East-west road would have to pass through or to 
the north or south of a string of towns and villages including Aspley Guise, Woburn Sands, 
Bow Brickhill and Newton Longville. To the south is the Brickhills and the Green Belt. A 
new road there would do enormous damage to the environment. Going through the towns 
and villages would mean the demolition of many houses, again unacceptable. To the north 
of those towns and villages they are now coalescing with Milton Keynes, so there is no 
route that would not involve house demolition and adverse impact on nearby housing.

An Expressway would undermine the business case for the railway. It would be much 
better and more cost effective to spend money on increasing the capacity of the railway 
than to spend it on a new road.



 
 
 
 
 2 August 2016 
Growth corridor call for evidence  
National Infrastructure Commission  
1 Horse Guards Road  
London  
SW1A 2HQ  

 
Email: GrowthCorridorEvidence@nic.gsi.gov.uk 

 
 
Dear Sir or Madam, 
 
We welcome the opportunity to respond to your call for evidence on the Oxford – 
Milton Keynes – Cambridge ‘growth corridor’ in order to maximise this as a single, 
knowledge intensive cluster that competes on a global scale, whilst protecting the 
area’s high quality environment and securing the homes and jobs that the area 
needs. 

Our response follows the numbering sequence of your call for evidence: 

Does the corridor require better connectivity to other major centres of growth?   

We would like to see an extension to the corridor which includes other centres of 
growth, particular along the A14 eastwards through Bury St Edmunds and Ipswich to 
Felixstowe.  Bury St Edmunds is a fast growing economy which could be connected 
better into the Cambridge sub-region by improving connectivity.  It is home to Greene 
King brewery and a major British Sugar processing factory and there are also a 
number of large technological companies; UKTI has identified the town as one of the 
biggest hotspots for agri-tech activity in the UK. 

Ipswich is the county town of Suffolk and has a population of over 350,000 in its 
catchment area. The town’s two largest private sector employers are both in the 
insurance sector (AXA and Willis) and BT’s global research and development HQ 
(Adastral Park) lies on the very edge of the town.  Ipswich is also a significant 
economic driver and boasts a fast growing digital and ICT sector, having been 
recognised as one of the leading digital tech clusters in the UK in the Government’s 
Tech Nation report. The Port of Ipswich remains the largest grain exporting port in 
the UK.   

Government has committed £80m to construct a crossing and new road 
infrastructure across the wet dock at Ipswich Waterfront. The scheme will be a 
catalyst for economic growth and regeneration worth more than £6.5billion to the 
local economy, attracting new business opportunities, job opportunities and 
development for residential and leisure use whilst reducing congestion in Ipswich and 
on the A14 Orwell Bridge by providing an alternative route for local traffic.  

The Port of Felixstowe is Britain’s biggest and busiest container port and one of the 
largest in Europe.  It  handles more than four million containers (44% of all UK’s 
containers) and welcomes approximately 3,000 ships each year, including the largest 
container vessels afloat today – crucially, the port provides some of the deepest 
water close to the open sea of any European port. Around 30 shipping lines operate 
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from Felixstowe, offering approximately 90 services to and from 400 ports around the 
world. 

Together with its unrivalled rail and road links connecting the port to distribution hubs 
in the Midlands and elsewhere in the UK, Felixstowe plays a pivotal role in keeping 
the UK’s trade moving, and delivers real benefits to customers, the community and 
the industry. 

We would also want to see improved connectivity along the A11 Technology Corridor 
from Cambridge via Thetford to Norwich and there are significant plans to capitalise 
on road improvements on the A11 to deliver jobs and growth in communities along 
that corridor including Thetford and Norwich. 
 
We would also support improvements to the corridor to the north connecting 
Cambridge with Ely through to Kings Lynn. 
 
Should adjacent towns and cities be incorporated into the corridor in terms of growth 
and infrastructure planning? 
 
We would welcome the opportunity for greater coordination of infrastructure planning 
from Cambridge east towards Ipswich along the A14 corridor; from Cambridge north-
east along the A11 corridor; and north towards Ely along the A10 corridor. 
 
The Cambridge to Norwich A11 Technology Corridor provides an attractive location 
for technology based businesses which can capitalise on the research and 
development and business opportunities from Cambridge University, the Norwich 
Research Park and the Hethel Engineering Centre. 
 
In the region of 9,000 new jobs are expected to be created along the A11 corridor, 
including those in high value employment sectors such as advanced manufacturing 
and engineering and agri-tech.  20,000 new homes are expected to be created and 
the corridor has the potential to add £558 million to the regional economy. 
 
The A14 is one of the UK’s most important enterprise corridors, linking Britain’s 
biggest container Port at Felixstowe with the rest of the UK and keeping the East 
mobile and accessible to world sectors and markets, many of which are located and 
investing in Suffolk and Norfolk.  Approximately 45,000 jobs and 28,000 homes in 
Suffolk will be delivered on sites close to A14 junctions in the next 10-15 years. 
 

The A10 corridor will support growth in hi tech manufacturing and advanced 
engineering and food, farming and agri-tech and digital research.  5,000 additional 
jobs are expected to be created along the corridor by 2021 along with at least 8,000 
new houses.  

 
Describe your vision to maximise growth, maintain a high quality environment, and 
deliver more jobs and homes across the corridor over the next 30 years. 
 
The New Anglia LEP Strategic Economic Plan sets out our ambitions to create 
95,000 new jobs, 15,000 new businesses, 117,000 new houses and to close the gap 
in productivity from the national average – all by 2026 – and we are well on the way 
to achieving our goals.  Together with our partners, we are supporting our 60,000 
businesses, campaigning for better infrastructure and transport, boosting skills and 
innovation and we are now living, working and learning in a £34bn economy.   
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The LEP’s programmes have had a direct impact on the economy of the East, 
unlocking over £200m of private sector investment, helping to create 350 new 
businesses and around 4,500 new jobs in the last two years.  Over 300 businesses 
have been supported to grow and employ new staff; there are ten new Enterprise 
Zone sites which will create thousands of new jobs; and we have an award-winning 
Growth Hub that has worked with over 5,000 businesses giving 25,000 hours of face 
to face support. 
 
We have secured £221m in Growth Deal funding which has helped us build on our 
pledges, quite literally - a new University Centre at the College of West Anglia; a new 
construction training centre at Easton and Otley College - the first Growth Deal 
project to be completed nationally; business innovation centres in Ipswich and King’s 
Lynn; a new relief road for Bury St Edmunds; and river crossings for Lowestoft and 
Ipswich; to name a few. 
 
We have championed and led the Great Eastern Main Line campaign, calling for 
faster, more reliable services on the Norwich through Ipswich and Colchester line, 
securing backing from all levels of Government. 
 
In Ipswich the Vision to regenerate the town centre, chaired by New Anglia LEP, has 
brought together a coalition of the ‘willing and determined’ to transform the county 
town – around £110m has already been secured for economic growth projects there. 
 
We have launched the Oil and Gas Taskforce delivering targeted business support 
for those companies suffering the effects of the downturn in global energy prices.  
Our ‘all energy coast’ still looks forward to a £50bn investment by 2020 and the 
world’s largest windfarm is being developed off our coastline. 
 
We have one of the largest single-site concentrations of research in food, health and 
life sciences in Europe at Norwich Research Park. 
 
We think that new cross-corridor intercity road and rail links could add considerable 
value to the Oxford – Milton Keynes – Cambridge corridor, particularly as investment 
could also benefit economies further west and east.  We would certainly support 
these improvements in parallel with improvements on the A14. 
 
Yours faithfully 

 
 
Chris Starkie 
Managing Director 
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Summary  

North Northamptonshire, comprising the areas of Corby, East Northamptonshire, Kettering 

and Wellingborough, has been a growth area for the last fifteen years; in that time, it has 

increased its population by 11% (the England population increase was 7% in the same time; 

2001-11)  and is scheduled to increase by a further 20% by 2031.  The area will go from a 

population the size of Leicester to one the size of Bristol. Its growth represents a 

disproportionate share of all new housing in the UK. At the 2011 census, three of its four 

districts were amongst the 20 fastest growing areas in the UK.  (See Appendix One and 

Note One) The ONS has also recently announced that Corby is the fastest growing Borough 

outside London and one of the ten fastest in the country.  

Similarly, in terms of business development, it has seen faster rates of growth than many 

prominent parts of the country, including Manchester, Cambridge and Leeds. Between 2011 

and 2014, business rates growth was between three and five times the national average 

across the area.  (See Appendix Two) 

The area benefits from reasonable to good road connectivity north to south and east to west, 

a good rail link into London and to the north, yet has low land values relative to all its 

surrounding areas. It is close to food growing areas, and has a history steeped in footwear, 

steel, light engineering and food manufacture. These factors make the area important and 

attractive to the manufacturing, logistics, and food technology sectors, and increasingly 

attractive, like the rest of the growth corridor, to high performance engineering. 

Taking housing and transport costs into account, it represents the best value for money not 

only for commuters into London, but also to those working in Cambridge and the east and in 

Milton Keynes and the south west. Improvements already planned for the A14 in 

Cambridgeshire will reduce journey times into Cambridge and increase the area’s 

attractiveness as a place to live.   

Four of the largest sustainable urban extensions (SUEs) are being delivered across North 

Northamptonshire, providing 20,000 houses over the next 15 years, with two other SUEs in 

the process of being designed and consented. The area has worked together across political 

geographies for the last decade and a half; with a Joint Planning Unit, which developed the 

first ever joint core spatial strategy in the UK, (and has now had its successor plan adopted). 

Building on this success, the area sought Garden Community status for its SUEs and 

developed a joint delivery unit and joint delivery committee to embed garden city principles, 

and deepen joint working.  

North Northamptonshire is a single “work, rest and play” area but is closely linked to the 

economies of Northampton, Milton Keynes, Cambridge and Bedfordshire. There is a clear 

opportunity to integrate all those various economies, along with Oxfordshire’s, in such a way 

as to contribute constructively to the national economy, to support the prosperity of London 

and Birmingham, and to complement the development of Oxford and Cambridge.   

The area has been punching above its weight on growth for some time, but has a low profile 

and some structural barriers to growth, which, once overcome, can offer a further step 

change in economic growth.   
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Our Offer  

We believe that the area can help meet the nation’s objectives through our local partnership 

and within the wider SEMLEP area by:- 

1. Driving up housing supply  
 

• Increasing the pace of development in North Northamptonshire; building on our 
considerable track record  

• Creating the conditions for stronger growth; taking a greater share of UK growth  
• Ensuring a rich mix of housing options to suit all needs  
 

2. Increasing home ownership  
 

• Building starter homes on new sites - on top of those already being delivered from 
existing sites 

 Better use of brownfield sites – the area is piloting the publication of brownfield 
registers  

• Spearheading self-build opportunities  
• Creating the chance for smaller and local house-builders to lead on both these 

initiatives  
 
3. Driving local growth  
 

•   Continuing to outperform national and regional averages on business growth by 
considerable margins  

 Increase the pace of growth through established collaborative working and strong 
political leadership  

 
4. Excellent public services 
 

• Driving up apprenticeship numbers on the back of greater construction activity  
• Creating opportunities for local people to develop better skills and qualifications, 

and increase social mobility.  

Your Questions  

The following sections address some of the questions posed by the Commission in its call 

for evidence.  

Q1.    Many places across the Cambridge – Milton Keynes – Oxford corridor have very 

successful local economies and are perceived as highly desirable places to live: 

What have been the key drivers of that success? 

a) Transport links - the opening of the A14 (A1-M1 Link), and continued investment in 

improving the route, thorough road-widening between junctions 7-9 and ramp-

metering, improvements at the junction of the A14 with the M1 and M6, and planned 

improvements to the route within Cambridgeshire have, and will continue to, greatly 

improve east-west movement of goods and people, to the extent that the road 

continues to need capacity improvements over time. There are further projected 

improvements planned, including a new junction to serve the urban extension at 

Kettering.  In addition, the area’s connectivity has been further enhanced with 
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investment benefiting the A43, with the building of the Corby Link Road, and the A6, 

with bypasses to the Market Towns of Burton Latimer, Desborough and Rothwell. 

The A45, from Northampton to Peterborough, has also benefited from investment 

although more dualling and junction improvements, especially at the A6/A45 

intersection are still required.  

Significant investment has taken place to the Midland Mainline to improve travel 

reliability, speed and comfort on trains, which has significantly increased commuter 

numbers and overall rail usage. Electrification and other capacity improvements will 

further improve north-south rail travel and connectivity to the investment by Google 

and others in new employment hubs in North London.  It is possible, through St 

Pancras International, to breakfast in North Northamptonshire and have lunch in 

Paris. It might take as long though to reach Oxford.  

b) Quality of life – North Northamptonshire comprises large and small market towns, 

attractive villages of a quality to match those of the Cotswolds, open space and easy 

access to major centres of population and culture.  Land values have been and 

remain historically low, meaning that house prices are significantly less than 

surrounding areas; the cost equation of living in this area and commuting to London 

makes all the major towns in North Northamptonshire the most affordable location in 

the UK for people working in London.  A similar ratio will apply to Cambridge which is 

less than 40 miles away. Land prices have also attracted volume house builders, 

which allied to a constructive planning process, have enabled the growth agenda to 

be sustained for a decade and a half without overwhelming the area or its 

infrastructure.   

 

c) The Planning process in North Northamptonshire has been joined up for more than a 

decade – a single core spatial plan (the first joint plan in the UK at the time) managed 

by a statutory Joint Planning Committee and  a joint planning unit,  have ensured an 

overall vision for the area is articulated and planned for. The replacement joint core 

strategy was adopted in July 2016, to take the vision through to 2031. The partners 

have built on this platform, with a  Garden Communities designation for its urban 

extensions, attracting £1m of capacity funding from government, and a joint delivery 

unit and committee focused just on those urban extensions.  

 

d) Although too early to have had had a significant economic impact, the roll out of 

broadband connectivity in Northamptonshire is well advanced and in advance of 

many parts of the UK. All local authorities in Northamptonshire are continuing to 

invest in broadband on top of the national and sectoral funding.  

 

What is holding back further growth and greater productivity?  What planned or new 

infrastructure improvements would best support sustainable growth and promote 

innovation over the long-term? 

a) Marketing and Identity - our towns are within an hour by train of St. Pancras 

International but remain to many “off the radar” compared to other centres within 

similar travel times to the capital.  A strong, clear campaign advertisement would 

alert investors and prospective new homeowners of the merits of the area and the 

opportunities it provides. The same is true of its profile within Cambridgeshire, 
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despite it being only “next door”.  The profile of the area from a tourism and leisure 

point of view can also be positively enhanced through better marketing.  Some of the 

Garden Communities capacity funding will go into a marketing and an economic 

development plan, but these are tiny sums compared to what is necessary to effect a 

step change in profile.  

 

b) Infrastructure and connectivity – whilst there have been many improvements, there is 

little public transport linking major centres east to west, or south west into Milton 

Keynes and beyond to Oxford. Rail planned electrification will add capacity on the 

Midland Mainline, enabling a sixth train an hour out of and into St. Pancras.  The Rail 

Utilisation Strategy identified Kettering, for example,  as having one of the best 

business cases to receive this stop. Rail links which connect the Midland Main Line 

to the areas south west of North Northamptonshire, via Bedford, would enable cross 

country movements which are currently constrained by the need to cross London.  

Capacity improvements – longer trains and therefore longer platforms, are also 

needed to cope with the growth in passenger numbers. Similarly there remain 

relatively small areas of infrastructure deficits which also impede investment:- the last 

two miles of any journey can militate against the benefits of investment in major 

roads; in North Northamptonshire, delivery of the Corby Northern Orbital Route,  

improvements to the A509 between the A14 and Wellingborough, the A45 between 

Rushden and the A14, the log-jam of the junction of the A6 and the A45,  all need 

fixing to ensure rapid and, for hauliers, less expensive movements of goods and 

people.    

 

c) Skills – the industrial legacy of the area has meant that it has historically been a low 

skill, low wage economy, with low aspirations and low social mobility. Newer 

employment sectors have not brought many high-technology jobs; the office sector is 

relatively under-represented and the area is arguably just as over reliant on some 

sectors as it historically was on footwear and steel.  Despite its relative proximity to 

two world class universities, the area has: a low graduate population; very low return 

or retention rates for graduates; and lower than average attainment levels across all 

skill levels. There is a way to go to upskill from our average base of level two skills to 

levels three to five. This has constrained inward investment and suppressed overall 

prosperity. There is an opportunity to seek investment in technical support training to 

serve the corridor, so that the northern part of Northamptonshire can support the 

scientific centres of excellence where demand for technicians is high but living costs 

mean support service staff need to commute in and out.  

 

See Appendix Three for an overview of the employment sectors in this area and 

how they compare to the national picture. This shows where we are strong and 

where we lag behind. Some of the under-represented areas are a function of 

difficulties in expanding our labour markets, as well as skills, and longer than 

desirable  travel times between urban centres, particularly but not exclusively beyond 

northern Northamptonshire’s boundaries.   

 

d) Energy and utilities constraints – electricity capacity in parts of North 

Northamptonshire are a limiting factor to longer term developments and both the 
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regulatory regime and the commercial environment for providers such as Western 

Power do not fit well with the need for long term planning; indeed sometimes they 

work against it. Similar regulatory and commercial pressures also make it difficult to 

plan ahead for water infrastructure and sewerage capacity, which in turn complicates 

and slows up the development of urban extensions where multiple developers or 

housebuilders are involved, because of the need for up-front investment and 

collaboration agreements between many interests.  

 

e) Overall capacity within the planning and highway management authorities is also 

strained by this level of growth – this has been partly recognised by the award of 

capacity funding to the area, but remains a potential constraint on the ability to keep 

up with the workload for the local authorities concerned, especially given the overall 

and reducing limits on public sector funding.  

 

f) Commercial viability issues which have held back some growth, particularly around 

strategic housing and employment sites. The need to forward fund significant 

elements of infrastructure – roads, utilities, even health service provision – have 

slowed down growth whilst the public sector seeks to help the private sector 

overcome these barriers.   
 

Does the corridor require better connectivity to other major centre of growth? 

This subject has been covered above but essentially, the area needs:-  

a) Better highway corridors to Northampton and beyond to Oxford optimising the A43 

b) Better highway links to Milton Keynes using the A509 

c) Better highway links to Cambridge using the A14, investment to improve the A14 

Cambridge and Huntingdon 

d) Better rail link between Oxford and Bedford, linking to provide an improved rail 

service north to Kettering and beyond. 
 

Q2.   Does the Cambridge – Milton Keynes – Oxford area, including Northampton, 

form a recognisable economic corridor? 

It does not as yet function as one area, but as a set of overlapping areas, constrained by 

inter- connectivity of the parts.   The connection economically for North Northamptonshire 

with the Cambridge – Milton Keynes – Oxford area is currently not particularly strong.  

However, the area’s track record as a growth area, its growth in employment  and its central 

pivotal position and network of highway infrastructure putting it within an hour of each of the 

key locations,   places it in a favourable location for business and commuting to either of the 

main towns or cities involved. 

Would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies?  Would that same emphasis on coordinated 

planning and decision making provide wider benefits for the economy? 

Co-ordinated planning and decision making can work very well, which has been the case 

with the North Northamptonshire Joint Planning Unit and Committee arrangements.  This 

has potentially worked as well as it has because the authorities involved are similar in size 
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and can ensure that over-dominance is avoided and the authorities understand and share 

responsibility in terms of policy making.  In other words, the planning has been locally owned 

and managed. There have been tensions on particular issues, but they have been 

resolvable. However, a mix of authorities of differing sizes, and sub regional authorities may 

bring with it a greater degree of mistrust and distance from an ability to influence decision 

taking. Therefore corridor wide planning will need to pass tests of local ownership and 

understandability. In North Northamptonshire, authorities have worked hard to engage their 

local populations in the growth agenda, explain the benefits, challenge misconceptions, set 

out the challenges which need to be met and hold the line of, for example,  standards of 

development. All of these lessons need to be re-applied with any new arrangements.  

Should adjacent towns and cities be incorporated into the corridor in terms of growth 

and infrastructure planning? 

As, arguably,  an adjacent set of towns to those referenced in the call for evidence, this 

response sets out why North Northamptonshire should be part of the corridor. This is already 

being achieved through the strengthening of transport links beyond and on the edge of the 

corridor.  For example, improvements to rail capacity on the line between Kettering and 

Corby, line straightening of the Midland Mainline, along with electrification of the line by 

2023.  Road links across the area are also being further strengthened through improvements 

to the A14, A45 and A43 trunk roads.  These transport initiatives will all strengthen travel 

links both North and South of the corridor, creating a new broader, well connected economic 

and housing belt of growth.  Too large a growth corridor could water down the focus, but 

improved transport links have the distinct benefit of mutual support without harming the 

motivation behind the work.  

Q3.   Describe your vision to maximise growth, maintain a high quality environment, 

and deliver more jobs and homes across the corridor over the next 30 years. What 

does that mean for growth and infrastructure investment in your area? What steps are 

currently being taken to realise that vision, and what more needs to be done? 

The North Northamptonshire core spatial strategy sets out the wider vision for the area. The 

second Joint Core Strategy (Part 1 Local Plan) has just been adopted, setting the vision for 

growth for the area to 2031.  This sets an exciting spatial vision for planned growth across 

the North Northamptonshire area, scheduled to deliver 40,000 new dwellings, and create 

31,000 new jobs.  North Northamptonshire has committed to continue to provide strong 

leadership in encouraging and delivering on the Government’s growth agenda.  Continued 

investment in funding expertise and support will ensure that growth agenda for this area is 

maintained and implemented in full.  Effort to further develop the Cambridge – Milton Keynes 

– Oxford Growth Corridor will further enhance the northern part of Northamptonshire’s 

potential for being a full partner in the growth agenda.  Connections between all the parts of 

the arc geography will strengthen other UK linkages.  A link to the North Northamptonshire 

Joint Core Strategy page is provided:  http://www.nnjpu.org.uk 

What value could new cross-corridor intercity road and rail links bring?  How do these 

compare to other transport initiatives eg. intra-city links, or wider infrastructure, 

priorities? 

http://www.nnjpu.org.uk/
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Cross-corridor road and rail links are seen as a fundamental part to the success of the 

Cambridge – Milton Keynes – Oxford corridor.  Without strengthening in this area, the 

corridor fails to fulfil its potential as a distinctive and successful growth corridor. 

Q5.  Are you aware of any examples of UK or international good practice, for example 

in respect of new technology, local frameworks or the built environment that are 

relevant to this review? 

The mechanisms and commitment demonstrated by the North Northamptonshire Joint 

Planning arrangements has been a distinct success.  This is evidenced by the Unit preparing 

the first joint Core Spatial Strategy to be adopted nationally in 2008, and having completed a 

full review which was adopted July 2016. 
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Appendix One – Household Growth 

Note One 

The latest Office for National Statistics (ONS) 2012-based population projections indicate that, if recent trends 

continue, the population of North Northamptonshire will grow from around 321,400 people in 2012 to 370,600 in 

2031, an increase of 15.3%. For comparison, the population of England is projected to grow by 12.9% over this 

same period. The 2012 based projection assumes a lower birth rate and lower net in-migration than the 

population projections that underpin this Plan. The Plan is based on projections prepared by the Cambridge 

Centre for Housing and Planning Research (CCHPR) using previous ONS interim 2011-based projections 

adjusted and rolled forward to 2031. These project a North Northamptonshire population of 382,300 in 2031, 

representing a 20.2% increase over the plan period 2011-31 (or, for comparison with the latest ONS projections, 

19.5% since 2012). 

The ‘strategic opportunity’ for additional housing at Corby would enable the population of North Northamptonshire 

to grow even more, with an increase of 78,000 people (a 24.5% increase) over the plan period to 2031 (23.8% 

since 2012) 

.
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Appendix Two – Business Rate Growth  
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Appendix Three – North Northamptonshire Employment by Sector  
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Oxford Economics 

Oxford Economics was founded in 1981 as a commercial venture with Oxford University’s business 

college to provide economic forecasting and modelling to UK companies and financial institutions 

expanding abroad. Since then, we have become one of the world’s foremost independent global 

advisory firms, providing reports, forecasts and analytical tools on 200 countries, 100 industrial 

sectors and over 3,000 cities. Our best-of-class global economic and industry models and analytical 

tools give us an unparalleled ability to forecast external market trends and assess their economic, 

social and business impact. 

Headquartered in Oxford, England, with regional centres in London, New York, and Singapore, Oxford 

Economics has offices across the globe in Belfast, Chicago, Dubai, Miami, Milan, Paris, Philadelphia, 

San Francisco, and Washington DC. We employ over 230 full-time people, including more than 150 

professional economists, industry experts and business editors—one of the largest teams of 

macroeconomists and thought leadership specialists. Our global team is highly skilled in a full range of 

research techniques and thought leadership capabilities, from econometric modelling, scenario framing, 

and economic impact analysis to market surveys, case studies, expert panels, and web analytics. 

Underpinning our in-house expertise is a contributor network of over 500 economists, analysts and 

journalists around the world. 

Oxford Economics is a key adviser to corporate, financial and government decision-makers and 

thought leaders. Our worldwide client base now comprises over 1000 international organisations, 

including leading multinational companies and financial institutions; key government bodies and trade 

associations; and top universities, consultancies, and think tanks. 

 

 

 

July 2016 

All data shown in tables and charts are Oxford Economics’ own data, except where otherwise stated 

and cited in footnotes, and are copyright © Oxford Economics Ltd. 

This is confidential to Northampton Borough Council and may not be published or distributed 

without their prior written permission.  

The modelling and results presented here are based on information provided by third parties, upon 

which Oxford Economics has relied in producing its report and forecasts in good faith. Any 

subsequent revision or update of those data will affect the assessments and projections shown. 

To discuss the report further please contact: 

Neil McCullough: nmccullough@oxfordeconomics.com 

Oxford Economics 

Broadwall House, 21 Broadwall, London, SE1 9PL, UK 

Tel: +44 207 803 1400  

Paul Walker  pwalker@northampton.gov.uk 

Northampton Borough Council 

Tel: +44 1604 837 416 

mailto:nmccullough@oxfordeconomics.com
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1 

1. INTRODUCTION 

1.1 BACKGROUND 

The Government has charged the National Infrastructure Commission (NIC) to 

put forward recommendations on how to maximise the potential of the 

Cambridge-Milton Keynes-Oxford Growth Corridor, including Northampton. In 

turn, the NIC issued a call for the views of local stakeholders.  

Northampton Borough Council commissioned Oxford Economics to complete a 

strategic piece of analysis to show the contribution that the local area makes to 

the Growth Corridor. The analysis is contained in a separate accompanying 

report, and forms the evidence base for this, Northampton Borough Council’s 

response to the NIC call for evidence. This submission reflects the views of 

both Northampton Borough Council and Oxford Economics.  

1.2 THE GROWTH CORRIDOR 

To the best of our knowledge, there is no formal geographic definition of the 

Cambridge-Milton Keynes-Oxford Growth Corridor. In order to allow a 

comprehensive analysis, we have put forward our definition of the Growth 

Corridor, mapped in figure 1, that includes the local authorities of Cambridge, 

Milton Keynes, Oxford and Northampton, as well as 5 additional local 

authorities of South Cambridgeshire, Bedford, Huntingdonshire, South 

Northampton and Cherwell. This allows our Growth Corridor to have a solid 

boundary, within which: 1.5 million people live; there are 900,000 jobs; and £46 

billion in goods and services are produced.  

Fig. 1. The Growth Corridor 
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2. MANY PLACES ACROSS THE CAMBRIDGE – MILTON KEYNES – OXFORD 

CORRIDOR HAVE VERY SUCCESSFUL LOCAL ECONOMIES AND ARE 

PERCEIVED AS HIGHLY DESIRABLE PLACES TO LIVE 

2.1 WHAT HAVE BEEN THE KEY DRIVERS OF THAT SUCCESS? 

Recent job growth in Northampton has been strong—growing faster than the 

UK as a whole. It can also boast the fastest growth in the number of 

businesses in the Growth Corridor since 2010, growing at more than twice the 

UK average.  

Rapid economic growth is driven by specialising in sectors in which the local 

area has a comparative advantage; and a significant proportion of 

Northampton’s economy is concentrated in specialist industries, with almost 40 

percent of all local jobs in sectors in which the local economy has a higher 

degree of specialisation relative to the other Growth Corridor cities: these 

include:  

 Manufacture of leather and leather related products; 

 Repair of computers and personal and household goods; 

 Financial service activities; except insurance and pension funding; 

 Postal and courier activities; 

 Employment activities; 

 Land transport and transport via pipelines; 

 Legal and accounting activities. 

In addition, Northampton has significant advantages that reflect particular 

strengths in both the structure of its economy and quality of life.  

1. Northampton offers private sector developers an expectation of making 

an acceptable commercial return on investments. 

2. Northampton has a well-balanced economy; not reliant on one or two 

trophy sectors or a single ‘legacy’ industry, facing fundamental 

restructuring nationally or globally. With transport and storage, 

specifically logistics, it has a sector in which the town has achieved 

significant scale and strong employment growth. It is also a global 

leader in High Performance Technology & Motorsport (HPTM) and 

leather and handmade footwear.  

3. Northampton has a highly favourable location, with good connectivity 

particularly to London but also to Birmingham, Coventry and the rest of 

the West Midlands, making it a natural logistics hub. 

4. Northampton and the surrounding county offers a favourable quality of 

life. Most significant here is the availability of good quality housing, at 

(relatively speaking) affordable prices. In addition, it is a university town 

and the town centre has a strong sense of heritage and significant 

numbers of locally-owned shops, restaurants and cafes. Furthermore, 

there is a commitment to grow and develop the current cultural offering 

in the town. The Cultural Quarter was launched in early 2013 and 

already boasts a museum, theatre complex, art gallery, film house, and 

a host of supporting hospitality services. 

5. Northampton and the surrounding county have low unemployment 

rates and relatively low levels of social exclusion. This helps to give the 

town a degree of social cohesion, and increases its attractiveness to 

people looking for a place to live and work.  

https://en.wikipedia.org/wiki/Northampton_Museum_and_Art_Gallery
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2.2 WHAT IS HOLDING BACK FURTHER GROWTH AND GREATER 

PRODUCTIVITY? 

While recent job growth has been very strong, economic output (as measured 

by GVA) has been relatively weak, though this generally reflects the poor 

recovery in productivity across the UK since the financial crisis. However, we 

feel there are specific structural issues holding Northampton back, these are:  

1. Northampton has poor school attainment figures and low levels of 

qualifications. Globalisation makes the low wage-low skill route an 

increasingly difficult way to compete, and low qualification levels are 

likely to be a growing problem in terms of attracting inward investors 

and retaining existing employers;  

 

2. While Northampton’s north-south connectivity is extremely strong, its 

east-west connectivity—including access to Oxford and Cambridge—is 

weak. Neither the A45 to Cambridge nor the A43 to Oxford is an easy, 

reliable route, and rail journeys are poor. Since these two economies 

are likely to see strong growth going forward, poor connectivity to them 

is a weakness for Northampton;  

 

3. The last issue is a small but important one: Northampton is not well 

known, and its strong economic performance is something of which 

very few are aware. The town is not associated in many people’s minds 

with any particular type of industry, and people are not aware of its 

size, its strategic location, nor its strong assets particularly the 

attractive rural surroundings.  

2.3 IN PARTICULAR, WHAT PLANNED OR NEW INFRASTRUCTURE 

IMPROVEMENTS WOULD BEST SUPPORT SUSTAINABLE GROWTH AND 

PROMOTE INNOVATION OVER THE LONG-TERM? 

New infrastructure or improvements to transport infrastructure that improves 

access to both Cambridge and Oxford from Northampton are essential. 

Currently, it is impossible to get a train directly from Northampton to either of 

these cities. In addition, the main road connections do not offer easy access.  

The long planned east-west rail-link will improve connectivity from Oxford-

Milton Keynes-Cambridge. Good rail links to Milton Keynes would also benefit 

Northampton.   

In the short/medium term the delivery of a number of road improvements would 

support the growth of Northampton and enable it to make a better contribution 

to the functioning of the Growth Corridor, these include:  

 Strategic Highway measures identified in the M1/A45 Growth 

Management Scheme (improvement of 6 key road interchanges); 

 M1 Junction 16 improvements; 

 A428 Bedford linkage improvements; 

 A43 Corridor Improvements; 

 Northampton North West Bypass (Phases 1 & 2); 

 Sandy Lane Relief Road; 

 Improved surface access to Sywell Airport.  
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But looking beyond Northampton itself, it seems clear that a strategic spine-

road (also referred to as an ‘expressway’) running east-west through the length 

of the Growth Corridor would enable it to function more effectively, particularly  

facilitating additional investment, development and economic growth. 

Northampton would also derive benefit from any surface access improvements 

to regional airports, especially where these reduce journey times. 

The Northampton Waterside Enterprise Zone is a key asset to Northampton 

and one that could help drive stronger growth going forward. Ensuring the best 

possible broadband speeds, along with reliable connections, is essential to 

ensure competiveness of firms located in the EZ. The same almost certainly 

applies to the Growth Corridor as a whole. 

The strength of the Enterprise Zone will be bolstered by the University of 

Northampton’s £330 million development of the Waterside Campus, due to 

open in 2018. In itself, the University is crucial in improving the educational and 

skill attainment of Northampton residents, which will boost productivity and the 

overall economic performance of Northampton and by extension, the Growth 

Corridor. But by being located within the Enterprise Zone, the University will be 

in a prime position to drive market led research, increasing Northampton’s 

innovative capacity.   

2.4 DOES THE CORRIDOR REQUIRE BETTER CONNECTIVITY TO OTHER 

MAJOR CENTRES OF GROWTH? 

The Growth Corridor cities all have excellent access north-south access to 

London and to the major cities in the Midlands and the North. However, it is 

connectivity within the Growth Corridor that is the major weakness. This must 

be addressed if the Growth Corridor to reach its full economic potential. 
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3. DOES THE CAMBRIDGE – MILTON KEYNES – OXFORD AREA, INCLUDING 

NORTHAMPTON, FORM A RECOGNIZABLE ECONOMIC CORRIDOR?  

3.1 WHAT FACTORS UNITE THE AREA? 

For the Growth Corridor to be a functional economic entity, the individual areas 

must complement each other though trade of goods and services, but also 

have an effective single employment area with easy and low cost movement of 

people.  

Our analysis indicates that Northampton has specific qualities and sectoral 

specialisms not replicated in the other Growth Corridor cities. But we also find 

that what Northampton does well, complements the other economies in the 

Growth Corridor, though supply chain linkages.  

Indicative analysis suggests that Northampton’s specialist sectors could 

support sectors that employ:  

 60,000 jobs in Milton Keynes;   

 30,000 jobs in Oxford; and 

 25,000 jobs in Cambridge.  

However, while we observe a strong movement of commuters between 

Northampton and Milton Keynes, the movement of labour between 

Northampton and Oxford, and Northampton and Cambridge is negligible.  

For the Growth Corridor to be effective, it should be reasonably easy for people 

living in Northampton to work in Oxford and Cambridge, and vice-versa. We 

feel that the extremely low flow of commuting exposes a real issue with the 

quality and or practicality of accessing Northampton from the other Growth 

Corridor cities by either private or public means. This restricts the size of the 

labour market, and therefore restricts the potential for economic growth.  

From the point of view of Northampton, we feel that improving links to both 

Oxford and Cambridge would not only open up a larger labour pool; but it would 

also remove growth constraints that housing places on both Oxford and 

Cambridge.  

3.2 WOULD GREATER EMPHASIS ON CORRIDOR-WIDE PLANNING AND 

DECISION MAKING BENEFIT LOCAL COMMUNITIES AND LOCAL 

ECONOMIES? 

Yes. Effective, Growth Corridor wide planning would make sure that the major 

Growth Corridor cities are connected, both physically and strategically. Growth 

Corridor wide planning would also ensure that individual local area 

infrastructure planning was joined-up and fully complementary at the Growth 

Corridor level.  

But firstly, a formal definition of the Growth Corridor is essential. We have 

constructed a geographic area that includes five other local authorities along 

with Cambridge, Milton Keynes, Oxford and Northampton, that gives the 

Growth Corridor a solid border. However, this needs to be formally agreed, as 

ambiguity of who is ‘in’ and who is ‘out’ makes effective planning very difficult.  
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On the issue of governance, empirical evidence clearly shows that economic 

development is hindered by complex and confusing local political structures: 

and that structures should approximate to underlying economic geographies. 

We therefore feel that there would be a benefit to having a single ad-hoc voice 

on shared interests, or perhaps a board that would have an overview of growth 

strategies and coordinate accordingly.  

3.3 WOULD THAT SAME EMPHASIS ON COORDINATED PLANNING AND 

DECISION MAKING PROVIDE WIDER BENEFITS FOR THE UK 

ECONOMY? 

Yes. Maximising the potential of the Growth Corridor as a whole will be for the 

benefit of the UK as whole.  

3.4 SHOULD ADJACENT TOWNS AND CITIES BE INCORPORATED INTO 

THE CORRIDOR IN TERMS OF GROWTH AND INFRASTRUCTURE 

PLANNING? 

As previously stated in 3.2, there is no formal definition of the Growth Corridor, 

apart from it containing Cambridge, Milton Keynes, Oxford and Northampton. 

For the purposes of our analysis we have also included the following local 

authorities: 

 South Northamptonshire;  

 Cherwell; 

 South Cambridgeshire;  

 Bedford; and  

 Huntingdonshire.  

It is recognised that the local authorities within the Growth Corridor have 

important connections with other local economies throughout the East 

Midlands, the East and South East, not included in our definition here. So while 

not all local authorities within SEMLEP are included in our definition of the 

Growth Corridor, this does not imply that these local authorities do not have an 

important role in the economic development of Northampton, the Growth 

Corridor and SEMLEP.  

We also recognise that it is possible to come up with other definitions of the 

Growth Corridor, ours is one, and should be seen as a contribution to the 

ongoing discussion of the geographic coverage of the Growth Corridor.  
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4. DESCRIBE YOUR VISION TO MAXIMISE GROWTH, MAINTAIN A HIGH 

QUALITY ENVIRONMENT, AND DELIVER MORE JOBS AND HOMES ACROSS 

THE CORRIDOR OVER THE NEXT 30 YEARS: 

4.1 VISION 

Our vision for Northampton is for the ongoing development of its economic 

strengths as well as the enhancement of the favourable quality of life that 

presents it with a number of opportunities to build a bright and prosperous 

future within the Growth Corridor. However, all of that needs to be within a 

dynamic new context, in which Northampton and its surrounding areas have 

tight links to both Oxford and Cambridge, providing commuter homes, excellent 

business facilities, and a stopping-off-point within the Growth Corridor 

connecting the two of them. 

But in this vision Northampton would also be making a major contribution to the 

Growth Corridor in its own right. It would continue to have a well-balanced 

economy, not least in logistics, but would have particular strength as a key part 

of the local High Performance Technology & Motorsport (HPTM) cluster. In our 

vision, this cluster will have grown into a substantial sector in absolute terms, 

characterised by a twenty-first century mix of advanced engineering skills, 

entrepreneurship, cross-company and university collaboration, and a 

willingness to embrace new opportunities.  

The cluster would be widely spread, with a particular focus at Silverstone, but 

with both Northampton town centre and Waterside EZ offering a wide variety of 

twenty-first century properties, from converted shops to modern highly efficient 

factories. Northampton has a positive ‘small-town’ feel, despite its size, and this 

can be used to attract (for example) design firms, engineering consultancy and 

professionals to locate in the town centre.  

Success would also involve Northampton becoming well known. The hand-

made shoe and boot-making sector is a perfect catalyst here: a route to 

develop positive perceptions and awareness of the town. As part of the global 

fashion industry, the sector can build a positive image for Northampton 

amongst the kind of people that the town needs to attract if it is to be 

successful—whilst offering along the way strong skills progression 

opportunities for a growing number of local people.  

This is a vision of Northampton that is identifiably still the town that it is today, 

but reconfigured for the twenty-first century. 

4.2 WHAT DOES THAT MEAN FOR GROWTH AND INFRASTRUCTURE 

INVESTMENT IN YOUR AREA? 

Our analysis took into consideration a number of planned infrastructure 

investments that Northampton Borough Council are planning for a range of 

future development projects within the Enterprise Zone, the wider town centre 

and the rest of the county. These include business parks, office 

accommodation, retail, hotel provision and housing, along with more traditional 

enabling infrastructure projects (e.g. road, energy, sewage, etc.). 

Although these investments have the potential to boost employment, GVA and 

population levels in the local economy, they will also benefit the rest of the 
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Growth Corridor through supply chain and consumer spending, and through the 

potential strengthening of commuting across the various local authorities.  

Achieving our vision (see previous section) would involve strengthening links 

across the Growth Corridor. This could be achieved through infrastructure 

projects (e.g. road and rail), greater collaboration (across the private, public 

and academic sectors), an agreed growth strategy for the Growth Corridor, or 

all of the above.  

Fundamentally success would result in stronger supply chains, clustering and 

knowledge spill-over and the Growth Corridor would therefore retain more of 

the indirect and induced economic benefits within the nine local economies that 

make it up. We estimate these plans would lead to a substantial increase in the 

rate of economic and job growth over our baseline outlook for the local 

economy and the Growth Corridor. These include:  

 The value of Northampton’s economy being £1.2bn larger by 2030; 

 The pace of job growth to double over our baseline expectations, 

creating 21,600 jobs. 

Though supply chain links: this will generate benefits outside of Northampton 

captured by the rest of the Growth Corridor, this includes:   

 £371 million to the value of the economy; 

 5,400 additional jobs. 

4.3 WHAT STEPS ARE CURRENTLY BEING TAKEN TO REALISE THAT 

VISION, AND WHAT MORE NEEDS TO BE DONE? 

Our economic modelling has taken into account of the planned developments 

by Northampton Borough Council’s infrastructure plan. A comprehensive list of 

projects that have been included in the modelling is available from 

Northampton Borough Council. Section 2.3 gives a list of areas that need to be 

addressed going forward.  

This evidence is focused on Northampton itself but nonetheless it occurs to us 

that the production and adoption of a whole Growth Corridor Strategy might 

provide an appropriate long-term framework for investment, development and 

growth. This could inform a number of statutory and non-statutory plans. 

4.4 WHAT VALUE COULD NEW CROSS-CORRIDOR INTERCITY ROAD 

AND RAIL LINKS BRING? HOW DO THESE COMPARE TO OTHER 

TRANSPORT INITIATIVES E.G. INTRA-CITY LINKS, OR WIDER 

INFRASTRUCTURE, PRIORITIES? 

Please refer to 2.3. The poor east-west transport links are persistently cited as 

a strategic weakness, constraining growth and with significant investment 

urgently required. New links should, inter alia, specifically consider the impact 

on Northampton and how they can improve access to Cambridge and Oxford, 

to help make the Growth Corridor a fully functioning economic entity.  
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5. ARE THERE LESSONS TO BE LEARNT FROM PREVIOUS INITIATIVES TO 

MAXIMISE THE POTENTIAL OF THE CORRIDOR? 

The Cambridge Milton-Keynes Oxford Growth Corridor traverses an area that is 

served by six Local Enterprise partnerships. Within that geography, the pattern 

of local government includes several Unitary, County and District Councils and 

literally thousands of businesses covering a broad range of sectors. This 

represents a rich partnership landscape, which is broadly unified around the 

shared aim of working together to achieve a high level of economic growth. 

That being the case, questions naturally arise around how we can appropriately 

harness the strengths of Growth Corridor partners in the public, private and 

voluntary sectors around a shared economic vision for the Growth Corridor, 

alongside suitable governance arrangements that will enable a sustained focus 

on the delivery of that vision, including the key infrastructure that will support 

economic growth, and if possible, make it happen faster than would otherwise 

be the case. 

One relatively nearby example of how this process may be started, and there 

are obviously others, is provided by the London Stanstead Cambridge 

Consortium (LSCC). This was formed in June 2013 as a strategic partnership 

of public and private organisations covering an area running North from the 

Royal Docks in London, up through the Lee Valley, the M11, A1 and A10 

roads, the East Coast and West Anglia Mainline rail corridors to Stevenage, 

Harlow and Stanstead, and through to Cambridge and Peterborough. 

The partnership was formed to organise and promote what is a clear functional 

economic area, with strong inter connections, commuting to work and learn 

patterns, clusters of industries and supply chains. It brings together public and 

private sector organisations, which have the common aim of seeking economic 

growth, higher employment rates, providing places for people and business 

while preserving the quality and character of the Corridor. 

The LSCC’s objectives can be summarised as being to: 

 Raise the profile of the Corridor; 

 Build a clear economic growth agenda; 

 Provide a forum for members, partners and supporters to work 

collaboratively; 

 Act as ambassadors for the Corridor, inter alia, co-ordinating good 

relationships between districts, counties, LEPs, regional and central 

government. 

In practical terms what this means for them is: 

 Infrastructure Advocacy; 

 Investment promotion; 

 Sector strategies to support business growth and job creation; 

 Cross-border initiatives to unlock growth. 

There would seem to be at least some parallels between the circumstances 

and approach taken by LSCC and the Cambridge–Milton Keynes–Oxford 

Growth Corridor and to that extent the LSCC example can be considered to 

have some utility here. 
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6. ARE YOU AWARE OF ANY EXAMPLES OF UK OR INTERNATIONAL GOOD 

PRACTICE, FOR EXAMPLE IN RESPECT OF NEW TECHNOLOGY, LOCAL 

FRAMEWORKS OR THE BUILT ENVIRONMENT, THAT ARE RELEVANT TO 

THIS REVIEW? 

Innovation Districts 

While the Northampton Enterprise Zone is regarded as being among the most 

successful in the UK, we feel that it can have a greater impact on growth in 

Northampton and the Growth Corridor as a whole by adapting its model 

towards an American concept of an Innovation District. This has been explored 

in Sheffield and elsewhere, particularly to the EZ but also to the town centre 

more generally.  

The business parks established on the outskirts of UK cities over the 1980s 

and 1990s were once the popular choice of developers and planners. However, 

these isolated developments were poorly connected, and little thought was 

given to the possibilities for exploiting positive links between businesses, nor to 

building links to the wider local or regional economy and research base. On the 

contrary: privacy and seclusion were offered as positive benefits. 

As our understanding of the innovation process has developed, so this model 

has come to seem inappropriate. An alternative is that of “innovation districts”. 

Bruce Katz of the Brookings Institution defines these as “geographic areas 

where leading-edge anchor institutions and companies cluster and connect with 

start-ups, business incubators, and accelerators. They are also physically 

compact, transit-accessible, and technically-wired and offer mixed use housing, 

office and retail.”  

These innovation districts ideally contain a mix of assets that together enable 

those located in them to drive innovation and growth: 

 Economic assets include anchor institutions that attract others. They 

may include universities, research institutions, hospitals, and global 

companies. Alongside these anchors, high-value research orientated, 

highly creative or highly specialised companies locate and spring up. 

Strong links with universities and incubators help to support innovative 

activity; 

 Physical assets include public spaces, private facilities and 

buildings/space designed to foster networking and collaboration. In 

addition, they are supported by appropriate road, rail and digital 

infrastructure; 

 Finally networking assets refer to the formal and informal relationships 

that exist between individuals, firms and the institutions in the district. 

Strong clusters and networks lead to positive spillovers, as companies 

and institutions collaborate and innovate more. 
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Oxford Economics 

Oxford Economics was founded in 1981 as a commercial venture with Oxford University’s business 

college to provide economic forecasting and modelling to UK companies and financial institutions 

expanding abroad. Since then, we have become one of the world’s foremost independent global 

advisory firms, providing reports, forecasts and analytical tools on 200 countries, 100 industrial 

sectors and over 3,000 cities. Our best-of-class global economic and industry models and analytical 

tools give us an unparalleled ability to forecast external market trends and assess their economic, 

social and business impact. 

Headquartered in Oxford, England, with regional centres in London, New York, and Singapore, Oxford 

Economics has offices across the globe in Belfast, Chicago, Dubai, Miami, Milan, Paris, Philadelphia, 

San Francisco, and Washington DC. We employ over 230 full-time people, including more than 150 

professional economists, industry experts and business editors—one of the largest teams of 

macroeconomists and thought leadership specialists. Our global team is highly skilled in a full range of 

research techniques and thought leadership capabilities, from econometric modelling, scenario framing, 

and economic impact analysis to market surveys, case studies, expert panels, and web analytics. 

Underpinning our in-house expertise is a contributor network of over 500 economists, analysts and 

journalists around the world. 

Oxford Economics is a key adviser to corporate, financial and government decision-makers and 

thought leaders. Our worldwide client base now comprises over 1000 international organisations, 

including leading multinational companies and financial institutions; key government bodies and trade 

associations; and top universities, consultancies, and think tanks. 

July 2016 

All data shown in tables and charts are Oxford Economics’ own data, except where otherwise stated 

and cited in footnotes, and are copyright © Oxford Economics Ltd. 

This report is confidential to Northampton Borough Council and may not be published or distributed 

without their prior written permission.  

The modelling and results presented here are based on information provided by third parties, upon 

which Oxford Economics has relied in producing its report and forecasts in good faith. Any 

subsequent revision or update of those data will affect the assessments and projections shown. 

To discuss the report further please contact: 

Neil McCullough: nmccullough@oxfordeconomics.com 

Oxford Economics 

Lagan House, Sackville Street, Lisburn, BT27 4AB 

Tel: +44 2892 635400 

mailto:nmccullough@oxfordeconomics.com
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EXECUTIVE SUMMARY 
Northampton has the potential to play a significant role in ensuring that 
the Growth Corridor achieves its potential as a dynamic and innovative 
economic area.  With its own economic strengths, it can drive growth within 

the corridor, but also complement the economies of Oxford, Cambridge and 

Milton Keynes—therefore ensuring that increased investment will not just be for 

the direct benefit of Northampton, but the Growth Corridor as a whole.  

Northampton is already a prominent regional economic centre. In terms of 

population, it is larger than either Oxford or Cambridge, and employs over 

140,000 people—the second largest job total of any local authority in the 

Growth Corridor. With large sectors in both financial and insurance activities 

and transport and storage, the local area has seen employment growth outpace 

the national average.  

However, the level of qualifications in Northampton is markedly lower relative to 

Cambridge and Oxford, and could potentially be an obstacle to long-term 

growth. 

The future for Northampton is bright, with strong growth expected over 
the next 15 years.  The rate of job growth will outpace the Growth Corridor 

average and be almost twice that of the UK overall. This will see Northampton 

strengthen as a regional economic centre, with the inflow of commuters 

increasing over the forecast period. The number of people living in 

Northampton is expected to exceed 250,000 by 2030, with a strong influx of 

migrants into the area, boosting the working age population and economic 

capacity.  

Northampton’s specialisms strengthen the corridor as whole, 
complementing and supplying its local economies. Almost 40 percent of 

the jobs in Northampton belong to sectors in which the local economy has a 

higher degree of specialisation relative to the other key Growth Corridor cities. 

In addition, the potential supply chain linkages associated with Northampton’s 

specialist sectors could potentially support significant employment in Oxford, 

Cambridge and Milton Keynes.  

However, the low movement of commuters to and from Northampton and 

Oxford or Cambridge reveals inadequate transport connections that weaken 

the economic potential of Northampton and the Growth Corridor as a whole. 

Northampton exhibits important strengths. It has a well balanced economy 

that offers a strong return on private investment; located just off the M1 with 

easy access to London and Birmingham, it is in an excellent geographic 

location; with affordable housing and low levels of social exclusion, it offers a 

good quality of life.  

These factors present it with opportunities to build a bright and 
prosperous future within the Growth Corridor. It can attract the best and 

brightest to live there, by being an easy commute to other Growth Corridor 

cities, but also support high skilled jobs in the local area through further 

development of specialist sectors such as high performance technology and 

motorsport. It can attract further investment and stimulate business growth by 
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increasing the number of offices and industrial premises, as well by 

redeveloping existing buildings. With the Northampton Waterside Enterprise 

Zone playing a key role in ensuring that needs of businesses in the twenty-first 

century are met. The enterprise zone itself will be bolstered with the relocation 

University of Northampton to the site, which in addition to raising the education 

and skill attainment of local residents, can drive market led research and 

Northampton’s innovation capacity.      

Making the most of these opportunities and cementing its position as a crucial 

component in the success of the corridor will, however, require that some of 

Northampton’s weaknesses are tackled. None are immoveable but each 

currently represents a constraint on the city’s future potential. In particular, 

east-west connectivity is poor, limiting interconnectedness with the Growth 

Corridor’s powerhouses of Oxford and Cambridge. Educational attainment is 

also relatively low by comparison to its neighbours, a factor that will act to 

constrain growth in the long term in an increasingly knowledge-based 

economy. Finally, Northampton’s profile is overshadowed by its better known 

neighbours, and by a kind of self-imposed modesty. It is a city with much to 

recommend it to the affluent, well educated, productive workforce that will be 

attracted to the opportunities the wider Growth Corridor has to offer—with an 

attractive urban environment, relatively affordable housing and a specialist 

economy—but it needs to more effectively promote itself as a place to live and 

work if it is to really maximise the benefits that the Growth Corridor brings.    

We estimate that investment projects in Northampton have the potential 
to notably benefit Northampton and the rest of the Growth Corridor. 
Planned infrastructure investment could lead to increasing the value of the local 

economy by more than £1 billion and doubling the pace of job growth by 2030. 

It is also clear that the additional economic activity and housing will strengthen 

supply chain linkages and commuting across the nine local economies, adding 

an additional £370 million and an additional 5,400 jobs to the rest of the Growth 

Corridor economy.  
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1. INTRODUCTION
1.1  BACKGROUND TO THE STUDY 

The economic corridor of Cambridge, Milton Keynes and Oxford forms a 

“Knowledge cluster” which is globally competitive. The Growth Corridor is home 

to some of the UK’s fastest growing towns and cities, presenting opportunities 

alongside significant long-term challenges.   

Such is the potential of the corridor that, in a recent letter to the head of the 

National Infrastructure Commission (NIC), the then Chancellor George 

Osborne instructed the body to put forward recommendations to “maximise the 

potential” of the Cambridge-Milton Keynes-Oxford corridor, “whilst protecting 

the area’s high quality environment and securing the homes and jobs the area 

needs.”
1
 

Consequently, the NIC has issued a call for evidence on the Growth Corridor 

including Northampton, from local stakeholders. This gives Northampton 

Borough Council and its partners a perfect opportunity to demonstrate that 

Northampton already plays an important role within the Cambridge-Milton-

Keynes-Oxford Growth Corridor, and that with suitable investments its role can 

be strengthened to the significant benefit of other parts of the Growth Corridor.  

The report takes the following structure: 

• Section 2 provides an overview of the characteristics of Northampton’s

economy along with our baseline outlook.

• Section 3 documents the role of Northampton’s economy relative to the

Growth Corridor.

• Section 4 provides a detailed SWOT analysis aimed at establishing the

path to maximising growth.

• Section 5 presents the economic impact model results.

1.2 THE GROWTH CORRIDOR 

To the best of our knowledge, there is no formal geographic definition of the 

Cambridge-Milton Keynes-Oxford Growth Corridor. In order to allow a 

comprehensive analysis, we have put forward our definition of the Growth 

Corridor, mapped in figure 1, that includes the local authorities of Cambridge, 

Milton Keynes, Oxford and Northampton, as well as 5 additional local 

authorities of South Cambridgeshire, Bedford, Huntingdonshire, South 

Northampton and Cherwell. This allows our Growth Corridor to have a solid 

boundary, within which:  

• 1.5 million people live;

• There are 900,000 jobs;

• £46 billion in goods and services are produced.

1
 National Infrastructure Commission, Cambridge-Milton Keynes-Oxford: ‘growth corridor’ call for evidence (2016)  
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The focus of the analysis will be on Northampton’s role within the Growth 

Corridor, and main points of comparison will be against the other main Growth 

Corridor cities of Cambridge, Milton Keynes and Oxford. By forming a definition 

of the Growth Corridor, we can also compare to the growth corridor average, 

and therefore allow a more representative benchmark of performance. 

We also recognise that it is possible to come up with other definitions of the 

Growth Corridor, ours is one, and should be seen as a contribution to the 

ongoing discussion of the geographic coverage of the Growth Corridor. 

However the Growth Corridor is defined, Northampton will continue to make an 

important contribution to its economic development.  

Fig. 1. The Growth Corridor 
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2. NORTHAMPTON’S ECONOMY
This section provides a detailed assessment of Northampton’s economy, 

focusing on population, employment, sectoral structure, and productivity. 

Throughout, we will make reference to performance vis-à-vis the overall the 

main Growth Corridor cities and the Growth Corridor average.   

2.1 EMPLOYMENT 

Northampton is undoubtedly economically significant within the Growth 

Corridor.  The Growth Corridor supported over 935,000 workplace jobs in 

2015—15 percent of these were based within Northampton. Within the Growth 

Corridor, Northampton was second only to Milton Keynes, in terms of total 

employment offered.  

Following the financial crisis, Northampton’s employment picture has performed 

well. Employment increased by 8,600 jobs or 6.4 percent between 2012 and 

2015, stronger than that experienced at both the regional and national level. 

Similarly, the other key cities in the corridor experienced improved job growth 

over this period, also outperforming their respective regional averages. At a 

preliminary level, these observations indicate that the four local areas together 

form the basis of a distinct local growth economy.  

Fig. 2. Employment growth, Northampton and the Growth Corridor 
economies, 2012-2015 

Since 2012, job growth in Northampton has been driven by the health and 

social work; wholesale and retail; and administrative and support sectors. 

Collectively these sectors accounted for 7,500 additional jobs over three years, 

representing almost 90 percent of net job growth. Recent job losses have been 

most concentrated within manufacturing and public administration, sectors 

which have experienced a challenging environment both within the Growth 

Corridor and nationwide. 

Northampton

Cambridge

Milton Keynes

Oxford

0.0% 2.0% 4.0% 6.0% 8.0% 10.0% 12.0% 14.0%

Council area Region

Source: Oxford Economics 

Employment growth 
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Fig. 3. Sectoral employment change, Growth Corridor, 2012-2015 

Sector 
Growth Corridor Northampton 

Change (000's) % pa Change (000's) % pa 

Agriculture, forestry and fishing -0.4 -2.0% 0.0 -3.0%

Mining and quarrying -0.1 -9.9% 0.0 0.0% 

Manufacturing 1.1 0.6% -1.0 -3.3%

Electricity, gas, steam 0.2 2.8% 0.2 7.4% 

Water supply 0.5 3.9% 0.1 9.3% 

Construction 10.6 8.1% 0.3 1.8% 

Wholesale and retail 6.6 1.6% 1.8 2.5% 

Transportation and storage -0.4 -0.3% 1.1 3.7% 

Accommodation and food 7.7 5.5% 0.1 0.7% 

Information and communication 2.6 1.9% 0.1 1.4% 

Financial and insurance 3.0 3.8% 0.4 1.6% 

Real estate activities -0.6 -2.0% 0.3 11.8% 

Professional, scientific and technical 18.9 7.0% 1.0 2.8% 

Administrative and support 16.7 8.1% 3.4 7.7% 

Public administration and defence -5.3 -5.0% -1.9 -9.7%

Education 4.9 1.5% 0.6 2.1% 

Human health and social work 2.8 0.9% 2.4 4.4% 

Arts, entertainment and recreation 2.4 3.7% 0.2 2.3% 

Other service activities 3.5 4.3% -0.5 -3.1%

Total 74.7 2.8% 8.6 2.1% 

Source: Oxford Economics 

Note: Blue shading denotes the stronger performing sectors, whereas yellow highlights the weakest 

The structure of Northampton’s economy demonstrates some significant 

differences to that of the overall Growth Corridor. Figure 4 shows that in 

comparison to the Growth Corridor, Northampton’s economy has above 

average employment concentrations in financial and insurance activities; 

administrative and support services; and transportation and storage. 

Administrative and support was one of the best performing sectors within the 

Growth Corridor in employment terms—helping to boost job growth in 

Northampton. Likewise, the transportation and storage sector experienced 

above average growth within Northampton, despite the sector performing 

relatively poorly throughout the remainder of the Growth Corridor area.  
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Fig. 4. Employment structure, Northampton relative to the Growth 
Corridor, 2015 

Milton Keynes’ economy is the most similar to Northampton in terms of overall 

structure. Both council areas have relatively significant employment in financial 

and insurance activities; administrative and support services; and 

transportation and storage; and are relatively less reliant on sectors such as 

education and professional services—well represented sectors within Oxford 

and Cambridge.  

Fig. 5. Annual average employment growth, Northampton and the Growth 
Corridor, 2008-2015  

2008-2012 2012-2015 

Employment 
change (000s) Average growth Employment 

change (000s) 
Average 
growth 

Northampton -3.2 -0.6% 8.6 2.1% 

Cambridge -0.3 -0.1% 11.9 3.9% 

Milton Keynes 0.5 0.1% 17.7 3.5% 

Oxford 0.8 0.2% 14.4 4.1% 

Growth 
Corridor 

-7.8 -0.2% 74.7 2.8% 

UK -225.7 -0.2% 1,790.5 1.8% 

Source: Oxford Economics 

2.2 LABOUR CHARACTERISTICS 

In general, Northampton’s unemployment rate has been both higher and more 

volatile than that of the Growth Corridor over the last decade. However, despite 

a brief increase in 2013, the unemployment rate in the council area has been 

converging towards the Corridor average. In 2015, Northampton’s 

unemployment rate stood at 4.2 percent—only slightly larger than the Growth 

Corridor average of 3.8 percent.  
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Fig. 6. ILO unemployment rate, Northampton and Growth Corridor, 2005-
2015 

While recent employment growth within Northampton has been encouraging, 

qualification levels of the working age population remain relatively low and 

could act as a limiting factor when attempting to create jobs and attract 

investment. A recent Ofsted report noted that Northamptonshire lags behind 

the rest of the region at both primary and secondary level.
2
 In addition, the 

proportion of Northampton’s working age population educated to degree level 

(NVQ4) or above was lower than the Growth Corridor average. In 2015, only 30 

percent of 16 to 64 year olds in Northampton were educated to this higher 

level, significantly less than the 43 percent attainment estimated throughout the 

Growth Corridor area.  

The contrast is even more apparent when compared to the key Growth Corridor 

economies. Almost two-thirds of all 16 to 64 year olds in Cambridge and Oxford 

were educated to this higher level. The attainment gap was, however, 

significantly less pronounced when compared to Milton Keynes, where 36 

percent of working age residents attained these higher qualifications.  

A similar trend is apparent among Northampton’s working age population at the 

lower end of the educational spectrum. Estimates for 2015 indicate that 12 

percent of the council area’s 16 to 64 years had no qualifications—a share five 

percentage points above the Growth Corridor average.  

2
 Ofsted, The report of her Majesty’s Chief Inspector of Education, Children’s Services and Skills 2013/14—East 

Midlands regional report, 2014 
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Fig. 7. Higher level education attainment, Northampton and Growth 
Corridor, 2015 

Below average educational attainment/skill levels can be a limiting factor to 

overall productivity within an economy. Highly productive businesses are 

attracted to areas which offer highly skilled labour, and often offer higher wages 

to attain this labour. As such, Northampton significantly trails the likes of Oxford 

and Cambridge which offer more highly qualified resident populations. This, in 

turn, contributes to below average productivity within Northampton’s economy. 

Average GVA per job in Northampton stood at £40,200 in 2015 (2012 prices)—

significantly lower than the strongest corridor economy (Milton Keynes) and the 

Growth Corridor average with GVA of £57,300 and £49,000 per job 

respectively. Although the national context is of poor productivity growth 

nationally, the local economy has still underperformed that of the East Midlands 

as well as the Growth Corridor since 2010.  

Average workplace wages in Northampton are also low relative to the other 

Growth Corridor as a whole. The average weekly wage of people working in 

Northampton in 2015 was almost £480—more than 12 percent below the 

Growth Corridor average, and between 16-18 percent lower than the other 

Growth Corridor cities.
3
 In addition, wage growth in Northampton has been 

particularly weak. While wage growth in the corridor and in the UK as a whole 

had been particularly weak since 2012, wages have generally seen modest 

growth. But over the same time period in Northampton wages have been 

falling, albeit slightly, in real terms. 

3
 Wages can be expressed with as resident wages—wages earned by those who live in the local area though not 

necessarily working in the area; or workplace wages—wages earned by those who work in the local area but not 

necessarily living in the area. Workplace wages are a better reflection of the type of jobs available in the local 

area. 
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Fig. 8. Weekly wage level and growth, Northampton and Growth Corridor 
areas, 2012-2015  

Average workplace wages, 2015 Average Wage 
growth, 2012-2015 

Northampton £474 -0.3%

Cambridge £566 1.7% 

Milton Keynes £577 0.9% 

Oxford £570 2.3% 

Growth Corridor £539 1.1% 

UK £508 0.8% 

Source: Oxford Economics 

2.3 HOUSING 

At £164,800 in 2015, average house prices in Northampton were much more 

affordable than Cambridge and Oxford, where average prices were more than 

twice that of Northampton. However, like Northampton, Milton Keynes average 

house prices remained broadly comparable to the respective regional average. 

Housing affordability within Northampton was slightly weaker than the regional 

average. The average price to earnings ratio in 2015 stood at 6.6 whereas the 

East Midlands average was 6.5 the same year. However, in comparison to the 

Growth Corridor economies, housing in Northampton remains relatively 

affordable, especially compared to Cambridge and Oxford where the price to 

earnings ratio is more than double that experienced in Northampton. 

Affordability has deteriorated considerably within these Growth Corridor areas 

relative to both Northampton and Milton Keynes. 

Fig. 9. Housing affordability, Northampton and comparators, 2000-2015 
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2.4 BUSINESS 

We estimate that, together, the Growth Corridor economies in 2015, 

contributed £45.9 billion towards the value of goods and services produced in 

the UK. Northampton was the third largest economy in the Corridor in GVA 

terms, accounting for 13 percent of the Corridor total. 

Northampton’s relatively weak productivity growth is, however, at odds with a 

local economy that has seen rapid growth in its business base. The number of 

businesses in Northampton has increased markedly, growing by 35 percent 

between 2010 and 2015, stronger than the other key local economies within the 

Growth Corridor. Overall, the Corridor experienced business enterprise growth 

of 17 percent over the same period.  

As a result, the concentration of businesses per thousand of the population 

compares strongly, with almost 37 businesses for every thousand people within 

Northampton’s population. The latest available data shows that there were 

almost 8,200 business enterprises operating in Northampton in 2015. 

The transportation and storage sector made the largest contribution to 

Northampton’s business growth over this time. Equally, business growth in 

Northampton’s professional services and administrative and support sectors 

outperformed the equivalent sectors in the other key corridor economies. 

Fig. 10. Business concentration, Northampton and Growth Corridor, 2015 

2.5 POPULATION 

In terms of population, Northampton is the second largest council area in the 

Growth Corridor, with over 220,000 residents in 2015. Northampton’s 

population accounted for almost 15 percent of the total Growth Corridor 

catchment that year. It was therefore significantly larger than either Oxford and 

Cambridge, and only 15 percent smaller than that of Milton Keynes. 
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From 2000 to 2010 population growth in Northampton was strong relative to the 

UK, though weaker than that of the Growth Corridor. However, since 2010 

Northampton has matched the pace of growth of the wider Growth Corridor.  

Amongst the corridor economies, Milton Keynes has experienced particularly 

strong population growth, though the pace has eased since 2010.  

Fig. 11. Population growth, Northampton and comparators, 2000-2015 

2015 2000-2010 2010-2015 

Population (000s) 10 year % y/y 5 year % y/y 

Northampton 222 0.8% 1.1% 

Cambridge 130 0.9% 1.5% 

Milton Keynes 263 1.6% 1.4% 

Oxford 160 0.8% 1.5% 

Growth Corridor 1,505 1.0% 1.1% 

UK 65,097 0.6% 0.7% 

Source: Oxford Economics 

Northampton has had a net inflow of migrants each year for the past decade, 

as people come to the local area in search of employment, with 1,400 more 

arriving  than leaving the area in 2015. The other key economies in the Growth 

Corridor have also seen net inflows of migrants over this period. Given that 

migration trends are mostly driven by economic incentives, a net inflow is 

usually a good indicator of a thriving economic centre.  

Equally, migrants tend to be younger than the average population, as such the 

continued inflow of migrants into the area helps boost the working age 

population. A larger working age population is important as it effectively 

increases the size of Northampton’s pool of labour and therefore boosts the 

output capacity and growth potential. 

2.6 ECONOMIC OUTLOOK 

This section presents our baseline forecasts between 2015 and 2030 for both 

Northampton and the Growth Corridor local authorities. It is important to note 

that these forecasts were set before the UK referendum on membership of the 

EU.  

2.6.1 Population 

We expect Northampton’s population to continue to grow at a solid pace over 

the forecast period, increasing by 33,000 by 2030 or 0.9 percent per annum, 

with the overall size of the city growing in excess of 250,000 people. The pace 

of growth in Northampton will be faster than the Growth Corridor as a whole, 

with only Milton Keynes projected to have faster growth in population, among 

the Growth Corridor cities.  



Cambridge-Milton Keynes-Oxford Growth Corridor 

13 

Fig. 12. Population forecasts , Growth Corridor cities, 2015 and 2030 

Levels Change 

2015 2030 000s % p.a. 

Northampton 222 255 33 0.9% 

Cambridge 130 146 16 0.8% 

Milton Keynes 263 312 49 1.1% 

Oxford 160 171 11 0.5% 

Growth Corridor 1,554 1,753 198 0.8% 

UK 65,097 71,077 5,980 0.6% 

Source: Oxford Economics 

Population growth will be driven by natural increase, accounting for just over 

two-thirds of overall growth, with a net in-migration accounting for the 

remainder. The boost in population coming from migrants will help support the 

working age population, as migrants tend to be of working age. This will lead to 

a larger pool of labour and therefore increase the economic capacity of 

Northampton.  

The strong inflow of migrants will help keep Northampton’s population from 

ageing as rapidly as other Growth Corridor cities. Overall we expect the 

working age population of Northampton to increase by 15,000 by 2030, an 

increase of over 10 percent. This is slightly stronger than Milton Keynes, and 

well ahead of the Growth Corridor average of an increase of 7 percent. 

Significantly, the working age populations of Cambridge and Oxford will be 

much slower, at just 2 percent and 4 percent respectively.  

2.6.2 Labour market 

We expect the pace of employment growth in Northampton to pick-up markedly 

over the forecast period, growing on average by 0.9 percent a year—almost 

twice the pace of average job growth between 2010 and 2015. This will be 

enough to generate an additional 20,000 jobs over the next 15 years. Almost 

half of the forecast increase in employment will be realised by 2020, due to a 

sharp acceleration of job growth in the initial five-year period of the forecast. 

Over the following 10 years, the pace of growth will moderate, and grow in line 

with Milton Keynes.  

It is clear that job growth in Northampton will be very strong over the forecast 

period. Overall, the rate of employment growth will be faster than the 

Cambridge and the Growth Corridor average, and almost twice as fast as that 

of Oxford and the UK.  
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Fig. 13. Employment forecast, Northampton and East Midlands, 2015-2030 

Strong job growth in Northampton will help keep the unemployment rate in the 

city below that of the other cities in the Growth Corridor and below the regional 

benchmarks. However, with the rate of unemployment already low by historical 

standards in the baseline, there is less scope for further decline. This reflects 

the fact that a significant amount of the additional jobs will be taken up by 

migrants into the area.   

Improved job growth in Northampton is to be driven by: 

• administrative and support services;

• professional, scientific and technical services; and

• wholesale and retail trade.

Collectively, these sectors are expected to contribute almost 60 percent of total 

job growth in the local area by 2030. The latter two sectors had previously been 

strong net job creators prior to 2015, while administrative and support services 

had seen employment fall. This is largely due to a sharp decline in employment 

in the sector in 2013, where employment fell by almost one-third.  

Job losses will be within the public administration sector due to ongoing public 

sector cuts; and manufacturing, where there is ongoing shift towards more 

capital-intensive means of production—boosting productivity and global 

competitiveness, but reducing the amount of labour demanded. These very 

much reflect national trends and are not specific to Northampton. There will 

also be a slight fall in the number of jobs within the financial and insurance 

sector, again reflecting national trends.  

Figure 14 shows the change in sectoral employment across the Growth 

Corridor’s major cities. This reiterates the point on the similarities between the 

Northampton and Milton Keynes economies. The top three job creating sectors 

in Northampton are also the strongest sectors in Milton Keynes. In contrast, 

there is less overlap with Oxford and Cambridge, as while professional, 

scientific and technical services are relatively strong job creators in both, the 

rate of growth in markedly slower than in Northampton and Milton Keynes.  
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Fig. 14. Sectoral employment forecast, Northampton and Growth Corridor 
areas, 2015-2030 

Strong job growth in Northampton will also lead to an increase in people 

travelling to the area to work. We expect that the number of people working in 

Northampton to increase by 16,000 but the number of local residents in 

employment will only increase by 14,000. This difference will be filled by 

commuters travelling into Northampton from surrounding areas, with the net 

inflow of commuters increasing from 7,400 in 2015 to 9,700 in 2030.  

Wage growth differentials between different local areas are driven by the 

relative employment growth across sectors. Stronger employment growth in 

high paying sectors will generally drive faster earnings growth. We expect wage 

growth to be substantially stronger over the forecast period, growing on 

average by 3.7 percent, significantly stronger than earnings growth since 2010 

just 1 percent per annum. Wage growth will be in line with Oxford, though lag 

behind Cambridge and Milton Keynes as well as the Growth Corridor average 

and UK average. The slightly stronger earnings growth in Cambridge will be 

driven by strong employment growth in information and communications, while 

Milton Keynes earnings rise by more due to stronger employment growth in 

professional, scientific and technical activities.   

Sector 
Northampton Cambridge Milton Keynes Oxford 

(000's) % pa (000's) % pa (000's) % pa (000's) % pa 

Agriculture, forestry and fishing 0.0 -0.2% 0.0 -0.6% -0.1 -1.0% 0.0 -1.0%

Mining and quarrying 0.0 -3.0% 0.0 - 0.0 - 0.0 -3.1%

Manufacturing -1.4 -1.0% -0.3 -1.1% -1.9 -1.3% -0.8 -1.3%

Electricity, gas, steam -0.1 -0.8% 0.0 -1.1% 0.0 -0.8% 0.0 -0.8%

Water supply 0.0 -0.6% 0.0 -0.5% 0.0 -0.6% 0.0 -0.6%

Construction 1.9 1.8% 0.4 1.2% 1.7 1.6% 2.2 1.3% 

Wholesale and retail 3.0 0.8% 0.8 0.5% 4.5 0.9% 0.9 0.5% 

Transportation and storage 1.9 1.1% 0.2 0.6% 2.1 0.9% 0.1 0.3% 

Accommodation and food 1.0 1.1% 1.0 0.8% 1.7 1.3% 0.9 0.7% 

Information and communication 0.5 1.2% 1.6 1.0% 2.1 1.1% 1.1 1.1% 

Financial and insurance -0.3 -0.2% 0.0 -0.1% -0.1 -0.1% 0.0 -0.1%

Real estate activities 0.3 1.5% 0.2 1.3% 0.5 1.6% 0.3 1.4% 

Professional, scientific and technical 3.9 1.8% 3.0 1.2% 4.4 1.4% 2.4 1.2% 

Administrative and support 5.4 1.9% 1.6 1.3% 4.8 1.5% 1.5 1.3% 

Public administration and defence -0.3 -0.4% -0.4 -0.8% -0.2 -0.3% -0.4 -1.0%

Education 0.7 0.4% 0.8 0.2% 1.0 0.4% -0.1 0.0% 

Human health and social work 2.6 0.8% 1.7 0.7% 1.7 0.8% 1.4 0.5% 

Arts, entertainment and recreation 0.8 1.5% 0.6 1.2% 1.5 1.9% 0.4 1.3% 

Other service activities 1.0 1.2% 0.6 1.1% 2.2 1.6% 0.4 1.0% 

Total 20.9 0.9% 11.6 0.7% 25.8 0.9% 10.5 0.5% 
Source: Oxford Economics 

Note: Blue shading denotes the stronger performing sectors, whereas yellow highlights the weakest 
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Fig. 15. People and resident based employment levels, and net 
commuting, Northampton, 2015-2030 
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3. NORTHAMPTON’S ROLE IN THE
GROWTH GORRIDOR

3.1 NORTHAMPTON’S LINKAGES WITH THE GROWTH CORRIDOR 

This section will establish how the Growth Corridor functions as an economic 

entity, specifically exploring Northampton’s economic specialisations, and how 

it adds to the pool and movement of both  labour, and goods and services 

between Growth Corridor cities.   

3.2 COMMUTING PATTERNS BETWEEN  GROWTH CORRIDOR 
LOCATIONS 

As outlined in section 2.6.2, Northampton’s importance as an important 

regional economic centre is underlined by the fact that it attracts a net inflow of 

commuters. Using the 2011 census, we are able to analyse the commuting 

patterns of Northampton residents working outside the local area, as well as 

residents from outside Northampton working in the local area. This allows us to 

assess the areas with which Northampton has strong economic connections.  

Of course, commuting patterns are heavily influenced by proximity, and in that 

sense we expect to see the local areas closest to Northampton to have the 

largest movement of people. But observing a strong commuter flow between 

Northampton and Cambridge, Oxford and Milton Keynes would indicate strong 

economic ties, and help us understand the role Northampton plays within the 

Growth Corridor.  

On first assessment, while there is substantial movement of people between 

Northampton and Milton Keynes, the flow is dominated by a net outflow of 

commuters from Northampton; while there is very little movement at all 

between Northampton and Oxford or Cambridge, respectively. The 2011 

census shows that just over 12,000 more people travelled into Northampton to 

work, than local residents leaving to work. Of those leaving Northampton to 

work, Milton Keynes was the most common destination, followed closely by 

Daventry. The movement out of Northampton residents for employment is quite 

concentrated, with nearly two-thirds of the total outward commuting flow 

accounted for by just five locations.  

Looking specifically at movements to other Growth Corridor cities, it is clear 

that there is a strong economic connection with Milton Keynes, which provides 

more than 4,000 Northampton residents with employment, accounting for 15 

percent of all commuters from the local area. However there is very little 

outward movement to either Oxford or Cambridge, which collectively account 

for less than one percent of outward commuters.  
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Fig. 16. Commuter flows to and from Northampton, 2011 

Destination Number % Origin Number % 

Top 5 locations 

Milton Keynes 4,221 15.5% Daventry 6,306 15.9% 

Daventry 4,177 15.3% 
South 
Northamptonshire 

6,275 15.9% 

South Northamptonshire 3,727 13.7% Wellingborough 5,802 14.7% 

Wellingborough 3,117 11.4% Kettering 3,559 9.0% 

Kettering 1,769 6.5% East Northamptonshire 3,293 8.3% 

Growth Corridor cities 

Milton Keynes 4,221 15.5% Milton Keynes 2,093 5.3% 

Oxford 104 0.4% Oxford 49 0.1% 

Cambridge 35 0.1% Cambridge 17 0.0% 

Other 22,898 84.0% Other 37,386 94.5% 

All locations 27,258 100.0% All locations 39,545 100.0% 

Source: Census 2011 

Almost half of all the commuters travelling into Northampton to work come from 

areas in close vicinity of the area, with the most common sources of inward 

commuters coming from Daventry, South Northamptonshire, and 

Wellingborough—all within a 16km radius of Northampton city centre. It is also 

clear, that Northampton is less of an attraction for commuters from the other 

Growth Corridor cities, with Milton Keynes accounting for just over five percent 

of total commuter inflow, and a negligible flow from Oxford and Cambridge.  

The census also provides information on how people travel to work. It is clear 

that the movement of workers between the other cities in the Growth Corridor is 

highly dependent on private means of transport. Commuting by car as either 

the driver or passenger was the most popular method to commute to and from 

Northampton, accounting for 90 percent of the total inflow and outflow traffic.  

Commuting by train or bus accounts for under 10 percent of the total inward 

and outward flows to and from Northampton, revealing that public transport is 

not readily available and or inconvenient for commuting purposes. In addition, 

among the most popular origin and destination locations, public transport 

methods of travel account for a lower than average share of travel. Indeed, only 

Milton Keynes registers a significant flow of commuters by rail, with travel by 

bus, minibus, or coach the most popular form of public transport among high-

flow locations.  

In the other Growth Corridor cities, travelling by car is also the most common 

form of commuting, but the proportion accounted for by car is significantly lower 

than Northampton, with public transport accounting for a much larger share of 

total commuting. For instance, the proportion of total commuting inflows into 

Cambridge and Oxford accounted for by rail and bus was 16 percent and 21 

percent, respectively; while Milton Keynes had a similar proportion as 

Northampton, at just under 7 percent.  
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This flags a possible issue with the quality and or practicality of accessing 

Northampton from the other Growth Corridor cities by either private or public 

transport. And this becomes a real issue if lack of access places a constraint on 

the movement of labour within the Growth Corridor. Labour markets work best 

when there is a large pool of workers to pick from, as it helps match the best 

skills with the right jobs.  If Northampton residents would potentially like to work 

in any of the other growth cities but can’t because the quality of the roads 

makes the drive too long or inconvenient, and or public transport is not 

convenient, then there is an effective constraint on the functioning labour 

market, and economic growth of the corridor. Of course, similar growth 

constraints could apply to Northampton if people with the right skills for jobs in 

Oxford, Cambridge and Milton Keynes can’t travel to Northampton due to 

limited accessibility.  

Fig. 17. Method of commuting to and from Northampton, 2011 

Destination Train 
Bus, 

minibus 
or coach 

Car: 
driving 
or pax. 

Origin Train 
Bus, 

minibus 
or 

coach 

Car: 
driving 
or pax. 

Top 5 locations 

Milton Keynes 4.9% 1.6% 91.1% Daventry 0.6% 2.7% 93.2% 

Daventry 0.2% 4.7% 88.0% 
South 
Northamptonshire 0.1% 3.6% 93.2% 

South 
Northamptonshire 0.3% 5.0% 89.1% Wellingborough 0.2% 3.9% 93.0% 

Wellingborough 0.2% 3.5% 92.8% Kettering 0.5% 2.2% 92.6% 

Kettering 0.3% 4.4% 90.5% 
E. 
Northamptonshire 0.2% 1.6% 95.4% 

Growth Corridor cities 

Milton Keynes 4.9% 1.6% 91.1% Milton Keynes 3.6% 1.5% 92.1% 

Cambridge 0.0% 14.3% 80.0% Cambridge 0.0% 0.0% 94.1% 

Oxford 0.0% 1.9% 87.5% Oxford 0.0% 8.2% 77.6% 

Total 5.3% 3.7% 85.8% Total 1.5% 3.4% 90.8% 
Source: Census 2011 

3.3 SPECIALISMS AND INTERCONNECTIONS 

In assessing the Growth Corridor, it is important to understand what the 

individual cities offer in terms of sectoral specialisms, but also how they support 

each other in terms of producing for the local supply chain. 

3.3.1 Specialisms 

The total value of Northampton’s economic output was £5.8 billion in 2015, 

accounting for just under 13 percent of the total value of economic output of the 

Growth Corridor as a whole. For Northampton to grow rapidly and to continue 

to make a significant contribution to the economic output of the Growth 

Corridor, it needs to concentrate its economic activity into what it does best by 

developing its specialist sectors—those services or production sectors that the 

local area does better or at a lower cost than other areas due to either an 

endowment of skills and or natural resources. This gives Northampton a 
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comparative advantage in the sector, and therefore the incentive to concentrate 

its economic resources into a certain set of industries for the highest economic 

return.  

Using detailed breakdown of employment made available at the local level by 

the ONS we can identify the industries in which Northampton specialises.
4
 We 

can then compare these to other cities in the Growth Corridor to gain an 

understanding of what the corridor as a whole offers in terms of specialisation, 

and more importantly, what Northampton contributes to that picture.  

Figure 18 shows the sub-sectors in which Northampton has a location quotient 

(LQ) greater than 1. A location quotient indicates a higher concentration of 

employment relative to another geographic area, and can therefore be used to 

indicate sectors of specialisation. In total, there are 26 sub-sectors spread 

across 12 broad sectors in which Northampton has a LQ greater than 1, and 

therefore can be considered to have a degree of sector speciality. In total, there 

are about 74,000 jobs within these sub-sectors, which is almost 60 percent of 

total employment in the area.  

Of the largest employment sectors highlighted in section 2, figure 18 shows that 

within the broad administrative and support activities sector it is the 

employment activities sub-sector (mainly recruitment agencies) that drives 

employment; while the activities of head offices and consultancy activities drive 

employment in the professional, scientific and technical activities sector.  

Section 2 also flagged that manufacturing as a whole is not a large employer in 

Northampton. But analysis at the detailed level also shows that there are sub-

sectors of manufacturing in which Northampton has high concentrations of 

employment relative to the country as a whole. Therefore, while the 

manufacturing sub-sectors in figure 18 collectively account for less than two 

percent of total employment in Northampton, as it has a higher employment 

share relative to England as a whole, these can be thought of areas of 

specialisation. Manufacture of leather and related products is a particular 

example, an industry that Northampton is renowned for, with over 1,000 people 

employed.  

Importantly, in the context of the Growth Corridor, Northampton can be 

considered to have a higher degree of specialisation in almost all of these 

sectors relative to the other cities in the Growth Corridor. Overall, in only 6 sub-

sectors in which Northampton specialises do one of the other Growth Corridor 

cities have a higher LQ. The most significant of these overlaps are within the 

human health activities where both Oxford and Cambridge would be 

considered to be more specialised; and wholesale trade except of motor 

vehicles and motorcycles where Milton Keynes seems to have a slight edge. 

Therefore on the basis of this analysis, there is strong evidence to suggest that 

Northampton strengthens the Growth Corridor by bringing sectoral specialisms 

not replicated, at least to the same degree, by the other Growth Corridor cities.  

4
 Using data published in the Business Register and Employment Survey (BRES). 
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Fig. 18. Northampton employment sectors, 2 digit code, 2014 

Sector Sub sector LQ Employment 

Administrative and support activities 

Employment activities 2.0 8,626 

Rental and leasing activities 1.3 865 

Security and investigation activities 1.0 927 

Arts, entertainment, and recreation Gambling and betting activities 1.3 518 

Construction Specialised construction activities 1.0 2,838 

Electricity, gas, steam, and air 
conditioning 

Electricity, gas, steam and air conditioning supply 2.7 1,167 

Financial and insurance activities 
Financial service activities, except insurance and 
pension funding 

2.9 6,732 

Human health and social work Human health activities 1.3 11,545 

Manufacturing 

Manufacture of leather and related products 27.0 1,023 

Manufacture of paper and paper products 2.3 508 

Manufacture of beverages 2.0 249 

Manufacture of other non-metallic mineral 
products 

1.7 596 

Manufacture of chemicals and chemical products 1.3 550 

Manufacture of rubber and plastic products 1.1 818 

Manufacture of machinery and equipment 1.0 798 

Printing and reproduction of recorded media 1.0 550 

Manufacture of electrical equipment 1.0 341 

Other service activities 
Repair of computers and personal and household 
goods 

6.8 1,534 

Professional, scientific and technical 
activities 

Activities of head offices; management 
consultancy activities 

1.4 4,781 

Legal and accounting activities 1.1 2,997 

Public administration 
Public administration and defence; compulsory 
social security 

1.0 5,500 

Transportation and storage Postal and courier activities 2.3 2,401 

Warehousing and support activities for 
transportation 

1.9 3,979 

Wholesale and retail trade 

Wholesale trade, except of motor vehicles and 
motorcycles 

1.6 8,383 

Wholesale and retail trade and repair of motor 
vehicles and motorcycles 

1.3 2,861 

Land transport and transport via pipelines 1.2 2,586 

Source: ONS 

3.3.2 Supply chain connections 

Northampton adds to the Growth Corridor’s economic strength by specialising 

in sectors that are different to those in which Milton Keynes, Oxford, and 

Cambridge specialise. But it will also make an important economic contribution 

by providing inputs into the supply chains in other Growth Corridor cities; and 

vice versa.  

Similar to commuting, having a diverse supply chain in close proximity helps 

boost economic output by reducing the costs of production. By identifying what 

sectors Northampton is likely to be connected to via the supply chain spending, 

we can get a good indication of the potential level of support Northampton can 

offer Milton Keynes, Oxford, and Cambridge.  
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METHODOLOGY: IDENTIFYING POTENTIAL SUPPLY CHAIN LINKS 

Using the UK input-output tables, we are able to identify the amount of turnover between 

selling and purchasing sectors. Having identified the sub-sectors in which Northampton 

specialises in figure 19, we assume that an LQ greater than 1 signals a level of production that 

is in excess of what is consumed locally and therefore traded externally, some of which is sold 

as an intermediate good on the supply chain, purchased by a range of buying sectors. For 

each specialised sector identified in Northampton, we identify the major purchasing sector and 

then cross reference this with the LQ of Milton Keynes, Oxford, and Cambridge. For a given 

purchasing sector, if the LQ is greater than one for a given location, we assume that this is an 

indication that it is a specialised sector for that area and is therefore likely to engage in a 

significant of purchases on the supply chain, including the selling sector identified being 

present in Northampton. 

This analysis does not assume that this reveals an explicit supply chain connection between 

Northampton and the other cities in the Growth Corridor, it simply points to a possible overlap 

between what Northampton is likely to sell a lot of, and what the other cities are likely to need 

to purchase. It therefore highlights the degree to which Northampton could potentially support 

the other Growth Corridor economies. 

For example, the financial services activities (except insurance and pension funding) in 

Northampton has a LQ of 2.9 employing just under 7,000 people.  Using the UK input-output 

tables, we can see that this sector as a whole has a turnover of £87 billion of industrial 

purchases for intermediate use, with the biggest single purchasing sector being financial 

services which purchases of £2.9 billion. This sector has a high LQ in Milton Keynes, where it 

employs over 4,500 people, and therefore highlights a potential link between the two sectors in 

the respective local areas. 

Figure 19 clearly shows that Northampton’s specialist sectors potentially 

complement most of Milton Keynes’s specialist sectors. This confirms our 

earlier analysis in Section 2 which identified the two economies being closest in 

terms of structure. Overall, there are potential supply chain links to nine 

individual sub-sectors that collectively employ almost 60,000 people in Milton 

Keynes, which is over one-third of total employment, the most prevalent being 

within the combined wholesale and retail trade sub-sectors, with over 16,000 

people employed in Milton Keynes.  

While there is less overlap with Oxford and Cambridge, there are some 

significant links worth highlighting. For instance, there are potentially strong 

connections between printing and recording services in Northampton and 

publishing activities in which Oxford and Cambridge specialise, employing over 

5,000 people. Also, services of head offices and management consulting 

services has a strong supply link to the financial service activities that employ 

over 6,000 in Milton Keynes. Taken as a whole, the potential supply chain links 

amounts to 29,500 in Oxford and 25,000 in Cambridge, equivalent to just over 

a quarter of the total workforce in each city.   
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Fig. 19. Possible supply chain links, Northampton and the Growth 
Corridor cities.  

Milton Keynes Oxford Cambridge 

Northampton selling sector Dominant purchasing sector LQ Emp. LQ Emp. LQ Emp. 

Employment services Employment Activities 1.4 7,757 1.0 3,486 

Security and investigation 
services 

Financial Service Activities, Except 
Insurance And Pension Funding 

2.1 6,094 

Human health services  
Human Health Activities Non-
market 

2.0 16,218 1.5 10,683 

Leather and related products  
Wholesale And Retail Trade And 
Repair Of Motor Vehicles And 
Motorcycles 

1.6 4,649 

Alcoholic beverages  
Food And Beverage Service 
Activities 

1.0 6,528 1.1 6,139 

Printing and recording services Publishing Activities 6.0 3,492 3.1 1,553 

Services of head offices; 
management consulting services  

Financial Service Activities, Except 
Insurance And Pension Funding 

2.1 6,094 

Accounting, bookkeeping and 
auditing services; tax consulting 
services 

Financial Service Activities, Except 
Insurance And Pension Funding 

2.1 6,094 

Public administration and defence 
services; compulsory social 
security services  

Architectural And Engineering 
Activities; Technical Testing And 
Analysis 

1.1 3,034 2.0 3,390 

Postal and courier services  
Financial Service Activities, Except 
Insurance And Pension Funding 

2.1 6,094 

Warehousing and support 
services for transportation 

Warehousing And Support Activities 
For Transportation 

3.7 9,673 

Wholesale and retail trade and 
repair services of motor vehicles 
and motorcycles  

Manufacture Of Motor Vehicles, 
Trailers And Semi-Trailers 

5.5 3,354 

Land transport services and 
transport services via pipelines, 
excluding rail transport  

Wholesale Trade, Except Of Motor 
Vehicles And Motorcycles 

1.5 10,039 

Source: ONS 
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4. SWOT AND VISION
4.1 STRENGTHS AND WEAKNESSES 

Identifying the strengths and weaknesses in a local economy always involves a 

significant degree of judgement that has to be placed alongside the kind of 

empirical analysis shown in Section 2 above.  Overall, we have identified six 

main strengths of the Northampton economy.
5
 (They are not in order of 

importance). 

(1) First, as we indicated in the previous section, Northampton has been

experiencing above-average growth in employment and the number of

businesses. This has meant that those charged with promoting the

town to potential inward investors have a strong story to tell.

(2) The second strength follows from the first: Northampton offers private

sector developers an expectation of making an acceptable commercial

return on investments. This clearly acts to favour private sector

investment in the town.

(3) Third, Northampton has a well balanced economy. This means that the

strong growth is not dependent on just one or two ‘trophy’ sectors but is

spread across different industries and services, but more importantly, it

means that the town is not heavily reliant on a single ‘legacy’ industry,

facing fundamental restructuring nationally or globally. (See box for

discussion of the logistics sector.)

(4) Fourth, and this is one of the reasons for the balanced economy,

Northampton has a highly favourable location, with good connectivity

particularly to London but also to Birmingham, Coventry and the rest of

the West Midlands.

(5) Fifth, Northampton and the surrounding county offers a favourable

quality of life. Most significant here is the availability of good quality

housing, at (relatively speaking) affordable prices. In addition, it is a

university town and the town centre has a strong sense of heritage and

significant numbers of locally-owned shops, restaurants and cafes, plus

a modest cultural offer.

(6) Finally, Northampton and the surrounding county have low

unemployment rates and relatively low levels of social exclusion. This

helps to give the town a degree of social cohesion, and increases its

attractiveness to people looking for a place to live and work.

5
 This is based on the analysis in Sections 2 and 3, a short consultation exercise and review of relevant literature.  
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STRENGTHS AND WEAKNESSES: LOGISTICS 

Transportation and storage stands out in Northampton in terms of its absolute scale, its 

size relative to the UK average for the sector, and its employment growth. This is of 

course a function of Northampton’s location; but more than that the town has developed 

the necessary infrastructure to support and continue attracting businesses. This is a very 

low risk sector to be in, and hence clearly a strength, although advanced computing and 

artificial intelligence will almost certainly erode employment levels per unit of output.  

We discuss several other sectors under opportunities and threats, below. 

Against these strengths, Northampton, like every other town or city, has some 

weaknesses. Our assessment is that four are of greatest concern. 

(1) First, Northampton has poor school attainment figures and low

qualifications’ levels. Historically this has not been such a major

problem: like several other towns in the south east and south midlands,

Northampton has provided young people with plentiful job opportunities

in expanding sectors requiring relatively low qualifications, and the

town has grown in consequence. However, globalisation makes the low

wage-low skill route an increasingly difficult way to compete, and low

qualification levels are likely to be a growing problem in terms of

attracting inward investors and retaining existing employers.

(2) Second, while Northampton’s north-south connectivity is extremely

strong, its east-west connectivity is weak. Neither the A45 to

Cambridge nor the A43 to Oxford is an easy, reliable route, and rail

journeys are poor. Since these two economies are likely to see strong

growth going forward, poor connectivity to them is a weakness for

Northampton.

(3) Third, Northampton as a local authority is tightly bounded

geographically, with limited room to expand in terms of employment or

housing land, and hence a high degree of interdependency with its

neighbours. It has three immediate neighbours, plus another three local

districts within the county. There are currently two LEPs, and a number

of other partnerships with different geographies.  Within the corridor as

a whole there has been difficulty in agreeing the membership of

Combined Authorities, despite the financial advantages being offered

by central government, which is keen to see local partnerships based

on underlying economic geographies. But empirical evidence clearly

shows that economic development can be hindered by complex local

political structures, especially when potential inward investors are

unsure about who to speak to, or have to deal with multiple agencies.

The same problem can also occur when lines of communication with

central government are unclear, or when multiple policy submissions

are sent on the same topic. The plan to merge the two LEPs from

September 2016 is a welcome step towards addressing this issue and

further consideration with regard to strengthening working relations
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amongst the many partners in Northamptonshire and in the corridor as 

a whole might reap dividends. 

(4) The fourth weakness is a small but important one: Northampton is not

well known, and its strong economic performance is something of

which very few are aware. The town is not associated in many people’s

minds with any particular type of industry, and people are not aware of

its size, its strategic location, nor its strong assets particularly the

attractive rural surroundings.

4.2 OPPORTUNITIES AND THREATS 

While strengths and weaknesses refer to the economy as it currently stands, 

opportunities and threats refer to the future—and indeed to possible alternative 

futures. So the degree of judgement rather than hard evidence is inevitably 

even greater.  

Nevertheless, we see four really significant opportunities for Northampton 

going forward, which we judge should be part of the town’s future economic 

development strategy. The four are all inter-connected—it is unrealistic to think 

of any one of them in isolation from the others. 

The first opportunity for Northampton will arise if east-west transport links can 

be improved, specifically the links to Cambridge and Oxford. The rationale here 

is clear: Cambridge & Oxford have the skills, knowledge and business base to 

achieve strong sustained growth, but both are constrained primarily by property 

costs and property availability, both industrial/commercial and residential. 

Northampton, and broader Northamptonshire, have much greater property 

affordability and potentially much greater supply. That suggests that if 

Northampton was an easy journey away from the two university cities, then it 

could potentially attract ‘overspill’ (in terms of both business location and 

household location) from both. Crucially, if Northampton could offer affordable 

housing combined with a good quality of life, then it would have the special 

advantage that people working in either Cambridge or Oxford could locate 

there, secure in the knowledge that they would have the option of taking up 

future job opportunities in the other city, without the need to relocate.
6
  

It is beyond our scope to advise on whether road links should be upgraded or 

rail links (or both) although in terms of short-term impacts road links are likely to 

have the greater impact.  

The second opportunity for Northampton is to become an integral part of 

the Cambridge-Milton Keynes-Oxford Corridor by offering a sector or sectors of 

its own that potentially complement the research capabilities of the two 

universities, and also that knits together smaller towns throughout the Corridor. 

The big opportunity here is the possibility of building up and expanding their 

existing presence in the High Performance Technology & Motorsport (HPTM) 

sector, from a small beginning to something substantial in absolute terms.  

6
 They would also have the same opportunity to switch employment to London. 
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The local area is undoubtedly already a global leader within the HPTM sector, 

and the technologies that the sector develops have much wider applications 

than motor sports, from which it grew (and before that from aircraft building). So 

the possibility of building something significant in absolute terms is a genuine 

one. 

Cosworth is the best-known Northampton name within the local cluster and an 

example of a company that has evolved dramatically: it describes itself as 

providing ‘electronic and powertrain products and engineering services to high 

performance vehicle manufacturers and motorsport teams’. Its involvement in 

Formula 1 is now marginal. Cosworth also has facilities in the USA, and 

significantly for Northampton’s larger ambitions, in Cambridge.  

The sector has in the past been characterised by a high degree of instability, 

reflecting in part its involvement in sport with the inevitable uncertainties that 

brings, but also reflecting its practice of living on the boundaries of technology 

and the difficulties for many companies of securing finance. Many companies 

have experienced changes of ownership, and individuals have often left their 

employers to found their own businesses, which have themselves in many 

cases seen changes of direction or of ownership.  

This means that today HPTM is very much a twenty-first century cluster, 

combining technical skills (in this case advanced engineering) with 

entrepreneurship, high rates of cross-company collaboration and university 

collaboration and a willingness to embrace new opportunities. It has a lot in 

common with the original Shoreditch tech cluster, but spread more widely. 

Cranfield University provides a notable opportunity for research-driven 

collaboration with local clusters. While Oxford and Cambridge are both of long 

term potential importance to Northampton (and vice versa) Cranfield University 

is at least as significant—and already so. The university awards over 10 

percent of all engineering and science degrees in the UK and accounts for over 

half of all aerospace engineering post graduates. Its business school is rated 

third best in the UK. The university has extremely close ties with a large 

number of engineering companies in the local area and if Northampton can 

provide the facilities for advanced engineering companies seeking to locate in 

the local area, then the links between Northampton and Cranfield have the 

potential to become very strong, and Northampton’s contribution to the corridor 

will be strengthened as a result. Few towns in the UK have such an asset, so 

close.  

In terms of promoting change, the main ingredient that needs to be added to 

the current mix is almost certainly funding; a weakness at the UK level from 

which the HPTM cluster suffers. Skills as always are also an issue, but so long 

as the area’s reputation is strong enough to attract people to it, it is not likely to 

be a binding constraint (unless post-Brexit migration limits squeeze the supply 

of engineering skills in the UK).  

Similarly, premises are potentially important to the future path of the cluster.  

Northampton Waterside Enterprise Zone already provides a range of office, 

workshop and industrial premises, plus scope for additional developments; we 

discuss its significance below. 
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The third opportunity for Northampton comes from a very different sector: 

shoe and boot-making. Local companies are global leaders in hand-made or 

semi-hand-made footwear, and within a small circle of customers, Northampton 

brand names are potent. However global awareness and market penetration 

are modest, reflecting in part the low scale of local production, and that only a 

small number of individuals still associate Northampton with footwear 

manufacturing.  

There is a significant opportunity for an organised programme of investment in 

local companies and investment in the local Northampton brand. The direct 

objective would be to allow the local sector to significantly increase its output, 

without deviating from the hand-made production methods that make 

Northampton companies so rare.  

Investment in skills would be crucial here, and the benefits to the local 

economy would include the provision of highly skilled jobs for which local 

people could receive the appropriate training through apprenticeships. But 

crucially, for the wider economy, Northampton would acquire an identity as a 

local area with a global niche, manufacturing a premium product within the 

fashion sector. This would address the problem of anonymity identified under 

weaknesses. That would have much wider benefits for the work of those 

seeking to attract inward investors to the town across a variety of sectors.  

The fourth opportunity for Northampton arises if partners are able to work 

together to significantly improve and increase the quality and supply of homes, 

offices, workshops and light industrial premises, in order to provide 

accommodation for the businesses that the town wishes to see grow, whether 

in the two sectors mentioned above or in other sectors.  

Clearly, given how tightly Northampton is bounded, this has to include the 

broader Northamptonshire area. But it also applies within the town, since 

included in this is not just new-build, but the conversion of existing premises to 

new uses. That includes a positive policy of rethinking the role of the town 

centre over a twenty-thirty year time horizon. This implies for example the 

conversion of town-centre retail establishments to other uses (offices, 

workshops, residential); something that is essential if town-centre decay is to 

be avoided, as fixed-shop retailers give way to online shopping. As we noted 

above, parts of Northamptonshire are very attractive and have a positive ‘small-

town’ feel, and this can be built-on as part of a process of encouraging (for 

example) professional and engineering consultancy and design firms to locate 

in the town centre. Similarly, a willingness to consider residential use for old 

industrial properties will be an important opportunity for Northampton. Gradually 

Northampton can reinvent itself within its existing fabric, into a vibrant town able 

to accommodate the growth in businesses and the inflows of skilled people that 

will be important to its future. 

As part of the transformation of the town, there is a major opportunity provided 

by the Waterside Enterprise Zone. This has already had a number of 

successes, including: 

• Creating over 1,100 jobs, exceeding the government target by almost

25 percent;

• Attracting £152 million in private sector investment;
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• The redevelopment of Northampton Castle Railway, boosting access

to the area.

• The relocation of University of Northampton to the EZ.

Maintaining this positive trajectory is crucial and the issue is to consider what a 

highly competitive EZ might look like in 2025 or indeed in 2050. The long term 

opportunity is for the EZ to provide office, workshop and industrial premises 

that will be of interest to a variety of engineering, consultancy, design and other 

firms that want easy access to either Oxford or Cambridge, as well as easy 

access north/south, but at financially viable rates.  

There may therefore be a case for commissioning a Master Plan, that sets out 

a long term special vision for Waterside. One alternative here is to apply the 

American concept of an Innovation District that has been explored in Sheffield 

and elsewhere, and which looks to consider how the spatial layout of buildings 

can work together with informal business networks to generate a district in 

which innovation can thrive. The box describes the concept.   

INNOVATION DISTRICTS 

The business parks established on the outskirts of UK cities over the 1980s and 1990s were 

once the popular choice of developers and planners. However these isolated developments 

were poorly connected, and little thought was given to the possibilities for exploiting positive 

links between businesses, nor to building links to the wider local or regional economy and 

research base. On the contrary: privacy and seclusion were offered as positive benefits. 

As our understanding of the innovation process has developed, so this model has come to 

seem inappropriate. An alternative is that of “innovation districts”. Bruce Katz of the Brookings 

Institution defines these as “geographic areas where leading-edge anchor institutions and 

companies cluster and connect with start-ups, business incubators, and accelerators. They are 

also physically compact, transit-accessible, and technically-wired and offer mixed use housing, 

office and retail.” 

These innovation districts ideally contain a mix of assets that together enable those located in 

them to drive innovation and growth: 

• Economic assets include anchor institutions that attract others. They may include

universities, research institutions, hospitals, and global companies. Alongside these

anchors, high-value research orientated, highly creative or highly specialised

companies locate and spring up. Strong links with universities and incubators help to

support innovative activity.

• Physical assets include public spaces, private facilities and buildings/space designed

to foster networking and collaboration. In addition, they are supported by appropriate

road, rail and digital infrastructure.

• Finally networking assets refer to the formal and informal relationships that exist

between individuals, firms and the institutions in the district. Strong clusters and

networks lead to positive spillovers, as companies and institutions collaborate and

innovate more.
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The fifth opportunity is to grow and improve on the cultural offering in 
Northampton. This is particularly the case if the opportunities above are 
realised. If Northampton can deliver adequate new housing, high-skilled 
employment and at the same time links across the growth corridor are 
strengthened, then the resident population would grow as would the number of 
residents with higher levels of qualifications. Consequently, local demand for 
cultural assets could rise dramatically. 

In addition, cultural tourism is a fast-growing global tourism market. The term 
refers to those who choose their holiday destination independently as ‘active 
sightseers’ looking to visit new places while expanding their experiences of 
landscapes, history and culture. Therefore culture and creative industries are 
becoming increasingly important when promoting destinations to potential 
visitors. By developing tangible and intangible cultural assets, places like 
Northampton can foster comparative advantages in this increasingly 
competitive global tourism market.

A 2009 report by the OECD analyses the growing relationship between tourism 
and culture, and the way in which they together drive regional attractiveness. 
The publication shows that if a strong link is fostered between tourism and 
culture, this can in turn help to make destinations become more attractive to 
tourists. In addition, this relationship can help to increase competitiveness of 
places as locations to live, visit, work and invest in.

In terms of threats, the main concern is that one or two significant local 
employers cease operations unexpectedly, creating a problem of worklessness 
from which, because of a difficult macroeconomic background, it is difficult to 

rebound. All towns and cities face this threat: companies rationalise and reduce 

their number of operations, and sometimes relocate to cheaper production 

spaces elsewhere, and the best local economy is vulnerable along with the 

most troubled. The risk can be reduced by partners keeping in touch with major 

employers to ensure that as far as possible their needs are met, and by a 

strategy of attracting and building new businesses, investing in local skills, and 

building the town’s own brand, within the context of the Cambridge-Milton 

Keynes-Oxford Growth Corridor. 
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4.3 DRAWING THESE TOGETHER: THE SWOT 

Strengths Weaknesses 

Improving employment/ output growth Education attainment 

A well balanced economy East-West connectivity 

Location 
Lack of one cohesive Northampton 'port of call' 
for business 

Housing affordability and quality of life Lacking a recognisable industry identity 

Opportunities Threats 

Improved links between Oxford and 
Cambridge 

The loss of one or more key local employers 

Potential for local industry sectors to 
complement other areas of the Corridor 

Development of the local shoe and boot 
making sector 

Expanding the supply and quality of homes/ 
business premises 

4.4 TRANSLATING THE SWOT INTO A VISION: WHAT SUCCESS MIGHT 
LOOK LIKE 

What might success for Northampton look like? We would argue that it is about 

building on strengths and grasping opportunities, while managing weaknesses 

and threats.  

Firstly, therefore, success must build on the favourable quality of life that 

Northampton and its surrounding area offer—high levels of employment, 

decent quality housing at (relatively speaking) affordable prices, relatively low 

levels of social exclusion, and a town centre with a sense of heritage and a 

variety of locally-owned shops, restaurants and cafes.  

However, all of that needs to be within a dynamic new context, in which 

Northampton and its surrounding areas have tight links both to Oxford and 

Cambridge, providing commuter homes, excellent business facilities, and a 

stopping-off-point within the corridor connecting the two of them. This would 

certainly involve radically improved road links, with the possibility of rail links for 

the future.   

But in this vision Northampton would also be making a major contribution to the 

corridor in its own right. It would continue to have a well-balanced economy, not 

least in logistics, but would have particular strength as a key part of the local 

High Performance Technology & Motorsport  (HPTM) cluster. In our vision this 

cluster will have grown into a substantial sector in absolute terms, 

characterised by a twenty-first century mix of advanced engineering skills, 

entrepreneurship, cross-company and university collaboration, and a 

willingness to embrace new opportunities.  

Grow and improve the cultural offer 
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The cluster would be widely spread, with a particular focus at Silverstone, but 
with both Northampton town centre and Waterside EZ offering a wide variety of 
twenty-first century properties, from converted shops to modern highly efficient 
factories. Northampton has a positive ‘small-town’ feel, despite its size, and this 
can be used to attract (for example) design firms, engineering consultancy and 
professionals to locate in the town centre.  

Success would also involve Northampton becoming well known. The hand-

made shoe and boot-making sector is a perfect catalyst here: a route to develop 

positive perceptions and awareness of the town. As part of the global fashion 

industry, the sector can build a positive image for Northampton amongst the 

kind of people that the town needs to attract if it is to be successful —whilst 

offering along the way strong skills progression opportunities for a growing 

number of local people.  

This is a vision of Northampton that is identifiably still the town that it is today, 

but reconfigured for the twenty-first century.  
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5. POTENTIAL ECONOMIC IMPACT
Northampton Borough Council are planning for a range of future development 

projects within the Enterprise Zone, the wider town centre and the rest of the 

county. These include business parks, office accommodation, retail, hotel 

provision and housing, along with more traditional enabling infrastructure 

projects (e.g. road, energy, sewage, etc). 

Although these investments have the potential to boost employment, GVA and 

population levels in the local economy, they will also benefit the rest of the 

Growth Corridor through supply chain and consumer spending, and through the 

potential strengthening of commuting across the various local authorities.  

Working with the Council we have identified projects that will have a direct 

impact on employment and housing supply. The rest of this section quantifies 

the potential economic impact of delivering these developments, for 

Northampton and the Growth Corridor. In doing so we assume supply chain 

spending patterns follow UK patterns (though we do take account of local 

sectoral structure). In other words, we assume supply chains and labour 

movements are unimpeded by poor quality or lack of transport infrastructure.  

5.1 DIRECT IMPACTS 

5.1.1 Employment creation 

We have modelled a range of development projects across Northampton 

(including the plans for the Enterprise Zone) with the potential to sustain/create 

just over 25,000 gross jobs in Northampton by 2030. To be prudent, we have 

assumed each project might have a low level of displacement in the local 

economy and therefore have reduced the impacts by 25 percent.
7
 We have 

also assumed that for all the development projects (excluding hotels) that 90 

percent of space is utilised. Consequently, we estimate the direct employment 

impacts could be 16,900 once all projects have been delivered. Figure 20 

provides an overview of estimated direct sectoral employment impacts.  

Assuming these jobs have the same sectoral productivity as our baseline 

forecasts, we estimate that these projects could produce a £1 billion direct GVA 

contribution to GDP by 2030. However, there is an argument that Northampton 

would wish to attract higher value added activity in these new developments. If 

this was achieved the GVA contributions would be even higher.  

7
 This is in line with guidance in the Homes & Communities Agency “Additionality Guide: 4

th
 edition”, 2014. 
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Fig. 20.  Direct sectoral employment impacts 2016 to 2030 

2017 2018 2019 2020 2021 2022 2023 to 2030 

Manufacturing 0.0 0.2 0.2 0.2 0.2 0.2 0.2 

Retail 0.0 0.7 0.7 0.7 0.7 0.7 0.7 

Accommodation and food 0.0 0.0 0.0 0.0 1.1 1.1 1.1 

Information and communication 0.2 0.7 0.9 0.9 0.9 0.9 1.1 

Finance and insurance 0.7 2.5 3.6 3.5 3.5 3.5 4.5 

Real Estate 0.1 0.4 0.5 0.5 0.5 0.5 0.7 

Professional, scientific and technical 1.0 3.9 5.6 5.6 5.6 5.7 7.4 

Administrative and support 0.2 0.7 1.0 1.0 1.0 1.0 1.4 

Total 2.2 9.0 12.4 12.4 13.5 13.5 16.9 
Source: Oxford Economics and Northampton County Council 

5.1.2 Housing supply 

In addition to the above, there are plans for just over 17,900 additional 

residential units in the local economy by 2030. In the absence of detailed plans 

for each housing development, we assume that each will command the 

average house price in Northampton and grow in line with Oxford Economics 

forecasts. In addition, we can apply average occupancy rates to estimate the 

increase in population.  

Using our forecasts for the ratio of average house prices to earnings we 

estimate that the new houses could attract £760 million of earnings.  Therefore, 

the additional 40,800 residents of these new houses could generate a 

significant increase in consumer expenditure within the local area.
8
  

As we explain below, the new housing is only sufficient to successfully deliver 

the commercial developments. Therefore, we do not explicitly model housing 

supply.  

5.2 REALISING THE VISION AND STRENGTHENING SUPPLY CHAINS 

Achieving our vision (see previous section) would involve strengthening links 

across the Growth Corridor. This could be achieved through infrastructure 

projects (e.g. road and rail), greater collaboration (across the private, public 

and academic sectors), an agreed growth strategy for the corridor, or all of the 

above.  

Fundamentally, success would result in stronger supply chains, clustering and 

knowledge spill-over and the Growth Corridor would therefore retain more of 

the indirect and induced economic benefits within the nine local economies that 

make it up.  

To estimate the potential economic benefit of improved links and a more 

cohesive Growth Corridor we have adjusted the bespoke impact model used in 

this analysis. The likely change to supply chain spending and consumer 

8
 Note: although the expenditure of new residents will create significant economic benefits in the local area –the net impact at a 

UK level could be close to zero, if the new residents have migrated within the UK. 
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spending patterns that realising the Vision would represent is unknown. We 

therefore assume: 

• that half the indirect and induced economic benefits that would

normally be realised outside of the East Midlands, East and South East

regions are sourced within the corridor; and

• then allocate the sectoral demand (measured by GVA and jobs) across

the eight local authorities in the rest of the Growth Corridor using their

share of sectoral employment.

5.3 FASTER GROWTH 

5.3.1 Headline results 

Oxford economics have modelled the cumulative impact of the commercial 

investments in Northampton (we have excluded the housing from the analysis 

as we explain later it is required to accommodate the growth in population). We 

estimate these plans would lead to a substantial increase in the rate of 

economic and job growth over our baseline outlook for the local economy and 

the Growth Corridor.  

We estimate that the investment projects could generate an additional 21,500 

jobs in Northampton by 2030. This rises to 26,900 when we consider the likely 

impact on the Growth Corridor. As a result, GVA in Northampton is some £1.2 

billion larger (14.7 percent) by 2030 and, £1.6 billion larger (2.4 percent) in the 

Growth Corridor.  

Stronger economic and jobs growth in both Northampton and the Growth 

Corridor results in resident employment rates rising to record levels by 2023 

and 2019 respectively, after which we expect both to reduce given the aging 

population. As expected, the faster growth will push the unemployment rate 

below the already low levels forecast in our baseline projections. Figures and 

21 and 22 provide headline results for 2030.  
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Fig. 21. Headline indicators Northampton in 2030 

Key Indicators Baseline Scenario Difference 

Population (000s) 255 265 10 

Population aged 16+ 203 212 9 

Workplace employment (000s) 165 187 21.5 

Employment growth (p.a. 2016 to 2030) 0.8 1.7 0.9 

Total employment (people, 000s) 135.3 152.9 17.6 

Resident employment (people, 000s) 125.6 137.4 11.8 

Resident employment rate (%) 61.7 64.7 3.0 

Unemployment (000s) 3.7 2.9 -0.7

Unemployment rate (%) 2.8 2.1 -0.7

Net commuting (000s) 9.7 15.5 5.8 

GVA (£m, 2012 prices) 8,361 9,588 1,227 

GVA % growth (p.a. 2016 to 2030) 2.4 3.4 1.0 

Productivity (£s per job, 2012 prices) 50,627 51,373 747 

Productivity (p.a. 2016 to 2030) 1.6 1.7 0.1 

Source: Oxford Economics 

Fig. 22. Headline indicators Growth Corridor in 2030 

Key Indicators Baseline Scenario Difference 

Population (000s) 1,700 1,711 11 

Population aged 16+ 1,377 1,388 10 

Workplace employment (000s) 1,035 1,062 26.9 

Employment growth (p.a. 2016 to 2030) 0.6 0.8 0.2 

Total employment (people, 000s) 941.4 964.1 22.6 

Resident employment (people, 000s) 846.8 863.9 17.0 

Resident employment rate (%) 61.5 62.3 0.8 

Unemployment (000s) 30.6 26.8 -3.8

Unemployment rate (%) 3.5 3.0 -0.5

Net commuting (000s) 94.6 100.2 5.6 

GVA (£m, 2012 prices) 65,477 67,075 1,598 

GVA % growth (p.a. 2016 to 2030) 2.4 2.6 0.2 

Productivity (£s per job, 2012 prices) 63,283 63,186 -98

Productivity (p.a. 2016 to 2030) 1.8 1.7 0.0 

Source: Oxford Economics 
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5.3.2 Stronger economic and job growth in Northampton 

The successful delivery of the planned commercial investment projects would 

lead to Northampton growing substantially faster than our baseline forecast. An 

increase in the rate of economic growth to 3.4 percent per annum would see 

the value of the economy grow to just under £9.6 billion by 2030. This would be 

£1.2 billion more than our baseline forecast. 

Fig. 23. GVA, Northampton, 2000-2030, baseline vs faster growth 

Stronger growth in the economy would be driven primarily by job creation. 

Productivity receives only a marginal boost, growing by 1.7percent per annum 

from 2016 to 2030 compared to 1.6 percent under the baseline forecasts.  

The growth scenario would have a major impact on Northampton’s labour 

market. Overall, the growth scenario will lead to the creation of 21,600 

additional jobs, with total employment reaching 187,000 by 2030. As a 

consequence, average annual job growth of 1.7 percent is more double the 

baseline rate.  
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Fig. 24. Employment, Northampton, 2000-2030, baseline vs faster growth 

This will be driven by an extremely fast rate of job growth over the period 2016 

to 2019, where the pace of job growth will average 4.3 percent per annum, 

adding 19,900 jobs over the period. The rate of job creation in the faster growth 

scenario is dependent on our assumptions on how long it takes investment 

projects to be occupied by firms and people. Consequently, the impact of the 

growth scenario could be less extreme in the short term if private sector 

investment is slower and if once commercial premises have been built, it takes 

longer to get them occupied.  

We estimate that Northampton would enjoy 11,800 additional residents in 

employment by 2030. Given the already low levels of spare capacity in the 

labour market, unemployment falls by only 700 people. Therefore, most of the 

additional resident employment arises from the new migrants to the area. 

Furthermore given the scale of workplace job creation, net commuting rises by 

5,900 in 2030.  
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Fig. 25. Unemployment, Northampton, 2000-2030 baseline vs faster 
growth 

Fig. 26. Net migration, Northampton, 2000-2030, baseline vs faster growth 

Some of these working age migrants bring with them spouses and children 

further boosting population levels. As a result, Northampton’s population would 

be notably larger in the faster growth scenario, driven by a much stronger pace 

of net inward migration. By 2030, Northampton’s population is estimated to be 
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265,000, an increase of 10,000 compared to the baseline scenario. 

Consequently population would rise by 40,200 from 2016, which can be 

accommodated by the plans for additional housing supply in Northampton 

(which we estimate could accommodate 40,800 residents).  

Fig. 27. Population, Northampton, 2000-2030, baseline vs faster growth 

Although the job creation pushes the resident employment rate to record levels, 

the additional migrants limit how far it rises. 

Fig. 28. Baseline and scenario employment rates, 2000-2040 Liverpool 
LEP 
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5.3.3 Wider benefits for the Growth Corridor 

Job growth and a larger population in Northampton would benefit the rest of the 

Growth Corridor through supply chain spending and consumer spending. The 

increase in housing supply would provide more opportunities for people to 

reside in Northampton and commute to the rest of the Corridor.  

Our bespoke economic impact model developed for Northampton Borough 

Council estimates that the commercial investment projects would result in 

26,900 additional jobs in the Growth Corridor by 2030, an increase of 2.6 

percent. The table below shows the additional workplace jobs and resident 

based jobs across the nine local economies that make up the Growth Corridor. 

Outside of Northampton, South Northamptonshire residents would enjoy the 

largest increase in jobs by 2030.  

Fig. 29. Additional jobs across the Growth Corridor in 2030 

Employment Workplace (jobs, 000s) Resident (people, 000s) 

Northampton 21.5 11.8 

Cambridge 0.6 0.3 

Milton Keynes 1.4 1.3 

Oxford 0.7 0.4 

South Cambridgeshire 0.4 0.4 

Huntingdonshire 0.6 0.5 

Bedford 0.6 0.6 

South Northamptonshire 0.5 1.3 

Cherwell 0.6 0.5 

Source: Oxford Economics 

Given unemployment, levels are already low across the Growth Corridor, the 

increase in employment would lead to notable increase in net in-migration over 

the forecast period. We estimate this could push the population level to 

1,711,000 by 2030 (an additional 11,00 people over the baseline level).  

Finally, we estimate that the sectoral mix of new jobs would generate an 

additional £371m of GVA by 2030.  

5.3.4 Conclusion and further work 

We estimate that investment projects in Northampton have the potential to 

notably benefit the local economy and Growth Corridor. From the results 

above, it is clear that the additional economic activity and assumed 

improvements to supply chain links would jointly benefit Northampton and the 

rest of the Growth Corridor.  

Importantly, we have not considered all of the likely benefits that could arise 

from closer collaboration and R&D across the Growth Corridor. Such activity 

often boosts productivity, generates new products and attracts additional 
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investment. Nor have we considered how improved road or rail links could also 

push up productivity, boost logistics and make the area more attractive for 

investment and potential residents. Consequently, the planned commercial 

developments in Northampton could have larger economic benefits for the 

Growth Corridor, than those modelled above.  

It is important to note that the estimated economic benefits in this paper are 

isolated to infrastructure projects within Northampton only, and therefore shows 

the potential contribution Northampton can make to the corridor. This exercise 

needs to be repeated but taking in the infrastructure plans of the corridor as a 

whole. This would help facilitate better planning by demonstrating the 

importance of corridor wide planning and sequencing of projects, while also 

revealing the economic potential of the Growth Corridor to the UK as a whole.  
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6. MODELLING APPROACH
Oxford Economics were commissioned to provide baseline forecasts and scenario analysis for 

Northampton Council. The forecasts were commissioned in June 2016 and are consistent with 

our April forecast. 

Baseline forecasts 

The baseline forecasts provided were produced within Oxford Economics Local Authority 

District Forecasting Model. The model covers all local authorities within the UK and sits within 

the Oxford suite of forecasting models. Such a modelling framework ensures that global and 

national factors (such as developments in the Eurozone and UK Government fiscal policy) 

have an appropriate impact on the forecasts at a local authority level. This empirical framework 

(or set of ‘controls’) is critical in ensuring that the forecasts are much more than just an 

extrapolation of historical trends. Rather, the trends in our global, national and sectoral 

forecasts have an impact on the local area forecasts. In the current economic climate this 

means most, if not all, local areas will face challenges in the short-term, irrespective of how 

they have performed over the past 15 years. 

Fig. 30. Hierarchal structure of Oxford Economics’ suite of models 

The baseline forecasts for Northampton and the remaining eight local authorities in the Growth 

Corridor are essentially shaped by three factors: 

• International, national and regional outlooks - all the local area forecasts produced by

Oxford Economics are fully consistent with broader regional, national and international

models and forecasts. This ensures global events that impact on the performance of

UK local economies, such as the strength of global trade which is particularly

important for sea port activity, are fully captured in the forecasts for a local area. So

too are national level growth and policies, whether that be the impact of monetary

policy on consumer spending or government spending on locally provided public

services;

Oxford Economics UK 
Macro model

Oxford Economics UK 
Industry model

Oxford Economics UK 
Regional model

Oxford Economics UK LAD Forecasting Model

Oxford Economics 
Global model



Cambridge-Milton Keynes-Oxford Growth Corridor 

44 

• Historical trends in an area, which implicitly factor in supply side factors affecting

demand, combined with Oxford Economics' staff knowledge of local areas and the

patterns of local economic development. This ensures for example, that we recognise

and factor in to the forecasts any evidence of particularly high/low levels of

competitiveness that local economies have in particular activities. It also means

national policy programs that have a particular local impact and that are very likely to

happen - such as the Government's Northern powerhouse agenda - are appropriately

reflected in the forecasts; and

• Fundamental economic relationships which interlink the various elements of the

outlook. Oxford Economics' models ensure full consistency between variables in a

local area. For example, employment, commuting, migration and population are all

affected by one another.

The forecasts are produced within a fully-integrated system, which makes assumptions about 

migration, commuting and activity rates when producing employment and population forecasts. 

The main internal relationships between variables are summarised in Figure 31. 

Fig. 31. Main Relationships 

Data and assumptions 

Population 

Oxford Economics produce their own forecasts of population which are economically driven 

and thus differ from the official population projections. Official births and deaths projections 

from the 2012-based population projections are used but we have our own view on migration. 

Oxford Economics forecasts consider how demand in the economy affects migration. 

At the local level, migration is linked to the employment rate forecast. If the employment rate 

within an area is falling too fast, migration reacts as the model assumes that people would not 

be attracted into this area to live, given that the employment prospects are weak. This ensures 

that the relationship between the labour market outlook and the demographic forecast is 

sensible. This series is scaled to be consistent with the migration forecast for the region from 

the UK Regional Model. 
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The total population forecast is then constructed using the forecast of migration and the natural 

increase assumptions. Natural increase for local areas is forecast based upon recent trends in 

both the historical data and the official projections. 

Working age population 

Working age population data is also collected from the Mid-Year estimates (MYE) for each 

area up to 2014. It is defined as all people aged 16 to 64. 

The share of working age to total population is forecast using both trends in the official 

projections and trends in the regional forecast from our UK Regional Model. This is applied to 

the total population forecast and scaled to be consistent with the working age population for 

the region and UK. 

Population aged 16 plus 

Population aged 16 plus data is also collected from the Mid-Year estimates (MYE) for each 

area up to 2014. 

The share of population aged 16 plus to total population is also forecast using both trends in 

the official projections and trends in the regional forecast from our UK Regional Model. This is 

applied to the total population forecast and scaled to be consistent with the forecast of 

population aged 16 plus the region and UK. 

Employees in employment 

There are two key sources for the employee jobs data – ONS Workforce Jobs (WFJ) and the 

Business Register and Employment Survey (BRES): 

• The WFJ series is reported on a quarterly basis, providing estimates of employee jobs

by sector (based on the 2007 Standard Industrial Classification – SIC 2007) for the UK

and its constituent government office regions, over the period 1981 Q3 to 2015 Q4.

• The BRES is an employment survey which has replaced the Annual Business Inquiry

(ABI). Similar to WFJ, BRES data is based upon SIC 2007, but it is only published for

the years 2008-14. Prior to this, ABI and Annual Employment Survey (AES) data is

available for employee jobs data, however this is based on an older industrial

classification (SIC 2003). Data is available at local authority level and more detailed

sector definitions. It is worth noting that the BRES is first and foremost a survey and is

therefore subject to volatility, particularly when the level of detail becomes more

refined. The survey is collected in September of each year and not seasonally

adjusted.

There are a number of steps in constructing regional employee jobs, due to changes in 

sectoral classifications across the various sources, and restrictions on data availability over 

particular periods of time. Initially, we take employee jobs data for each sector directly from the 

BRES over the years 2009-14, which reflects recent methodological changes to the BRES in 

accounting for working proprietors. This relates to September figures and is based upon SIC 

2007 sectors. In 2008, levels of employee jobs are constructed by extrapolating back the trend 

in the old BRES. Data from the ABI and AES is used to construct the data back to 1991. 

This constructed local dataset is then scaled to be consistent with the UK employee jobs 
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series from WFJ, by applying an adjustment factor to all sectors which converts the data to 

annual average values (seasonally adjusted). This is measured on a workplace basis. 

The starting point in producing employment forecasts is the determination of workplace-based 

employees in employment in each of broad 19 SIC2007 based sectors consistent with the 

regional and UK outlooks. At local authority level some of the sectors are driven predominantly 

by population estimates, others by total employment in the area and the reminder relative to 

the regional performance (largely exporting sectors). All sectors are also influenced by past 

trends in the local area. Taken in totality, employment is cross referenced with a number of 

variables (including population, relative performance across similar areas, historical cyclical 

performance and known policy) for checking and validation purposes. Where necessary, 

manual adjustments are made to the projected trends to reflect this validation process.  The 

methods of sectoral projection are as follows, each of which are forecast based upon recent 

trends: 

• Agriculture - share of the region

• Mining and quarrying - share of the region

• Manufacturing - share of the region

• Electricity, gas, & steam - share of the region

• Water supply; sewerage, waste management - share of the region

• Construction - location quotient based upon total employment

• Wholesale and retail trade - location quotient based upon consumer spending

• Transportation and storage - location quotient based upon consumer spending

• Accommodation and food service activities - location quotient based upon consumer

spending

• Information and communication - share of the region

• Financial and insurance activities - share of the region

• Real estate activities - location quotient based upon total employment

• Professional, scientific and technical activities - location quotient based upon total

employment

• Administrative and support service activities - location quotient based upon total

employment

• Public administration and defence - location quotient based upon population

• Education - location quotient based upon population

• Human health and social work activities - location quotient based upon population

• Arts, entertainment and recreation - location quotient based upon consumer spending

• Other service activities - location quotient based upon consumer spending

Self-employment 

Self-employment data by region is taken from Workforce jobs (19 sector detail). The data is 

broken down into detailed sectors using both employee trends and the UK data for self-

employment by 2 digit SIC2007 sector. Data for the local authorities is Census based (and 

scaled to the regional self-employed jobs estimates) and is broken down using the employees 

in employment sectoral structure. The sectors are forecast using the growth in the sectoral 

employees in employment data and the estimates are scaled to the regional estimate of self-

employment by sector. 
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Total employment (jobs) 

Total employment includes employees in employment, the self-employed and Her Majesty’s 

Forces. This is measured on a workplace basis. No specific forecasting for this measure is 

required - it is calculated from the forecasted elements discussed above. 

Note that this estimate is a jobs and not people measure (i.e. one person can have more than 

one job and would be counted more than once in this indicator). 

Total employment (people) 

The data for employment from the Business Register and Employment Survey (BRES) 

measures jobs rather than individuals. Given the need to focus on people, we convert the 

number of jobs into numbers of employed people. One person can have more than one job, 

but working people would only be counted once in this indicator. 

To do this we measure and project numbers of full-time and part-time employees in each area. 

Shares of part-time employees (which are trend forecasts linked to national projections) are 

applied to the workplace employee estimates described above. Full-time employees are simply 

the total of employees minus the part-time employees. 

Individuals are assumed to hold only one full-time job each. Part-time jobs are assumed to 

account for half a full-time job. The self-employed people are added to the full-time employees 

plus half of the part-time employees to arrive at an estimate of workplace based employment. 

An adjustment factor is applied to ensure consistency with the Census. No specific forecasting 

for this measure is required; it is calculated from the forecasted elements discussed above. 

Unemployment 

Claimant count unemployment data is taken from ONS, via NOMIS. Annual average values 

are calculated from the monthly data.  

Unemployment is projected based on regional trends and a measure of overall labour market 

tightness (relative employment rate) in the local area. It is not at present directly affected by 

migration though they do impact indirectly through the employment rate (which has working 

age population as its denominator). 

Unemployment rate is defined as claimant count unemployment as a percentage of the 

working age population. No specific forecasting of this measure is required. 

Resident employment 

This is a measure of the number of people living in an area who are in work. Resident 

employment data is taken from the Annual Population Survey. The latest year of available data 

is 2014. Given that this data is survey based and tends to be very volatile, data is ‘smoothed’ 

by taking a 3 year average. 

Residence employment is based on a commuting matrix taken from the 2011 Census. This 

matrix tells us where employed residents of an area work. Using this information each 

available job (see workplace employment people based above) is allocated to a resident of a 
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given authority. This method assumes the proportions of commuting do not change over time. 

Employment rate is defined as residence employment as a percentage of the population aged 

16 plus. No specific forecasting of this measure is required. 

Net commuting 

Net commuting is the sum of people based employment less resident employment. No specific 

forecasting for this measure is required - it is calculated from the forecasted elements 

discussed above. 

Gross Value Added 

GVA forecasts are available for detailed sectors for the UK regions from our UK Regional 

Model. For areas within the region, data on total GVA is available at NUTS 3 level. This 

includes counties and former Metropolitan counties. Our forecasts at local authority level are 

obtained firstly by calculating an ‘expected’ GVA in each area. This is calculated by multiplying 

the region’s GVA per employee in each sector by workplace employment in each sector within 

each local authority area. An adjustment factor based upon relative earnings is also applied as 

areas with higher wages should produce higher levels of GVA. Expected GVA is then scaled to 

add the GVA at NUTS 3 level to the regional sectoral forecasts from the UK Regional Model. 
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7. DETAIL RELATING TO OUR LOCAL
MODELS

The baseline forecasts are ‘policy neutral’ – they do not account for any future policy changes 

or developments (note that the forecasts will be based on existing policy since the historical 

data and trends are essentially the product of past policies). 

An impact model was developed based on an input-output framework. An input-output model 

gives a snapshot of an economy at any point in time. The model shows the major spending 

flows from “final demand” (i.e. consumer spending, government spending, investment and 

exports to the rest of the world); intermediate spending patterns (i.e. what each sector buys 

from every other sector – the supply chain in other words); how much of that spending stays 

within the economy; and the distribution of income between employment incomes and other 

income (mainly profits). In essence an input-output model is a table which shows who buys 

what from whom in the economy. 

Once a scenario is inputted, the model has the capacity to estimate the associated direct, 

indirect and induced impacts of such developments. The framework is summarised in figure 

B.1.

In summary, the ‘direct’ change in employment is inputted. Using input-output tables, the 

model estimates how many further jobs will be created / lost through the supply chain.  We 

have also built in a process to determine where the indirect or supply chain impacts are 

sourced from. 

With estimates of the direct and indirect employment effects within the economy, the model 

then estimates the additional induced employment creation (mainly in the retail, hospitality and 

other personal services sectors) within the economy. 

Given the increase in jobs, the model estimates where the required labour is sourced from. 

Broadly, the jobs are taken from one of three groups of people: a) commuters, b) residents and 

c) migrants. This will obviously have a knock on impact on unemployment and resident

employment rates. Using commuting patterns and sectoral profiles the model estimates the

likely number of commuters that will be attracted in to take up some of the new jobs. Those

remaining will be taken by new migrants coming to the area. New migrants will have knock on

impacts on population size and demand for public services (and further jobs), which will be

estimated within the model.
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Fig. 32. Scenario model flows 
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NATIONAL INFRASTRCTURE COMMISSION 

CAMBRIDGE – MILTON KEYNES – OXFORD ‘GROWTH CORRIDOR’ 
CALL FOR EVIDENCE 

SUBMISSION BY NORTHAMPTONSHIRE COUNTY COUNCIL 

This submission is to be read in conjunction with those submitted by six Local 
Enterprise Partnerships along the corridor and by England’s Economic 
Heartland and provides greater detail relevant to Northamptonshire. 

Many places across the Cambridge – Milton Keynes – Oxford corridor 
have very successful local economies and are perceived as highly 
desirable places to live. 

 what have been the key drivers of that success? 
 what is holding back further growth and greater productivity? 
 in particular, what planned or new infrastructure improvements 

would best support sustainable growth and promote innovation 
over the long-term? 

 does the corridor require better connectivity to other major centres 
of growth? 

As a key part of the Cambridge – Milton Keynes – Oxford the key drivers of 
Northamptonshire’s economic success have been a combination of local, 
regional, national and international factors.   

Northampton, as a second-generation New Town, and Daventry and 
Wellingborough as Expanding Towns were, as intended, far enough from 
London and Birmingham to establish viable local economies in their own right.  
As such many of the firms that located to the towns in the 1970s have thrived.   

The infrastructure and planning frameworks provided for these towns during 
this period have been sufficient to form the basis of their respective growth for 
almost half-a-century, and only now is continued expansion requiring new 
development areas to be identified and further significant infrastructure to be 
provided.   

As London commuting distances have extended, towns in the county have 
generated significant London commuting flows.  Northampton benefited from 
electrification of the West Coast Main Line in the 1960s, but while service levels 
have expanded, there has been little improvement to the infrastructure for these 
services in comparison with the 125mph for longer-distance services.  Train 
services to Wellingborough and Kettering have been transformed since the 
introduction of higher frequency services post-privatisation, and the flows from 
Kettering to London are now as high as Nottingham to London was twenty years 
ago.  Corby has regained its rail station. 

Northamptonshire’s attractive villages have made them a popular location for 
professionals who have no need for regular commuting, and who are able 



(subject to the vagaries of broadband functionality in some villages) to carry on 
their businesses with less regular need to commute. 

Changes in distribution methods, and improvements to trunk roads such as the 
A14, A43 and A45, and its location on the M1, have helped to make 
Northamptonshire a key centre for logistics.   

The good transport links mean that people who move to the county area able 
to access jobs in a variety of centres, eg London, Birmingham, Leicester, as 
well as more locally, without the need to move. 

Much less dependent on infrastructure, at least in its early stages, the location 
of the British Grand Prix at Silverstone has led to the county becoming a centre 
for high-performance motor engineering.  The highly competitive nature of this 
work, and the secrecy which surrounds it, mean that many of these firms 
choose to locate themselves in relatively obscure sites rather than prestige 
locations.   

Despite the housing pressures surrounding Oxford and Cambridge, there is 
more limited commuting from Northamptonshire to those centres.  The lack of 
good public transport links to either centre is a major constraint, something that 
the planned opening of East-West Rail will only indirectly address, as there are 
no direct trains current planned to either centre from any Northamptonshire 
station. (Work undertaken by SLC Rail for Northamptonshire Enterprise 
Partnerships and emerging work for Network Rail’s Route Studies highlights 
the considerable potential economic benefits of such links, particularly to Oxford 
and the Thames Valley.) 

While improvements to the A14 and A43 have improved access from within 
Northamptonshire, this has really exhausted the capacity of the existing A14 
and A34 approaches to Cambridge and Oxford respectively, such that traffic 
jams are encountered long before Park & Ride sites (for example) can be 
reached.  While improvements are planned to the A14 between Huntingdon 
and Cambridge no similar improvements are planned for the approach to 
Oxford. 

The strategic transport links, both road and rail, which connect the area to sea 
and airports, and to the Core Cities, are vital to the economic prosperity of the 
area.   It is vital that these links are developed to meet future needs.  The work 
being done by Network Rail’s Route Studies is already taking such a long-term 
perspective, and hopefully the work on which Highways England is now 
embarking for RIS2 will do the same for the Strategic Road Network. 

From a Northamptonshire perspective, it is vital that the M1, A14 and A43/A45 
trunk roads continue to be developed, in particular that the A43 and A45 are 
upgraded to Expressway standard and that advantage is taken of the capacity 
released by HS2 to give much improved passenger services to Northampton, 
despite the conflicting demands from freight growth evident from current 
Network Rail work. 



While the construction of a new Expressway on a more direct route between 
Oxford and Cambridge is a laudable objective, it its likely to take a period of 
years, well into the 2030, before the complete scheme is delivered.  The A43-
A45 corridor provides such a link today, and with relatively modest further 
upgrading, such as some junction improvements (such as M40 Junction 10 and 
the A45/A6 Chown’s Mill roundabout) and the A45 Stanwick – Thrapston 
Dualling, can provide a much-improved connection between the two cities at an 
early date. 

However, in addition to the long-distance strategic movements, it is also 
important that effective movement is possible with the economic geography.  
Indeed, in practical terms the national, regional and local transport networks 
are complementary.  This is where the majority of movement take place, and is 
vital (for example) for ensuring that businesses can attract suitable employees.  
As important as the proposals for East-West Rail and the Oxford-Cambridge 
Expressway are to provide better connectivity between the two ancient 
University cities, they have an equally important role with connecting the 
intermediate communities served with each other and with Oxford and 
Cambridge. 

As it primarily serves north-south movements to/from London, the rail network 
has very limited ability to meet the demands for movement between 
Northamptonshire’s larger towns.  The dispersed nature of employment also 
means that it is very difficult for buses to meet the demands for many inter-
urban trips. 

Northamptonshire County Council has developed the concept of the 
‘Northamptonshire Arc’ as an overall spatial and transport framework to 
improve the economic performance of the county, through better connecting its 
main towns.  Key to this are upgrades of the non-trunk sections of the A43 
connecting Corby, Kettering and Northampton, the A45 between Northampton 
and Daventry, the A509 between Kettering and Wellingborough and the 
completion of the ring road north of Northampton.  All these schemes are also 
essential to the delivery of development proposals at key locations across the 
county.   

These upgrades all closely related to the trunk road network and, indeed, have 
the ability to remove pressures that would otherwise exist:  eg the A43 provides 
the missing east-south movement at M1 Junction 19, the A45 between Junction 
16 and Weedon acts as a diversion route when there are incidents on the M1, 
while the completion of Northampton’s northern ring road will relieve traffic on 
the A45 (T) to the south of the town. 

Work on these improvements had already started.  The A43 Corby Link Road 
is open, and work has begun on the A45 Daventry Development Link.  Growth 
Deal funding is available to commence work on further improvements to the 
A43 and A509 within the next eighteen months, and further improvements are 
included in the recent Growth Deal submission to Government.  However, a 
continuation of such funding into the 2020s will be required if these ambitions 
are to be achieved in full. 



Rather than rely purely on Government funding, the County Council has 
developed an innovative Revolving Infrastructure Fund which matches up-front 
funding with borrowing against future revenues from Section 106 payments, 
Community Infrastructure Funding and New Homes Bonus as a means of 
ensuring early delivery of this infrastructure.  This has enabled us to provide 
more than 50% local match-funding towards some of our schemes. 

Alongside thee physical infrastructure projects, we are leading the largest of the 
Department for Transport’s Total Transport pilot projects to implement a joined 
up procurement of road passenger transport provision across public bus 
services, and health and social services transport, through a Social Enterprise 
Model, thereby delivering both significant financial savings to the overall public 
purse and a much improved service offer to passengers. 

 

 

  



Does the Cambridge – Milton Keynes – Oxford area, including 
Northampton, form a recognizable economic corridor? If so: 

 what factors unite the area? 
 would greater emphasis on corridor-wide planning and decision 

making benefit local communities and local economies? 
 would that same emphasis on coordinated planning and decision 

making provide wider benefits for the UK economy? 
 should adjacent towns and cities be incorporated into the corridor 

in terms of growth and infrastructure planning? 

The Leaders of the nine principal upper-tier local authorities in the Cambridge 
– Milton Keynes – Oxford area1 have come together to form the England’s 
Economic Heartland Strategic Transport Forum to take a strategic overview of 
the transport infrastructure needs of the area.  The Department for Transport, 
Highways England and Network Rail are among the other organisations 
represented at high-level on the Forum, which seeks to become a Strategic 
Sub-National Transport Body at an early date.  There are aspirations to extend 
this joint working view to other areas of common interest.   

England’s Economic Heartland – is an area of economic success: 

• It has a population of 3.45 million 
• Its 175,000 businesses employ over 1.64 million 
• Creating an economy valued at over £92.5bn and one that is a net 

contributor to the UK Exchequer 

England’s Economic Heartland forms a global cluster driven by technology 
enabled science and innovation characterised by: 

• High levels of productivity 
• High skill levels 
• High levels of economic growth 

England’s Economic Heartland is a 21st Century economy: one where 
connectivity – both physical and virtual – is central to enabling existing 
businesses to compete in global markets, as well as encouraging new 
investment 

The Forum will take the lead in progressing both the more strategic 
infrastructure investment and in sharing best practice across the area, while the 
individual local authorities will continue to be responsible for the more local 
schemes, including those which are essential for bringing individual housing 
and employment developments forward.  A joined-up approach is ensured 

                                            
1 Bedford Borough Council, Buckinghamshire County Council, Cambridgeshire County 
Council, Central Bedfordshire Council, Luton Borough Council, Milton Keynes Council, 
Northamptonshire County Council, Oxfordshire County Council, Peterborough City Council 



because the same lead politicians and officers will be involved in the decision-
making at both the strategic and local level. 

The Forum initially developed from an initiative led by the leaders of 
Buckinghamshire, Northamptonshire and Oxfordshire County Councils.  That it 
quickly developed to include the other six authorities demonstrates the strength 
of feeling that there are significant factors which unite the area, including 
common economic issues and transport problems.   

The approach is similar to, but developing in a somewhat different way, to the 
Transport for the North and Midlands Connect initiatives.  However, to date it 
has not received the public recognition and support (or funding) from Ministers 
that those organisations have received. 

 

 

  



Describe your vision to maximise growth, maintain a high quality 
environment, and deliver more jobs and homes across the corridor over 
the next 30 years: 

 what does that mean for growth and infrastructure investment in 
your area? 

 what steps are currently being taken to realise that vision, and what 
more needs to be done? 

 what value could new cross-corridor intercity road and rail links 
bring? How do these compare to other transport initiatives e.g. 
intra-city links, or wider infrastructure, priorities? 

England’s Economic Heartland’s Transport Strategy seeks to deliver: 

• A transport system that integrates infrastructure and services in support 
of both economic activity and place-shaping 

• A user-centred approach to accessing transport, using applied 
technology and innovation to support mobility services 

• Improved physical connectivity between larger urban centres, with a 
particular emphasis on east-west connectivity 

• Improved access into and within larger urban centres that is consistent 
with the place shaping agenda 

• A transport system that supports economic initiatives and potential in 
adjoining sub-national areas, including improved access to Enterprise 
Zones 

Integral to our approach is a commitment to promote the Heartland area as a 
‘living laboratory’: one where technology and innovation is applied to enable 
new business models of service delivery that are sustainable in the longer term 

We will judge the success of our Transport Strategy by our ability to  

• Increase the value of our economy 
• Improving the level of service for users of our transport system 
• Reducing the impact of our transport system on our environment 

This will be delivered by the Strategic Transport Forum/Sub-National Transport 
Body providing: 

• Responsibility and accountability for the Transport Strategy rests with a 
Politically-led decision making body 

• Decision making on pubic sector investment takes place within a funding 
envelope agreed with Government 

• Delivery is achieved through collaborative working between public and 
private sectors 

• It provides the framework for identifying priorities that are of sub-
national/national significance 

• Responsibility and accountability for delivery and management of local 
transport infrastructure and services remains with individual partners 



A functioning economic geography can only be achieved with effective transport 
links at all levels.  Government provides funding sources for Network Rail, 
Highways England and local authority transport infrastructure through different 
funding mechanisms.  While it is always possible to argue the point about how 
much should be invested in each ‘pot’, the more important point is that 
investment each is necessary as ultimately they are complementary to each 
other – in particular few journeys can be made wholly on either Network Rail or 
Highways England infrastructure without using local authority infrastructure at 
each end of the journey.  Recent increases in funding are welcome and are 
enabling schemes stalled for many years to be delivered, thereby unlocking 
critical developments. 

From a Northamptonshire perspective, the key schemes to deliver this are: 

 Upgrading the A43 and A45 to Expressway standard, including junction 
upgrades and the Stanwick – Thrapston dualling scheme. 

 Improving Northampton’s rail service post-HS2, including faster trains to 
London, and through trains to Manchester (providing improved links to 
the Northern Powerhouse). 

 Capturing the benefits of East – West Rail for the county. 

 Completion of dualling the A43 between Northampton and 
Wellingborough 

 Dualling of the A509 between Kettering and Wellingborough. 

 Completion of Northampton’s ring road. 

 Successful implementation of our Network Northamptonshire Total 
Transport Initiative 

  



Are there lessons to be learnt from previous initiatives to maximise the 
potential of the corridor? 
 
Previous initiatives have included the Statutory New Town Development 
Corporations and more recently the Milton Keynes – South Midlands Growth 
Area and a combination of statutory and non-statutory delivery agencies.  All of 
these initiatives have been driven by central Government, and have tended to 
fade when Government priorities change, leaving a vacuum in strategic policy-
making. 
 
By establishing new organisations, these initiatives have also created a 
duplication of function and led to inefficiencies and tensions with the existing 
local authorities who have retained the statutory responsibilities for transport 
infrastructure. 
 
For the first time, England’s Economic Heartland represents a locally-driven 
initiative to tackle the problems.  Consisting of the existing upper-tier authorities 
it avoids both the duplications and tensions that previous organisations have 
created.  While forming an overall transport strategy is an important first step, 
the intention is that it will be much more focused on expediting delivery than 
previous set-ups have often been.  Being locally-driven, it is also more self-
sustaining and less susceptible to a change in national Government priorities, 
and can therefore be a long-term solution to addressing the area’s strategic 
transport needs.   
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Foreword
We welcome the opportunity to contribute to the NIC’s Call for Evidence.

O&H is a privately owned business established in 1982, with property interests throughout the UK valued at approximately £1 billion. We pride ourselves in the 

quality of our investment portfolio, asset management capability and construction and development experience.  

Our land holdings exceed 10,000 acres throughout England concentrated principally within Cambridgeshire, Bedfordshire and Buckinghamshire; we own over 

3,500 acres of brownfield and regenerated land around south west and south east Milton Keynes and throughout the Marston Vale. We take a long-term approach 

to development of our land, adopting a collaborative approach and acting as ‘master developer’ or ‘town builder’, retaining a long term interest in the land to secure 

the quality of our new communities and their stewardship, thereby ensuring a healthy long term financial return. 

We have a proven track record of delivery of large scale new communities: the 

Hamptons at Peterborough was built by O&H on brownfield land without public subsidy, 

helped by a positive planning framework arising from the Development Corporation 

legacy of commitment and support for long term planned growth and investment 

beyond local political terms of office, and the pro-growth attitude and strong leadership 

of a Tory unitary authority to support large scale growth and direct the benefits of 

this growth to local people.  

As landowners already investing in the central section of the O2C Corridor 

through new growth and green infrastructure delivery, we are concerned 

that the lack of a similar positive approach to strategic long term planning 

and investment in the Corridor since 2010 is stifling continued private sector 

activity and economic growth and creating needless uncertainty in a part of 

the UK where the private sector is keen to deliver. 

Our response to the Call for Evidence is attached.

Eli Shahmoon 
Director 
O&H



Key Drivers of Success
Oxford and Cambridge – the two ‘anchors’ of the O2C 

corridor – have a historic legacy and more recent 

reputation as centres of innovation, excellence in 

academia, R&D and hi-tech industries. Both have 

attractive city centre core areas, coupled with an 

attractive rural hinterland which although subject to 

high pressure for housing growth, has until now been 

managed relatively well in a planned manner.

Meanwhile, the ‘fulcrum’ of the Corridor – Milton 

Keynes and its environs – is the ‘new addition’ to the 

geography of the corridor. Planned from the outset 

and delivered by a development corporation, MK’s 

economy harnessed the legacy of the new town to 

further develop a centre of excellence in its own right 

for business and innovation.  

The economic success of the towns and cities located 

on and close to the Oxford to Cambridge arc has 

been recognised for some time, and is evident in the 

successive government growth strategies1 which have 

provided a context for investment in the sub-region in 

the 21st century.  The concept of a “growth hub” at the 

centre of a polycentric city region has its origins in a 

succession of government-led policy initiatives which 

followed the successful development of Milton Keynes 

under the New Towns programme (1970–1992).

Growth has not been without its challenges: the 

housing markets of both Oxford and Cambridge have 

been overheated for some time – due in part to the 

tightly drawn Green Belt boundaries around both 

cities – and both cities have had to grapple with how 

to accommodate continued growth in a sustainable 

manner beyond the Green Belt.  

Cambridge has had relative success over the last 

two decades with its programme of planned urban 

extensions and new settlements – supported at a 

national planning policy level by the government’s 

Sustainable Communities Plan. Oxford has selected to 

push growth further afield into targeted settlements 

elsewhere in the County – including Bicester – 

through a series of sustainable town extensions, 

the latest of which were secured through previous 

government’s EcoTowns and Garden City initiatives.

Milton Keynes’ recent growth has been realised 

through building out the remaining parts of the 

New Town designated area and two strategic urban 

extensions to the city previously identified in regional 

and sub-regional plans.  

With the exception of individual growth initiatives such 

as EcoTowns and Garden Cities, the level of strategic 

growth delivered in the O2C was largely directed and 

supported through national, regional and sub-regional 
planning and economic policy up to 2010 when the 

revocation of regional plans took place.  

The O2C Corridor

1  Growth Strategies covering the Corridor are numerous, but include:
 Regional Planning Guidance for the South East (RPG9 2001) identified the MK area as one of three potential “growth areas” in the wider SE.
  Milton Keynes and Aylesbury Growth Areas Studies (May 2003) supported the continued expansion of Milton Keynes beyond the designated area of the New Town (both 

Expansion Areas were both subsequently incorporated into the MK Local Plan). 
  MKSM was confirmed as one of four growth areas in the south east in the government’s Sustainable Communities Plan (2003) with potential to accommodate growth to 

2031 (300,000 jobs and 370,000 homes), and included a commitment to invest £164m in the Milton Keynes/South Midlands 
  The Milton Keynes and South Midlands Strategy (“MKSM” Strategy March 2005) defined MKSM Area as a sub-region which included large parts of Bucks, Beds and 

Northants. Milton Keynes and Aylesbury Vale were earmarked to accommodate 44,900 dwellings between 2001 – 2021
  The New Plan for Milton Keynes: A strategy for Growth to 2031 (June 2006) looked at a cross-boundary study area to inform the preparation of the RSS, recommending 

directions for growth to the south west, south and south east of the city, linked to strategic road improvements and the re-opening of East-West Rail.
  The South East Plan – Regional Spatial Strategy (RSS) for the SE (May 2009) set out a strategic framework for the Sub-Region (providing an additional 34,000 

dwellings in and around the Milton Keynes area up to 2026). The RSS was revoked in 2011
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What is holding back further growth?
The O2C arc has recently been acknowledged as a 

single knowledge-intensive cluster which is “one of the 

most signifi cant growth areas for jobs and housing in the 

UK”. The Arc “off ers the potential to strengthen the UK’s 

international competitive advantage in a wide range of 

emerging technologies”2. 

However, we consider that there are two principal 

factors which are holding back further growth and 

productivity within the Corridor:   

Obstacle 1: 
Lack of Coordinated Infrastructure Planning 

Despite the appetite for continued growth and 

investment, the Corridor suff ers from a strategic 

transport network widely recognised as at capacity.  

Whilst government investment in the strategic highway 

network has delivered certain sections (and other 

sections are committed), there are signifi cant ‘gaps’ 

where new investment would improve both journey 

times and reliability.   

East-west rail links are key to opening up opportunities 

for economic growth to new employers and investors 

looking for potential opportunities to grow beyond 

Oxford and Cambridge, and the potential for the 

central section of the arc to accommodate expansion 

of companies wanting to grow further will be assisted 

by the delivery of planned road and rail improvements.  

However, additional investment should be prioritised 

beyond these planned improvements. Delays to the 

government’s programme for commencement of 

services on the western section of East West Rail 

has given rise to uncertainty in the minds of potential 

investors, hindering the pace of economic recovery 

and growth in the sub-region.

There is also a current ‘disconnect’ between road 
and rail planning along the Corridor at every level: 

from National Infrastructure Plans (split into separate 

chapters for each mode of transport); the separately-

commissioned and funded O2C Expressway (DfT) and 

East West Rail (Network Rail) projects; and the strategic 

transport planning work that is taking place at County 

The “Disconnect”

2 Working Paper No.7 Milton Keynes and the Sub-Region analysis (2016)
3  England’s Economic Heartland: Strategic Transport and Infrastructure Proposition 

(2015)

Currently we have a series of disconnected 
investment plans across the O2C prepared by 
individual departments by transport mode, coupled 
with the local transport plans of individual (or 
limited pairings of) local authorities. These 
are prepared separately from any growth or 
development plans.

  Existing A-roads being considered 
for online upgrade as part of the O2C 
Expressway

  Missed consideration of a combined road 
and rail alignment for the Expressway MK 
to Bicester?

There is a current disconnect between public 
sector ‘transport investment’ and private sector 
‘development investment’.

The thinking on EWR and the O2C Expressway 
should be combined to design and deliver 
‘interchanges’ along the O2C corridor which allow 
transfer from ‘road to rail’ and ‘rail to rail’ as well 
as completing the strategic highway network.  
This will maximise the opportunities for access to 
jobs and economic centres and shape sustainable 
growth patterns within the corridor.  

level3. None of these studies promotes the economic 

benefi ts of combining road and rail investment as part 

of delivering growth, nor advocates a single strategic 

transport plan covering all authorities within the O2C.

We are concerned that without intervention by the NIC, 

the disparate decisions being made on the O2C and 

EWR projects, coupled with the day to day decisions 

of individual local authorities in respect of standalone 

developments along the route means that the window 

of opportunity for any joint thinking will soon close 

permanently. 



Obstacle 2: 
Lack of A Strategic Planning Framework

Since the dismantling of the regional planning 

framework in 2010, the rate of allocation of new 

strategic growth points and urban extensions within 

the Corridor has plummeted, despite continued need to 

secure growth and harness investment and a private 

sector appetite to deliver.

We are now at a crossroads. Following the revocation 

of regional plans, and the demise of sub-regional 

strategic planning led by central government initiatives 

such as the Sustainable Communities Plan, there is no 
layer of strategic spatial planning which ‘directs’ large 

scale growth to locations which are sustainable when 

viewed against programmes of nationally significant 

infrastructure investment such as East West Rail and 

the O2C Expressway.  

Local authorities are no longer willing – or their officers 

able – to draw up large scale growth allocations based 

on strategic ‘spatial directions’ of growth, as under 

the current Localist regime they cannot get plans past 

the ‘first principle’ of where strategic growth should 

go. Even in places like Milton Keynes, which has just 

embarked on a long term vision process which is 

aspirational, innovative and plans positively for growth 

beyond its boundaries, such visions – which are wholly 

supported by the private sector – have no chance of 

being realised without buy-in by neighbouring local 

authorities.  

We thus have a ‘chicken and egg’ situation where 

decisions on strategic infrastructure routes, stations, 

and interchanges cannot take account of large scale 

development opportunities if they are not ‘commitments’ 

in an approved local plan, and local authorities are 

reluctant to allocate large scale growth because of a 

fear that the commitment to infrastructure provision 

may disappear! 

The function of sub regional strategies and Structure 

Plans – which were evidence based and tied to the 

economic geographies of the places they covered – 

provided an excellent way of enabling conversations 

to take place about ‘what sort of growth’ was most 

sustainable (even when it crossed administrative 

boundaries or lasted beyond local plan periods) and 

what were the key elements of that growth which would 

address local issues.  

More critically, the common framework which set out 

the relationship between planned economic growth and 

investment – and enabled broad growth locations to 

then be identified in the next tier of development plans 

which supported and maximised the benefits of both 

central government and private sector investment in 

infrastructure and jobs – has now disappeared.

The district authorities which together cover the 

majority of the O2C Corridor no longer have this 

common frame of reference within which to make 

decisions about levels and types of growth. Each 

authority has to determine its ‘own’ amounts and 

directions of growth effectively in isolation4, with 

little acknowledgement that changes in sub-regional 

economies and infrastructure change the functional 

geography of an area.  

4  Although the Duty to Cooperate exists in local plan making, this often plays out as a ‘duty to meet’ rather than resulting in any agreement on meaningful joint growth 
plans or complementary growth strategies for adjoining authorities which look beyond local administrative and political boundaries to deliver joint growth. Within the 
O2C, examples include, (1) the dismissal of the Central Beds Local Plan in 2015 due to a failure to undertake adequate Duty to Cooperate with adjoining authorities, 
most notably Luton BC; and (2) the wrangling between Milton Keynes and Aylesbury Vale Councils over whose housing numbers a strategic land allocation SW of 
Milton Keynes ‘belonged to’ and which authority should benefit from the s106 financial obligations resulting from said planned growth.

Add the rise of neighbourhood planning to the 

mix – where ‘no growth’ Neighbourhood Plans are 

being approved year on year within parts of the 

O2C Corridor where local plan policy vacuums exist 

(including in areas identified for strategic growth in 

emerging plans) – and the ability to plan strategically 

is further curtailed.

We are thus left having a series of disconnected 

debates at the local plan level within each 

administrative area about ‘where should growth go’ 

and ‘what level of growth should we accept’? This 

stance has resulted in levels of planned growth being 

‘minimised’ in each local plan document to appease 

local politicians and communities around the main 

settlements in the O2C Corridor who see ‘growth’ as 

‘negative’ and whose only frame of reference is that 

‘growth’ (or the pressure for growth) comes from 

‘outside their area’.

Meanwhile, the geography of the O2C has not 

changed; the good places to invest and grow that 

were consistently identified in regional/sub-regional 

economic strategies and plans are still good places.  
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Towards an integrated road, rail and interchange network for the O2C

This diagram shows how a closer relationship between the planning and function of the O2C 
Expressway and East West Rail would result in an integrated road and rail corridor between Oxford 
and Cambridge which also creates a series of new ‘interchanges’ with the other strategic transport 
networks in the area and thus expands access and movement to a much wider network, representing 
both better economic returns on government investment and economies of scale. It would include:

  A new section of Expressway west of MK to Bicester located alongside EWR with road/rail 
interchanges around planned development (Winslow, Bicester)

  A new section of Expressway to complete the ‘missing link’ located around the South of MK 
to access new/improved EWR stations at SE MK, Bletchley and SW MK and also deliver a 
Bletchley Southern Bypass

  Review and rationalisation of existing EWR rail stations between MK and Bedford taking 
account of strategic development opportunities and new road links between growth centres of 
education/employment/economic investment 

  A new ‘rail to rail’ and ‘rail to road‘ interchange at Bedford South /A6/A421

  Confi rmation of the new line extending EWR to Cambridge via road and rail interchanges with 
the A1(M)/East Coast Mainline at St Neots and the M11/West Anglia Mainline at Cambridge

Our Vision 
Within the O2C Corridor, there is no lack of appetite for 

private sector investment in growth and innovation, but 

also for environmental regeneration and enhancement 

coupled with this growth. O&H are one of a number of 

landowners with very signifi cant landholdings already 

heavily investing in the Corridor and keen to do more; 

but the lack of a positive and coordinated statutory 

policy framework is hampering our continued long 

term investment and stewardship here. 

Our vision for the O2C is one where the appetite 

for private sector investment in the area – patently 

evident but since the demise of positive planning at 

a regional and subregional level, stifl ed by a lack of 

corridor-wide thinking, planning and a common growth 

strategy – can be fully supported, harnessed and 

happen within a proactive, mutually supportive and 

joined up policy and investment framework.  

Our fi rst example looks at how a more coordinated approach to road and rail infrastructure improvements in the central part of 
the Corridor (through joint working between Treasury, DfT, Network Rail and the County and Unitary authorities) could transform 
the plethora of disparate and at present disjointed growth proposals currently being promoted by both public and private sectors 
in the area into a joint growth and infrastructure plan to realise greater economic benefi ts for this part of the O2C corridor.
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Set out below are two examples of how we consider 

a positive strategic planning and investment policy 

framework drawn up or directed by the NIC and 

having statutory weight could assist in delivery and 

realisation of new sustainable growth and cost-

eff ective infrastructure delivery in the central part of 

the Corridor.  



An integrated framework for infrastructure would then shape a single strategic growth plan, aligning new housing and 
economic growth alongside corridor-wide planning and decision making (including infrastructure planning) over the long term.  

This would provide certainty for local communities and local economies to a much greater degree than currently, enabling 
communities to benefi t from new ‘upfront’ infrastructure without the need for signifi cant government subsidy. 

Towards a Single Strategic Growth Plan for the O2C  

AYLESBURY VALE
DISTRICT COUNCIL

BEDFORD BOROUGH

BOROUGH OF
MILTON KEYNES

CENTRAL 
BEDFORDSHIRE

Between Winslow and Bedford alone, the scale of investment and growth already planned or 
being promoted along the line of a combined O2C/EWR could deliver 

• over 30,000 new homes, 

• further expansion of economic activity in the higher education, automotive/transport 
and tourism sectors, and 

• nationally-signifi cant green infrastructure networks such as the B&MK Waterway. 

Investment in a combined EWR/Expressway along the central section of the O2C which included 
a series of new interchanges at already-identifi ed growth locations as shown above could drive, 
co-ordinate and support this level of planned strategic and sustainable growth without the need to 
subsidise future piecemeal infrastructure improvements.  
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Woburn Golf Course 
and Safari Park

Cranfi eld University, Technology 
Park and Airport – combining over 
2,000 jobs with emerging centre 
of excellence for technology and 
automotive industry 

M1 J13 – opportunity for road 
(M1) to rail (EW) strategic 
rail hub and interchange

Bedford South – road and rail 
interchange (A421/A6, EWR/Midland 
Mainline) local authority proposal

Bletchley interchange – EWR/
West Coast Mainline, plus town 
centre and estate regeneration 

Renaissance: CMK – MK Futures 
ambition for strengthening the 
city’s employment, education 
retail and leisure off er 

Whaddon – 2,000 home 
extension to West MK (emerging 
AVDC Local Plan proposal)

Winslow – 6,000 home urban 
extension linked to EWR (emerging 
AVDC Local Plan proposal)

South West Milton Keynes – indicative capacity 
c.5–7,000 homes (former MKSM Growth Area, 
now private sector-led cross-boundary proposals)

Eaton Leys – 1,800 homes 
straddling local authority boundary 
(private sector-led proposal)

South East Milton Keynes – indicative 
capacity c. 5–7,000 homes (former 
MKSM Growth Area, now private 
sector-led cross-boundary proposals)

Bow Brickhill – 2,500 homes 
(private sector-led proposal)

Bedford to MK Waterway Park – joint 
public-private sector proposal to deliver 
missing link in the Anglian waterway 
network linked to major tourism 
investment, sustainable drainage and 
improving fi bre and 4G and 5G connectivity 

Marston Valley – 5,000 
homes, tourism and green 
infrastructure proposal 
(former shortlisted 
EcoTown, now private 
sector-led proposal)

Junction 13 
Employment/Logistics 
Hub incl. Amazon

Red Bull F1 MK 
– 600 jobs in 
specialist hi tech 
automotive industry

Millbrook Proving Ground and Technology Park 
– 1,400 jobs with potential for expansion 
linked to Cranfi eld and automotive hub

Center Parcs Woburn – national 
tourism destination with 350,000 
visitors p.a. and 1,500 jobs

Rookery South Energy Recovery Facility 
– leading edge environmental technology 
coupled with environmental enhancement 

Marston Vale Innovation Park – 1,600 
jobs in manufacturing and engineering 

Wixams – 6,000 homes, private 
sector led new settlement

Existing Hubs/Facilities

Permitted/Consented/Underway

Planned/Promoted



Marston Valley – The Vision Realised 

The Marston Vale is an area which sits in a prominent 

position at the heart of east-west connections in the 

wider Cambridge – Milton Keynes – Oxford Corridor.  

It is a location where the confluence of road, rail and 

the proposed Bedford to Milton Keynes Waterway 

creates a destination that has exceptional potential 

and capacity for sustainable growth. It is an exemplar 

part of the corridor where excellent foundations 

for growth have already been established and 

exciting opportunities can be harnessed. However, it 

demonstrates first-hand how such growth is stifled by 

no incentive or certainty for private sector developers 

like O&H to invest. 

Until recent years the area was an industrial landscape 

characterised by the brickmaking industry, and 

following the cessation of this activity, a programme 

of environmental regeneration is slowly improving the 

damaged landscape, assisted by the designation of the 

area as one of only a few national Community Forests.  

The Marston Vale already benefits from recent and 

committed infrastructure investment – the dualling 

of the A421 in 2010 significantly improved strategic 

accessibility whilst freeing up local highway capacity, 

and the planned East West Rail improvements offer an 

unprecedented opportunity for this location to benefit 

from integrated road and rail connectively with other 

parts of the Corridor.   

Marston Vale is also already recognised as a hub with 

great economic growth potential. Anchored by some of 

the sub-region’s key economic and academic assets5 it 

forms part of the third economic centre – or ‘fulcrum’ 

– of the O2C for international higher education, 

knowledge based industries, logistics enterprise as well 

as outdoor tourism and leisure. 

Delivering growth and improving the environment 

are not mutually exclusive in this location. Tourism 

has an expanding role to play in the Marston Vale 

with the arrival and success of Center Parcs, and 

the Marston Vale Millennium Country Park draws in 

visitors from the central part of the O2C as well as 

being well used by the surrounding population.  

Although the area has long been supported in 

strategic policy as a location for significant growth6 

(including a positive recommendation through the 

EcoTowns initiative in 20087) because of the scale 

of growth envisaged – anywhere between 5,000 

and 15,000 homes – this has failed to be realised 

due to the dismantling of the strategic planning 

framework and the lack of appetite and ability locally 

to plan for such transformational change.

The recent and planned delivery of strategic road 

and rail infrastructure by central government 

through the Marston Vale frees up the private 

sector to lead the way in building those identified 

complementary infrastructure projects as an 

integral part of growth projects which otherwise 

would not be realised but which will transform local 

communities and economies. For example, strategic 

growth proposals for the Marston Vale include 

over 5km of the nationally-recognised Waterway 

Park8, a project promoted by a consortium of the 

B&MK Waterways Trust, the local authorities, the 

Environment Agency, Canals and Rivers Trust, 

Forest of Marston Vale, the Milton Keynes Parks 

Trust and SEMLEP to further enhance Marston Vale 

as an outdoor tourism and leisure destination within 

the O2C.  

 

Notwithstanding the lack of strategic planning for 

this area, we consider the opportunities currently 

presented by this location are too important to be 

overlooked or put on hold any longer.  

We are long term investors in the Marston Vale and 

have built strong relationships with key stakeholders 

to help ensure the untapped potential of this area 

is realised in the best possible way. Through joint 

working with Network Rail, B&MK Waterway Trust 

and the Forest of Marston Vale, to name a few, 

O&H are seeking to achieve a consolidated and 

comprehensive vision for this area that unlocks its 

growth capacity with the greatest degree of synergy 

to the national infrastructure foundations that are 

currently being established through East West Rail 

and the Waterway Park.  

The importance of working hand in hand with these 

important stakeholders is paramount in guaranteeing 

valuable investment is prioritised in the right places. 

This is reflected in the B&MK Waterway Trust 

submission to this Call for Evidence which reinforces 

the importance of securing private investment to 

unlock the full benefits of this particular nationally 

significant scheme. 

Unlike other parts of the UK, Marston Vale is a 

place the development industry already wants to 

be. Growth is occurring within the Marston Vale 

year on year, but in a piecemeal and uncoordinated 

manner and without an overarching economic 

or investment framework which would secure a 

full range of benefits for local communities and 

would support local economies with the local 

infrastructure improvements they need. O&H’s 

vision, as set out overleaf, has the potential to deliver 

strategic highway connections across the Vale, 

relieving pressure on existing villages and providing 

substantial investment in community facilities including 

a new education campus, catering for the needs of the 

new and existing residents. 

Village expansion is fragmented, fought over, and not 

matched with investment in community infrastructure.  

The continued piecemeal development on the edge of 

existing villages risks eroding village character whilst 

the lack of any statutorily approved framework – be 

it green infrastructure, transport, or growth – means 

the core communities feel constantly under threat, 

and contributions towards area-wide community 

infrastructure for existing and future communities 

are not able to be secured under the current planning 

regime. 

With a controlling interest in over 3,000 acres of land 

in the Marston Vale and other landholdings beyond, 

O&H have been explicit in expressing our desire to 

invest properly in the Vale through a coordinated vision 

for growth for over 15 years9. 

Following the demise of the EcoTowns process, 

O&H have embarked upon the promotion of Marston 

Valley, a strategic growth proposal in the heart of the 

Marston Vale. At the current time this proposal remains 

unallocated in any local plans although the site is 

wholly within Central Bedfordshire district and the local 

authorities are aware of our intentions. Our vision for 

this part of the O2C corridor is set out below.

O&H are committed to continued joint working with 

stakeholders to ensure that their scheme provides a 

mechanism to bring together all of the existing and 

planned improvements in the area.

Our second example shows how having a single strategic growth plan in place for the O2C would allow 
current private sector led growth proposals to happen, thereby securing transformational change.  



Investment in expanding a recognised economic hub
8. High quality employment land, centrally positioned between 

Cranfi eld University & Technology Park and Millbrook 
Technology Park & Proving Ground. Circa 30 hectares 

of land for start-up and incubator opportunities, 
hi-tech industries and offi  ce campuses set 

within a parkland environment with excellent 
transport links and close relationships 
with internationally renowned education 
facilities.  

9.  Supporting the continued growth of 
Millbrook as an economic hub through 
the provision of homes and community 
facilities, ensuring housing and 
infrastructure delivery keep apace with 
and do not hinder economic growth. 

Investment in improving and maximising the potential 
of existing transport infrastructure 
10. Supporting the business case and viability for East-West Rail placing strategic 

development adjacent to the route with direct public transport connections to 
Ridgmont Station. 

11. Facilitating ‘cross Vale’ transport connections, helping link the growing economic 
hub of Millbrook to the strategic highway network whilst relieving existing 
settlements, including Marston Moretaine, of ‘through traffi  c’ movements.

12. Prioritisation of an effi  cient and high quality public transport network, providing 
connections through the development and further afi eld to the larger centres 
of Milton Keynes and Bedford and with the opportunity to link with expanding 
employment hubs including Millbrook. 

13. Utilising the latent capacity on the C94 (old A421) for the primary access route for 
the development. 

14. Maximising the recent investment in the newly dualled A421(T).

Investment in community infrastructure for existing 
and new residents 
5. Strategic development of up to 5,000 homes in a series of linked 

villages, each with a bespoke character and knitted sensitively 
into the landscape. Complementary community facilities provided 
at the heart of every village to reinforce and enhance existing 
provision and ensure Marston Valley is a self-su�  cient destination.

6. New and upgraded schooling throughout the development 
including an education campus providing access to middle and 
upper schools within the Marston Vale. 

7.  Delivering a bespoke housing mix that genuinely meets local 
needs including aff ordable, private rented, homes for an ageing 
population, self-build and starter homes, thereby creating 
balanced neighbourhoods each with a distinct sense of place. 

Investment in nationally signifi cant blue and green infrastructure
1. Delivering nearly 5km of the B&MK Waterway Park and up to 4km of navigable 

waterway linking existing Lakes. Creating a leisure & tourism destination and making 
a substantial contribution to this nationally signifi cant infrastructure project whilst 
stimulating wider benefi ts of environmental regeneration and economic growth, as 
championed by the B&MK Waterway Trust.

2. Providing leisure and tourism facilities to cater for growing visitor 
numbers associated with the Waterway Park, lakeside activities and 
parkland and forest recreation. A waterside hub will provide for 
attractions and restaurants taking advantage of the south 
facing lakeside views. 

3. Substantial woodland planting to contribute 
towards the environmental regeneration 
objectives of the Forest of Marston Vale. Helping 
to create positive wooded interfaces with 
existing settlements to protect their village 
character and integrate development into the 
landscape.  

4. Expanding local investment in recreation and 
tourism through green infrastructure connections 
to the well-established Millennium Country Park. 

The inspiration for Marston Valley comes from 

lessons learnt from the Garden City movement; 

creating places that people are proud to live in and 

would be of such architectural merit that they could 

become future conservation areas.

These sound design principles are blended with the 

demands of contemporary living – our aspirations to 

be part of a thriving and connected community, to 

better balance home, work and leisure time, to travel 

more effi  ciently and to access high-quality services.

The vision for Marston Valley also plans for our 

growing societal challenges – the rising cost of 

energy, how we look after the older generations, 

more fl exible types of housing tenure and the way in 

which our communities are diversifying.

This is manifested through the creation of a 

series of linked new communities, set within a 

fully regenerated environment and maximising the 

existing and planned infrastructure in the area.  

5  SEMLEP Key Assets Map including Cranfi eld Technology Park, Cranfi eld 
University and Millbrook Proving Ground, Strategic Economic Plan 2015 – 2020 
(2014)

6  Milton Keynes South Midlands Growth Area Sustainable Communities Plan 
(2003);  Northern Marston Vale as a ‘Key Centre for Development and Change’ 
– East of England Plan (2008); Northern Marston Vale as ‘Location for Growth’ 
– Milton Keynes and South Midlands Study (2002) and MKSM Sub-Regional 
Strategy (2005);  South West Bedford Strategic Corridor – Bedfordshire Structure 
Plan 2011 (1997); 

7  15 locations shortlisted for next stage of eco-towns programme, Published 3 April 
2008, DCLG

8  A Vision for the B&MK Waterway Park (2016)
9  O&H has made representations in support of strategic growth in the Vale since 

2002: from RPG14 (2002); the East of England RSS Examination (2005) and 
RSS Review to 2031 (2008–9); the EERA New Settlement Study and EcoTowns 
process (2007–9); the Mid Beds Draft Core Strategy/Central Beds Core Strategy 
Examination (2009); the Milton Keynes Core Strategy (2006–2012); the Central 
Beds Development Strategy (2012-15); to the Central Beds Call for Sites and 
Plan:MK Issues and Options (April 2016).



Concluding remarks 
Unlocking Private Sector Investment 
O&H’s role in securing coordinated growth in this corridor is 

unmatched in terms of the extent of our wholly-owned land 

interests. However, such a signifi cant undertaking for O&H 

would need us to be confi dent that all stakeholders can take 

confi dent, positive and long term planning decisions. 

The level of growth and investment that could be delivered 

and managed long term by a master developer and town 

builder such as O&H requires certainty and endorsement 

that such investment will be supported within and beyond 

local political terms of offi  ce.  

We consider that the evidence in this submission provides 

the NIC with a compelling case for: 

(a) co-ordinated planning and funding of planned 

infrastructure works, particularly the joint 

commissioning of the O2C Expressway and East 

West Rail projects from now on, to deliver a series of 

eff ective road/rail interchanges within the corridor 

which complement and enhance the private sector’s 

already-expressed appetite to deliver good places and 

drive successful economic growth; 

(b) a government/industry commitment to security of 

funding for the above beyond political terms of offi  ce 

and a fi xed programme of delivery;

c) a single strategic growth plan for the O2C aligning 

infrastructure investment with planned growth, 

prepared by the NIC and providing a statutorily-binding 

framework upon which each of the local authorities 

within the O2C would base its development plans/local 

economic strategies. This would give both the private 

and public sector the requisite confi dence to embrace 

and embark upon planned growth and investment. 

Contact:

O&H Properties Ltd,
25–28 Old Burlington Street,

London, W1S 3AN

www.oandh.com



 

 

Maximising the potential of the Cambridge - Milton Keynes - Oxford growth 
corridor – a first submission from The Open University1   

 

 

INTRODUCTION 

The Open University (OU) welcomes the invitation to contribute to the work of the Commission on 

this subject, and appreciated the meeting on 1 June 2016 with the Commission Chair and officials 

hosted by Cranfield University to which our Vice-Chancellor was invited and which Simon Hughes 

attended on the VC’s behalf.  

The OU has contributed to the South East Midlands Local Enterprise Partnership submission to this 

call for evidence and we endorse the responses made in that.   

In this separate institutional submission, we make additional responses to some of the questions 

(and their supplementary parts) as appropriate.  In addition, we present ‘ideas and solutions’ with 

which the OU has been or is planning to be involved and that we believe are of relevance for 

maximising the potential of the Cambridge – Milton Keynes – Oxford growth corridor initiative.  We 

explain how the OU could help to deliver on these.   

Further evidence can be supplied and the OU is very keen to engage fully in the continuing work of 

this review.  We would welcome the opportunity to work with the Commission on the second stage 

of the review, in particular on the digital connectivity aspects.  As a university with world-renowned 

research expertise on digital connectivity, a proven track-record of working with local partners 

through our leadership of the innovative Smart Cities project MK:Smart2, and our position as the 

UK’s largest provider of online learning, we can play a crucial and unique contribution, and help to 

establish more rapid, knowledge-intensive, economic growth across the corridor. 

 

Question 1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very 

successful local economies and are perceived as highly desirable places to live  

What have been the key drivers of that success? – The corridor is not one region or in one region but 

joins separate places, counties, local authorities and regions.  It is an area across which various parts 

have experienced growth, but it is less clear that the drivers of economic growth have been the 

same – certainly the industrial/employment make-up as well as commuting patterns have been very 

different (between Oxford and Cambridge as much as between Milton Keynes, Bedford and 

Northampton).  

 

Milton Keynes, for example, has had a specific local authority and planning history which has driven 

the city, and the presence of the OU, the MK Bowl, MK Dons, Bletchley Park and great road and rail 

access and much available land have all contributed. The OU’s presence in the city has significantly 

added to the credibility of Milton Keynes as well its economy. 

                                                           
1 For further information about The Open University, please contact Carol Rowland 
(carol.rowland@open.ac.uk), 01908 858688. 
2 http://www.mksmart.org/  

mailto:carol.rowland@open.ac.uk
http://www.mksmart.org/
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Infrastructural investment (particularly in transport connectivity) may help to generate a more 

integrated regional economic activity space throughout the corridor, but the investment itself will be 

crucial to this. 

 

What is holding back further growth and greater productivity? – It has been long recognised that the 
weakness of transport infrastructure in England is that it works well along North/South routes, but 
much less well from East to West. The poor East-West and other transport infrastructure in the 
corridor are major constraints and there is a need for significant investment.   

There clearly is still a gap right in the middle of the corridor in terms of higher education. Each of the 

existing universities (OU, Buckingham and Cranfield) has its own particular market niche, but none 

has a particular local focus. Whilst not currently a strategic priority for the OU, the establishment of 

a campus-based Milton Keynes University (MK: IT) is a recurrent feature of local reviews and finds a 

clear expression in the latest MK2050 vision. The proposed MK: IT University may or may not 

represent the best way forward, but the relevance of such an initiative should be recognised if the 

growth corridor is to deliver what is hoped for.  

There is a wider problem in terms of the general levels of educational attainment in Milton Keynes 

and some nearby towns (including Northampton and Luton); highly skilled people tend to be 

imported in and well qualified young people tend to leave (for study and beyond). The middle of the 

growth corridor should not just be seen as a dormitory for the two poles or the home of the low 

skilled labour needed to feed into various support and ancillary activities. The OU is well placed to 

help deliver the skills needs of the region and take a lead in delivering online courses and residential 

practical STEM skills. This could also link with the OU’s ideas for a science park based around the 

university’s priority research areas and centres of excellence. 

In particular, what planned or new infrastructure improvements would best support sustainable 
growth and promote innovation over the long-term? Particularly significant here is the Smart Cities 
project MK:Smart, a 12-partner collaboration led by the OU, and including core contributors Milton 
Keynes Council and BT, as well as utility companies such as Anglian Water, SMEs such as Graymatter, 
and the universities of Cambridge and Bedfordshire.  MK:Smart is building a shared data 
infrastructure for Milton Keynes called the MK Data Hub which will enable and reduce the cost of 
local innovation, improve services to citizens and, through informed decisions, enable positive 
behavioural changes in the way key resources (water, energy, transport) are used.  

There are also opportunities for ‘smart region environmentally friendly regional transport – cycling, 

environmentally friendly mopeds, electric and driverless cars, local mini and maxi buses and shared 

taxis, light rail, monorail – and maximum use of waterways; new affordable housing developments 

building up existing settlements, from modern Bourneville/Rowntree/Port Sunlight developments to 

lifetime homes, for rent, shared ownership, cooperative and owned; and smart city utility provision 

including drainage. 

 

The Milton Keynes development plan stresses the importance of an A421 expressway along with the 

other road proposals, 5G smart infrastructure and rail developments. The OU is clearly positioned to 

be able to generate joint activities, bringing researchers, students, academics and commercial and 

public partners together on collaborative projects to support regional economic development 

without reference to other centres. 
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Does the corridor require better connectivity to other major centres of growth? There is a case for 

more direct rail links to the east and north-east in particular, to Peterborough, Norwich and beyond.   

 
Question 2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 

recognizable economic corridor? 

It does not yet but it could. One of the problems with the Oxford-Milton Keynes-Cambridge growth 

corridor label is that it seems to privilege particular places in the region rather than providing a 

regional identity of any sort. It would be more inclusive to frame this as an ‘arc’ rather than a 

corridor (the name will be important here).  ‘Smart corridor’ or ‘Smart arc’ is attractive.  

The corridor should not seek to become or make a new region or sub-region – Cambridge, Milton 

Keynes and Oxford are distinctive and very different as are other local towns and counties and 

should remain so.  But a new arc/corridor that complements rather than seeks to blend or 

overshadow individual identities is powerful.  Comparisons can be drawn here, such as Bath and 

Bristol and Newport and Cardiff. 

What factors unite the area? -  There are few uniting factors across the corridor, the main one being 

that the distance by rail to London is similar for each of Cambridge, MK and Oxford.    

 

Would greater emphasis on corridor-wide planning and decision making benefit local communities 
and local economies?  Yes, if coordinated respectfully and complementarily. There may be the 
possibility of considering a wider planning and governance framework for the region (a Greater 
Milton Keynes?) to recognise the understated shared identity that is emerging, but there could be 
significant opposition to such an initiative across the region. The assumptions underlying the NIC 
model appear to be that if we deliver the infrastructure and join places together, then housing and 
knowledge-based employment will follow. However, it is likely that a more active intervention in the 
housing market may be necessary to achieve the wider ambitions for sustainable growth.  

The OU could contribute to developing the best model – one that would bring jobs and revenue, 

increased skills, improved infrastructure and cultural and other opportunities. 

 
Would that same emphasis on coordinated planning and decision making provide wider benefits for 
the UK economy?  Yes for similar reasons – but also taking some of the pressure from London and 
the south-east and possibly accommodating English/UK population growth at a greater rate than the 
average needed to keep pace with the numbers. 
 
Should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning?  Yes, but it is important to have an open and transparent consultation 
process on that.   Towns and cities of relevance here might be Coventry, Ely, Cheltenham, Norwich, 
Peterborough and St Albans.  

 
Question 3. Describe your vision to maximise growth, maintain a high quality environment, and 

deliver more jobs and homes across the corridor over the next 30 years 

We are keen to continue to work in partnership with the relevant authorities in formulating one.    

We also have a vision of a bigger OU, with more students, especially in higher education ‘cold-spots’ 

and wider than that, a vision which we hope the government will adopt of a major commitment to 

lifelong learning as well as learning for the young.  This commitment would extend over the full 

length of the corridor as part of that.   The 50th anniversary of the foundation of the OU, 23 April 
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2019, gives an ideal opportunity for HMG to plan for 2019 as the year to implement a new system in 

England to establish a culture of lifetime learning for adults.   

Question 4. Are there lessons to be learnt from previous initiatives to maximise the potential of 

the corridor? 

Given so much time has passed since the Beeching closures and in 2016 we still do not have the 

Cambridge-Oxford line reopened, and because the two old cities of Oxford and Cambridge and the 

new town of Milton Keynes are not a natural region or sub-region, or in one, something like a 

National Infrastructure Commission project is needed to expedite a coherent solution.  

 
Question 5. Are you aware of any examples of UK or international good practice, for example in 
respect of new technology, local frameworks or the built environment, that are relevant to this 
review? 
 

For many reasons Milton Keynes’ infrastructure is unique; it is a leader and potential model for the 

development of smart infrastructure, including transport, energy, IT infrastructure and Internet of 

Things. Whilst an East-West rail link is a key piece of infrastructure, the smart combination of 

transport infrastructure, energy, water and data analytics will make Milton Keynes very attractive 

and may constitute an important unique selling point.  

The MK:Smart project with its associated data hub is of particular and significant relevance here.  

The success of MK:Smart and the wider innovation cluster that we have in MK (which is centred 

around the future city agenda of MK Council) can be extended to deploy smart city solutions at scale 

within Milton Keynes and beyond, taking advantage of the opportunity arising from the planned 

infrastructure effort in the growth corridor.  The OU’s key priority for post-MK:Smart developments 

is to progress from the relatively limited MK:Smart demonstrators to solutions at scale, where scale 

means both going beyond demonstrators in a town or city context but also going beyond the city 

context (the concept ‘From smart city to smart urban region’). There is also great potential to 

develop the model across the UK.  Indeed, as has just been announced, a data hub similar to that 

used in Milton Keynes as part of the MK:Smart project is to provide one of the central infrastructure 

features of the Manchester CityVerve Initiative3. 

MK: Smart must be promoted in a networked way across the region as well as being increasingly 

deeply embedded in Milton Keynes itself as a Smart City.  The language of ‘Smart’ needs to be 

translated into a language of infrastructure to support smart regional transport projects based on a 

mix of traditional and high technology transport infrastructures.  The proposed 5G regional initiative 

would not be isolated, but involve using big data, 5G enabled, to transform existing infrastructure 

and traditional infrastructure investments. A Smart regional transport initiative would therefore 

maximise the impact of existing and new hard infrastructure and could provide a model for a 

transformative approach to infrastructure provision.  

The OU has demonstrated through MK:Smart that our ideas on a large scale infrastructure effort 

focused on the ‘smart fabric’ of a city or a region resonate very well with many of our collaborators 

(BT, TechMahindra, ZTE, IHI, and Arqiva) who are happy to invest in such an initiative.  

 

                                                           
3 http://www.mksmart.org/blog/2016/08/04/new-iteration-of-mk-data-hub-to-be-developed-for-manchester/  

http://www.mksmart.org/blog/2016/08/04/new-iteration-of-mk-data-hub-to-be-developed-for-manchester/
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FURTHER CONSIDERATIONS FROM THE OU 

The importance of digital skills in particular 

The consultation document confirms that the populations of cities across the corridor are “highly 

skilled” but this is not the case for all communities across the corridor, especially impoverished 

communities in towns and cities and rural communities and, whether rural, town or city-based, the 

corridor’s steadily increasing older population.  

Getting digital skills acquisition right will be vital to support a workforce across the corridor that will 

increasingly work from home (with the added benefits of minimising traffic congestion), and to 

achieve a cohesive sense of society and community.   As well as addressing the more generic digital 

skills gaps across the corridor’s population, it is important that there are enough people with higher 

digital skills, for example, data scientists, to meet what is already a growing demand from employers 

across the corridor.   

Higher education institutions share significant responsibility in the development of employability 

skills, including digital skills. A step we have taken, as part of our student employability policy, is to 

embed the seven CBI/UUK employability skills4, including the application of information technology, 

across our entire undergraduate curriculum.  However, a coherent holistic approach is also needed 

across the colleges and universities in the corridor.   

Below are just three examples of initiatives the OU is leading on in the broad area of digital skills 

acquisition:  

 Data science skills - In the medium term, there is a need for new, collaborative models of 
learning and teaching in highly skilled areas such as data science, models that can deliver at 
scale and bring international perspectives.  As an example, the European Data Science 
Academy (EDSA)5, a joint venture led by the OU with eight other EU partners (including the 
University of Southampton and the Open Data Institute here in the UK), is developing over 
60 data science learning modules at all levels, to meet the needs of learners who may be 
technologists, business professionals, managers, analysts or journalists. 
 

 Women and IT – The OU is investigating the interplay of gender and migration in the 
workforce of British and Indian IT sectors6, work which has much relevance for the 
knowledge-based economy of the growth corridor and its relatively high proportion of 
migrant workers.  There is a global problem in the IT sector of low participation of women 
and the UK is no exception, yet in comparison with most OECD countries, India has a much 
higher proportion of women working as IT specialists.    The project is comparing the 
experiences of IT workers in India and the UK to see what the UK can learn from the Indian 
model. It is also exploring the insights of migrant women and men who move between UK 
and India. Their experience of both work cultures will be examined in order to obtain new 
insights into gender norms in IT work in each country as well as best practice.  
 

 Digital skills for older people – Research7 conducted by the OU and inspired by association 
with Age UK Milton Keynes presents a case for imparting digital skills to people aged over 55 

                                                           
4 http://www.universitiesuk.ac.uk/highereducation/Documents/2009/FutureFit.PDF  
5 http://edsa-project.eu/ 
6 http://www.open.ac.uk/researchcentres/osrc/research/projects/gender-skilled-migration-and-it-a-
comparative-study-of-india-and-the-uk  
7 http://oro.open.ac.uk/44009/  

http://www.universitiesuk.ac.uk/highereducation/Documents/2009/FutureFit.PDF
http://edsa-project.eu/
http://www.open.ac.uk/researchcentres/osrc/research/projects/gender-skilled-migration-and-it-a-comparative-study-of-india-and-the-uk
http://www.open.ac.uk/researchcentres/osrc/research/projects/gender-skilled-migration-and-it-a-comparative-study-of-india-and-the-uk
http://oro.open.ac.uk/44009/
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years of age, and strategies which partnerships of academic institutions, businesses, and 
organisations in the voluntary sector (e.g. Age UK, Carers UK) could take forward. 

 

Collaborative Research across the corridor 

Innovative collaborative research partnerships exist along the corridor.  As an example, The Open 
University, in partnership with the Science and Technology Facilities Council’s ISIS8 facility, plans to 
establish an International Stress Engineering Centre (I-SEC) on the Harwell Science and Innovation 
campus in Oxfordshire.   
 
I-SEC will provide access to state-of-the-art residual stress measurement facilities, knowledge, 
expertise, research capability and training.  This will directly address the challenge faced by the 
engineering industry in which the demand for modern full-field measurement techniques and the 
knowledge to make bests use of the results outstrips supply. 
 

Promotion of Milton Keynes as a vibrant economic centre 

Milton Keynes should have its own world class conference centre. Oxford and Cambridge can 

accommodate meetings of up to 250 participants with ease, but struggle to accommodate larger 

events with 1,000+ participants.  London venues are simply too expensive for academics and the 

public sector.  Any such development would however have to compete with the new facilities in 

development near Kings Cross. 

From the perspective of arts and culture, it would be ideal if a London Orchestra could be persuaded 

to move to Milton Keynes (the Royal Ballet Orchestra moved to Birmingham 20+ years ago, so this is 

not beyond imagination).  The OU could be a facilitator of such an enterprise, providing academic 

links to the orchestra through our Music Department – a department in which 94% of our research is 

‘world-leading’ or ‘internationally excellent’ (Research Excellence Framework 2014).  An alternative 

would be to attract a ‘theatre school’ to the region with similar academic support. The MK Dons 

successfully moved from Wimbledon to Milton Keynes and there may be similar opportunities in 

other sports that we could support with a ‘Chair’ in Sports Science. 

 
BACKGROUND ON THE OU 

We operate across all four nations of the UK and our mission is to be ‘open to people, places, 

methods and ideas’. Below we outline some key facts about the university and its presence in Milton 

Keynes. 

Scale and experience – Nearly 174,000 students study with the OU.  This does not just include 

distance learning students, we have nearly 300 full-time doctoral students on campus.  Since our 

foundation in 1969 we have taught nearly 2 million students.  

Local footprint – While we operate as a distance learning university across the UK and 

internationally and have a network almost 6,000 lecturers, we are also a campus university, at the 

very heart of the Oxford-MK-Cambridge Growth corridor. On campus are some 4000 academic, 

research and support staff and students, making us one of the ‘big three’ local employers (the others 

are Santander and Network Rail). Within our Estates unit alone, in support of our premises, grounds 

                                                           
8 The ISIS pulsed neutron and muon source at the Rutherford Appleton Laboratory in Oxfordshire is a world-
leading centre for research in the physical and life sciences, owned and operated by the STFC. 
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and security at the Milton Keynes campus, some 20 contracting companies provide services for us – 

there are yet more across our catering, HR and IT functions.  We are a Living Wage employer and 

those companies which have staff on our site all the time under a term of contract also have Living 

Wage accreditation.  Our wider contribution to local employment, community and economy is 

significant and goes way beyond the university itself.  

Supported flexible learning – With our part-time supported online learning model, the OU teaches 

45% of part-time higher education students in the UK.  Most of these (76%) are in work while they 

study, thanks to our flexible learning model.   The OU scored highly in the latest National Student 

Survey with an overall satisfaction rating of 90% (2015), one of only three Higher Education 

Institutions to consistently score 90% or above every year since 2007.   

Innovative approaches to learning – For example, in September 2013 we set up the UK’s first 

Massive Open Online Course (MOOC) platform, FutureLearn9, offering free online courses from top 

universities and specialist organisations.  Since then over 4 million people have joined FutureLearn.  

Current local partners within or near the growth corridor, offering free courses on the platform, 

include the University of Birmingham, the University of Leicester, the University of Nottingham, the 

University of East Anglia, the University of Warwick, the Cambridge English Language Assessment 

and Norwich University of the Arts.    

Research excellence, partnerships and collaboration – 72% of OU research is world-leading or 

internationally excellent (2014 Research Excellence Framework). 

Openness and social mobility – 77% of our undergraduates have no previous HE qualifications, and a 

considerable proportion of those did not have and the entry qualifications to study at a traditional 

university.  

Equality – One in ten of our students are disabled, the average age of our students is 29 and more 

than one in ten of our students are from ethnic minorities. 

 

                                                           
9 https://www.futurelearn.com/  

https://www.futurelearn.com/
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Submission to the National Infrastructure Commission on behalf of Oxford City Council: 
The Cambridge – Milton Keynes – Oxford ‘Growth Corridor’ call for evidence.  
 
Oxford City Council is submitting this response in consultation with a range of private and public sector organisations 
including BMW, Unipart, Great Western Railways, Chiltern Railways, Network Rail, Oxford Bus Company, University 
of Oxford, Oxford Brookes University, the Fast Growth Cities Network, and Oxfordshire’s Local Enterprise Partnership 
and County Council. We believe that there are shared aims across the Oxford to Cambridge corridor, and that there 
is the opportunity to widen the corridor’s economic reach and impact further. 

Overview: Oxford is a national economic asset and a global brand, renowned for its research and knowledge 
economy, built heritage and quality of life. The city’s economic output and employment growth consistently perform 
above the national trends, and it is a net contributor to the Exchequer. It is a focus for the UK’s knowledge economy 
and across a range of technology and science growth sectors, with major assets which include two leading 
universities, links with ‘Big Science’ (space, satellites, nuclear energy and robotics), as well as containing 
international high value enterprises, for example, BMW Mini (automotive), Oxford University Press (publishing and 
data) and Centrica (energy), and many life science and computing enterprises.  Oxford hosts almost a third of 
Oxfordshire’s employment; a county with over 30,000 businesses and 3,500 new businesses created yearly, and a 
GVA per head that is 17% higher than the UK average.  

Investment in transport, housing, employment and skills has not matched the city’s growth, and businesses identify 
that these factors are major constraints (Ipsos Mori 2015). The lack of transport capacity is now a major cost to 
businesses. The lack of housing supply, choice and affordability make Oxford the least affordable location for 
housing in the country, creating problems for employment recruitment and retention for enterprise and research, as 
well as impacting on schools, health and service sectors. The limited commercial property supply has restricted 
business expansion and foreign direct investment opportunities have been lost. Investment in skills and training has 
not matched the opportunities created by the economy, leading to skills shortages. 

Our economic success would be enhanced significantly if the infrastructure constraints were addressed to allow our 
research assets and sector strengths to be translated into higher productivity and increased exports.   It is our aim to 
ensure that Oxford continues as the innovation and growth engine of the Oxfordshire ‘Knowledge Spine’ (see 
Appendix 1), and is a major contributor to a connected regional cluster that is world leading in science, technology 
and knowledge. It is our aim to grow the range of employment opportunities that are being produced across retail 
and tourism, construction, engineering and manufacturing, and science, technology and knowledge intensive 
enterprises. 

The Oxfordshire Local Enterprise Partnership (OxLEP) has identified that around £1.4bn over 30 years is needed to 
deliver county-wide infrastructure investment needed to meet a £6 billion infrastructure funding gap. We recognise 
that this funding will need to be raised creatively and through a range of different models based on a compelling 
investment case. We know that there is advantage to be gained through greater collaboration across the Oxford to 
Cambridge corridor, in jointly addressing growth barriers, and realising new opportunities. We also believe it is 
essential that we deliver strategic transport and infrastructure which is comprehensive and sustainable in connecting 
housing and employment locations as well as centre to centre interchanges and promotes public transport ahead of 
increased road capacity and the private car. 
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Issues addressed in this response: Below are the points we consider most important in addressing this call for 
evidence.  

• Oxford’s potential to create knowledge intensive jobs, and advance science and technology with global impacts. 
• Oxford’s as yet untapped potential to deliver a step change in house-building across a range of tenures, through 

major urban extensions and sustainably connected neighbouring settlements, as part of a mix that meets the 
needs of communities, residents and business. 

• The requirement to prioritise the early delivery of reliable, high capacity, sustainable and integrated intra-city 
public transport and infrastructure networks. 

• The requirement to ensure urban connectivity so that corridor-wide networks are part of intra-city networks 
(mass rapid transit, rail, park and ride, and cycling and walking networks). 

• A focus on enabling better sub-regional connectivity across the ‘Knowledge Spine’ and nearby settlements to 
ensure the economic benefits of growth in Oxford are felt more widely (e.g. Science Transit investment). 

• A need to prioritise rail connectivity across the corridor so services can be extended to Swindon and Bristol. 
Highways improvements are supported where they are fully integrated with public transport capacity. Cities 
such as Oxford and Cambridge cannot support increased traffic in their urban areas.  

• A need to invest in responsive local skills training, as well as labour mobility within and across the corridor. Both 
are required to reduce growing inequalities and meet business demand. 

• A need to re-think our collective approach to funding and appraising infrastructure investments, recognising that 
increased Government funding alone, is not enough.  
 

1. What is the vision to maximise growth, maintain a high-quality environment, and deliver jobs and homes over 
the next thirty years? 

The vision, as set out in OxLEP’s Strategic Economic Plan, is that by 2030 we will have strengthened Oxfordshire’s 
position as a vibrant, sustainable and inclusive world-leading economy, driven by innovation, enterprise and 
research excellence. Our aligned city vision is to create a world class environment for business, academia, visitors 
and business, and to guide this, a 10-year Economic Strategy (2013-23) is in place. Strong commitment has been 
made to housing and jobs growth with targets to provide 100,000 new homes and 85,000 new jobs across the 
county by 2031, with up to 32,000 new homes and 24,000 additional jobs in Oxford.  
 
The aspiration of the Oxford Transport Strategy is for Oxford to be a place that will provide residents and visitors 
with a connected transport network which provides a cheaper, greener, faster, safer, smarter and more reliable 
option than the private car. The rail network serving the city will be modernised and extended. Existing and new 
stations will be integrated with the city’s other transport networks and will provide a first-class passenger experience 
delivered as part of the planned and current rail network improvements. A new Mass Rapid Transit (MRT) network 
will provide fast, high-capacity, zero emission transport across the city’s busiest transport corridors linking housing 
and employment areas. The conventional bus and coach network will integrate with MRT and move towards a zero 
emission fleet, with more advanced vehicles and better infrastructure improving journey speeds, and reliability. 
 
To facilitate continued housing and job growth, the area needs to drive continuous investment in a range of hard 
and soft community infrastructure to support a growing population, including schools, medical services and 
sufficient utilities’ capacity. All of this needs to be accompanied by a ‘Smart City’ ethos; combining resident focused 
planning, use of technology, data, and collaboration to efficiently meet demand.  
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2. What value could new cross-corridor intercity road and rail links bring? How do these compare to other 

transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 

Currently, rail journeys between Oxford and Cambridge (via London) can take in excess of 3 hours.  The only other 
public transport option, the X5 coach service, takes between 3½ and 4 hours via Milton Keynes and Bedford. In order 
to deliver a step change in connectivity, growth and housing, we need strategic investment across the corridor and 
intra-city.  Some major commitments have been made, such as East-West Rail and feasibility work on the proposed 
Expressway-but even with these projects the wider connectivity between homes and employment has not been fully 
considered, and certainty on the full extent of delivery and ambitious timescales are vitally important factors in 
securing the benefits of wider investment through business growth and inward investment.  

Rail: East West Rail will establish a strategic rail connection between Reading and the Thames Valley via Oxford and 
the Oxfordshire ‘spine’ with Milton Keynes and the South East Midlands and Cambridge / East Anglia.  It is a vital 
missing piece in our country’s strategic rail network, and will restore a strategic transport corridor of regional and 
national significance - essential to improving connectivity to drive growth across England. 

With Phase I Oxford to Bicester and Marylebone almost complete, Phase 2 will include completion of the Western 
Section, enabling direct services connecting Reading/Oxford to Bedford, Milton Keynes and Aylesbury and new 
cross-country routes.  Services are expected to start in 2020. This must be bought forward as a priority. Completing 
East West Rail would provide a minimum of half-hourly trains between Oxford with Milton Keynes and Bedford with 
travel times of 40 minutes and 60 minutes respectively.  The travel time between Oxford-Cambridge would improve 
significantly to 100-120 minutes. Like our partners, we support early completion of the Western section of East West 
Rail, in line with Government and Network Rail commitments, along with progression of the central section to 
complete the connection to Cambridge and any necessary upgrading of the Western Section to allow high frequency 
traffic. 

Western Rail Access to Heathrow (WRAH) should also be bought forward within the same timescale, providing direct 
access to Heathrow Airport from knowledge and science hotspots in Oxford and Didcot (Science Vale). This 
investment should be supplemented with direct service to make Oxford a more accessible international gateway. 

Great Western Modernisation through the re-signalling and electrification of the main line from London to Newbury, 
and Oxford and then Bristol and South Wales to 2019 will also bring wider east-west and north-south benefits. This 
will include the introduction of new Inter-city Express (IEP) trains. We highlight later in this submission the intra-city 
rail connections, transport and regeneration opportunities, which are integral to the strategic case to deliver 
development opportunities, housing and employment growth, and labour market mobility. 

Road: We need to ensure reliability, speed and capacity from centre to centre maximising public transport 
opportunities. Therefore, we support investment in inter-city road networks which includes bus lanes and priority, 
park and ride and public transport facilities which connect employment areas to housing and interchanges. Oxford, 
Cambridge and our other towns cannot cope with increased car usage in their dense urban areas with historic street 
patterns. 
 
The A34 functions both as an important part of the national Trunk Road network, connecting south coast ports with 
the Midlands and North, and as an essential local road providing the principal connection between Didcot, Oxford 
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and Bicester, also functioning as part of Oxford’s ring road.  Carrying over 70,000 vehicles per day, it is highly 
susceptible to incidents and disruptions which result in major congestion, on the western boundary of Oxford, and 
between Oxford and Didcot. The significant expansion of Bicester will boost demand further, despite rail investment. 
We support the commitment from Highways England to prioritise either capacity improvements or relief for the A34 
through Oxfordshire as part of its spending commitment through its Road Investment Strategy. 
 
Future growth in jobs, population and car ownership will have a significant impact on the highway network’s ability 
to cope with traffic growth. With increased congestion on strategic road networks we need to give priority to bus 
services through investment in continuous bus corridors and lanes. If Oxfordshire’s growth plans are to be achieved, 
the county needs an effective mobility system that provides a real alternative to the private car and helps to reduce 
traffic congestion. This is a key aim of both our ‘Science Transit’ vision (Appendix 2) and new Local Transport Plan. 
 
3. What does that mean for growth and infrastructure investment in your area? 

It means supporting the creation of at least 34,000 jobs and 32,000 homes in the city and adjoining areas, and 
enabling the wider economic vision for Oxfordshire, together with attracting private investment, and strengthening 
our globally competitive higher education and innovation ecosystem. It will enable sustainable growth where more 
people can travel more easily from their homes to places of work.  In bringing forward the investment in schemes 
outlined above, we will achieve: 
• A thriving knowledge-based economy, using the global connections of Oxford’s Universities and large employers 

to attract new companies, promote new start-ups and enable businesses to attract and retain skilled workers. 
This will allow businesses to innovate and collectively grow through strong connections and interactions and 
trade globally. 

• Investment in the physical and transport infrastructure enabling economic growth, and delivering a sustainable 
transport network in line with our transport strategy to 2031 and beyond, adopting reliable low carbon transport 
modes to support growth. 

• A step change in the annual rate of housing development in locations which are easily accessible to the city 
centre and the other main employment areas by cycle, bus and rail, and providing housing choice and affordable 
homes to support the needs of those entering our dynamic labour market. 

• Sufficient supply of employment land and commercial property and the next generation of digital infrastructure 
for expanding businesses and inward investment opportunities. 

• A high quality of life, by providing safe, inclusive, healthy and convenient travel choices providing access for all to 
employment, services, retail and leisure opportunities. 

 
4. What steps are currently being taken to realise that vision, and what more needs to be done? 

Given the challenges of full employment, with significant job creation potential and housing market pressures, 
Oxford’s ambition is to expand the available the skills base and labour market to support further innovation led 
growth. This will be complemented by greater labour mobility enabled at county and corridor-wide level.  

We are already working closely with our pro-growth partners to support the corridor-wide ambition to compete on a 
global scale. We have jointly established the Fast Growth Cities Network, consisting of Oxford, Cambridge, Milton 
Keynes, Swindon and Norwich, which aligns with the importance placed on a corridor-wide perspective. These places 
complement each other because of their ambition to grow, their size, potential and the shared challenges around 
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infrastructure, housing and skills. The cities are some of the most successful and innovative places in the UK, with 
capacity to develop further (see Appendix 3). Oxford is located at the centre of this wider corridor with strategic links 
to the Midlands, London, London Heathrow Airport, and the M4 motorway corridor1. 
  
5. Why is the area so successful and what have been the key drivers of that success?  

Oxford contributes £6.8Bn annually to the national economy and £16,600 tax revenue per capita. Oxford generated 
£1.15 billion in income tax alone in 2014/15, £226 million more than it did 10 years ago.  Oxford’s GVA per job is 
£58,150, the seventh highest of any city in the UK. The city’s private sector job growth of 17.8% over the last five 
years is the fastest outside London. Oxfordshire has had the fastest growing economy of any LEP area since the 
recession, with growth of over 20% GVA between 2009 and 2013 – more than double the growth rate of core city 
LEP areas such as Greater Manchester of the Leeds City Region, and higher than Greater London.   
 
The reasons for this success are as follows; 
• Oxford is central to one of the top five Technology Innovation Ecosystems in the world fuelled by its universities 

and ‘Big Science’ assets which support six of the ‘eight great technologies’. The city employs a large number of 
people in university related education and health sectors, but has also developed a range of sectors including car 
manufacturing, publishing, tourism, digital sectors and a growing hi-tech sector. With a diverse sector mix and its 
science assets, Oxford’s economy is broad-based and resilient.  

• We have a highly-qualified workforce. 67% of our jobs are knowledge intensive and  60.2% of Oxford’s residents 
are qualified to NVQ level 4 or above, compared with the South East at 39%, and England at 36%.We have 
44,000 students attending the city’s universities.  

• The city has an extremely high job density of 1.16, and is the economic focus of an extensive Travel to Work 
Area. The city supports 131,000 jobs in total; with 100,000 people having their main job in Oxford and 46,000 
commuting from outside the city. Investment sustainable public travel support this: Park and Ride, bus and 
coach routes, and cycling networks. Oxford is one of the leading UK cities in sustainable travel with over 60% of 
those living and working in the city travelling to work using sustainable modes: walking, cycling or bus. 

• Oxford has an attractive natural environment, world-class built heritage and cultural offer. The city is the 
seventh most visited city in the UK, and is the tourism gateway to the rest of Oxfordshire. We attract 
approximately 7 million visitors per year, generating £780 million in the local economy.  

• Oxford’s location is highly accessible with connectivity to London and access to Birmingham as a gateway to the 
midlands and north, and the ports to the south.  The links to Heathrow and Birmingham airports are further 
drivers of success, which have the potential to be strengthened further with the proposed investments in 
WRATH (Western Rail Access to Heathrow) and runway capacity at Heathrow. 
 

6. What would make it more successful? What is holding back further growth and greater productivity? What 
planned or new infrastructure improvements would best support sustainable growth and promote innovation 
over the long-term? 

 
As the Oxfordshire Innovation Engine2 report states, growth in Oxford and in the county has been constrained by 
insufficient public transport, lack of road network capacity, a shortage of development land for employment, and an 

                                                           
1 Fast Growth Cities Report, Centre for Cities, 2016 
2 Oxford Innovation Engine, May 2016 
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acute shortage of housing and affordable homes. With average house prices sixteen times average wages3 Oxford is 
the least affordable city in the UK including London. The affordability crisis is a major concern to employers including 
major employers and businesses, the universities, NHS and services where the rising costs of living, commuting and 
lack of available affordable housing as barriers to staff recruitment and retention. An Ipsos MORI survey (2015) of 
386 SMEs in Oxford confirmed the main problems for businesses in securing staff: cost of living (58%), house prices 
(32%) and commuting (23%). 

To enable economic growth Oxfordshire needs to expand its labour market through population growth and 
improved accessibility, as well as improving its workforce skills and training. Travel to work patterns (2001-2011) 
show an increase in inbound commuters from outside the city mainly by car. Within Oxford commuting by bicycle 
and on foot has increased by almost a third and bus use increased by 11%. Outbound commuters from Oxford to 
other destinations, such as London, have increased by train and bus. Increased levels of commuting and extended 
travel to work journeys by car have led to chronic congestion and increasing business costs which are not 
sustainable.  
 
The Oxfordshire Innovation Engine report lists a number of measures that could significantly improve the rate of 
growth in the area if better supported with infrastructure and a collaborative approach, including: 
• Accommodating additional growth in the Knowledge Spine running between Harwell, Oxford and Bicester to 

accommodate high tech business and employment. 
• Improving the capacity of the strategic and local transport infrastructure, including fast public transport services, 

growth and developing business networks. 
• Encouraging increased institutional investment building upon Oxfordshire’s strong, and nationally significant, 

sectors including life sciences, advanced engineering, satellite and space related technology and the creative and 
digital sector. 

• Meeting the demand for housing and commercial premises to respond to the urgent needs of the growing 
business base and economy. 

• Providing strong public and private sector leadership to realise Oxfordshire’s potential through a new and agreed 
governance structure. 

 
The planned and new infrastructure improvements to support sustainable growth are listed below.  
 
• Delivery of the Oxford Station Development Masterplan to provide a national rail interchange, which reflects its 

strategic significance, accommodates 70% forecast passenger growth to 2026, and capitalises on Oxfordshire’s 
world class economic assets. Station interchanges across the corridor will need to cope with a growth in usage, 
and are vital supporting infrastructure connecting the passenger with national networks. They must be fit for 
purpose gateways that enhance passenger experience and provide opportunities for commercial development 
and regeneration. Delivery of the Oxford Station Masterplan will do just that, unlocking investment in over 
200,000 sq. m. of commercial space and well over 1,000 city centre homes.  

• Opening the Cowley Branch Line to passengers is the next logical step, connecting to employment and housing 
growth of scale in Oxford’s ‘Eastern Arc’. This will enable connectivity to over 5,000 new homes as part of an 
urban-extension, a new university science and employment area, and support employers such as BMW, Unipart 
and Centrica. 

                                                           
3 Centre for Cities, Cities Outlook 2016 
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• Didcot-Oxford Capacity Enhancements, through four tracking, will accommodate increased demand, enable 
new and extended services and realise rail’s potential as an alternative to the A34. 

• The delivery of a series of sustainable urban extensions accommodating a range of housing tenures to meet the 
needs of our dynamic labour market - a major challenge for Oxford. Meeting Oxford’s housing need will require 
sustainable city growth to reduce the dependence on increased and extended commuting. 

• Delivering Mass Rapid Transit Routes across the city’s busiest corridors, where further bus expansion is no 
longer effective. 

• Expanding the Park & Ride Network at key entry points to the city. 
• Cycle route improvements to employment, educational and commercial destinations, extending coverage across 

residential areas. Achieving this will require a combination of high quality routes, better cycle parking and other 
measures which make cycling, safer, easier and more attractive for short and medium-distance trips. 

• Complete the infrastructure needs for the Northern Gateway to create a 1m sq. ft. employment area to build 
on the strengths of Oxford’s economy in health, R&D, and knowledge-based sectors. This requires investment in 
the A40 and A44, MRT corridors and park and ride expansion. 

• Redeveloping the Osney Mead industrial estate as the next university innovation quarter. Following 
investment in the station, a major city centre opportunity will come forward, but only with infrastructure 
support (access, undergrounding power lines and flood protection) to support city centre based knowledge 
sector growth through to the 2030s. 

• Implement the Western Conveyance flood relief scheme to ensure infrastructure, businesses and homes are 
adequately protected from flooding. 

7. Does the corridor require better connectivity to other major centres of growth? 

The corridor does require improvements to link with other major centres of growth. At the western end of the 
corridor there are a series of improvements which are required: 

• A40 West: connections to Witney and Cheltenham are important and the road is a major corridor for commuting 
and road freight. 

• A420 West: connections to Swindon and Bristol M4 motorway corridor are important for major enterprises, such 
as BMW and provide access to wider labour markets 

• A34 South: connections to the Science Vale, Reading and Thames Valley and through to the M3 motorway 
corridor.  

   
8. Does the Cambridge – Milton Keynes – Oxford area form a recognisable corridor? What factors unite the area? 

The area shares strategic infrastructure and faces common challenges in supporting growth and economic 
development.  The corridor consists of a number of overlapping ‘travel to work areas’ centred on Cambridge, Oxford, 
and Milton Keynes. There is real potential for the corridor to function as a more inter-related set of clusters, which 
could gain a world-leading international reputation. Research by the Enterprise Research Centre (Appendix 3) 
suggests the UK has an ‘arc of innovation’ stretching from Cambridge through Milton Keynes to Oxford and 
extending to the western M4 motorway corridor.   
 
The corridor includes internationally important educational institutions including Oxford University (ranked 2nd Times 
Higher Education World University Rankings) Cambridge University (ranked 4th in Times Higher Education World 
University Rankings), the Open University and University of East Anglia. The corridor encompasses research assets, a 
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high level of foreign direct investment, and a supply of productive, skilled workers and public, private and academic 
sector leadership with a collective level of ambition. The Fast Growth Cities feature in the top twenty cities with the 
densest concentrations of KIBs (knowledge intensive businesses) jobs. Oxford, Cambridge, Milton Keynes, Norwich 
and Swindon are in 1st, 2nd, 6th, 12th and 16th place respectively with specialisms in research, the digital and financial 
sectors and advanced engineering/manufacturing.  Levels of entrepreneurship and innovation are high with 
Oxfordshire found to be the most innovative place in the UK4. Cambridge, Norwich and Oxford are listed as top 
twenty cities for the strength of their digital clusters. Cambridge – Milton Keynes – Oxford also has the potential to 
become a genuine university and technology corridor with the announcement of plans to locate a new university in 
Central Milton Keynes.  

9. Would greater emphasis on corridor-wide planning and decision making benefit local communities and local 
economies? Would that same emphasis on coordinated planning and decision making provide wider benefits 
for the UK economy? 

We believe comprehensive infrastructure planning across the area, supported by a network of local authorities, with 
devolved powers and budgets would have positive benefits for our communities and the national economy.  
Furthermore, we need to re-think our collective approach to funding infrastructure, recognising Government funding 
alone will not be enough, even with an expected growth in public investment. We need to forward fund 
infrastructure through creative approaches that pool sufficient public, private and sovereign funds and at the same 
time, provide long-term certainty of investment.  Many public sector organisations have also suggested that more 
holistic method of appraising infrastructure investments, going beyond the WebTAG approach, would lead to 
enhanced decision making. Finally, the opportunity to negotiate allocations from additional Government budgets for 
collaborative science/innovation and transformation along the corridor should be considered. 

10. Should adjacent towns and cities be incorporated into the corridor in terms of growth and infrastructure 
planning? 

 
Within the Oxford Travel to Work Area we have identified a ‘Knowledge Spine’ which links Oxford with the adjacent 
towns of Bicester and Didcot along the principal road and rail corridors and provides a framework for planning and 
investment. Oxford also has some links with Swindon based mainly on the automotive sector (BMW Mini) as well as 
the potential to improve commuting links. 
 
11. Are you aware of any examples of UK or international good practice, for example in respect of new 

technology, local frameworks or the built environment that are relevant to this review? 

The Eindhoven-Leuven-Aachen Triangle (ELAT): ELAT is a cross-border network that links the knowledge regions of 
Eindhoven, Leuven and Aachen, forming a European technological region. ELAT seeks to build a knowledge economy 
via cross-border and interregional co-operation and is an example of how this can be developed in the Cambridge – 
Milton Keynes – Oxford corridor. The collaboration centres on a shared acknowledgement of technological strengths 
and seeks to better capitalise on its skilled workforce, multinational enterprises and research facilities. 

Grenoble and the Rhone-Alps Region: Grenoble (twinned with Oxford) is France’s largest research and development 
area (25,000 jobs in research private sector institutions and Government agencies). The national, regional and city 

                                                           
4 Enterprise Research Council, 2015. 
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government has invested in essential transport and other infrastructure as an element of a wider economic plan to 
promote their knowledge economy and focus growth in key locations linking employment with housing and research 
centres.  
 
Imagine Boston 2030: Boston added nearly 45,000 jobs to its economy between 2010 and 2014 with strong growth 
in professional services, health care and education. Boston workers are more productive than the average American 
worker, and their greater productivity adds $24 billion in incremental productivity to the Boston economy every 
year. There are clear parallels to be drawn with the highly skilled and productive workforce Oxford boasts. 
 
Wavertree Technology Park Station: The station opened in 2000 with the aim of improving connectivity along 
Liverpool’s ‘edge Lane Corridor’.5 This is part of the central Liverpool Mayoral Development Zone Linking the M62, 
the city centre and John Lennon Airport. There are multiple sites along this corridor with potential for innovation-led 
growth as well as housing growth. It is also home to a high density of IT firms. With regards to the proposal to open 
new stations at Oxford Science Park and Oxford Business Park, this may be a useful example.  Wavertree represents 
a wider trend of ‘hub-and-spoke’ development around the peripheries of towns and cities.  
 
Urbed Wolfson Prize submission: This is a plan to create a Garden City of almost 400,000 people by doubling the 
size of an existing city. To ensure the fictional ‘Uxcester’ would meet all the tests set by the competition, the authors 
based the proposals on Oxford. The authors illustrated how the city of Uxcester could double by adding three 
substantial urban extensions each housing 50,000 people. These lie within a zone 10km from the city centre, a 
twenty-minute tram ride away, but also solidly within the green belt. The argument was rather than nibbling into 
fields that surround the city and all its satellite villages, they should take a portion of land from the green belt 
creating sustainable urban extensions supporting a tram service and a range of facilities. 

The submission cited opportunities in Oxfordshire at Barton and south Oxford, to expand Kidlington and extend 
Abingdon northwards. It also argued for developing the extension in a different way to the housing estates around 
Witney and Didcot, namely: 
• A suburban rail/tram system. 
• A flood attenuation scheme to address the issues that affect much of Oxford. 
• Enhancement of new country parks in the retained green belt. 
• Distinctive, varied and mixed tenure housing. 

Conclusion:  In conclusion, we would support prioritisation of the following infrastructure investments, and 
approaches to corridor-wide planning and decision making based on the following elements: 

• Fast and full delivery of East-West Rail and linked network enhancements. 
• Delivery of the Oxford Station Development Masterplan and opening of the Cowley branch line. 
• Relief of the A34 and associated roads, including junctions to A420, A40, A44. 
• Enabling faster delivery of a range of ambitious urban extensions to enable a step change in housing delivery. 
• Mass Rapid Transit, Park and Ride and cycle network investments as essential elements of strategic 

infrastructure. 
• Adequate attention to accompanying utilities (telecoms, water, power). 

                                                           
5 Mayor of Liverpool Vision: Distinctive Neighbourhoods 
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• Accompanying investment in a range of community infrastructure (skills, schools, health, public space, Oxford 
Flood Alleviation Scheme). 

• A need to re-think our collective approach to funding and appraising infrastructure investments. 
• Linked to above, greater devolved powers and certainty of budgetary commitments for infrastructure. 
• Continued collaboration and planning across the key organisations across the corridor, without the creation of 

additional regional structures. 
• A focus on ‘smart’ future proofed infrastructure corridor-wide and in cities. 



                                                                                                                                                                  
  

11 
 

Appendix 1 – The Oxfordshire Knowledge Spine 
 
The creation of high value science-related jobs within the area defined as Oxfordshire’s Knowledge Spine represents 
a cornerstone of the economic growth strategy that is the basis of the county’s City Deal and Strategic Economic 
Plan. The Knowledge Spine runs across the county from leading edge research and development at Harwell and 
Culham in the south, to the life Science Bio Escalator in Oxford, on to the advanced engineering hub at Begbroke, 
and through to Bicester in the north.  
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Appendix 2: Oxford Science Transit 
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Appendix 3: Enterprise Research Centre, Benchmarking Local Innovation 
 

 



 

 

 
National Infrastructure Commission call for evidence on the  

Cambridge-Milton Keynes-Oxford ‘Growth Corridor’ 
 

Response from Oxfordshire County Council and  
the Oxfordshire Local Enterprise Partnership 

 
Introduction 
 
This response supports the overall main submission from the six Local Enterprise 
Partnerships along the corridor. Oxfordshire County Council and the Oxfordshire Local 
Enterprise Partnership fully endorse this overall submission, which this document is 
designed to complement.  Its aim is to provide more detail on the importance of this 
corridor for Oxfordshire, and to demonstrate how proposed strategic investment in rail and 
road will maximise the benefit of this national investment by creating and supporting local 
growth and infrastructure. 

 
Many places across the Cambridge – Milton Keynes – Oxford corridor have very 
successful local economies and are perceived as highly desirable places to live. 

 
What have been the key drivers for success? 

  

1. Oxfordshire is renowned across the globe for its academic excellence, innovative 
business culture and the quality of its built and natural environment. The county is 
home to Europe’s largest concentration of major science research facilities, 
underpinning our leading position in advanced engineering, manufacturing and life 
sciences, as well as sitting at the heart of the UK’s growing international space cluster.  

 

2. Oxfordshire makes a disproportionately large contribution to UK economic performance 
in relation to its size and population.   It is home to nearly 30,000 businesses, providing 
over 380,000 jobs, including a high proportion in research, science and technology, 
engineering, and high-tech manufacturing.  The county’s economy is recognised as 
one of the best performing in the UK and its contribution to the national economy is well 
above average. In 2014 Oxfordshire contributed £20.5 billion to the UK economy. 
Workplace Gross Value Added per head in Oxfordshire in 2014 was £30,485 (up 4.8% 
from 2013) compared to the UK average of £24,958.  

 

3. Oxford’s unique character as a leading university city and historic centre sets it apart 
from the rest of the county, attracting significantly more visitors than most towns or 
cities of comparable size. Tourism, business and academia are vital to the economy 
and 35% of the county’s jobs are in the city. Due to the high number of jobs and the 
shortage and cost of housing in the city, more people commute to Oxford from outside 
the city than there are working residents.  

 

4. The city also provides the majority of the county’s hospital services, with three major 
teaching hospitals.  Oxford’s global academic reputation and its strategic position at 
one apex of the UK’s ‘Golden Triangle’ with Cambridge and London, provides huge 
potential for inward investment and for businesses to spin out and grow in high quality 
business locations across the region.   



5. Oxford is therefore by far the most important ‘centre of gravity’ in the county, although 
Bicester and the Science Vale (Didcot/Wantage/Harwell) are growing in economic 
importance and, linked together, comprise the area defined as Oxfordshire’s 
Knowledge Spine (see Appendix 1).    This Spine connects leading edge research and 
development at Harwell and Culham in the south, to the life Science Bio Escalator in 
Oxford, on to the advanced engineering hub at Begbroke, and through to the growing 
Garden Town of Bicester in the north.   

 

6. The creation of high value science-related jobs along the Spine represents a 
cornerstone of the economic growth strategy that is the basis of the county’s Strategic 
Economic Plan and has underpinned our City Deal and Growth Deals. 

 

7. Oxfordshire continues to plan for strong economic growth. It is already recognised 
nationally for its universities and the strength of its science-based knowledge 
industries, with many high-technology firms that now form an Oxfordshire technology 
cluster with outstanding strengths in four overlapping industries.  It also provides a 
high-performing home for start-up businesses and innovation.  The ambition of the 
Oxfordshire LEP is for it to be a global leader in ‘Big Science’.  

 

8. The growth of these sectors has been supported by a unique grouping of research 
facilities in Oxfordshire, including: 

 

 UK Atomic Energy Authority Culham Centre for Fusion Energy;  

 Science and Technology Facilities Council; Rutherford Appleton Laboratory;  

 Diamond Light Source, the national synchrotron facility;  

 Medical Research Council’s facilities at Harwell;  

 Begbroke Science Park; and  

 Satellite Applications Catapult Centre.  
 

9. Meanwhile, the county’s population is rising - reaching 666,000 in 2013, having grown 
over 10% in the past decade. Economic and population growth is due to continue:  the 
Oxfordshire Strategic Housing Market Assessment has identified the need for 100,000 
new homes and 85,000 new jobs in Oxfordshire up to 2031. This ambition is further 
supported in Oxfordshire’s Strategic Economic Plan (SEP). 

 

10. Despite this the county retains a strong rural feel, including three Areas of Outstanding 
Natural Beauty and two National Trails.  This combination of dynamic economy and 
access to high quality environment has been a key to Oxfordshire’s success in recent 
years.  Oxfordshire’s rural areas are generally prosperous so have helped to retain 
economic vitality of the County’s towns as thriving local service centres.   

 
What is holding back further growth and greater productivity? 

 

11. While the fundamentals of Oxfordshire’s economy are strong, the major factors holding 
back growth and productivity include the extremely high cost of housing within Oxford 
and central Oxfordshire, a mismatch between the skills of some local people and those 
demanded by growth industries, and barriers to travel and communication across and 
beyond the county. 

 
12. The supply of housing to Oxford’s housing market area is severely limited.  This, 

combined with high demand driven by a strong local economy and high quality of life, is 
resulting in severe housing pressure and high average house prices.  This is already 
acting as a brake on the economy - and certainly will in the future both on the 
sustainability of our business and university research sector to attract staff at all levels 
and on the quality of life of local residents, especially their ability to live close to where 
they work. 



 
13. Oxfordshire has one of the most innovative and highly-skilled populations in England.  

However, a small but important proportion of its population is unable to fully participate 
in the labour market because they lack the skills and opportunities to do so.  Young 
people need to be given appropriate skills training and opportunities in areas of skills 
shortages, skills providers must meet employer demand for worker training in current 
and future growth sectors, and employers must become more engaged with the 
county’s skills agenda. 

 

13. Above all, though, the lack of long term investment and planning in transport and 
communications infrastructure presents the most immediate challenge.  Our future 
growth plans are threatened by the side effects of our current and past success. 
Existing patterns of development and high income levels have created an environment 
defined by high car ownership and high levels of car use – particularly outside of 
Oxford where Oxfordshire’s dispersed pattern of population and employment centres 
has resulted in complex movement patterns and a highly congested road network.  

 

14. The A34 in particular already experiences high levels of traffic congestion and delay.  
The A34 functions both as an important part of the national Trunk Road network, 
connecting the South Coast Ports with the Midlands and North, but also an essential 
local road providing the only high standard connection between Didcot, Oxford and 
Bicester and functioning as part of Oxford’s ring road.  Carrying over 70,000 vehicles 
per day, it is highly susceptible to minor incidents and disruptions which often result in 
major congestion events, most notably along the western boundary of Oxford, and 
between Oxford and Didcot.   

 

15. Future growth in jobs, population and car ownership will have a significant impact on 
the highway network’s ability to cope with traffic growth. Congestion on strategic and 
supporting road networks also creates challenging operating conditions for local bus 
services, which only benefit from bus priority on the approach to or within Oxford.  As a 
result, journey times from main towns to Oxford can be slow, taking up to an hour at 
times to travel fewer than ten miles.  

 

16. If Oxfordshire’s growth plans are to be achieved, the county needs an effective mobility 
system that provides a real alternative to the private car and helps to reduce traffic 
congestion. This is a key aim of both our Science Transit vision, and our new Local 
Transport Plan.  

 

17. Across the Oxford-Cambridge corridor there are many synergies between the 
institutions and companies which could open the way to better co-operation which 
would be both to their benefit and the benefit of the corridor and the nation as a whole. 
However the problems of poor connectivity make such co-operation difficult – indeed 
they make it easier for the institutions to compete rather than co-operate. 

 

18. Oxfordshire occupies a strategic location on the busy road and rail corridor between 
the south coast ports, the Midlands and the north and enjoys easy links to London and 
the West Midlands via the M40 and upgraded rail links. However, it suffers a lack of 
connectivity to and from the east, in particular to the high-value growth areas around 
Milton Keynes and Cambridge. There are currently no direct rail connections to these 
centres, while travel by road involves cross-country single-carriageway routes or the 
use of the M25 around London. Improving the connectivity on this corridor – through 
East-West Rail and the Oxford to Cambridge Expressway projects - will place 
Oxfordshire at the centre of the south-east orbital corridor, as a key hub for south-west 
to north-east transport. With vastly improved road and rail links to these high-value 
centres of the UK economy, Oxfordshire will have improved agglomeration 
opportunities for jobs, growth and innovation.  

 



What planned or new infrastructure would best support sustainable growth 
and promote innovation over the long term? 

 

19. Movement along the Oxford to Cambridge route is likely to be made up of a number of 
overlapping shorter movements highlighting the importance of providing flexible 
strategic connectivity to link centres where there are significant amounts of growth 
already planned and where future growth can be more easily accommodated if there is 
the level of (particularly public transport) infrastructure and services that support it. 

 

20. The current infrastructure allows barely adequate connections between the main 
development hotspots of England’s Economic Heartland.  However these connections 
do not meet our future strategic needs and are primarily for road based travel.  For 
public transport there is often no alternative but to travel via London or the Midlands.   

 
Road Solutions south of M40 

 

21. The congestion problems on A34 demand that significant investment is made.  As well 
as impacting on the ability to move along the Oxford-Cambridge axis, this route also 
has major implications for national movements from the south coast ports to the 
Midlands, Northern England and Scotland.    

 

22. Highways England are currently investigating options for this; a Baseline Statement 
prepared by OCC saw only limited, supporting value in traffic management type 
measures with little alternative to major capacity increases.  This could be via on-line 
widening of the road or by constructing a new route away from the current corridor, or a 
mixture of the two approaches. 

 
Road solutions M40-M1 

 

23. The road network between Oxford and Cambridge is already mostly dual carriageway 
standard but there are some sections where the only connections are single 
carriageway, including between Milton Keynes and M40.     

 

24. There are a number of options for a strategic highway upgrade: 
 

(i) A northern route could use the A4421 and A421 between the M40 and M1. This 
would provide connectivity to/around Bicester, where significant development is 
planned and upgrades to the perimeter road are required.  This could connect 
to the A421 dual carriageway Tingewick Bypass, the single carriageway 
Buckingham Bypass and the rural single carriageway A421 to Milton Keynes. 
 

(ii) A southern route could use the A418 and A4146 between the M40 and M1. The 
A418 through Aylesbury as an urban single carriageway road which, although it 
is recently constructed, is subject to congestion. East of Aylesbury is rural 
single carriageway, meeting the A4146, a modern standard road which 
connects to the A421 south of Milton Keynes. 

 
(iii) A central route would involve constructing a new road through the Aylesbury 

Vale.  While the overall population is relatively low the area does have a large 
number of extended villages.  Depending on the route this would require the 
construction of about 35-40 km of new road. 

 

25. Currently the journey from Central Oxford to Central Milton Keynes via the northern 
route would take about 65 minutes in off peak conditions; the journey via the southern 
route would take about 80 mins.  In similar conditions travelling via a new route would 
take about 45 minutes, so significant travel time savings and enhanced connectivity 
can be achieved. 



 

26. The development of longer distance links should not detract from the chronic capacity 
problems on the A34 between Oxford and the M40 and growing problems on the 
section between the M4 and Oxford.  These are a constraint on successful 
development within the Knowledge Spine, through increasing the costs of travel and 
interaction within Oxfordshire and to other centres on the Oxford-Milton Keynes-
Cambridge corridor.  A longer term Expressway network upgrade will be needed as a 
well as shorter term upgrades, which could form part of the longer term solution if a 
planned, phased approach is developed. 
 
Rail solutions 

 

27. East West Rail will establish a strategic railway connecting Reading and the Thames 
Valley via Oxford and the Oxfordshire ‘spine’ with the Milton Keynes and the South 
East Midlands and Cambridge / East Anglia.  It is a vital missing piece in our country’s 
strategic rail network, and will restore a strategic transport corridor of regional and 
national significance - essential to improving connectivity drive growth in the economy 
of England, and meeting the very significant forecast growth in rail use predicted on 
this corridor.    
 

28. The original “Varsity Line” between Oxford and Cambridge was closed in the 1960s 
with only the sections between Oxford/Bicester and Bedford /Bletchley retaining 
passenger services.  Currently, rail journeys between Oxford and Cambridge (via 
London) can take in excess of 3 hours.  The only other public transport option, the X5 
coach service, takes between 3½ and 4 hours via Milton Keynes and Bedford. 

 

29. The East West Rail investment programme and new East West Rail services are vital 
to support planned housing developments and the creation of thousands of new jobs.   
It has support from Local Enterprise Partnerships in the South East Midlands, 
Oxfordshire and Berkshire Thames Valley; and strong political support in Westminster 
from an All-Party Parliamentary Group.   A joint delivery approach means that the 
combined expertise of Network Rail and local authorities within the East West Rail 
Consortium (which is making a substantial financial contribution) is being used to 
accelerate delivery of the project.   

 

30. The key projects being progressed in the EWR programme (see Appendix 2) are: 
 

 Phase 1 – Western Section stage 1, upgrading/extending Oxford to Bicester 
services to London Marylebone via a new station at Oxford Parkway.  Open from 
Oxford Parkway October 2015, from Oxford (central) December 2016. 

 

 Phase 2 – completion of Western Section (core scheme), enabling direct services 
connecting Reading/Oxford to Bedford, Milton Keynes and Aylesbury and new 
cross-country routes.  Approved by central Government in 2012, currently 
preparing for a Transport & Works Act order to construct the necessary 
infrastructure, services expected to start around 2020. 
 

Future Phases 
 

 Central Section - a preferred route between Bedford and Cambridge via Sandy has 
been agreed, the next stage is to secure a funding commitment and commence 
detailed design work and consultation. 

 

 Western Section (enhanced scheme) - additional infrastructure to enable more 
frequent services including additional cross-country and freight services 

 



 Eastern Section – extension of services from Cambridge to Norwich/Ipswich and 
Eastern ports, currently being scoped. 

 

31. Completing East West Rail would provide a minimum of half-hourly trains between 
Oxford with Milton Keynes and Bedford with travel times of 40 minutes and 60 minutes 
respectively.  The travel time between Oxford Cambridge would be around 100-120 
minutes depending on service pattern. 
 
Preferred Transport Strategy 

 

32. Oxfordshire’s priority is for an early completion of the Western section of East West 
Rail, in line with Government and Network Rail commitments, along with early 
progression of the central section to complete the connection to Cambridge and any 
necessary upgrading of the Western Section to allow high frequency traffic. 

 

33. Our view is that an upgrade to strategic highway connections is very likely to be 
required as a complement to this rail investment, and options for an Oxford to 
Cambridge Expressway need to be examined.  However the strategy and scope of this 
scheme should not be finalised until the likely impact of the complete East West Rail 
infrastructure has been determined.  This will then enable the scale of additional 
connectivity needs across the corridor to be established.   

 

34. Consideration should also be given to options for resolving short term issues (through 
incrementally improving the current routes) in advance of any major new route between 
M40 and M1, including consideration of how this could route be developed in phases, 
linked to planned and potential growth.  Any delay to a final decision on the precise 
nature of the Oxford-Cambridge connections should not, though, be a source of delays 
in progressing the much needed improvements to the A34, which could be progressed 
as an initial phase of the Expressway project. 

 

35. However an infrastructure led solution is not likely to be sufficient in itself to meet the 
challenges along the Oxford-Cambridge corridor over the next few decades.  In 
addition to the necessary investment to plug the infrastructure gaps, a fresh approach 
to planning and delivering both transport and development is needed to successfully 
and sustainably connect the places where people live and work. 

 
Does the corridor require better connectivity to other centres of growth? 

 

36. At the Oxfordshire end of the corridor the logical extensions would be to Reading and 
Swindon.  They are both areas which have enjoyed and are planning further expansion 
within the hi-tech, knowledge based economy.   

 

37. This requires new infrastructure beyond that already planned - although there are 
relatively high standard road and rail links to Oxford, there would be a need for 
investment in rail infrastructure between Swindon and Didcot, and between Didcot and 
Oxford (where both sections are predominantly only two track) as the railway is fast 
approaching capacity based on current and already proposed service patterns.  There 
would also be a need for A34 capacity increases. 

 

38. Beyond these Swindon is a gateway to Bristol, South-West England and South Wales 
while Reading links to Basingstoke and the South Coast ports, which have also seen 
considerable growth which is likely to continue. 

 
 
 



Does the Cambridge – Milton Keynes - Oxford area, including Northampton, form a 
recognisable economic corridor? 

 
What factors unite the area? 

 

39. Towns and cities along the corridor are united by their strength in innovation, research 
and development and their willingness to allow new ideas to be demonstrated.     

 
Would greater emphasis on corridor planning and decision making benefit local communities 
and economies? Would that same emphasis on co-ordinated planning and decision making 

provide wider benefits for the UK economy? 
 

40. A co-ordinated approach to planning and decision making could help to maximise the 
value from investment.  As the corridor includes some of the fastest growing parts of 
the national economy this would benefit country as a whole.  A structure of corridor 
wide planning would also create greater confidence for investment, both from within 
and from outside the corridor, and consequently secure more funding for the corridor.  

 
Should the adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning? 
 

41. There is the opportunity to draw in adjacent, fast growing towns that complement this 
activity and/or provide development potential (including housing) to support it.  As well 
the towns mentioned above this could include Aylesbury, Northampton and perhaps 
High Wycombe.  However the more that the area is stretched the more diluted any 
potential investment is likely to become and therefore the less useful the concept might 
be as a vehicle for growth. 

 
Describe your vision to maximise growth, maintain a high quality environment, and 

deliver more jobs and homes across the corridor over the next 30 years 
 

42. We want to secure investment needed for strategic and local infrastructure and deliver 
jobs and homes to unlock the potential of Oxfordshire’s knowledge rich economy.  This 
will allow Oxfordshire to achieve its full contribution to the UK’s growth ambitions and 
mean that people living and working in the County are more able to afford homes within 
a reasonable commuting time to their place of employment, are able to access job 
opportunities, and have a greater housing choice.  

 

43. Our ambition is:  
 

 to enable the delivery of 100,000 homes and 85,000 jobs by 2031; 

 to support well planned growth in the ‘Knowledge Economy Spine’  to 
accommodate high growth innovation led business and employment 
opportunities; 

 to prioritise investment in infrastructure that opens up housing markets and job 
opportunities whilst managing the impact on communities and the natural 
environment; 

 to deliver a more responsive mix and range of housing to support the local 
economy and meet the needs of our residents (including starter homes and key 
worker accommodation for the health, education and research sectors to meet 
the needs of local employers and support growth, as well as supporting our 
younger residents into home ownership and our growing older population to 
access retirement and extra care housing); and 

 to build upon our existing partnership arrangements to support an integrated 
approach to strategic planning and investment in infrastructure and housing and 
develop innovative new mechanisms to deliver housing more effectively 



What does that mean for growth and infrastructure investment in your area?  
 

44. Cities find it difficult to work across departments and boundaries.  Breaking down silos 
and joint working between departments and across boundaries will allow coordinated 
data, knowledge and budget sharing to enable more effective use of resources and 
allow innovation projects to move from concept to trial more effectively.  This 
collaborative approach also allows councils further access to the skills and knowledge 
within the universities, providing potential savings against a traditional route of using 
external consultants for expert advice, while also being part of developing best practice 
and another opportunity to raise the profile of the councils in this field.  

 

45. The approach would support the respective councils’ ambitions for intelligent transport 
and delivering a “Smart Creative Heartland”.  The increased level of data and 
understanding of the areas that the approach would develop also puts the councils in a 
stronger position for major projects bids through supporting the business case for more 
complex projects and then targeting the project investment with a higher level of 
understanding of the problems.   

 

46. The approach would also provide an enhanced level of data and analytics which would 
provide the basis for enhanced total place-based budgeting and project development 
an approach many major investors in smart sector are looking to adopt themselves to 
inform business models for smart projects that are often cross sectors and more 
complex than traditional infrastructure projects. The approach could also inform the 
development of business models for delivering place services in an alternative way.   

 
What steps are currently being taken to realise the vision  

and what more needs to be done? 
 

47. Oxfordshire County Council has outlined such an approach in its Science Transit 
Strategy for the Oxfordshire Knowledge Spine and we are now working with England’s 
Economic Heartland partners to apply a similar approach throughout the Oxford-
Cambridge corridor.  Science Transit is a fully integrated public transport system that 
supports the concept of “Mobility As A Service” to become a reality, it connects the 
corridor centres of innovation and economic growth and the universities across 
Oxfordshire (see Appendix 3).  
 

48. This means people using Science Transit will be able to use high-frequency rail and 
bus services using a single 'smart' transaction to plan their journeys using real-time 
information and updates supported by integrated information systems. This will provide 
travellers with informed choices and allow operators to manage the transport system as 
a whole in real-time, and pay for their journey with cashless payments enabled via use 
of the latest smart transaction technology.  

  

49. Investment in new infrastructure along the corridor should adopt the principles set out 
in the Science Transit Strategy to ensure investment in infrastructure links together our 
Innovation Hubs, and connect them to locations of identified housing and economic 
growth across the county. An Oxford to Cambridge corridor must represent a credible 
and viable alternative to car use by meeting people’s basic mobility needs, as well as 
their expectations of speed, comfort, reliability, environmental sustainability, 
affordability and journey experience.   

  

50. The vision is to ensure local transport links are deeply integrated with mainline rail and 
strategic highway connections to London, Heathrow and neighbouring towns along the 
Oxford to Cambridge Corridor. New interchange locations will connect new and existing 
public transport services with walk, cycle, car-based, and air travel modes. Smart uses 
of real-time data generated through the effective coordination of mobility networks, and 



system users’ movements, will increasingly enable people to seamlessly combine 
multiple travel modes to complete their door-to-door journeys.  

 

51. To enable this seamless journey planning to become a reality, Oxfordshire County 
Council is piloting the UK’s first intelligent mobility platform covering all aspects of the 
UK transport network. This platform integrates all the disparate elements that influence 
the way we move around: operational road, rail and car data, live positioning, delays 
and disruption.  

 

52. The platform integrates independent transport networks into one seamless experience 
and actively engaging with every user of that super-network in a truly personalised 
way. Car share schemes, bike schemes, traffic and air quality management, electric 
vehicle schemes are all included. This is not just real-time information, but predictive, 
personalised information – delivered only to the people who need to know. Rolling this 
service out across the Oxford – Cambridge corridor will allow truly personalised travel 
planning to be weaved into the everyday behaviour of anyone who interacts on with the 
corridor.  

 

53. Developing a vision and the building blocks to support this approach has meant this is 
already happening in Oxfordshire with the County Council working in collaboration, with 
research, social enterprise, private and other public sector community to deliver data 
exchange platforms and personalised journey systems, for example an innovative SME 
called Zipabout are developing their Mobility as a Service platform for launch in 
Oxfordshire in Autumn 2016.  

 

54. Five inter-related and inter-dependant objectives underpin the development of the 
Science Transit system.  These are to: 

 

 Embrace new technologies and data innovation to unlock intelligent mobility; 

 Accelerate local growth through innovative R&D; 

 Improve connectivity between places where people live, work, and spend 
their leisure time; 

 Integrate transport and land use planning to improve non-car based mobility; 

 Deepen public & private sector partnerships. 
 

55. To achieve this Science Transit will actively seek to exploit: 
 

 New and emerging technologies that improve the environmental efficiency 
and sustainability of conventional transport systems; 

 Ticketless and cashless payment systems that are expected to enable 
seamless interchange across travel modes in the future; 

 New and innovative uses of data that are being collected from transport 
networks in real time; 

 Entirely new modes of travel that are emerging from the intersection of 
technology, data and transport system research & development; 

 Partnerships with transport operators, developers and businesses to improve 
timetable co-ordination, service frequencies and cycling and interchange 
infrastructure. 

 
The stages to implementation across a wide range of transport innovation can be seen 
in Appendix 4. 
 
 

 
 



Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 

 

56. The distinctions between private and public actions and investment are becoming less 
important and can even be a hindrance in developing and implementing the new 
transport systems which Science Transit seeks.  
 

57. For the SMART Oxford: Culham City project an Advisory Board has been established 
and is engaging with a wide variety of 3rd parties. Culham City has support from 
delivery partners including the MobOx partnership (MobOx Foundation, Oxford 
University, Oxford Brookes, Oxfordshire County Council and Oxford City Council, 
Siemens, Bosch, Common Wheels, Oxford Bus Company, Bluebird, Zeta Automotive, 
Satellites Applications Catapult, ByBox, Land Securities, CoreThree, ITO, Gnewt 
Cargo, Oxbotica, Virtual Viewing, Chiltern Trains, Preston Motorsport) and the Future 
Cities Catapult / Transport Systems Catapult (hence all the partners associated with 
LUTZ and Autodrive). 

 
Are you aware of any examples of UK or international good practice, for example in 

respect of new technology, local frameworks or the built environment, that are 
relevant to this review? 

 

58. Oxfordshire has actively developed a Research & Innovation team to explore new 
opportunities in delivery and management of infrastructure. This has been a catalyst in 
developing a collaborative innovation ecosystem that has already established Smart 
Oxford and a Community Interest Company (MobOx Foundation CIC) with partners in 
the university and private sectors specifically to look at innovation and living lab 
applications to deliver future of mobility in Oxfordshire.  We also have the Low Carbon 
Hub, leading the application of a Social Enterprise in the energy infrastructure market, 
innovating quickly to support changing market demand. These all have in common a 
goal of more efficiently utilising existing infrastructure while developing new business 
models and opportunities which leverage the “thinking power” and entrepreneurial spirit 
that Oxfordshire and the Oxford–Cambridge corridor has at hand. 
 

59. Other areas across the review area have also developed collaborative working groups, 
to truly develop innovative approaches to infrastructure these local collaborative groups 
should be utilised to inform how infrastructure can be delivered and managed in an 
optimum way for this area while potentially opening up major opportunities to grow 
expertise in emerging markets such as intelligent mobility and personalised energy 
management systems 

 

60. Oxfordshire is the lead authority in the consortium which has applied for Local Growth 
Fund support for the SMART Oxford: Culham City project.  This project will enable the 
commercial deployment of autonomous systems across the Oxfordshire Knowledge 
Spine creating an autonomous transport service as part of the Science Transit 
Network.  Culham City will be used for long term testing of integrated intelligent mobility 
solutions in a range of different real environments, enabling people to engage with new 
transport solutions under the watchful eye of providers, regulators and investors, to 
establish an evidence base for commercial decisions. These trials will start on the 
secure, fenced UK Atomic Energy Authority site and will progress in controlled steps 
from a private area towards the main gate before being allowed out into the wider 
world.  



 
 

 
 
 
 

Appendix 1: The Oxfordshire Knowledge Spine 
 
 
 
 



 
 

Appendix 2 – East West Rail Western and Central Sections 
  



 
 
 

 
Appendix 3 – Proposed Oxfordshire Science Transit Network  



 
Appendix 4 – Oxfordshire Science Transit – Stages to Implementation 



Cambridge-MK-Oxford Growth Corridor 

OBRAC (the Oxon and Bucks Rail Action Committee) was formed in 1986 to press for rail links 

between Milton Keynes and Oxford and Aylesbury. We are impressed with the work of the East 

West Rail Consortium, formed in 1996, whose studies have shown the value of EWR. 

3.1 The availability of relatively affordable housing in Bicester, Northampton, MK, Aylesbury and 

Bedford has helped attract qualified labour. Shared ownership schemes have helped. Improved links 

to the Norwich corridor and in the future Wisbech widen the benefits of the corridor. 

East West rail links were cut back in 1967 just as expansion was planned! East West road links have 

not been developed to cope with growth. An express bus from Oxford-MK-Cambridge takes 3hours 

40 minutes and is subject to congestion en route. Likewise road travel is hampered by congestion. 

Bicester Village is causing congestion as is entry cities. This is costing users, including businesses, 

time and money and reduces the attractiveness of the corridor. 

Norfolk and Suffolk are potential growth areas serviced by the corridor. Recent improvements to 

A11 and Norwich-Cambridge rail link is already benefitting the local economy but took years to 

achieve. Great Yarmouth and Wisbech could usefully be seen as in need of regeneration which could 

be linked to the corridor. 

The East West Rail Link was conceived in the 1850s as linking Norfolk to Bristol and this could be a 

reality. Likewise the route intersects with several main lines offering scope for connections. Indeed, 

43 major cities can be reached with one change of train.  The Growth of the population centres has 

not always been matched by facilities like NHS provision, schools and other public services like 

policing. Transport should lead growth not follow. 

3.2 The corridor has been identified as part of an economic arc with considerable growth potential 

planned. There are a number of businesses, universities along the corridor which are related and 

offer further growth opportunities. SEMLEP covers much of the area. Northampton could be seen to 

be part of this region. Growth needs a developed transport system. The corridor links to major 

airports. The Oxford –Cambridge rail link could be extended to serve Heathrow. 

The EWR link has considerable potential for interconnectivity. The Aylesbury link would link North 

and buoyant South Bucks. Surrey CC suggest linking Downs Line, serving Gatwick to EWR as Outer 

London Orbital Rail. Gloucestershire LEP has suggested EWR could extend to Cardiff. Leicestershire 

CC sees potential to extend EWR to Midlands. Luton Council commissioned a study which showed 

potentai to link the town into EWR. Dft has considered Midlands to Oxford and Southampton. Dft 

consider the EWR could form part of the Electric Freight Spine route. EWR could serve A11 Growth 

Corridor, new growth towns like Bicester, Cambourne and Addenbrookes Science Park. 

3.3 The corridor has been identified as a potential economic growth area. The corridor is used to 

expansion and potential to be linked to other centres. The proximity to London is another benefit. 

Other public services need to grow in line with population growth. This has not always happened in 

the past. (Indeed, MK was told in the early years it did not need a central rail station, general 

hospital, theatre, central police station, light rail!) 

The nation has to cope with population growth, the corridor offers a major opportunity. The 

economy of the nation needs to grow, the corridor offers huge scope which has resulted in EWR has 

an excellent BCR and huge potential for jobs growth. 

Chris Wright OBRAC Secretary. 



Received by email 
 
I welcome the chance to comment.   I will my keep these short and I certainly do not 
need ten pages to do so. 
 
One of the biggest mistakes in the past was the closing of the Cambridge-Oxford 
railway.   This failure should have been remedied years ago.    Absolute priority needs to 
given to the immediate reinstatement of the Milton Keynes-Bicester/Aylesbury sections 
and the longer term reinstatement of the Bedford-Cambridge section. 
 
At he same term consideration should be given to the reinstatement of the Bedford-
Northampton railway.     This would create with the West Coast main line a growth 
triangle about mid point along the Cambridge-Oxford corridor. 
 
Air pollution needs to be taken more seriously than it has up to now.    We are at the 
crossroads as far as motor vehicles are concerned  and brave decisions need to be made 
if we are to tackle this problem.  Priority needs to be given to walking, cycling and non 
polluting public transport for local travel with the latter for longer distance travel as well. 
 
Housing needs to made a priority to keep step with employment creation.   Although 
there are existing large scale schemes along the corridor many of these are motor vehicle 
based and often lack walking and cycling routes within then and beyond as well as good 
public transport links. 
 
I wish you success with your study and look forward to reading the reports. 
 
Philip Ashbourn MA MRTPI 
[Personal details redacted] 
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Cambridge – Oxford Corridor 

NIC Consultation 

Peter Headicar formerly Reader in Transport, Department of Planning;  

currently Associate Lecturer, School of Built Environment, Oxford Brookes University 

[Personal details redacted] 

August 2016 

 

Introduction 

The purpose of this note is to report briefly relevant research that I have undertaken over the last 25 

years concerning the strategic relationship between transport and land use and to apply the insights 

gained to some of the specific questions listed in the Commission’s Call for Evidence.    

Much of my academic work has been undertaken on the basis of fieldwork in Oxfordshire.  This is 

also where I live and where I have contributed to local transport planning exercises by the County 

Council and Local Enterprise Partnership.   Geographically therefore my comments spring from this 

particular experience and perspective. 

I have discussed the Commission’s initiative with my colleague Professor Tim Marshall and my 

comments should be read in the context of the more general observations on planning and 

infrastructure in his submission which I concur with. 

My central argument 

The Commission invites respondents to come forward with proposals or options for infrastructure 

which would facilitate economic growth in the Oxford-Cambridge corridor.   It is unlikely that there 

will be a shortage of replies to what at face value is an attractive proposition (except possibly from 

local environmentalists, although that is not my perspective).  My concern is rather to highlight the 

pitfalls which can arise when insufficient attention is given to the travel generating consequences of 

new or improved strategic transport infrastructure, particularly major roads.   In the absence of any 

direct road user charging this is not merely the encouragement of longer (hence, more resource-

consuming, polluting and carbon generating) journeys or even higher volumes arising from 

congestion relief (so-called ‘induced traffic’).   It is also because the resulting changes in accessibility 

(between places and modes) lead to ‘opportunities’ (ie pressures) for residential and commercial 

development which are predicated on longer distance and predominantly car-based journeys.    

Over time such developments do – and have – changed the physical size and form of settlements 

and their economic and social functioning in ways which are the antithesis of sustainability.  

Ultimately the original aspirations of improved mobility and connectivity and their intended 

economic dividend are overwhelmed by the volume of development-related traffic – a situation 

which has come to pass in recent years in Central Oxfordshire generally and on the A34 in particular. 
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Population redistribution from larger cities to small and medium sized towns (so-called ‘counter-

urbanisation’) and the associated growth in per capita car mileage has been feature of English 

geography at least since the 1960s1.  Intrinsic to this has been the radical improvement of the inter-

urban road network which, coupled with the transition to mass car ownership, has reconfigured the 

functional relationship of individual settlements over wide areas into city regions.  In the example of 

the A34 quoted earlier this dual carriageway route developed as a trunk road of national and 

European importance in practice now operates as an urban freeway for almost thirty miles from 

Bicester to Harwell across the very centre of the Oxford city region.   

The general phenomenon of counter-urbanisation and its effects have taken on a particularly 

extreme form in relation to Oxford (and to a lesser extent Cambridge) due to a combination of 

factors: 

 Planning policies of ‘urban containment’ applied to the core city, reinforced by tight and (in 

Oxford’s case) as yet, unreformed Green Belt boundaries 

 Planned major developments at locations at a distance from the core city (in Oxfordshire’s 

case via the expansion of a number of so-called ‘country towns’) 

 Rapid population growth in recent decades 

 Very high housing costs in the core city (referred to in the Commission’s brief) which prompt 

the involuntary displacement of households to less expensive accommodation in the smaller 

towns from where long, predominantly car-based commuting journeys are generated. 

I have researched and documented the differences in car mileage generated by residents of new 

residential estates in Oxfordshire in respect of distance from Oxford City (city edge versus ‘country 

town’) and relationship to strategic transport routes2.   

Bicester (one of the country towns, and situated within the Oxford-Cambridge corridor) was a 

particularly interesting case as, at the time of the original research it had recently experienced the 

opening of the M40 London-Birmingham motorway and the associated dualling of the A34 link 

to/from Oxford.  Together these greatly improved the opportunities for travel away from the town 

by car.   In terms of travel per adult the estate in Bicester was found to have the highest total 

distance and highest percentage car use of all those surveyed.  The principal source of difference 

was the travel involved in commuting and home-based business journeys.   From Bicester 64% of 

these involved trips of more than ten miles whereas from the outskirts of Oxford for example the 

equivalent figure was only 20%.  More recent research (reflecting the maturing of the original 

developments) shows some moderation of these extremes but the fundamental differences remain3 

– as might be expected since they reflect basic transport and settlement geography. 

An argument which might be put forward by promoters of strategic highway investment (and was in  

the case of the M40) is that powers for the appropriate planning and control of development lie with 

local planning authorities (and hence that transport projects can reasonably be progressed 

independently).   However the issue is not that straightforward, not least because planning 

authorities have to take into account the market conditions for property and development which 

such  transport investments will alter.   In addition there is the conundrum that, despite ‘sustainable 

development’ now being the over-arching principle of national planning policy, proposals can 

continue to be advanced – and approved – for development in places which imply large volumes of 
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car-based travel - well in excess of  those which could be achieved in other parts of the same sub-

region.  (This, it should be stressed, is not normally a matter of permitting large-scale development 

in rural areas – although the threat of using remote brownfield sites such as former airfields does 

exist – but rather the expansion of small and medium sized freestanding towns as opposed to the 

enlargement of cities where the bulk of employment and more specialised services are located). 

This is a complex issue to which a simple but not irrelevant answer is that decisions on development 

location have to have regard to a multitude of factors of which minimising adverse travel-related 

consequences is only one.    There are nevertheless a number of reasons specific to the 

development/transport interface which imply a weak capability to address strategic transport issues 

 The abolition (since 2010) of any formal spatial planning procedures and institutions at a 

level higher than the individual district or unitary council - areas typically too small to 

embrace the complexity of city-regional functioning.  (The effectiveness of the replacement 

‘duty to cooperate’ between individual councils remains to be demonstrated) 

 In two-tier administrative areas (as currently in most of the Oxford-Cambridge corridor) the 

division of responsibility and interest as between district planning authorities and the county 

transport authority 

 The (weak) content of the relevant part of National Planning Policy Guidance.  (‘Minimising 

the need to travel’ is a single phrase within twelve paragraphs of the relevant section, 

mostly devoted instead to ‘promoting the use of sustainable modes’4) 

 Development decisions and associated public discussion tend to be dominated by immediate 

traffic-related issues in a locality and not by larger but more ‘diffused’ impacts over a wider 

area and longer time-frame (and to which the present-day actions of planning and transport 

authorities may be linked only tenuously). 

 

The shortcomings of a policy approach relying on ‘promoting sustainable modes’ in an area such as 

the Oxford-Cambridge corridor can be illustrated again using Bicester as an example (although 

similar features would be apparent in the corridor’s other small and medium sized towns).  Bicester 

is currently being marketed as ‘Britain’s first eco-town’ and opportunities for sustainable travel 

within the town form part of its prospectus5.   However analysis of Census data shows that whilst 

just under a half of all current residents travel to work within the town or its immediate hinterland 

these people contribute only 7% of its total commuter car mileage.   There are 22 other urban areas 

at distances varying from 9 to 54 miles which collectively contribute 59% of this aggregate mileage 

(and many more involving very small individual flows which contribute the remaining 34%).   Of the 

principal external workplaces other than London and Oxford only four currently exhibit a public 

transport mode share greater than 5%.  Even a development as dramatic as East-West Rail, highly 

desirable though it may be on other grounds, could only present a realistic option for a small fraction 

of present car commuting journeys outside the town because of the limited number of places 

served.   

 

As a general principle therefore achieving sustainable travel outcomes (in the sense of minimising 

per capita car mileage) depends primarily on fostering more self-contained – and by implication 

larger - settlements with a wide range of job and other opportunities rather than by seeking to 
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influence the modal choice of residents of smaller towns who have to make much longer journeys to 

access such opportunities outside their home settlement 

In the context of the present study it follows that, without attention to the fundamentals of urban 

form and functioning and of the relationship between homes, jobs and commuting in particular, 

simply investing in transport infrastructure in the ‘Oxford-Cambridge corridor’ to facilitate economic 

growth may superficially ease current constraints but over the longer term merely exacerbate 

inefficiencies  in its spatial structuring.    

 

Questions posed by the Commission 

(3.2) Does the Cambridge-Milton Keynes-Oxford area, including Northampton, form a recognisable 

economic corridor?  If so would corridor-wide planning and decision-making benefit local 

communities and local economies? 

The term ‘economic corridor’ implies a connected set of activities in linear spatial form, probably 

along a natural feature (eg river valley) or major transport route. 

There is no obvious evidence that the area between Cambridge and Oxford is characterised by such 

a connection.   (There are no natural features or long-distance transport route which might have 

prompted its development historically).  That is not to say there are no similarities between 

settlements within it, whether that is in general terms of population and economic growth (the 

raison d’etre of this study), or more specific features such as built form or socio-economic 

composition (as is obviously the case with Oxford and Cambridge) 

Evidence of travel to work flows indicates rather that the area is a collection of largely independent 

town and city regions centred mainly on Oxford, Milton Keynes, Northampton, Bedford and 

Cambridge albeit with some evidence of greater interaction in the central part between Milton 

Keynes, Bedford and St Neots6. 

In itself there is no apparent reason why planning to improve connectivity between Oxford and, say, 

Milton Keynes should assume greater importance than to other neighbouring sub-regional centres 

such as Reading or Swindon.   However if because of the area’s economic prospects the Government 

is minded to prioritise infrastructure investment in the ‘South Midlands’ (whether to facilitate 

growth or subsequently to accommodate it) then there is logic in looking at its city regions 

collectively so that strategic investments can be coordinated, ‘cross-boundary’ movements 

accounted for and synergy derived via joint beneficiaries. 

Whether or not a strategic decision-making process is adopted across this whole area however 

should not detract from the ‘lower level’ (but more pressing) issue of achieving the coordinated 

planning of development and transport at the city region scale.   It is also pertinent to question 

whether if infrastructure planning mechanisms are to be formalised at a higher level above this 

these are best introduced in an ad hoc, incremental manner. 
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(3.1)  What planned or new infrastructural improvements would best support sustainable growth? 

From a transport perspective sustainable growth is best achieved by improving accessibility 

(‘reducing the need to travel’) whilst lessening the requirement for individual vehicular movement 

(i.e. by providing the opportunity for, and promoting the use of, modes other than the private car).       

These objectives are best fulfilled by facilitating development which grows the largest towns and 

cities at the same time as investing to manage and improve the functioning of their transport 

networks.  The manner in which this might be achieved (using Oxford as a case study) was 

demonstrated in the 2014 winning submission for the Wolfson Economics Prize7. 

As well as planning positively in this way it is equally important (as highlighted in the research 

evidence) to avoid creating unsustainable outcomes by default, i.e. by investing in (inter-urban) 

transport routes which create conditions for the dispersal of population and economic activity to 

smaller towns  and more extensive and car-dependent patterns of movement as a result. 

(3.3)  What value could new cross-corridor intercity road and rail links bring?   How do these compare 

to other transport initiatives, eg intra city links? 

Other parties, particularly businesses and freight hauliers, will comment on the value of prospective 

improvements for longer-distance movements within the South Midlands area.   There is however a 

danger that by defining it as a ‘corridor’ the Commission implicitly places longer distance 

movements along the Oxford-Cambridge axis into a priority category.   This is not only in preference 

to other ‘corridors’ but also to investments at a more local scale, i.e. within the individual cities and 

their hinterlands.   As well as bias through nomenclature there is a further danger that, by virtue of 

the likely scale of individual projects, ‘corridor’ investments will benefit from Central Government 

funding in a way that ‘city regional’ investments will not.  Yet in relation to personal travel 

undertaken on a day to day basis it is conditions within the city and its hinterland which are of 

primary importance. 

In the case of Central Oxfordshire it is evident that, despite a progressive transport management 

regime within Oxford City over several decades, there has been under-investment in the wider city 

region commensurate with the scale of development that has taken place and the complex pattern 

of ‘inter-urban’ flows which has resulted.  The consequent congestion not only impacts on residents’ 

quality of life but also creates a pervasive environment of inefficiency and unreliability in which local 

businesses have to operate.  Car driver movements from estates developed in the outlying 

(expanded) towns to workplaces in Oxford’s suburbs (which now represent the majority of the city’s 

employment) are particularly problematic. 

Oxfordshire County Council in its Local Transport Plan 4 has approved a strategy for Central 

Oxfordshire which has the potential to address both current problems and meet travel needs arising 

from prospective growth over the next 15-20 years8.   Within the city a programme of studies has 

begun on the individual radial routes to provide comprehensively improved conditions for 

pedestrians and cyclists and to create the infrastructure needed for a series of bus rapid transit 

routes (extending existing priorities).   These improvements for sustainable modes would be 

complemented by a workplace parking charge and additional traffic restriction points to prevent 

cross-town movements via the city centre.   



6 
 

Outside the city a number of measures are proposed which aim to increase the proportion of 

travellers who forgo the use of their cars for all or part of their journey.   Principal amongst these is 

the planned expansion and relocation of the majority of Oxford’s original Park and Ride sites at a 

further distance from the city.  This has the twin benefit of removing traffic from the vicinity of the 

city’s Ring Road and at the same time intercepting motorists bound for the city at an earlier point in 

their journey.  Investments in regular interval ‘premium bus routes’ from the main towns as well as 

the rather skeletal rail network bequeathed from the Beeching era are also proposed. 

Increasing public transport use significantly across the wider city region is challenging for a variety of 

reasons, but is necessary to avoid a spiral of expenditure and additional traffic on the main inter-

urban roads.   This is partly due to the tradition of car dependent habits and attitudes amongst 

residents of what is superficially a relatively ‘rural’ area.   It is also due to the innate difficulty of 

securing satisfactory conditions throughout the length of public transport journeys which do not 

start or finish in or close to town centres and hence do not benefit from direct services.  Evidence 

from rail stations and park and ride sites is that people are willing to interchange where appropriate 

information and waiting facilities are available but currently these only exist at a limited number of 

places on the main route network.   This is not simply a matter of physical provision – there are 

institutional and practical barriers to be overcome in achieving the marketing of an integrated public 

transport service of the kind which is taken for granted in London and the metropolitan areas.   

(3.4) Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 

I am not aware that ‘the corridor’ has previously been conceived in the way suggested by the 

Commission; hence planning and infrastructure activity has been orientated differently. 

However there are lessons to be learnt from the past planning of transport and development in the 

Oxford-Cambridge arc as I have pointed to in my research evidence.  Apart from Oxford and 

Cambridge cities themselves which are obviously special cases the experience has been of an 

inability to secure patterns of development and transport systems which deliver sustainable 

outcomes, notwithstanding several large and medium sized settlements.   In essence we have been 

accommodating large-scale urban growth within a legacy of ‘shire county’ infrastructure, traditions 

and practices.  

(3.5)  Are you aware of any examples of UK or international good practice...that are relevant to this 

review? 

See Hall P 2013   Good Cities, Better Lives : How Europe Discovered the Lost Art of Urbanism  London, 

Routledge 
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04 August 2016 
 
Growth Corridor Call For Evidence 
National Infrastructure Commission 
Building 
1 Horse Guards Road 
London 
Sw1A 2HQ 
 
Dear Sir or Madam 
RE: Response to the Cambridge – Milton Keynes – Oxford: ‘growth corridor’ call for evidence on 
behalf of Pigeon Investment Management Ltd 
The following letter sets out a response to the above consultation on behalf of Pigeon Investment 
Management Ltd (‘Pigeon’). Pigeon is an entrepreneurial property company operating 
predominantly in the East of England creating value for investors from land promotion, investment 
and development, and other property-related opportunities. Pigeon manages commercial and 
residential property investments with a projected end value of £250m and is currently promoting 
land for over 14,000 dwellings for its landowning partners. This includes a number of opportunities 
within the Cambridge – Milton Keynes – Oxford corridor (‘the corridor’).  
The following sets out our response to the questions as they appear in the consultation document:- 
3.1 
The success of the corridor is strongly linked to the ‘Oxbridge’ University Cities at either end.  With a 
world class reputation, they play a significant role in the success of these two cities, in terms of 
research and high-tech business. The history and architecture of the universities also sees them as 
an international location for tourism, as well as incredibly popular and attractive places to live. 
Together with other locations in the corridor, they also benefit significantly from proximity to 
London with short rail journey times giving excellent commuting opportunities to London. Milton 
Keynes success has been particularly linked to office and particularly warehouse and distribution 
development.  
The success of the corridor has inevitably seen a high demand for housing, both within the cities 
themselves but also other locations within the corridor, with significant increases in house prices, 
raising challenges in affordability as these have not been matched by wage increases.  
Issues of housing demand and associated price rises are exacerbated by current green belt policy, for 
example around Cambridge but also in other locations within the corridor. Whilst acknowledging 
that this consultation is evidence based, it can be seen that green belt policy has impacted upon the 
principle of sustainable development at a strategic level by restricting development adjacent to 
existing development. As a consequence, development has come forward in less sustainable 
locations beyond the green belt but at a greater distance from these key centres and London, 
increasing commuting times and infrastructure demands and cost.  
Whilst housing demand is necessitating some green belt review and release in specific locations, 
particularly where land does not perform well in meeting a green belt function, it may be more 



appropriate for this to be considered more strategically across the corridor. This could be achieved 
through the co-ordinated approach to planning and decision-making set out within the consultation 
document to consider at a more strategic level the approach to green belt release in the corridor. 
The recommendations of the commission have the potential to put forward the economic case for 
green belt release, which are currently constraining growth for the reasons set out previously within 
this letter. 
3.2 
For a number of the reasons set out above, we would suggest that there is a recognisable economic 
corridor, book-ended by the varsity cities of Oxford and Cambridge, that give the corridor a specific 
character and identity. We would contend that a greater emphasis on co-ordinated planning and 
decision-making would provide benefits for communities/economies within the corridor and more 
widely the UK economy. In particular, this would include co-ordinated work on growth and 
infrastructure as referenced earlier in this response. With regard to the adjacent towns and cities, it 
is unclear from the consultation whether a specific corridor will be defined, and therefore, whether 
specific towns and cities will be defined. However, the impacts of decisions made for the corridor 
will have implications beyond any defined area, including towns and cities in proximity. It will also 
cross political and administrative boundaries, and therefore, adjacent towns and cities should be 
incorporated into discussions, in a comparable manner to the ‘duty to co-operate’ that is inherent 
within the planning system for Local Plan preparation. 
3.3 
With regard to the vision for the corridor, it is recognised that the success of Cambridge, Milton 
Keynes and Oxford will continue to generate a demand for expansion of these locations in terms of 
both housing and the specialised employment that has made them so successful. We would contend 
that the most appropriate method of addressing this demand is for sustainable development 
adjacent to the existing built-up area, which will require green belt release. 
It is also important to consider the impact that the success of Cambridge, Milton Keynes and Oxford 
have had for other locations within the corridor. A number of market towns and service centres have 
become increasingly popular places to live with excellent commuting opportunities to the higher 
order settlements in the corridor as well as London. These prospects can only be enhanced through 
potential infrastructure improvements, such as East-West Rail. Therefore, the demands on these 
locations, where residents are looking for more of a ‘rural idyll’, to live, whilst commuting to the 
good employment opportunities in Cambridge, Oxford and Milton Keynes needs to be recognised. 
3.4 
Pigeon have no specific comments to make on previous initiatives. 
3.5 
No specific comments with regard to good practice. 
 
 
 
 
 
 



Yours sincerely 

Graham Bloomfield BA (Hons) MA MRTPI 
Principal Planner 
[Contact Redacted] 

Pigeon Investment Management Ltd, Linden Square, 146 Kings Road, Bury St Edmunds, Suffolk IP33 3DJTelephone: 01284 766200        .        www.pigeon.co.uk 
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Cambridge – Milton Keynes – Oxford: 'growth corridor' call 

for evidence 

Professor Martin Boddy, Professor or Urban and Regional Studies and Pro Vice-

Chancellor for Research and Enterprise, University of the West of England, 

Bristol1 

 

I very much support the principle of investing in the development of a knowledge-intensive 
growth corridor along the lines suggested in the consultation.  In September 2015 I initiated, 
along with the Centre for Cities and Business West, the business organisation for the Bristol 
city-region, a ‘Growth Cities Summit’ held at the Future Cities Catapult to explore the 
proposition for a knowledge-based growth corridor extending from Bristol through to 
Cambridge (see appendix one). 

The subsequent report by the Centre for Cities on Fast Growth Cities summarised the 
opportunities and the challenges very clearly and I commend it to the Commission. 

I am very pleased, therefore, that the Infrastructure Commission is giving serious 
consideration to something along these lines.  There is much evidence that London and the 
inner south-east is increasingly suffering from overheating and resultant diseconomies.  
There has been a strong policy focus and promise of investment in the midlands and north, 
justifiable in terms of rebalancing but with only limited potential to make a particularly 
strong, step-change contribution to the economic wellbeing of UK plc as a whole.   

There is, on the other hand, a strong case that the Growth City Corridor has major potential 
for growth based on innovation and knowledge-intensive activities, both science-based and 
in business services. This reflects the particular strengths and assets of the constituent cities 
but also the potential for collaboration, business interaction, access to skills and expertise, 
shared assets and infrastructure – a cluster of this size, able to generate and realise wide-
ranging positive benefits of both scale and scope is potentially of global significance.  This 
represents a real opportunity to support an axis for growth which does not simply build 
further around London and the inner south-east. 

Should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning? 

I address this question first as it is relevant to the subsequent argument.  I am aware of and 
would strongly endorse submissions to the consultation which support the westward 

                                                           
1 I have a long history of research, publication and policy advice on ‘southern growth cities’ including 
Cambridge, Swindon and Bristol, in the context of major national research programmes – selected publications 
and sources for this note are included at the end of the document.  I am on the advisory board of Business 
West, the business organisation for the Bristol city-region, have advised the West of England Local Enterprise 
Partnership on its Strategic Economic Plan and other issues and was an economic adviser to the South West 
Regional Development Agency. 
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extension of the corridor.  This would, I believe, generate considerable additional synergies 
and complementarities between the different urban centres, including Swindon and Bristol, 
and realise benefits in the form of additional knowledge-driven innovation and growth. 

The case for Swindon has been well made elsewhere.  GVA per worker is higher than in both 
Oxford and Cambridge indicating the potential for high-value growth, tax yield per job is 
comparable to that for Oxford.  It has major advantages compared to Oxford in terms of 
housing affordability (a ratio half that of Oxford and Cambridge) and potential for future 
housing growth, a broad range of skills and considerably lower labour costs, employment 
land availability – it also has direct access to the soon-to be electrified GWR and to the M4.  
Improved transport links between Swindon and Oxford could , therefore, realise 
considerable returns in terms of economic performance – for both centres.  Swindon would, 
in this respect, play a comparable role to that of Northampton in relation to Cambridge. 

Bristol, as the submission from the West of England LEP makes clear, is a major centre of 
advanced, knowledge-based activity across a range of sectors.  Patents granted are almost 
on a par with Oxford, GVA per worker has expanded rapidly, there has been significant 
population growth, tax yield is relatively high and there is a strong concentration of 
knowledge-intensive business services.  The strengths of the city-region in terms of research 
and innovation are evidenced by the draft Science and Innovation Audit (SIA) for the South 
West and South Wales.  

It is also has a major concentration of higher education with four universities (Bath, Bath 
Spa, Bristol and the University of the West of England) with nearly 10 thousand staff and 
over 70 thousand students, representing a major source of graduate talent and world 
leading research, business collaboration and innovation.  There is major potential for 
increased linkage and collaboration with HEIs along the proposed growth corridor, skills 
initiatives, business engagement and innovation support, facilitated by enhanced transport 
links and institutional collaboration in the context of the growth corridor. 

What have been the key drivers of success? 

All six urban centres (including Northampton, Swindon and Bristol) have clearly benefited 
historically from relative proximity to and good motorway and rail access to London (and 
Heathrow). 

Oxford and Cambridge are both, obviously, exceptional in a national context as centres of 
higher education and research of global importance as well as historic urban centres and 
therefore highly attractive. 

Cambridge, Oxford and Bristol – and their hinterlands – are widely perceived to offer a 
particularly high quality of life attractive to professional, managerial and knowledge-
workers, driving in-migration.  Swindon urban are itself does not enjoy the same profile but 
its rural/small town hinterland is exceptional. 

An obvious point as well is that three of the other six proposed growth centres have been 
formally designated and planned as such.  Both Northampton (in 1965) and Milton Keynes 
(1967) were designated New Towns under the 1946 Act bringing major benefits in terms of 
funding, infrastructure investment, planning and governance all of which supported rapid 
growth in physical, demographic and economic terms.  The population of Milton Keynes BC 
grew from 61 thousand in 1961 to 250 thousand by 2011.  Swindon was a designated 
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‘Expanded Town’ under the 1952 Town Development Act and embraced successive waves of 
physical expansion, initially for London overspill, right through to the present time – it grew 
from around 90 thousand in 1961 to 209 thousand by 2011.   

All three have supported major residential expansion, house prices have remained low in a 
regional context (markedly so relative to Cambridge and Oxford) and there has been ready 
supply of employment land.  All three have provided job opportunities and attracted in-
migration across the spectrum in terms of skills and salary bands.  Milton Keynes is arguably 
the most successful of the New Towns nationally, the quality of planning and infrastructure,, 
accessibility and proximity to London providing an affordable and attractive location for 
business and households. 

Bristol is the largest urban centre along the proposed corridor.  It has an established 
aerospace cluster, a history of major inwards investment in technology-based, finance and 
business services sectors.  More recently, proximity to London and Heathrow (soon to be 
enhanced by rail-electrification) and the attractions of both the urban centre and its rural 
hinterland have been very attractive to media, tech-sector and knowledge-based workers, 
offering an alternative urban culture and life-style to London and the inner south-east. 

What is holding back further growth and greater productivity?  In particular, what 

planned or new infrastructure improvements would best support sustainable growth 

and promote innovation over the long-term? 

The Centre for Cities report on Fast Growth Cities gives a good account of the constraints 

facing all six urban centres. 

Localised congestion and the cost of increased journey times including commuting are major 

issues for Cambridge, Oxford and Bristol and increasingly for Swindon and Northampton.  

They are an increasing constraint on the future strategic potential of these centres.  

Investment in ‘local’ transport schemes would thus be of strategic importance. 

Infrastructure investment in road and rail has, historically, from a national perspective been 

strongly focused on radial routes around London with the M25 the main exception .  

Investment in transverse corridors has been much lower – the trans-pennine route has been a 

recent case in point, featured in the case to support a Northern Powerhouse.   

The six proposed southern growth centres are well-served by and have benefited from radial 

connectivity with London.  Poor transverse connectivity along the proposed corridor 

particularly east of Swindon via Oxford through Milton Keynes to Cambridge is, however, a  

major constraint on further growth and higher productivity.  Selective investment in road 

links and the opening up of direct rail services along this route would provide major potential 

for further growth.  It would support a significant shift in the spatial economy of southern 

England, moving the locus of high growth, high productivity activity out from London, the 

inner south-east and the M25. 

Problems of housing supply and affordability (both to buy and to rent) are clearly evident in 

Cambridge, Oxford and increasingly Bristol (and an emerging issue in Milton Keynes).  This 

represents an increasing constraint on growth and the capacity for business to attract labour 

across the  skill spectrum including younger knowledge-workers as well as supporting roles 

including health and education.  The impact of effective, planned residential provision on 

housing availability and affordability is evident from Northampton and Swindon in particular. 

Under the current planning regime, following the Localism Act 2011, the pursuit of strategic 
planning goals including housing provision and provision of employment land is reliant on 
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Core Strategies produced at district council plus the ‘Duty to Cooperate’ with neighbouring 
councils – largely focused in practice on planned numbers for new housing.  There are rare 
examples of more effective collaboration – and the restoration of strategic planning 
measures has featured in devolution proposals. 

Under the current regime, Cambridge, Milton Keynes and Swindon remain committed to 
further expansion in line with the growth corridor proposals.  Cambridge and South 
Cambridgeshire Councils are an example of collaborative planning but have struggled with 
delivery and there are significant issues of congestion and strategic road links.   

Oxford City and neighbouring councils have struggled to agree on or commit to spatial 
expansion and again there are significant issues of congestion and key road links.  Bristol 
and two of its neighbouring councils are close to agreeing a devolution deal that will secure 
significant resources and powers in support of future growth.  The four authorities in the 
city-region have adopted a joint approach to spatial planning and transport strategy, but 
have set targets for future expansion which key stakeholders, Business West, have argued 
are well below what is needed and fall short of potential for future growth.  There are also 
serious concerns in the case of Bristol and Oxford with underprovision of employment land 
to support future growth.   

Does the corridor require better connectivity to other major centres of growth? 

Improved access including a strategic rail corridor (the ‘brain train’ through to Oxford, 
Milton Keynes and Cambridge and strategic road improvements along this axis would link 
major centres of higher education, research and knowledge intensive business, generate 
economies of scale and scope and underpin a significantly larger scale knowledge intensive 
cluster of potentially global significance. 

Would greater emphasis on corridor-wide planning and decision making benefit local 
communities and local economies?  Would that same emphasis on coordinated planning 
and decision making provide wider benefits for the UK economy? 

As argued above, the current planning regime is likely to result in significant under-provision 
of housing and employment land in several urban centres along the proposed growth 
corridor.  There would be considerable benefits to setting a corridor-based strategic 
framework for decision-making, planning and infrastructure provision – a ‘linear regional 
plan’ stretching from Bristol to Cambridge.  Housing provision, provision of sites for 
employment, transport planning and investment at a district council level would be framed 
by broader strategic considerations aimed at realising the benefits of the growth corridor.   
As one small example, instead of the current friction between district councils in the Oxford 
area, consideration of housing provision – and transport investment – would shift to the 
Swindon-Oxford-Milton Keynes access in the context of the growth corridor.  

Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor? 

The problem in terms of housing provision and employment land is not only one of planned 
provision.  This is an issue, and higher levels of planned provision do result in increased 
levels of supply.  But this is to an extent ‘pushing on string’ – planned provision does not 
automatically increase supply to the extent required.  There is a serious issue, also, of 
housing delivery – Cambridge is a case in point where despite high levels allocation in 
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planning terms, actual delivery has been slow even in the context of exceptional demand.  
This in part reflects the way the volume housebuilders operate under the current planning 
and economic context.    

New delivery mechanisms will be necessary if housing and related infrastructure and 
facilities are to be delivered at an appropriate scale, quality, and standards in terms of 
sustainability. 

In the case of Northampton, Milton Keynes and Swindon, whilst motorway and rail access 
and proximity to London were clearly important, it was formal status as new and expanded 
towns which explains why they were able to capitalise on these potential assets.  This was 
reflected in terms of planning, land assembly, infrastructure provision and governance.  This 
historical experience supports the case for the designation of additional new towns, garden 
suburbs or town extensions or garden village formally identified as nationally significant 
infrastructure.   

There is a strong case, more generally, for addressing future housing provision in growth 
centres such as Cambridge, Oxford and Bristol as being of strategic significance, including 
planned levels of provision, as nationally significant infrastructure.  Decision-making on 
levels and broad locations for provision should therefore be located at a larger-than-local 
level – possibly the Infrastructure Commission, supported by the Planning Inspectorate.  
This should be couple with incentives to local communities which host such developments. 
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Appendix one 

Growth Cities Summit, September 2015, Future Cities Catapult, London 

 

The Summit was intended to explore the following proposition: 

“While much of the recent focus has been on what devolution means for the “Northern 
Powerhouse”, cities with strong growth potential but big challenges around the supply of new 
housing and critical infrastructure, such as Bristol, Cambridge, Oxford, Swindon and Milton Keynes, 
are struggling to have their voices heard at the highest levels. 

This event will convene around 25 decision makers to explore the shared economic strengths and 
challenges facing England’s high-growth cities. It will discuss how, in light of the Chancellor’s offer to 
large cities in the Cities and Local Government Devolution Bill and the short timetable for devolution 
set out in last week’s Budget Red Book, high growth cities across the South of England can work 
together to make the case to Government that they must not be left behind when it comes to 
devolving power down from the centre.” 

 
Attendees 
Alexandra Jones Chief Executive, Centre for Cities 
Cllr Bob Price Leader, Oxford City Council 
Dave Valler Reader in Spatial Planning, Oxford Brookes University 
Gavin Jones Chief Executive, Swindon Borough Council 
George Ferguson Mayor, Bristol City Council 
Ian Larrard Director, Business West Swindon 
James Durie Director, Business West Bristol 
Jane Patterson Todd Chief Executive, Cambridge Ahead 
Nicky Alberry Chair, Influence Swindon 
Olwen Dutton Partner, Bevan Brittan 
Paddy Bradley Head of Commissioning, Economy and Attainment, Swindon Borough Council 
Patricia Greer Interim Service Director, Policy, Strategy and. Communications, Bristol City Council 
Cllr Pete Marland Leader, Milton Keynes Council 
Phil Black Managing Director of Social Infrastructure, E C Harris 
Professor Martin Boddy Pro Vice Chancellor, Research and Business Engagement, University of West 
of England 
Rob Angus Head of Protection and Investments, Nationwide and LEP Board member for Swindon & 
Wiltsire LEP 
Professor Ron Martin Professor of Economic Geography, Judge Business School 
Sarah Gonsalves Head of Policy & Performance, Milton Keynes Council 
Sarah Whitney Department of Land Economy and Metro Dynamics, University of Cambridge 
Stephen Hynd Mayor’s Advisor, Bristol City Council 
Steven Smith Partner, Bevan Brittan
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Appendix two: Fast Growth Cities: Key Facts 

 

A.2.1: Fast growth cities, key indicators 

  Patents granted 
2014 per 100k 
popn. 

GVA per worker 
2014 £ 

GVA per per 
worker, change 
2009-14, % 

Working age 
popn. 
Qualified to 
NVQ4+ 

Housing 
affordability 
ratio 2015 

Private knowledge 
intensive business 
services 2014, % 

Economy 
taxes per job 
2014 £ 

Popn. 
Change 
2004-14, % 

Bristol 7.98 53,223 17.2 42.4 9.7 19.2 15,849 10.4 

Cambridge 101.95 55,877 16 61.3 15.9 14.9 17,356 14.5 

Milton Keynes 8.49 63,651 17.1 35.1 8.9 20.1 19,311 18.1 

Northampton 5.01 48,229 16.4 30.1 7.4 15.5 13,575 12.7 

Oxford 8.86 58,150 18.9 60.2 16.2 10.6 16,974 11.7 

Swindon 7.88 58,514 15 30.8 7.4 18.2 16,560 15.8 

Source: Centre for Cities  
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A.2.2: Rank score of Growth Cities in Centre for Cities Database of 63 Towns and Cities 

  Patents 
granted 2014 
per 100k 
popn. 

GVA per 
worker 
2014 £ 

GVA per 
per 
worker, 
change 
2009-14, % 

Working age 
popn. 
Qualified to 
NVQ4+ 

Housing 
affordability ratio 
2015 

Private knowledge 
intensive business 
services 2014, % 

Composite rank 

Bristol 10 18 15 10 10 5 68 

Cambridge 1 12 25 1 3 16 58 

Milton Keynes 9 4 16 18 18 4 69 

Northampton 17 28 24 33 27 13 142 

Oxford 8 8 9 2 1 39 67 

Swindon 12 7 32 34 30 8 123 

Source: Centre for Cities 

A.2.3: Rank score of the six Growth Cities on the same indicators 

  Patents 
granted 2014 
per 100k 
popn. 

GVA per 
worker 
2014 £ 

GVA per 
per 
worker, 
change 
2009-14, % 

Working age 
popn. 
Qualified to 
NVQ4+ 

Housing 
affordability ratio 
2015 

Private knowledge 
intensive business 
services 2014, % 

Composite 
rank 

Bristol 4 5 2 3 3 2 19 

Cambridge 1 4 5 1 2 5 18 

Milton Keynes 3 1 3 4 4 1 16 

Northampton 6 6 4 5 5 4 30 

Oxford 2 3 1 2 1 6 15 

Swindon 5 2 6 6 6 3 28 

Source: Centre for Cities 



 
 

 
 

 
 
 

Cambridge - Milton Keynes - Oxford: 
‘Growth Corridor’ Call for Evidence 

 
 

Response on behalf of Ptarmigan 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

August 2016 
 



 

 

 
 

 
 

Cambridge - Milton Keynes - Oxford: 
‘Growth Corridor’ Call for Evidence 

 
Response on behalf of Ptarmigan 

 
 
 
 
 
 
 
 
 

 
 

 
Project Ref: 23804/P8/A5 

Status: Final 

Issue/Rev:  

Date: 5th August 2016 

Prepared by: Tom Rice 

Checked by: Carolyn Organ 

Authorised by: Ptarmigan 

 
 
 
 
 
 
The Blade, 
Abbey Square, 
Reading, 
Berkshire.   RG1 3BE 
 
Tel: 0118 943 0000 Ref: 23804/P8/A5/TR/CO/dw 
Fax: 0118 943 0001    
Email: planning@bartonwillmore.co.uk Date: 5th August 2016  
  
 
 
 
COPYRIGHT 
 
The contents of this document must not be copied or reproduced in whole or in part without the 
written consent of Barton Willmore LLP. 
 

All Barton Willmore stationery is produced using recycled or FSC paper and vegetable oil based 
inks. 

mailto:planning@bartonwillmore.co.uk


 

 

CONTENTS 

       Page 

 

1.0 Introduction     1 

2.0 Context     1 

3.0 Response to Questions   1 

4.0 Conclusions     10 

 

 

APPENDICES 

 

Appendix 1 - Site Plan 

Appendix 2 - Development Framework 

  
 



Cambridge - Milton Keynes - Oxford: 
‘Growth Corridor’ Call for Evidence    

23804/P8/A5/TR/CO/dw Page 1 August 2016 

1.0 INTRODUCTION  

 

1.1 Barton Willmore has prepared this response on behalf of our client Ptarmigan, who has 

an interest in land at Harwell Oxford Science and Innovation Campus.  The Campus is the 

UK Space Gateway and is home to a number of internationally unique facilities, such as 

the Diamond Synchrotron, the Rutherford Appleton Laboratory and ISIS.  These 

representations set out the need for the corridor to align infrastructure investment with 

housing and economic growth to ensure that value for money and benefits to the UK 

economy are maximised. We would welcome the opportunity to engage further with the 

NIC to discuss how we could contribute to the success of the growth corridor.  

 

2.0 CONTEXT  

 

2.1. Harwell Campus a key employer and research centre in Science Vale.  Located along the 

Thames and south of Oxford, Science Vale is home to Western Europe’s largest 

concentration of research and scientific businesses and institutions, working in space 

technology, advanced engineering, life-sciences and electronics. The research and 

development activity that takes place in Science Vale is primarily located within the three 

centres for science, at Harwell Campus, Culham Science Centre and Milton Park.  

 

2.2. Some 16,000 new jobs have been created over the last 25 years and there are now plans 

for a further 20,000 new jobs and 20,000 new homes in Science Vale. This is a key 

economic hotspot that has potential for opening up opportunities for the Cambridge – 

Milton Keynes – Oxford corridor.  

 

2.3. The site, as shown in Appendix 1, East of Harwell Campus, has been promoted as a mixed 

use, residential led development to create an “innovation village”. Our development 

framework is set out in Appendix 2. Proposals for new development have been supported 

by the local planning authority, local highway authority and the local enterprise 

partnership.  

 

3.0 RESPONSE TO QUESTIONS 

 

 Key drivers of success 

 

3.1. Science and technology is driving unprecedented levels of innovation and change at an 

accelerated pace. One of the key drivers of success along the Cambridge – Milton Keynes 

– Oxford Corridor is the growing clusters of innovation that are located along it. This 
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economic corridor has world-class centres of scientific excellence and associated 

international businesses all the way along it.   This has been assisted in recent years by 

a clear dedication of influential bodies, including the LEP, and local authorities, along the 

corridor to facilitating and supporting economic growth.  

 

3.2. Competition to secure the benefits of these changes is now on an international scale and 

developed economies, including the UK, cannot afford to lose out. In our opinion, the 

corridor does not stop at Oxford City itself but includes the Southern Oxfordshire area 

often referred to as Science Vale.  

 
Science Vale context plan within the Cambridge – Milton Keynes – Oxford corridor 

 

 

3.3. Science Vale makes a significant contribution to the Government’s strategy for knowledge 

economy growth: 

• Significant investment into facilities on the publicly owned sites at Harwell Campus 

and Culham Science Centre. 

• Over £40 million in Local Infrastructure Funding from Homes and Communities 

Agency. 
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• Approximately £85 million worth of infrastructure secured as a result of City Deals 

and Local Growth Fund initiatives. 

• Designation of Enterprise Zones at Harwell, Milton Park and Didcot. 

• Designation of Didcot as a Garden Town. 

• Identification of Harwell as the UK Space Gateway. 

• Three innovation hubs funded at Harwell, Milton Park and Culham at a total 

investment value of £46m. 

 Key challenges to achieving the growth potential 

 

3.4 The challenge is to create an ‘innovation ecosystem’ that attracts and nurtures talented 

people, as well as provides environments where they can move, interact and exchange 

ideas easily in a way that competes with international competitors. The timescale for the 

corridor’s growth means that the graduates who will be recruited towards the end of the 

plan period are currently in infant school. All parties need to strategically plan for this 

long term growth, thinking about how places, businesses and travel will change over that 

period. Indecision today or putting off investment whilst our competitors continue to 

accelerate forward could be harmful to the UK economy. 

 

3.5 As set out in our vision, Harwell’s competitors are fostering this innovation ecosystem 

through the creation of ‘innovation villages’ where research and development activity is 

complemented by a live-work-play environment.   

 

3.6 Joining up the relevant organisations to deliver this type of growth and infrastructure is 

a key challenge. The success of our innovation economy will require concerted action 

across a range of organisations.  This is where we consider the NIC can assist in helping 

to reconcile and harmonise the views of different government departments.  

 

3.7 A functioning and integrated transport network will support a cohesive, sustainable and 

economically responsive economic corridor. Sustainability is a key driver of the corridor. 

It will also be important to align growth and investment so the best value for money is 

attained from interventions and investments. The investments themselves should 

maximise the innovation that takes place along the corridor and not be constrained to 

conventional approaches to complex issues. 

 

3.8 The A34 is the critical north-south route for Oxfordshire and is the main highway linking 

current and future growth areas in the ‘Knowledge Spine’. It is also the main north-south 

route for HGVs and other traffic travelling from the south coast to the Midlands and north 
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of England. The combined demand from local and long-distance traffic can create 

substantial congestion along the route for much of the day.  

 

3.9 Oxfordshire County Council has been working with Highways England, which manages the 

route, to develop a number of schemes which are deliverable in the short-term for the 

A34. These include new slip roads at Chilton Interchange at Harwell Campus to turn this 

into an all movements junction and a “hamburger” style improvement to the Milton 

Interchange Roundabout.  Investment in the A34 corridor is critical to the success of this 

corridor for the UK economy. This has been highlighted by numerous organisations and 

is summarised as a key priority within Local Plans, Local Transport Plan and Strategic 

Economic Plan for Oxfordshire. 

 

 Other major centres with important links to this economic corridor 

 

3.10 The corridor needs to maintain a strong relationship with London and the international 

airports. Access to Heathrow is essential as part of the international marketing of the 

economy. 

 

3.11 Other key centres and economic hubs that the corridor should seek to enhance 

connections with include Southampton and Birmingham, which lie on the outskirts of the 

northern and southern tips of this corridor. 

 

 What unites the economic corridor? 

 

3.12 The key characteristic that unites this area is the science and technology clusters that 

are located throughout it. Different, but complementary cluster specialisms exist along 

the corridor that all add to the overall economic performance. Some are at the forefront 

of research and its translation into enterprise and others have key support functions for 

these economic hubs. The corridor suffers from an acute affordability issue in terms of 

housing, with a need for a step change in its delivery.  

 

 Benefits of corridor-wide planning and decision making 

 

3.13 Greater emphasis on corridor wide planning could join up the public and private 

investment in a way that benefits all users and improves value for money. The corridor is 

competing internationally and its competitors are planning strategically supported by 

large investments.  Co-ordinated approaches will be critical to maximising the potential 

for the UK economy. 
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3.14 As an example, in the Oxfordshire part of the corridor, the public and private partners 

have made huge steps forward in the decisions for strategic growth and have worked 

together towards a common goal of delivering a step change in jobs and homes, 

particularly along what they term the ‘knowledge spine’. However, there are still key 

elements to the economic success of the county that lie beyond their control.  For 

example, despite a positive vision locally for how to capture the potential in the most 

sustainable way, the final decisions do not lie in the hands of the local decision makers 

or a body that represents the specific economic interests of this corridor as a whole.   

 

3.15 Planning of the corridor goes hand in hand with investment. Uncertainty could jeopardise 

the ability for the corridor to succeed and meets its potential. Growth may still happen 

but it could happen in a less sustainable way over a longer time period.  

 

3.16 Co-ordinated planning and investment may create opportunities for a network of 

interdependent innovation clusters along the corridor building on the successes of each 

other. 

 

 Adjacent towns and cities essential to the corridor in terms of growth and 

infrastructure planning 

 

3.17 For Oxfordshire it is essential that the three priority areas for jobs and homes along the 

‘knowledge spine’ are incorporated into the corridor. These are: Bicester, Oxford City and 

Science Vale. The Strategic Economic Plan sets out the vital role all three play to the 

Oxfordshire and wider UK economy and all need to be well connected within the 

Cambridge – Milton Keynes – Oxford economic corridor. This is similar to the approach 

taken to other economic corridors like the M11 corridor and the Solent to Midlands Route 

Strategy. 

 

3.18 Within Science Vale, this includes the Greater Didcot Garden Town area and the 

associated enterprise zones and science centres, such as Harwell Campus.  

 

 Our vision to maximise growth, maintain a high quality environment, and 

deliver more jobs and homes across the corridor over the next 30 years 

 

3.19 Our vision for Harwell Campus is derived from the ambitions and objectives of the 

Oxfordshire Local Enterprise Partnership1, Oxfordshire County Council2 and South 

                                                
1 Oxfordshire Strategic Economic Plan 2014 
2 Oxfordshire Local Transport Plan 4 



Cambridge - Milton Keynes - Oxford: 
‘Growth Corridor’ Call for Evidence    

23804/P8/A5/TR/CO/dw Page 6 August 2016 

Oxfordshire and the Vale of White Horse District Councils3.  It realises objectives of the 

Treasury, BIS and DCLG in maximising the commercial opportunities of the Enterprise 

Zone at Harwell and for securing the returns from investment made in Science Vale 

through Local Growth Funding4. We consider this approach to be relevant across the 

corridor.  

 

3.20 The Harwell Campus is a uniquely valuable asset for the local area and for the UK. The 

Oxfordshire Innovation Engine report5 stated that “the research facilities at Harwell are 

of international significance and an increasing attraction for firms” (Box 6-1) and that 

Oxfordshire has “a unique grouping of ‘big science’6 and other research facilities”. These 

include, at Harwell, the Science and Technology Facilities Council (STFC) Rutherford 

Appleton Laboratory; Diamond Light Source, the national synchrotron facility; the Medical 

Research Council, and the Satellite Applications Catapult Centre. 

 

3.21 The UK Government is strongly supportive of exploiting the economic benefits of the 

country’s major research facilities, such as at Harwell. For example, ”Our Plan for Growth: 

Science and Innovation”, published by the Treasury and BIS in December 2014, states 

that “researchers and business leaders need access to the best expertise and 

infrastructure wherever it is located. We are supporting innovative clusters by connecting 

them with partners such as Catapults, Research and Technology Organisations, 

universities, science campuses and science parks” (paragraph 5.39). This is illustrated by 

an adjacent Box highlighting Oxfordshire, the Harwell Campus and the Science Vale 

Enterprise Zone. Similarly, the Oxfordshire Strategic Economic Plan, produced by the 

Local Enterprise Partnership, states that Harwell’s scientific R&D assets “provide huge 

opportunities and resources to drive high- technology business growth” (Page 4, Executive 

Summary). 

 

3.22 Clearly, therefore, Harwell’s assets mean that the growth potential for employment at 

Harwell is very substantial. For example, paragraph 6.7 of the Oxfordshire Innovation 

Engine report states that “Harwell is the main UK centre for space science research and 

its commercial applications in satellite telecommunications. The Government estimates 

that space science will grow from a £9bn industry now to one worth £40bn by 2030, 

generating 100,000 new jobs7. If just one tenth of those jobs are based in and around 

Harwell, this sector alone will use much of the site’s capacity for commercial development, 

                                                
3 Science Vale Area Action Plan Issues and Scope, February 2015  
4 Oxford and Oxfordshire City Deal 2014 and Oxfordshire Local Growth Fund 2014  
5 SQW, Oxford Innovation Engine, October 2013  
6 SQW, Oxford Innovation Engine, October 2013, p.1 
7 “UK space industry set to rocket with £240 million of investment”: press release from the 
Department for Business Innovation and Skills, 9 November 2012 
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and take up much of the planned housing supply in southern Oxfordshire. Yet space 

science is just one of the high tech sectors with significant growth potential in Science 

Vale”. 

 

3.23 Taking all these objectives, investments and potential into account, we have prepared a 

vision for the East of Harwell Campus site, as part of the entire Campus as follows: 

 

“To deliver an innovation village at the heart of Science Vale 
UK, driving the growth in the research and development 
expected at Harwell Campus.  It will do so through creating 
a place where collaboration, convenience and quality of life 
are paramount.”  

 

3.24 Harwell is facing global competition from other leading research centres who have 

developed themselves as international centres for innovation.  These places are adopting 

the ‘innovation villages’ model, where they cluster cutting-edge research facilities in 

working areas that are also liveable, walkable, bikeable and have good transport links.  

This is explored further in our response to questions 3.4 and 3.5.  

 

3.25 Currently, Harwell Campus suffers from a lack of employee housing in a convenient, 

walkable and bikeable location, with many of the younger employees (under 35) having 

to live in locations such as Didcot, Wantage and Abindgon8.  Although this accommodation 

may be suitable to some, it does not provide the innovation village concept that is being 

adopted by Harwell’s global competitors.  Our initial design concepts9 have considered 

the delivery of a number of key services, facilities and improvements to improve this:  

• Around 1,000 homes of a variety of tenures including private rent, affordable 

housing, rent to buy, custom and self-build housing, and standard market housing.   

• Rapid, integrated and convenient transport links to Oxford City and Didcot 

Parkway Rail station, which has direct rail services to London (45 minutes) and 

Heathrow (90 minutes).   

• A new school offering the baccalaureate from primary school age through to the 

age of 18, supporting the large international population of workers who live and 

work in Science Vale. 

• The opportunity to accommodate public open space transferred from within 

Enterprise Zone at Harwell Campus so that this may be developed for business 

rate generating development.  

• The provision of supporting and community infrastructure that will foster a sense 

of place, generate activity beyond the hours of 9 to 5, and limit the need to travel 

                                                
8 See attached Mosaic information.   
9 Development Framework Document enclosed – supporting documents available on request.   
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along the A34 and through key junctions on it.  A high quality design that reflects 

the urbanising and scientific influences of Harwell Campus while respecting an 

integrating with the North Wessex Downs Area of Outstanding Natural Beauty.  

 

3.26 The benefits of delivering this vision at Harwell to both the locality and the wider growth 

corridor are forthcoming.  In terms of economic development, the proposals would help 

to realise the additional 5,400 jobs expected to come forward at Harwell through providing 

the appropriate and attractive living and working environment for the researchers it needs 

to attract.  

 

3.27 The proposals will also have wider ranging sustainability benefits in terms of relieving 

pressure on the strategic road network, with a greater likelihood a reduction in local 

employee traffic on the A34.  The new homes will also facilitate the improvement in 

existing public transport routes to the Campus by providing a demand for travel in the 

opposite direction.  The augmented commercial viability of these routes could lead to 

more frequent and improved public transport routes between Didcot, Harwell and Oxford, 

which in turn would help draw people away from private car use, including on the SRN.  

 

 Lessons from previous initiatives to maximise the potential of the corridor and 

examples of international good practice 

 

3.28 Harwell Campus operates at a global level and will need to continue to attract investment 

from outside the UK.  It is therefore necessary to examine its competitors and learn from 

their approaches.  A selection of examples is presented below.   

 

 Grenoble – GIANT Innovation Campus  

3.29 Grenoble is set in outstanding natural environment in the heart of the French Alps, and 

is home to GIANT, an innovation campus stretching over 250ha.  The Campus counts 

research labs, international research organisations, and major universities as its tenants, 

employing around 30,000 people.  The Campus is bedded into the urban fabric of Grenoble 

and so benefits from a large array of accommodation on its doorstep.  The GIANT Campus 

website offers an integrated approach to accommodation, managing and offering its own 

shorter term housing, while providing links to partners who can assist with longer term 

lets and purchasing.  The direct economic impact of the Campus is €4.1bn.   

 

 Sophia Antipolis 

3.30 Sophia Antipolis in the south of France, to the north of Nice, is the largest and one of the 

most successful science parks in Europe. It extends over 2,400 hectares and includes 

residential, retail and other facilities as well as business space. It was started in 1969 
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and continues to be expanded and intensified. It currently accommodates around 1,400 

companies and over 35,000 jobs. The Park is still being developed, and has a ‘capacity’ 

of around 2 million square metres. 

 

 Hsinchu Science Park 

3.31 Hsinchu Science Park in Taiwan is one of the best known science parks in the Far East 

with over 150,000 people working in the Park. It is similar to Harwell in that the original 

focus of the Park was the Industrial Technology Research Institute but now has spun out 

a huge number of firms, some now of multinational standing, and attracted major 

companies to the park.  Residential communities have been developed close to the park 

to help attract employees from across the world (e.g. through the provision of 

international schools and high standards of accommodation). 

 

 Research Triangle 

3.32 The Research Triangle in North Carolina is the largest research park in the USA and is 

still expanding and intensifying. The park accommodates over 190 companies employing 

over 39,000 knowledge workers. The park launched a new masterplan in 2013 to inform 

changes in such areas as land use, transportation, zoning, amenities, and infrastructure 

development. The masterplan includes targeted mixed-use urban hubs that provide 

pedestrian-oriented, transit-tied centers able to provide housing and social amenities that 

serve and attract the workforce of the park.  

 

 Rensselaer Technology Park 

3.33 Probably more typical of US parks is Rensselaer Technology Park in North Greenbush, 

New York, operated by Rensselaer Polytechnic Institute. The park has over 2,400 

employed across 50 tenants. The Technology Park is set within a larger area of 1,250 

acres which also includes housing (150 acres adjacent to the technology component and 

servicing both the university community and the Tech Park community), a hotel and 

conference centre and open space.  

 

3.34 These examples of successful parks have some common successful characteristics, 

including: 

• Close links to a substantial publicly funded scientific research community. In some 

cases this community is located on the park (e.g. at Hsinchu), in other cases it is 

nearby. 

• Ownership and management which has taken a long term perspective, selecting 

companies which maintain the R&D focus of the park and providing a range of 

accommodation and sites for firms ranging in size from start-ups to multinationals. 
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• A commitment to grow employment over a long time period, gradually building 

out the full area of land designated for science and technology based businesses, 

and if necessary expanding the extent of the park as demand requires. 

• Where appropriate, redevelopment of early phases of the park at higher densities 

as they become obsolete. 

• The provision of supporting infrastructure, including residential accommodation in 

the vicinity where it is considered necessary to attract staff to either the research 

facilities or companies. 

• Support to create a community of firms, and links to the research infrastructure 

associated with the park. 

 

4.0 CONCLUSION 

 

4.1 The success of the Oxford – Milton Keynes – Cambridge growth corridor will need 

investment in infrastructure supported by appropriate housing that makes best use of 

investment and is appropriately tied into the economic assets along the corridor.   As 

shown through the above examples, science parks are evolving from the isolated, high 

security environments of the cold war era.  The most successful places now depend on 

collaboration across organisations to enable co-ordinated planning.  Harwell and other 

assets along the corridor currently lack this. This restricts the growth of the corridor to 

those undertaking short to medium term placements or projects.   

 

4.2 In addition to its economic benefits, the proposals for the corridor should maximise 

sustainability benefits of reducing the need to travel by car, and by increasing the 

commercial viability of providing high quality and frequent public transport.  A key way 

of doing this is to ensure that growth in housing is linked as far as possible to the 

economic assets and infrastructure investment along it. Harwell innovation campus is one 

example of the potential to achieve this along the corridor. It sits adjacent to the new 

slip roads at Chilton that have already commenced to being improvements to the corridor 

at this point.   

 

4.3 Ptarmigan would welcome an opportunity to engage with the NIC to discuss proposals for 

the corridor further, and how  parties can work together to maximise economic growth at 

the southern tip of the corridor and elsewhere along it.  
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1.0 Introduction

Ptarmigan has instructed Barton Willmore to prepare this 
Development Framework for the future development and expansion 

of Harwell Campus.  Ptarmigan has interests in the land to the 
east of Harwell Campus, but understands that the success of 
Harwell is dependent on the creation of an enhanced campus 

environment to reflect its international importance and character.  

STUDY AREA
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We have therefore prepared a framework for 
development across the entire Campus and the 
proposed housing allocations to the north and 
east.  This has enabled the design of a scheme to 
the east of the campus which integrates with, and 
reflects the projected growth of Harwell. This will 
be known as the Harwell Innovation Village.

This comprehensive approach has resulted in 
a design and proposal which considers how 
the growth of Harwell in its entirety relates to 
the North Wessex Downs Area of Outstanding 
Natural Beauty, but also how the development 
supports the continuation and enhancement of 
the international significance of Harwell Campus.  
This is achieved by the creation of the Harwell 
Innovation Village which maximises the synergy 
between employment, residential, commercial, 
community, and open space uses.

This Development Framework will form the basis 
of an outline planning application for the East of 
Harwell site and help support a supplementary 
planning document for Harwell Campus if the 
Council decide to progress this.

Harwell Campus: A history of innovation

Harwell’s history pre-dates the Second World 
War, when in the 1930s the Ministry of Defence 
established RAF Harwell.  The historic form of the 
airfield is still visible and influences the campus 
today, with key routes such as Fermi Avenue 
denoting the path of the runways. 

It was in this period that the history of innovation 
at the Campus begun.  The Second World War saw 
the development of innovative military technolo-
gies and strategies, which RAF Harwell played an 
important part in delivering.  The base was home 
to a number of RAF Squadrons, including the 
105th, which was the first to pilot the De Havil-
land Mosquito Bomber.  RAF Harwell was also a 
launch pad for the D-Day invasion, when the bold 
strategy of delivering paratroopers behind enemy 
lines via gliders was delivered en-mass. 

Following the Second World War, the base was 
transferred to the Ministry of Supply, when it 
became the UK Atomic Energy and Research 
Establishment (AERE); the headquarters for 

atomic energy and research and development in 
the UK between 1945 and the 1990s. The AERE 
made significant discoveries in the field of atomic 
energy in its lifetime, creating the first nuclear 
reactor in Western Europe in 1947 which ran for 
43 years until 1990.  Harwell was also responsible 
for pioneering several successor nuclear reac-
tors, including one of the earliest attempts to 
create a fusion power reactor. 

This atomic energy work ran in parallel to the cre-
ation of the Rutherford (now Rutherford Appleton) 
Laboratory research into particle physics.  Harwell 
was home to one of the UK’s earlier synchrotrons, 
Nimrod, a device which used particle acceleration 
to study nuclear and sub-nuclear phenomena.

Harwell Campus today: A legacy of innovation  

Since the 1990s there has been a strategy of 
investing public sector money to grow Harwell as 
a commercialised area of high tech research, even 
within the context of the AONB.  Harwell became 
a joint public and private sector partnership home 
to a mix of both government owned or sponsored 
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facilities and private enterprises, focussed pri-
marily around research and development in the 
science and technology sectors.   

Today it is a science, innovation and business 
campus. The Campus is a vibrant community of 
scientists and technologists which is the largest 
specialist community of its kind anywhere in the 
UK. Over 4,500 people work in 150 organisations 
including key UK Research Councils, start-ups 
and multi-national organisations focusing on 
a range of commercial applications including 
cryogenics, atomic research, healthcare, medical 
devices, space, detector systems, computing, 
green enterprise and new materials.  The Campus 
has recently been designated by the Space 
Agency as the UK Space Gateway.

The Campus forms part of ‘Science Vale’ an 
area of strong economic activity with high job 
growth projections in the science and technology 
industries. Alongside the rest of Science Vale, 
Harwell Campus has received in excess of £1bn of 
government investment through City Deals, Local 
Growth Funding and Local Infrastructure Funds. 

Science Vale is a focus for growth, sitting across 
South Oxfordshire and the Vale of White Horse 
districts.  Both Councils and the Oxfordshire 
Local Enterprise Partnership are supporting the 
projected job growth within Science Vale by iden-
tifying land for more than 15,000 homes in and 
supporting infrastructure.  This commitment has 
been matched by government which has invested 
£125m in infrastructure across Science Vale.

The Vale of White Horse Council has identified 
specific growth opportunities within their draft 
local plan for the campus, including two housing 
allocations to the east (850 homes) and the north 
(550 homes), and the identification of the campus 
as a major employment site, benefitting from 
Enterprise Zone status since 2012.  

The Campus is accessible at a local, national, and 
international level.  A cycle route along the Winaway 
connects the Campus to Didcot Parkway Station 
through Harwell village with a travel time of around 
20 minutes.  The campus is also well connected 
to the station by public transport by the X32 bus 
route.  From Didcot Parkway, employees and res-
idents can get high speed rail services to London 
(45 minutes), Reading (14 minutes), and Oxford (12 
minutes).  Heathrow Airport is 90 minutes away on 
the train, but accessible by car in under an hour. 

Harwell Campus sits at the northern edge of the 
North Wessex Downs Area of Outstanding Natural 
Beauty.  The AONB was established in 1972 nearly 
thirty years after the transformation of RAF Har-
well into the Atomic Energy and Research Estab-
lishment. The Campus today comprises 0.15% 
(260ha) of the total area of the AONB (1,730 km2).  
Therefore, while the AONB should be given due 
attention for planning the expansion of Harwell 
Campus, it shouldn’t overly restrict reasonable 
development in the context of the investment and 
strategies that are already established.

Harwell Campus is a notable location due to its 
tenants, which include the following high profile 
companies and facilities:

• Diamond Synchrotron is the UK’s synchro-
tron. It harnesses the power of electrons 
to produce bright light that scientists can 
use to study anything from fossils to jet 
engines to viruses and vaccines.

• ISIS is a pulsed neutron and muon source 
at the Rutherford Appleton Laboratory and 
is a world-leading centre for research in 
the physical and life sciences.

• The UK Science and Technology Facilities 
Council and the Rutherford Appleton 
Laboratory, which are pioneering research 
in areas such as energy, security, health-
care and the environment.

• The Satellite Applications Catapult - an 
independent innovation and technology 
company, created to foster growth across 
the economy through the exploitation of 
space.

• The UK Medical Research Council improves 
human health through world-class medical 
research. The Council funds research 
across the biomedical spectrum, from 
fundamental lab-based science to clinical 
trials, and in all major disease areas. Their 
research has resulted in life-changing 
discoveries for over a hundred years.

• The European Centre for Space Applica-
tions and Telecommunications (ECSAT) 
currently supporting activities related to 
telecommunications, integrated appli-
cations, climate change, technology and 
science.

In recent history, Harwell Campus has been 
responsible for many innovative breakthroughs in 
both research and development.  Some notable 
examples have been: 

• The development of a much safer vaccine 
for foot-and-mouth disease with interna-
tional application 

• Experiments which modify T-Cells to 
enable them to latch on to and destroy 
cancer cells

• The design of the Philae Lander on board 
the Rosetta, the European Space Agency’s 
satellite currently attached to a comet in 
space 

• Breakthroughs in antibiotic resistance 
research by identifying an innovative 
method of disabling the bacteria. 

Harwell Campus is expected to continue to deliver 
space for future innovative companies and word-
class research facilities.  Between the years of 
2011 and 2031, the Campus aims to deliver at 
least 5,400 jobs.  

RAF HARWELL, MAY 1938
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RECENT AND CURRENT CONSTRUCTION: EUROPEAN SPACE AGENCY. ECSAT, RAL TEST FACILITY, NEW ROADS, COPERNICUS SATELLITE AND ELEMENT SIX (DEBEERS PHASE 2)

DIAMOND LIGHT SOURCE

EUROPEAN SPACE AGENCY ECSAT

RAL R100 FACILITY
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DISTRIBUTION OF KEY MOSAIC TYPES

Harwell Campus workers are very highly skilled; 
nearly two-thirds of those employed there have 
a degree or higher.  It is therefore likely that 
workers are career-minded and highly invested 
in their jobs.  

Nearly half of employees are over 45, and around 
20% are over 55.  This means that there will 
be relatively pressing need to replace retiring 
workers over the next 20 years.

The specialist nature of Harwell means that it 
is likely to have to recruit nationally (and even 
internationally) to find people with the right 
skills.  Oxfordshire is one of the most expensive 
places to live in the country, and whilst some 
of the established staff at Harwell may have 
been able to buy a home in an attractive area, 
younger staff moving to the area may struggle 
significantly.

The map opposite shows where the types of 
people who work at Harwell live in the local 
area (note that this includes those working 
elsewhere).  This is based on data from Expe-
rian Mosaic.  The key Mosaic Types have been 
summarised into two groups (under and over 35) 
to reveal the differences in where the two age 
groups choose to (or able to) live. 

Harwell today: Barriers to innovation   

The Strategic Economic Plan for Oxfordshire 
identifies the need to greatly accelerate the 
pace of house building and to provide a better, 
more varied offer with attractive public realm, 
and a sense of place that appeals to people 
coming to work and live in the area.  

The SEP goes on to state that masterplans will 
be completed for Harwell, which will be devel-
oped and managed to provide a high quality 
campus environment appealing to innovative 
enterprises.

In order to compete at an international level 
alongside comparable locations such as, the 
North Carolina Research Triangle and the Cam-
bridge Biomedical Campus, Harwell needs to 
deliver an enhanced mixed use environment. 
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2.0 Planning Policy Context

The National Planning Policy Framework (NPPF) sets out planning 
policies at a national level.   Paragraph 14 of the Framework states that 

local authorities should respond positively to planning applications 
unless there are specific reasons within the NPPF why they shouldn’t.  

Paragraph 14 of the NPPF states that local 
authorities should respond positively to planning 
applications unless there are specific reasons 
within the NPPF why they shouldn’t. The National 
Planning Policy Framework (NPPF) sets out plan-

ning policies at a national level, with the golden 
thread of the principle in favour of sustainable 
development running through both plan-making 
and decision-taking, which applies to all devel-
opment (paragraph 197). At Paragraph 18, the 

NPPF states the Government’s commitment to 
‘securing economic growth in order to create jobs 
and prosperity, building on the country’s inherent 
strengths, and to meeting the twin challenges of 
global competition and of a low carbon future’.  

Planning Principles: Planning should… How the Development Framework Achieves the Principles

...be genuinely plan-led, empowering local people to shape their surroundings, with succinct 
local and neighbourhood plans setting out a positive vision for the future of the area… Plans 
should provide a practical framework within which decisions on planning applications can 
be made with a high degree of predictability and efficiency.

The allocation at Harwell reflects aspirations of the local council and LEP and provides a positive 
vision for the future of Harwell Campus and the Vale as a whole.  This Development Framework, 
derived from the Local Plan provides a practical structure within which planning decisions can be 
made predictably and efficiently. 

...not simply be about scrutiny, but instead be a creative exercise in finding ways to enhance 
and improve the places in which people live their lives

The Development Framework’s approach to Harwell Campus is not one of scrutiny, instead it 
responds proactively and creatively to the needs of this international science centre by sensitive-
ly addressing the environment within its proposals. 

...proactively drive and support sustainable economic development to deliver the homes, 
business and industrial units, infrastructure and thriving local places that the country needs

An enhanced campus environment is a creative solution to improving an internationally important 
employment centre which is central to the Vale’s economic growth strategy.  The allocations at 
Harwell Campus facilitate economic growth, housing delivery and key infrastructure which will 
improve access to Harwell and the wider area.

...always seek to secure high quality design and a good standard of amenity for all existing 
and future occupants of land and buildings;

The proposals in this Development Framework respond to the AONB setting of the campus 
incorporating high quality design and provide a good standard of amenity for future residents and 
employees.

...take account of the different roles and character of different areas, promoting the vitality 
of our main urban areas, protecting the Green Belts around them, recognising the intrinsic 
character and beauty of the countryside and supporting thriving rural communities within it;

The proposals take account of the existing role of Harwell Campus within the AONB and the need 
for its currently marginalised supporting uses (residential and community) to play a greater role in 
enabling international competition and continued growth. 

...support the transition to a low carbon future in a changing climate, taking full account 
of flood risk and coastal change, and encourage the reuse of existing resources, including 
conversion of existing buildings, and encourage the use of renewable resources

The proposals would minimise the need to travel by car and the site is not within an area of flood 
risk.

...contribute to conserving and enhancing the natural environment and reducing pollution. 
Allocations of land for development should prefer land of lesser environmental value

As referenced above, pollution will be reduced by the virtue of co-location of residential and 
employment uses around Harwell and cannot be located elsewhere without harm to the environ-
ment and economy. The proposals sensitively respond to the natural environment around Harwell.

...encourage the effective use of land by reusing land that has been previously developed 
(brownfield land), provided that it is not of high environmental value

Although the proposals at Harwell for residential uses are not on brownfield land, they do 
encourage redevelopment of previously developed land within Harwell Campus for employment 
uses by creating suitable accommodation for future employees.

...promote mixed use developments, and encourage multiple benefits from the use of land in 
urban and rural areas, recognising that some open land can perform many functions

The proposals create a mixed use innovation village / campus at Harwell

...conserve heritage assets in a manner appropriate to their significance, so that they can be 
enjoyed for their contribution to the quality of life of this and future generations

There are no known heritage assets at Harwell Campus. 

...actively manage patterns of growth to make the fullest possible use of public transport, 
walking and cycling, and focus significant development in locations which are or can be 
made sustainable

The proposals create a mixed use campus at Harwell where the need to travel by car is signifi-
cantly reduced.  

...take account of and support local strategies to improve health, social and cultural 
wellbeing for all, and deliver sufficient community and cultural facilities and services to 
meet local needs

The proposals in this framework enable access to the open countryside, encourage walking 
and reduce the need to travel by car.  The proposed local plan currently identifies the Campus 
as having the same facilities as a larger village, meaning there are sufficient services to meet 
day to day needs.  This provision will be enhanced by new homes providing new customers and 
additional facilities as part of the mixed use development.
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The development of a mixed use campus at Har-
well achieves both of these goals, creating the 
homes and environment for economic growth, 
while significantly reducing the need to travel.

At Paragraph 17 the Framework sets out 12 core 
principles for planning which are summarised in 
the table below alongside a brief analysis of how 
development at Harwell Campus will achieve 
these principles:

The Framework attaches great weight to the 
conservation of scenic beauty and landscape 
within Areas of Outstanding Natural Beauty at 
Paragraphs 115 and 116.  The framework states 
that planning permission should be refused in 
these areas except ‘in exceptional circumstances 
and where it can be demonstrated they are in the 
public interest’. These paragraphs do not repre-
sent an embargo on development, rather they add 
additional considerations for the decision maker 
when deciding on applications within the AONB.  

The Framework goes on to list three consider-
ations for demonstrating such circumstances. 
We have demonstrated that the growth of the 
campus, and in particular, the development of 
the East of Harwell Site satisfies these consider-
ations in that:

• the particular circumstances at Harwell 
campus are unique and exceptional by 
their very nature

• the projected job growth and need for 
development

• it is not feasible to either relocate the 
campus or its supporting development  to 
outside of the AONB

• the AONB was designated some time 
after the decision to invest in Harwell as a 
location for science and innovation, which 
has been continually supported through 
national and local economic and planning 
policy ever since

• the historic and continued investment 
of public and private funds into Harwell 
campus demonstrate the need for develop-
ment and that it is in the public interest

• the impacts of the the proposed devel-
opment, are such that the benefits sig-
nificantly outweigh any residual negative 
impacts

• no credible, sustainable, or realistic 
alternative location exists for the proposed 
development that could achieve the same 
benefits

• the need to ensure sustainable patterns 
of development and the particular needs, 
locational advantages and circumstances 
at Harwell campus therefore demonstrate 
both exceptional circumstances and the 
public interest for the proposed develop-
ment.”

Vale of White Horse Local Plan 2031

At a local level, the site is supported for devel-
op¬ment in the emerging Vale of White Horse 
Local Plan 2031. Core Policy 15 of the local 
plan proposes development for 1,400 homes at 
Harwell Campus. 850 to the east and 550 to the 
north. Appendix A to the plan (site Development 
Templates) identifies some key considerations for 
the design of the site, including: 

a) The opportunity to design a parkland campus 
settlement in a sensitive AONB setting that 
demands the highest standards of landscape 
masterplanning and urban design

b) The opportunity to create an exemplary 
modern design next to a world class science 
park, a unique setting that demands a unique 
design response

c) The design of development should reflect the 
campus character of the adjacent Harwell 
Campus, creating a cohesive identity for the 
development as a whole. The proportion of 
public open space will be higher than the 
normal requirements.

In addition to the new residential units proposed 
at Harwell, the Local Plan seeks to protect the 
identified employment area and enterprise zone 
through restricting development in this area to 
employment use.
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3.0 Facilities Audit

Introduction

The Audit is a comprehensive analysis of the Har-
well Oxford Campus and the wider area, encom-
passing assessment of access to local facilities, 
landscape and open space, and connectivity. 

Constellation of Local Settlements

The Harwell Innovation Village is situated within 
a network of villages mutually dependent on one 
another, and surrounding towns including Didcot 
and Wantage for facilities and employment.

The network of villages in which the Harwell Inno-
vation Village is situated are categorised within 
the emerging Local Plan as larger and smaller 
villages. The network includes West and East 
Hendred, West Hagbourne, Upton, Chilton, West 
IIsley and East Ginge. The network is determined 
by a range of factors, including proximity to the 
site, the A34, topography and the influence of 
other larger settlements providing town centre 
order facilities.

Combined with the campus the Harwell Inno-
vation Village could provide a range of facilities 
expected of a Local Service Centre. An improved 
level of service provision would support other 
local communities where existing access to 
facilities is weak. This approach  also reduces 
the need to travel and makes the Harwell Campus 
a more attractive place to work and live on the 
competitive world stage.

A study of surrounding villages has been under-
taken to assess the level of facilities, including 
employment, provided by each village.

AERIAL PHOTO NTS

HARWELL CAMPUS CONSTELLATION
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Harwell

Facilities include, but are not limited to:

• Village shop

• Butchers

• Public house

• Harwell Primary School

• Nursery

• Allotments

• Place of worship

• Royal British Legion club

• Sports and recreation including a club 
house, recreation ground, football pitches, 
tennis courts, children’s playground and a 
bowls pitch

• Some small scale employment including a 
garage and office units 

Rostock

Facilities include, but are not limited to:

• Petrol station including convenience shop

• Small scale automotive employment 
including a car dealership, body shop, and 
service centre

East & West Hendred

Facilities include, but are not limited to:

• Village shop with Post Office service

• Public houses

• Village Halls

• Allotments

• St. Armand Primary School & Hendreds 
Primary School

• Place of worship

• Champs Chapel Museum

• Sports and recreation including a club 
house, recreation ground, cricket pitch, 
tennis courts a bowls pitch and a children’s 
playground

• Agricultural based industry

LOCAL VILLAGE SHOPS CAR DEALERSHIP, BODY SHOP, AND SERVICE CENTRE SPORTS FIELDS

HARWELL PRIMARY SCHOOL CONVENIENCE SHOP CHILDREN’S PLAYGROUND

AERIAL PHOTO, NTS AERIAL PHOTO, NTS AERIAL PHOTO, NTS
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East & West Ginge

Facilities include, but are not limited to:

• Agricultural based industry 

Chilton

Facilities include, but are not limited to:

• Public house

• Village Hall

• Allotments

• Chilton Primary School (west of A34)

• Garden centre and cafe (west of A34)

• Place of worship

• Sports and recreation including a club 
house, recreation ground, football pitch, 
tennis court a bowls pitch and a children’s 
playground

• Agricultural based industry 

Upton

Facilities include, but are not limited to:

• Public house

• Village Hall

• Sports and recreation including recreation 
ground and a children’s playground

• Agricultural based industry

VILLAGE HALL AND SPORTS GROUND

AGRICULTURAL BASED INDUSTRY PUBLIC HOUSE

AERIAL PHOTO, NTS AERIAL PHOTO, NTS AERIAL PHOTO, NTS

PUBLIC HOUSE
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West Hagbourne

Facilities include, but are not limited to:

• Nursery

• Public house

• Some small scale employment including a 
garage and agricultural based industry 

West Ilsley

Facilities include, but are not limited to:

• Public house

• Village Hall

• Place of worship

• Sports and recreation including a cricket 
pavillion, cricket pitch, tennis court and a 
children’s playground

• Agricultural based industry

GARAGE VILLAGE HALL

PUBLIC HOUSE SPORTS FIELD

AERIAL PHOTO, NTS AERIAL PHOTO, NTS

Summary

The Harwell Oxford Campus is situated 
within a network of villages mutually 
dependent on one another, and surrounding 
towns, for facilities and employment.

Most villages have some facilities and rely 
on each other for missing needs.

A residential led mixed-use expansion of 
the Harwell Oxford Campus could provide a 
range of facilities missing in local villages.

A mixed-use expansion of the Harwell 
Oxford Campus could support the existing 
on site community which is currently lacks 
the full range of facilities required to meet 
future job growth.

In order to compete with other science and 
innovation campus’ on the world stage, 
Harwell needs to offer a range of facilities, 
in addition to homes, fit for its international 
role and status.

13
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SPORTS PITCHES AND CLUB HOUSE

The Harwell Oxford Campus

Harwell Oxford Campus offers a range of facilities 
on-site to serve the existing 5,000 people working 
within the campus.

The existing range of facilities, in combination 
with the campus’s future job growth and role as 
a nationally significant employer, reinforces the 
proposed Harwell Oxford Campus’s credentials 
as a sustainable location for new homes.  

A study of Harwell Oxford Campus has been 
undertaken to assess the level of publicly acces-
sible facilities provided on-site

Harwell Oxford Campus facilities include, but are 
not limited to:

• Small scale retail including a convenience 
shop, hair dressers, post office service and 
sandwich shop

• Bank

• Nursery’s

• Dental practice

• Range of sports pitches and clubhouse

Selecting Sustainable Sites

Convenient access to local facilities is a key con-
sideration when assessing the location of new 
development and whether it will be sustainable.  
New development needs access to the full range of 
social, retail, educational, health and recreational 
facilities to allow its residents, especially those of 
limited means or mobility (due to disability/circum-
stance or their transient nature as international 
employees / secondments), to go about their daily 
lives without being over reliant on the private car.

Building for Life Criteria - Building for Life is the 
Government endorsed, industry standard, tool to 
assess and compare the quality of developments. 
It is led by the Design Council CABE, Home Builders 
Federation and Design for Homes. Whilst Building 
for Life is usually awarded to completed schemes, 
the site selection criteria has been applied to the 
Land East of Oxford Harwell Campus, Oxfordshire 
to demonstrate the inherent sustainability of the 
site’s location for future development. Building 
for Life asks:

Does the development provide (or is it close to) 
community facilities, such as shops, schools, 
workplaces, parks, play areas, pubs or cafes?

The facilities audit illustrated over the following 
pages demonstrates the Harwell Innovation Vil-
lage is a sustainable site location and fully meets 
the Building for Life criteria through existing 
local facilities and the potential to provide new 
facilities on-site as part of a new community in 
support of future campus expansion.

HARWELL OXFORD CAMPUS. NTS

SMALL SCALE RETAIL AND FACILITIES. NTS.

BANK

POST OFFICE SERVICE POST BOX

DENTAL PRACTICE

CONVENIENCE STORE AND SANDWICH SHOP HAIRDRESSERS
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Shaping Neighbourhoods 

Shaping Neighbourhoods, a best practice neigh-
bourhood design guide, also suggests the site 
scores highly as a sustainable location for devel-
opment. The following two diagrams assess the 
Harwell Innovation Village site against the accessi-

bility criteria benchmark for new neighbourhoods 
established by Shaping Neighbourhoods. Fig. 1 
demonstrates the ideal distances of local facilities 
for a sustainable neighbourhood. Fig. 2 shows how 
accessible local facilities are from the site. 

Figure 1   

Illustrative ideal accessibility criteria, 
adapted from ‘Shaping Neighbourhoods, 
for Local Health & Global Sustainability

15
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Figure 2   

Illustrative actual accessibility to relevant 
local facilities from the Harwell Innovation 
Village (Land East of Harwell) 

Facilities

Food store and surgery aside, comparing the 
two figures reveals that the site largely exceeds 
expectations of access to facilities by some 
margin.

16
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Summary

While the facilities audit has highlighted a 
lack of some facilities in the local area, it 
is important to note that the development 
could provide  such facilities to support a 
mixed-use campus expansion, job growth 
and the existing network of surrounding 
villages.

While the facilities audit has highlighted a lack of 
some facilities in the local area, it is important 
to note that such facilities could be provided to 
support new development, the Harwell Oxford 
Campus job growth and the existing network of 
surrounding villages (Fig. 3).

A Self Sustaining Place

A well planned, mixed-use expansion of the 
Harwell Oxford Campus can be a sustainable, 
self-sustaining settlement of 1,400 plus homes, 
or approximately 3,300 people. A population of 
this order is enough to trigger a full range of facil-
ities including shops, employment, leisure and 
education on-site to support daily life and provide 
a well rounded settlement.

Figure 3   

Illustrative ideal accessibility to local facil-
ities from the Harwell Innovation Village 
upon completion of 1,400 unit scheme 
(Land East of Harwell)
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4.0 Considerations & Opportunities

Introduction

We have undertaken a number of technical assess-
ments on the Harwell campus and land to the north 
and east of the campus and, despite being located 
within the AONB, conclude that there is relatively 
little to constrain development (see below).  Some 
of the technical studies have focussed on the land 
east of the campus and will therefore need to be 
supplemented with additional information for the 
land north and within the campus, once available.

The campus has a highly apparent international 
community, with many languages being spoken, 
as a consequence of international collaborative 
research, secondments, international recruitment 
and the highly specialist nature of the activities 
within the campus.

The development provides the opportunity to 
provide housing close to a significant and grow-
ing employment concentration at Harwell. New 

residents would be able to commute within a 
short walk / cycle of their home. The nature of the 
housing will meet the Campus needs locally and 
in a sustainable manner. Providing a mix of uses 
including housing in a wider campus area is inher-
ently more sustainable. 

The development would benefit from infrastruc-
ture that is being delivered currently. Science 
Vale Transit proposals will help transform public 
transport locally, enhancing frequency, reliability 
and journey times. Science Vale Transit is primar-
ily to provide access to the Harwell campus from 
Didcot but the development will  also provide an 
excellent connection to further jobs, schools, 
shops and train services in Didcot (as well as 
Wantage) for those living at Harwell.

The development will provide facilities that can 
serve the wider housing allocation north of the 

campus, the people working at the campus and 
the existing residents of nearby villages. The 
masterplan of the campus takes advantage of 
the existing pedestrian and cycle links and will 
improve these further. It will also allow for the 
delivery of Science Vale Transit through the 
development in the future.

The site’s many trees make a positive contribu-
tion to the character of the landscape around 
the campus and, perhaps more importantly, they 
filter and screen views to most of the buildings, 
parking areas and hardstanding within the 
campus.  Harmful adverse effects would be 
focused on the land on which development would 
be introduced. The limited harmful effects on the 
wider landscape would be much contained by 
the area’s topography and the existing landscape 
structure around and within the campus.

CONSIDERATION SUMMARY PLAN

Ordnance Survey, (c) Crown Copyright 2015. All rights reserved. Licence number 100022432 Ordnance Survey, (c) Crown Copyright 2015. All rights reserved. Licence number 100022432

WILS
/15/1

W
ILS/4/1

W
ILS/4/1

WILS/3/2

WILS/3/2

WILS/3/2

WILS/3/2

401/15/10

401/13/10

19
9/

23
/4

0

389/10/20

164/5/20

243/16/20

199/24/10

199/18/10

199/10/10

164/1/30

199/27/10

389/18/10

389/10/10

38
9/

10
/1

0

389/10/10

38
9/

11
/1

0

13
5/

28
/1

0

13
5/

28
/1

0

13
5/

28
/1

0

199/21/10

199/20/20

164/2/20

16
4/

7/
10

164/8/10

243/15/20

19
9/

23
/1

0

19
9/

16
/3

0

199/31/20

19
9/

6/
10

199/29/10

19
9/8

/30

243/10/10

199/4/10

164/18/10

16
4/

4/
10

19
9/1

9/1
0

299/21/10

38
9/

11
/3

0

38
9/

12
/1

0

38
9/

12
/1

0

389
/12

/10

243/12/30

199/20/10

164/2/10

164/5/40

16
4/

2/
30

164/9/10

164/9/30

164/15/10

164/3/10

38
9/

12
/3

0

38
9/

12
/3

0

389/12/30

164/14/20

199/25/10

199/26/10

199/9/40

199/32/10

199/17/10

199/14/10

199/6/20

199/9/20

199/8/20

19
9/8

/40

199/16/20

19
9/

16
/2

0

199/16/20

24
3/

16
/1

0

24
3/

16
/1

0

24
3/

16
/1

0

24
3/

9/
10

199/4/20

19
9/

5/
10

164/3/30

164/1/20

19
9/

22
/1

0

199/22/10

19
9/

22
/1

0

19
9/2

3/3
0

38
9/

11
/2

0

389/8/10

389/8/10

389/8/10

164/9/40

403/13/20

164/5/30

164/5/10

16
4/

2/
40

164/2/40

164/2/40

16
4/

2/
40

164/16/20

16
4/

6/
10

16
4/

11
/1

0

164/8/20

389/9/10

38
9/

12
/2

0

389/17/10

16
4/

12
/1

0

16
4/

10
/1

0

164/10/20

164/13/10

243/15/30

243/15/10

243/19/10

19
9/

23
/2

0

19
9/

23
/2

0

19
9/

23
/2

0

19
9/

16
/4

0

199/18/20

199/31/10

199/13/10

19
9/

11
/1

0

199/12/10

199/7/10

199/9/10

199/8/10

24
3/

17
/1

0

24
3/

17
/1

0

24
3/

17
/1

0

243/6/10
243/4/10

24
3/

5/
10

243/20/10

24
3/

8/
10

243/12/10

19
9/

8/
50

299/19/10

199/5/20

164/3/20

164/4/20

164/1/10

199/21/20

401/11/10

40
1/

12
/2

0

401/12/10

Reproduced from the Ordnance Survey Map with the permission of the Controller of HMSO. Crown Copyright Reserved. Licence No. 100019279.

The scaling of this drawing cannot be assured
Revision Date Drn Ckd
- - - -

ScaleDate

RevisionProject No Drawing No

Drawing Title

Project

Planning ● Master Planning & Urban Design
Architecture ● Landscape Planning & Design ● Project Services

Environmental & Sustainability Assessment ● Graphic Design

Offices at Reading London Bristol Cambridge Cardiff Ebbsfleet Edinburgh Leeds Manchester Solihull
K:\23000-23999\23800-23899\23804 - Land East Of Harwell Oxford Campus\A4 - Dwgs & Registers\Landscape\23804 L1 Planing Constraints.dwg - A1

Check byDrawn by

bartonwillmore.co.uk
Certificate FS 29637

23804

Land East of Harwell
Oxford Campus

L1

Planning Constraints Plan

11.11.2015 1:10,000 @A1

-

ML

Area of Outstanding Natural Beauty

0 200 400

100 300 500m

Site Boundary

+
110m

Contours/Spot Heights (Metres AOD) ^

No.
Public Rights of Way  *

Legend
N

Listed Buildings ~

Sustrans Cycle Route +

Ancient Woodland #

Scheduled Monument ~

Conservation Area #/##

Cycle Route ++

Risk of Flooding from Rivers and Seas

Flood Zone, High Risk, Greater than 1:30 chance
of flooding each year

Flood Zone, Medium Risk, Between 1:30 and
1:100 chance of flooding each yea

Flood Zone, Low Risk, Between 1:30 and 1:100
chance of flooding each year

Site Boundary

Contours/Spot Heights 
(Metres AOD) 

Public Rights of Way 

Sustrans Cycle Route 

Cycle Route 

Listed Buildings

Conservation Area

Scheduled Monument 

Ancient Woodland 

Area of Outstanding 
Natural Beauty

Utilities Corridor

Heritage - Event

Heritage - Monument

Location of Former 
on-site Chalk Pit

Flood Zone - chance of 
flooding each year

High Risk, greater than 1:30

Medium Risk, between 
1:30 & 1:100

Low Risk, between 
1:30 & 1:100 chance of 
flooding each year

Ordnance Survey, (c) Crown Copyright 2015. All rights reserved. Licence number 100022432 Ordnance Survey, (c) Crown Copyright 2015. All rights reserved. Licence number 100022432

WILS
/15/1

W
ILS/4/1

W
ILS/4/1

WILS/3/2

WILS/3/2

WILS/3/2

WILS/3/2

401/15/10

401/13/10

19
9/

23
/4

0

389/10/20

164/5/20

243/16/20

199/24/10

199/18/10

199/10/10

164/1/30

199/27/10

389/18/10

389/10/10

38
9/

10
/1

0

389/10/10

38
9/

11
/1

0

13
5/

28
/1

0

13
5/

28
/1

0

13
5/

28
/1

0

199/21/10

199/20/20

164/2/20

16
4/

7/
10

164/8/10

243/15/20

19
9/

23
/1

0

19
9/

16
/3

0

199/31/20

19
9/

6/
10

199/29/10

19
9/8

/30

243/10/10

199/4/10

164/18/10

16
4/

4/
10

19
9/1

9/1
0

299/21/10

38
9/

11
/3

0

38
9/

12
/1

0

38
9/

12
/1

0

389
/12

/10

243/12/30

199/20/10

164/2/10

164/5/40

16
4/

2/
30

164/9/10

164/9/30

164/15/10

164/3/10

38
9/

12
/3

0

38
9/

12
/3

0

389/12/30

164/14/20

199/25/10

199/26/10

199/9/40

199/32/10

199/17/10

199/14/10

199/6/20

199/9/20

199/8/20

19
9/8

/40

199/16/20

19
9/

16
/2

0

199/16/20

24
3/

16
/1

0

24
3/

16
/1

0

24
3/

16
/1

0

24
3/

9/
10

199/4/20

19
9/

5/
10

164/3/30

164/1/20

19
9/

22
/1

0

199/22/10

19
9/

22
/1

0

19
9/2

3/3
0

38
9/

11
/2

0

389/8/10

389/8/10

389/8/10

164/9/40

403/13/20

164/5/30

164/5/10

16
4/

2/
40

164/2/40

164/2/40

16
4/

2/
40

164/16/20

16
4/

6/
10

16
4/

11
/1

0

164/8/20

389/9/10

38
9/

12
/2

0

389/17/10

16
4/

12
/1

0

16
4/

10
/1

0

164/10/20

164/13/10

243/15/30

243/15/10

243/19/10

19
9/

23
/2

0

19
9/

23
/2

0

19
9/

23
/2

0

19
9/

16
/4

0

199/18/20

199/31/10

199/13/10

19
9/

11
/1

0

199/12/10

199/7/10

199/9/10

199/8/10

24
3/

17
/1

0

24
3/

17
/1

0

24
3/

17
/1

0

243/6/10
243/4/10

24
3/

5/
10

243/20/10

24
3/

8/
10

243/12/10

19
9/

8/
50

299/19/10

199/5/20

164/3/20

164/4/20

164/1/10

199/21/20

401/11/10

40
1/

12
/2

0

401/12/10

Reproduced from the Ordnance Survey Map with the permission of the Controller of HMSO. Crown Copyright Reserved. Licence No. 100019279.

The scaling of this drawing cannot be assured
Revision Date Drn Ckd
- - - -

ScaleDate

RevisionProject No Drawing No

Drawing Title

Project

Planning ● Master Planning & Urban Design
Architecture ● Landscape Planning & Design ● Project Services

Environmental & Sustainability Assessment ● Graphic Design

Offices at Reading London Bristol Cambridge Cardiff Ebbsfleet Edinburgh Leeds Manchester Solihull
K:\23000-23999\23800-23899\23804 - Land East Of Harwell Oxford Campus\A4 - Dwgs & Registers\Landscape\23804 L1 Planing Constraints.dwg - A1

Check byDrawn by

bartonwillmore.co.uk
Certificate FS 29637

23804

Land East of Harwell
Oxford Campus

L1

Planning Constraints Plan

11.11.2015 1:10,000 @A1

-

ML

Area of Outstanding Natural Beauty

0 200 400

100 300 500m

Site Boundary

+
110m

Contours/Spot Heights (Metres AOD) ^

No.
Public Rights of Way  *

Legend
N

Listed Buildings ~

Sustrans Cycle Route +

Ancient Woodland #

Scheduled Monument ~

Conservation Area #/##

Cycle Route ++

Risk of Flooding from Rivers and Seas

Flood Zone, High Risk, Greater than 1:30 chance
of flooding each year

Flood Zone, Medium Risk, Between 1:30 and
1:100 chance of flooding each yea

Flood Zone, Low Risk, Between 1:30 and 1:100
chance of flooding each year

18

HARWELL: AN INTEGRATED INNOVATION VILLAGE



Landscape

It is worth highlighting that when the AONB was 
designated over 40 years ago, Harwell campus 
was already such an anomaly and has continued 
to be so ever since. 

Harwell Campus is something of an anomaly in the 
context of the landscape within which it sits. In 
contrast to the open expansive landscape of the 
elevated AONB countryside to the south and the 
intensively farmed arable farmland around it, the 
campus is formed from a large collection of small 
to large sized buildings knitted together into a 
campus by the many trees within and around it.

Whilst the campus is an anomaly, its many trees do 
make a positive contribution to the character of the 
landscape around the campus and, perhaps more 
importantly, they filter and screen views to most 
of the buildings, parking areas and hardstanding 
within the campus. Whilst the land to be devel-
oped would be subject to significant change in its 
character, there are limited harmful effects on the 
wider landscape. The notable exception to this are 

the large Silver Diamond Light building and several 
buildings around and to the east of this which are 
notable in viewpoints from the east and south.

The development strategy for the proposals 
at Harwell has evolved from a collaboration of 
a number of design disciplines and has been 
strongly influenced by a landscape and visual 
appraisal prepared in 2014. In consideration of 
the site’s landscape and visual relationship with 
the wider environment, proposed residential 
development is focused alongside the campus’s 
northern and eastern boundaries where it can be 
effectively integrated into the existing landscape/
treed structure of the campus and the surround-
ing area. In addition, the landscape strategy 
introduces belts of trees similar to those found 
within the surrounding landscape. Two belts of 
trees are proposed east west through the site to 
the east of the campus to soften roofscapes of 
built form as seen from the elevated Ridgeway 
path to the south, and to act as green corridors 

and movement links between the campus and the 
sports and amenity spaces and existing footpaths 
in the landscape to the east.

The landscape strategy also includes the pro-
vision of windows, or designed vistas, in to the 
campus and the proposed development areas 
so as to provide controlled views into the site, as 
opposed to a negative continuous block of perim-
eter structure/screen planting.

A landscape and visual impact assessment has 
been undertaken to inform and direct the devel-
opment strategy for the sites. This assessment 
established the harmful adverse effects would 
be focused on the land on which development 
would be introduced with harmful effects on the 
wider landscape being very much contained by 
the area’s topography and the existing landscape 
structure around and within the campus. 

Please refer to the technical appendices for the 
full report.

LANDSCAPE CONTEXT PLAN

The Thames Valley Floor

The shelf/plateau on which 
the campus sits

The elevated North Wessex Downs
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Drainage

The land east of Harwell campus is located 
within  Flood Zone 1 ‘Low Probability’ (less than 
a 1 in 1000 (<0.1%) annual probability of fluvial 
flooding). Analysis of the available data from the 
Environment Agency, Vale of White Horse District 
Council and Oxfordshire County Council indicates 
that the site is at low risk of flooding from all 
sources (i.e. groundwater, surface water, sewers 
and artificial sources), the site has not been 
subject to historical flooding and is not located 
within a ‘Critical Drainage Area’.

In accordance with the National Planning Policy 
Framework (NPPF) and Planning Practice Guid-
ance ‘Flood Risk and Coastal Change’, all forms of 

development are appropriate in Flood Zone 1. As 
the site is located within an area with the lowest 
probability of flooding, the Sequential Test is 
de-facto passed for any future development and 
the Exception Test is not required.

The main mitigation considerations will be for 
managing the residual risk of surface water 
flooding at the site, including the use of Sustain-
able Urban Drainage Systems (SuDS) to mimic the 
existing ‘greenfield’ drainage regime as closely 
as possible and profiling the site to ensure that 
excess surface water in extreme rainfall events is 
directed away from properties.

The initial surface water drainage strategy submit-
ted as part of the Level 1 Flood Risk Assessment for 
the site shows indicative areas for SuDs, based on 
no infiltration drainage and with restriction of the 
runoff rates from the site to the existing greenfield 
runoff rates. Site-specific ground investigations 
and site visits/surveys will be undertaken in due 
course to confirm the suitability for infiltration 
drainage and the existing drainage regime/over-
land flow route destination at the site.

Please refer to the technical appendices for the 
full report.
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Geotechnical

The Land East of Harwell comprises four agricul-
tural fields in a largely rural setting. Historically 
the subject land comprised agricultural farmland, 
and has never been developed. A small agricultur-
al barn along with a yard was present in the north-
west corner of the site; in addition, a small chalk 
pit was historically present on-site adjacent to the 
western site boundary. The Chalk Pit feature dis-
appeared from historical mapping in around 1899; 
it is possible that this was infilled or re-profiled.

Agricultural land surrounds the site on three sides 
with the western site boundary bound by the Har-
well International Business Centre (formerly the 
Harwell Atomic Energy Research Establishment). 
This facility has historically contained a number 
of potentially contaminative land-uses. Never-
theless, the majority of the land that bounds the 
west of the subject site is occupied by sports 
pitches, playing fields and areas of landscaping 

which poses a very low contamination potential. 
The groundwater flow direction, distance to 
contamination sources, and expected low per-
meability strata that underlie the site means that 
the subject site is not likely to be affected by any 
off-site contamination sources. 

The site is underlain by Head Deposits of variable 
thickness overlying Lower Chalk (West Melbury 
and Zig Zag Chalk Formations). These strata are 
generally not expected to reveal any significant, 
difficult or unusual geotechnical problems or 
constraints that would lead to abnormal founda-
tion or infrastructure development costs.

Potential sources of contamination have not been 
identified across the vast majority (99%) of the 
site area and as a consequence there is a very low 
risk of significant or widespread contamination at 
the site. A slightly higher likelihood of ground con-
tamination has been identified associated within 
a very localised area of the site (potential infilled 
chalk pit).  This area may include Made Ground 

if the pit was infilled. Contaminants of concern 
include metals, hydrocarbons and asbestos as 
well as ground gas. Potential sources of contami-
nation have not been identified in any other areas 
of the site and the remaining areas are expected 
to represent a very low contamination risk.

Please refer to the technical appendices for the 
full report.

Utilities

Data on the location of existing utilities in and 
around the site has been obtained from statutory 
undertakers and this demonstrates that there are 
no significant constraints to delivery of the site. A 
medium pressure gas main which passes through 
the site would be diverted to the periphery of the 
residential area to the north and east of the site 
and then re-join Newbury Road along one of the 
landscaped corridors with a suitable easement 
provided along its length.

UTILITIES PLAN

Utilities Corridor
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Transport

Site access to the Land East of Harwell campus 
would be provided  north of Curie Avenue, oppo-
site Thomson Avenue and opposite Fermi Avenue. 

The cumulative impact on the wider transport 
network of the draft Local Plan allocations and 
growth have been assessed and the infrastruc-
ture package that has been developed by the 
County Council in the form of the Science Vale 
strategic transport infrastructure package. The 
implementation of committed infrastructure in 
the local area has commenced with elements 
such as the north facing slips at the A34 Chilton 
Interchange currently under construction. 

The development provides the opportunity to 
provide housing close to a significant and grow-
ing employment concentration at Harwell. New 
residents would be able to commute within a 
short walk / cycle of their home. The nature of the 
housing will meet the Campus needs locally and 
in a sustainable manner. The alternative to place 

housing further away from the Campus would 
result in longer distance, primarily by car to the 
job growth at Harwell campus. Providing a mix of 
uses including housing in a wider campus area is 
inherently more sustainable.  

The development would benefit from infrastruc-
ture that is being delivered currently. The Science 
Vale Transit proposals will help transform public 
transport locally enhancing frequency, reliability 
and journey times. Science Vale Transit is primarily 
to provide access to Harwell campus from Didcot 
but for east of Harwell will provide excellent con-
nection to further jobs, schools, shops and train 
services in Didcot (as well as Wantage). The pro-
posals will add passenger demand in the opposite 
direction to employment trips and enhance service 
viability. The proposals will offer an opportunity to 
pump prime improvements to bus services.

The development will provide facilities that can 
serve the wider housing allocation north of the 

campus, the people working at the campus and 
the existing residents of nearby villages. The 
masterplan of the development takes advantage 
of the existing pedestrian and cycle links and will 
improve these further. The development benefits 
from new infrastructure, including Science Vale 
Transit.

The allocations at Harwell Oxford Campus pro-
vide a number of benefits in transport terms. The 
draft allocation benefits from new infrastrucure, 
including Science Vale Transit. It will deliver 
housing that is well located to public transport 
services. The site would be delivered in a planned 
fashion, complementing the delivery of jobs on 
the campus and providing infrastructure and 
improvements to bus services in a comprehen-
sive manner.   

Please refer to the technical appendices for the 
full report.

WALKING DISTANCES
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Ecology

The proposals comprise a mixed use develop-
ment for the Harwell Innovation Village, with 
associated public open space; highway and 
drainage infrastructure.

Within the land to the east of the campus, there 
are no habitats of international, national, county 
or local importance that would be directly or indi-
rectly affected by the proposals, with the area of 
Priority Habitat woodland on the western bound-
ary to be retained and enhanced.  The majority of 
species recorded on the site can be described as 
common farmland species and are found in similar 
places across much of Britain, with limited badger 
activity and low levels of foraging bats recorded.

A range of specific and generic mitigation/
enhancement measures have been suggested 

and, if implemented effectively, would reduce 
the impact of the works on local wildlife and 
increase the nature conservation value of the 
site in the long term, in accordance with The 
National Planning Policy Framework.

Overall the findings of this ecological assess-
ment would indicate that there are no over-riding 
constraints to the development proposals to 
preclude planning permission being granted, 
subject to appropriate conditions.  Proportionate 
mitigation is available and deliverable to ensure 
that there would be no adverse impact on local 
wildlife using the site.’

Please refer to the technical appendices for the 
full report.

PHASE 1 HABITAT PLAN
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Heritage

The Heritage Assessment considers Land East 
of Harwell, Oxfordshire. In accordance with 
government policy (National Planning Policy 
Framework), this assessment draws together the 
available archaeological, historic, topographic 
and land-use information in order to clarify the 
heritage significance and archaeological poten-
tial of the site. The assessment has established 
that the site has moderate potential for prehis-
toric remains and low potential for remains of 

all other archaeological periods. Should remains 
be present within the site, they are considered 
unlikely to be of more than local significance. 
Consequently, archaeology is not a development/
design constraint.

It is anticipated that an archaeological evaluation 
will be required as a future planning application 
is progressed. The need, scope and timings of 
such works will need to be discussed and agreed 

with Oxfordshire County Council. Should the val-
uation have positive results, further mitigation or 
archaeological investigation may be necessary.

The proposed development is considered to have a 
negligible effect on the setting and significance of 
designated heritage assets within the study area.

Please refer to the technical appendices for the 
full report.

Study Area

Site

Event

Monument
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Education

The proposals at the Harwell Innovation Village 
are likely to require the on-site provision of a two 
form entry primary school.  This will be located on 
land to the East of Harwell.  The development will 
also likely be expected to make financial contri-
butions to the provision of secondary and special 
education in Didcot.  

Given the international profile and significance 
of Harwell Campus it is important to explore the 
provision of internationally recognised education 
within the area. International education is not 
provided by state schools and is almost entirely 
provided by private education providers.  These 
schools can be subsidised by public bodies or pri-
vate companies in exchange for scholarships or 
placements for students who meet certain crite-
ria - i.e. pupils who are the children of employees 
at certain organisations. Therefore there would 
need to be market demand for an international 
school to be provided at Harwell.  

There is only 1 European Baccalaureate school in 
the UK, the European School, which is in Culham, 
a few miles north of Didcot. However this is due to 
close in 2017 due to insufficient numbers of pupils 
directly funded by the EU. No additional students 
are being accepted to the school.   However, the 
school is to be replaced by the Europa School 
which is a parent-led initiative for a free school 
providing education for ages Reception – 12 years 
old, and will offer the European Baccalaureate 
from 2017 for ages 13- 18.

The level of international education demand within 
Science Vale has yet to be quantified.  Anecdot-
ally we are aware that international employees 
moving to the area with their family value edu-
cation highly.  Any education they receive during 

their stay whilst working at Harwell (or elsewhere 
in Science Vale) needs to be recognised. We are 
unaware if the Europa School will be sufficient to 
accommodate the demand. 

Ongoing research and engagement by the Vale 
of White Horse Council with employers on the 
Campus demonstrates that appropriate and 
co-located education is an important consid-
eration for those moving to the area, especially 
international employees.  

As the provision of an international education is 
not a statutory duty of the local education author-
ity, the County Council does not have a record 
of demand for these internationally accredited 
qualifications. However, it would appear that the 
Local Authorities are aware of the demand as 
noted in the issues and scope consultation of the 
emerging Science Vale Area Action Plan (February 
2015), which identified the need for: 

‘New purpose built primary and secondary 
schools will help embed the science culture from 
an early age and serve an international need’

and

‘…a network of “Science Schools”, focused 
around the University Technical College … 
seek[ing] to cater for identified international 
need’

Therefore, at the very time when the need for 
internationally recognised education is increas-
ing in importance, with a growing recognition of 
the importance of an international workforce, 
the provision of international schooling is being 
phased out in Oxfordshire.  Given the internation-
al significance and role of Harwell campus, it is 

important to ensure the education provision is 
sufficient so as to attract the international work-
force and does not become a barrier / hindrance 
to the economic success of the campus.

Further assessments need to be undertaken to 
clearly identify the need and demand for interna-
tional education in Science Vale and at Harwell. 
As set out in our community and stakeholder 
engagement, we are proposing to engage with:

• Employers and employees across all of 
Science Vale, since the demand from 
Harwell alone may not generate the need 
for a new international school.

• The local education authority 

• Culham Europa School 

• Government, in particular Department for 
Business Innovation and Skills, Depart-
ment for Education, and UK Trade and 
Investment.  

• Potential market operators of an interna-
tional school within Science Vale

Education will therefore be provided through: 

• an on-site two-form entry primary school

• off-site secondary school provision, 
accessed via the public transport 
improvements, with financial contributions 
toward enhancements to secondary school 
capacity / provision made, as necessary

•  potential on-site international school, 
operated as part of the primary school, but 
catering for reception - 18 years education
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5.0 Vision: Harwell Innovation Village

Introduction

Harwell is a leading science, innovation, tech-
nology and business campus, located just south 
of Oxford within Science Vale. It is host to an 
array of over £1 billion of world leading research 
infrastructure. The 710 acre site boasts nearly 
70 years of world-changing innovation, from the 
foundation of the Atomic Energy Research Estab-
lishment in 1946 to the opening of the Diamond 
Synchrotron in 2007.

Twenty minutes from Oxford, with London and 
Heathrow less than an hour away, The Harwell 
Campus is ideally positioned for local, national 
and international science and enterprise, and is 
an integral part of Oxfordshire’s high value eco-
nomic infrastructure. 

Over 5,000 people are part of this vibrant, 
fast-growing community, working in some 200 
organisations including key UK Research Coun-
cils, start-ups and multinational organisations 
that focus on a range of commercial applications 
including healthcare, medical devices, space, 
detector systems, computing, green enterprise 
and new materials. Submitted planning applica-
tions would see the number of workers double to 
circa ten thousand.

The economic forecasts prepared for the Oxford-
shire Housing Market Area indicates that around 
15,850 or almost 70% of the 23,000 new jobs 
forecast for the district to 2031 are likely to be 
located in the Science Vale area.1  New scientific 
and research jobs will principally be provided at 
the two ‘Enterprise Zone’ sites at the Harwell 
Campus and Milton Park.

It is the jobs being created in Harwell that gen-
erate the need for the houses, as part of the 
international community.

The Council is adopting a ‘ring-fence’ approach to 
housing supply to help ensure that jobs, homes 
and infrastructure are provided together. This 
will help to achieve sustainable development by 
minimising the need to travel and the burden on 
transport networks. The central planning justi-
fication for the ring-fence is that it supports the 
delivery of the Local Plan’s Spatial Strategy focus 
on development in Science Vale. 

The Innovation Ecosystem 

The trend over the past 50 years, in the innovation 
sector, has been set by places like Silicon Valley 
– suburban corridors of spatially isolated corpo-
rate campuses, accessible only by car, with little 
emphasis on the quality of life or on integrating 
work, housing and recreation. A new contemporary 
urban model is now emerging, giving rise to what 
the Brookings Institution is calling “innovation 
districts” which by the institutions definition are;

‘Geographic areas where leading edge anchor 
institutions and companies cluster and connect 
with start-ups, business incubators and acceler-
ators. They are also physically compact, transit 
accessible, and technically wired and offer mixed 
use housing, office and retail. Innovation districts 
are the manifestation of mega-trends altering the 
location preferences of people and firms and, in 
the process, re-conceiving the very link between 
economy shaping, place making and social net-
working.’  

We believe the Harwell Campus’ growth aspi-
rations as an integrated entity of employment 
and housing can best be achieved through the 
innovation model. Innovation requires a symbi-
otic environment to thrive, it takes place where 
people come together, not in isolated spaces. 

All innovation districts contain economic, phys-
ical, and networking assets. When these three 
assets combine with a supportive, risk-taking 
culture they create an innovation ecosystem—a 
synergistic relationship between people, firms, 
and place (the physical geography of the area) that 
facilitates idea generation. The overall objective 
is to create an environment that will continue to 
compete with the top four  science and innovation 
campuses in the world. 

The Brookings Institute

The Brookings Institute (BI) is a non-profit public 
policy organisation based in Washington DC and 
is considered to be one of the most influential 
think tanks in the world, who pride themselves 
on publishing fresh ideas and new thinking into a 
wide range of research fields. They have under-
taken independent research on a wide range of 
issues with significant focus on economic and 
social welfare. 

The range of areas of research include;

• Innovation Village Series;

• Advanced Industries;

• Global Cities Initiative; and

• Metropolitan Opportunities.

The Innovation Village Series is the area of 
research which best relates to the vision of 
Harwell and specifically focusses on geographic 
areas where research institutions, start-ups and 
business incubators are located in dense proxim-
ity. These areas are considered to facilitate new 
connections and ideas, accelerate commercial-
isation of these ideas and support local econo-
mies by growing jobs in ways that leverage their 
distinct economic position. 

Defining Innovation Villages

The initial research into Innovation Villages was 
published in November 2013 which previously 
mentioned Innovation Villages as:

“Geographic areas where leading-edge anchor 
institutions and companies cluster and connect 
with start-ups, business incubators, and accel-
erators. Compact, transit-accessible, and tech-
nically-wired, innovation districts foster open 
collaboration, grow talent, and offer mixed-used 
housing, office, and retail.”

The main thrust of the research was to provide 
the foundations of how and why the emergence of 
clusters of research and development institutions 
need to be supported by wider infrastructure and 
support the needs of the employees who will work 
in these institutions. The research highlighted 
the need to recognise the unique offering of these 
new districts and to create places appropriate to 
the needs of the people within those areas. Given 
the many variations in the needs and operations 
of such Institutes, the need for the following all 
contribute to the creation of physical and social 
platforms for entrepreneurial growth, which is 
the at the heart of Innovation Village:

• collaborative venues

• social networking

• product competitions

• technical support and 

• mentoring 

The emergence of Innovation Villages has result-
ed in the location preferences of people and firms 
changing, and re-igniting the need to consider the 
link between economy shaping, place making and 
social networking. The research identifies that: 

‘the trend is to nurture living, breathing commu-
nities rather than sterile, remote, compounds of 
research silos’ 

This emphasises that the conglomeration of 
institutions and employees in itself represents 
an opportunity for new innovative developments 
to support the employment provision.

1  http://www.whitehorsedc.gov.uk/sites/default/files/2014-10-27%20
03%20vowhdc%20local%20plan%202031%20chapter%204.pdf

2  The Rise of Innovation Districts : A New Geography 
of Innovation in America, page 1, 2014
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Economic Assets 

Economic assets can be separated into three 
categories: 

• Innovation drivers

• Innovation cultivators and;

• Neighbourhood building amenities

Innovation drivers are the research and medical 
institutions, the large firms, small and medium 
size enterprises, start-ups, and entrepreneurs 
focused on developing cutting-edge technolo-
gies, products, and services for the market. Due 
to regional variations in industry strengths, each 
district is comprised of a unique mix of innova-
tion villages, contributing significantly to their 
distinctiveness. The research described below 
reveals important insights for districts building 
and assembling these assets. 

First, a subset of industries—sensitive to the 
economic, demographic, and cultural trends 
described above—distinguishes innovation 
districts from other models and largely explains 
their preference for compact, urban-oriented 
enclaves. These industries are: 

• High-value, research-oriented sectors 
such as applied sciences (from life and 
material sciences to energy technology to 
nanotechnology) and the burgeoning “app 
economy.”

• Highly creative fields such as industrial 
design, graphic arts, media, architecture, 
and a growing hybrid of industries that 
merge tech with creative and applied 
design fields.

• Highly specialised, small batch manufac-
turing such as advanced textile production 
and small artisan-oriented manufacturing.

Innovation cultivators are the companies, organ-
isations, or groups that support the growth of 
individuals, firms, and their ideas. They include 
incubators, accelerators, shared working spaces 
(with programs to support idea and firm develop-
ment), and local high schools, job training firms, 
and community colleges advancing specific skill 
sets for the innovation-driven economy. 

The rise of technology-driven industries in gen-
eral is creating demand for supportive industries 
that employ highly-educated workers, such as 
advanced business services. Innovation Village 
leaders are “planning for the continuum” by 
building a range of cultivators to support entre-
preneurs and start-ups at each stage of develop-
ment, keeping them in the district as they mature. 

Neighbourhood-building amenities provide 
important services to residents and workers in 

the village. This includes medical offices, grocery 
stores, restaurants, coffee bars, small hotels, 
and local retail (such as bookstores, clothing 
stores, and sports shops). Amenities activate 
village streets and public spaces, inviting a mix of 
people to shop, browse, and mingle. 

Physical Assets 

There are three categories of physical assets, all 
of which are uniquely applied in each district: 

• Physical assets in the public realm

• Physical assets in the private realm

• Physical assets that knit the district 
together and/or tie it to the broader metro 
area. 

Physical assets in the public realm are the spaces 
accessible to the public, such as parks, plazas, 
and streets that become locales of energy and 
activity. 

In Innovation Villages, public places are created 
or re-configured to be digitally-accessible (with 
high speed internet, wireless networks, comput-
ers, and digital displays embedded into spaces) 
and to encourage networking.  “Digital places,” 
are the culmination of ambient technology, digital 
systems, and the physical form, creating venues 

for training and education, cultural events, and 
entertainment.

Streets can also be transformed into living labs to 
flexibly test new innovations. In Boston, Barcelo-
na, Eindhoven, Helsinki, and Seoul, streetscapes 
and public spaces are testing new innovations in 
street lighting, waste collection, traffic manage-
ment solutions, and new digital technologies. 

The re-make of physical assets extend far 
beyond technology-infused places however, as 
the design and programming of public spaces is 
equally valued. Small-scale parks and plazas pro-
grammed with concerts, innovation expositions, 
and eateries give reason for people to congregate 
and mix. Innovation villages are designing and 
programming such spaces strategically across 
their districts in an effort to facilitate the building 
of networks. 

Physical assets in the private realm are private-
ly-owned buildings and spaces that stimulate 
innovation in new and creative ways.

Building from a solid base of traditional assets, 
such as mixed-income housing, neighbour-
hood-serving retail, and research and office 
complexes, new assets are designed to support 
the innovation-driven demographic. Office 
developments, for example, are increasingly 
configured with flex work spaces, lab spaces, 

3  The Rise of Innovation Districts : A New Geography 
of Innovation in America, page 1, 2014
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and smaller, more affordable areas for start-
ups.  Micro-housing is another example of a new 
physical asset. These units offer smaller private 
spaces and access to larger public spaces such 
as co-working spaces, entertainment spaces, 
and common eating areas.

Physical assets that knit the district together 
and/or tie it to the broader metro area are spe-
cific investments aimed to eliminate barriers that 
hinder relationship-building and connectivity. 

Practitioner interviews suggest there is consider-
able work to be done within Innovation Villages, 
particularly in linking anchor institutions (com-
monly oriented within their own campuses) with 
the rest of the village. For some villages, knitting 
together the physical fabric requires remaking 
the campuses of advanced research institutions 
to remove fences, walls and other barriers and 
replace them with connecting elements such as 
bike paths, pavements, pedestrian-orientated 
streets and activated public spaces. For other 
districts, strengthening connections requires 
changes at a much larger-scale, such as entirely 
re-structuring large areas with smaller, more 
walkable blocks and pedestrian-scale streets. 

Strategies to strengthen connectivity between 
the village and the broader area may be in order to 
ensure innovation villagers do not become islands 
unto themselves. Investments in infrastructure, 
such as broadband, transit, bike, and pedestrian 
paths are natural connectors to be considered. 
Extending broadband into adjacent, often 
low-income neighbourhoods, for instance, is a 
valuable strategy in reducing the digital divide. 
Investments in public transportation have been 
essential, for instance, in increasing accessibility 
between districts and their surrounding areas.

Networking Assets 

The inclusion of networking as its own asset cat-
egory is supported by a growing body of research 
that reveals how networks are increasingly 
valuable and prolific within innovation-driven 
economic clusters. 

Scholars cite numerous advantages of networks: 

• They are important sources of new or 
critical information for new discoveries; 

• They encourage experimentation and are a 
testing ground for ideas; 

• They help firms acquire resources; 

• They strengthen trust and collaboration 
within and across sectors and;

• They help firms enter new markets includ-
ing global markets.

Innovation Villages attempting to cultivate net-
works are driven by experimentation, creativity, 
and even a sociological understanding of how 
networks function. A leading scholar on net-
works, Granovetter , differentiates networks as 
either having “strong ties” or “weak ties,” which 
are determined by factors such as the frequency 
of contact, the emotional intensity of the rela-
tionship, and the reciprocity of commitments 
between the actors. 

• Strong ties occur between people or firms 
with a working or professional history, 
higher levels of trust, willing to share more 
detailed information, and more apt to 
participate in joint problem solving.

• Weak ties occur between people or firms 
working within a different economic clus-
ter or context where there is infrequent 
contact. Weak ties provide access to new 
information, even novel industry informa-
tion, new contacts, and new information on 
business leads that are outside of existing 
networks.

While it may seem obvious that a dense network 
of strong ties is the optimal condition for a highly 
innovation-driven environment, research indi-
cates that both strong ties and weak ties are fun-
damental to firm success.  Two primary categories 
of networking assets emerge from this research: 

Networking assets that build strong ties focus on 
strengthening relationships within similar fields. 
These types of assets include: “tech regulars” 
workshops and training sessions for specific 
fields or technicians, cluster-specific meetings, 
industry-specific conferences and monthly 
meetings and industry-specific blogs for local 
firms and entrepreneurs. 

Networking assets that build weak ties focus on 
building new, often cross-sector, relationships. 
Examples include: networking breakfasts, tech-
jam start-up classes and clustering innovation 
centres, with the purpose of generating “collision 
points” between smart people.

What Makes a Successful Innovation Village?

The research above identifies the key foundations 
for building an Innovation Village which, in short, 
include:

• Building a collaborative leadership net-
work- co-operating on the design, delivery 
and marketing of the IV;

• Creating a vision that sets out how the IV 
will grow in the short, medium and long 
terms along economic, physical and social 
dimensions;

• Promote inclusive growth through employ-
ment, education opportunities, and social 
interactions;

• Enhance urban residential, industrial 
and commercial development (including 
collaborative spaces). 

Overall, the key message is that to create an Inno-
vation Village, it is necessary to:

“Evaluate the extent to which they have a critical 
mass of economic, physical, and networking 
assets to collectively generate the vitality that 
these districts demand. They need to evaluate 
the competitive advantages they have in certain 
economic sectors and learn how to cultivate 
them. And they need to ensure that they have 
the connectivity, diversity, and quality of place 
necessary to create a unique and vibrant envi-
ronment in which innovation can thrive.”

Case Studies 

Research triangle, North Carolina: The Research 
Triangle Park (RTP) is one of the largest research 
parks in the world covering 4 counties in North 
Carolina. The park is home to over 190 companies 
employing 50,000 workers and 10,000 contrac-
tors. Hailed as a centre of innovation since the 
late 1960s the RTP claims “The secret to our 
success is not our land; the secret is the fabric of 
our community.”

Recognizing that the 20th century model of 
suburban science parks demands an update 
RTP leaders are working to urbanize portions 
of the 7,000 acre park and its environs. By the 
mid-2000s RTP stakeholders became concerned 
that the park’s sprawling structure and closed 
research environment could hinder its long term 
success. In response, in 2012 the RTP foundation 
released a new 50-year master plan for physical-
ly remaking the area, with the purpose of both 
enticing workers to live nearby, and keeping and 
attracting firms that want to benefit from the 
“random collisions” that density and open inno-
vation offer. “Many of today’s knowledge workers 
expect amenities and opportunities to connect 
and share ideas in a socially dynamic setting,” 
the plan observes. “The independent campuses 
at RTP, mostly hidden behind trees, do not reflect 
this trend.”

Younger and more cosmopolitan workers find tra-
ditional suburban office parks to be isolated, less 
conducive to productive collaboration, and out of 
step with their preferences for active pedestrian 
lifestyles and transit accessible places to work.  
The master plan calls for a greater concentration 
of buildings and amenities, including the creation 
of a vibrant central district, the addition of up to 
1,400 multi-family housing units, retail and the 

4  The Rise of Innovation Districts : A New Geography 
of Innovation in America, page 5, 2014
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possible construction of a light rail transit line to 
connect the park with the larger Raleigh-Durham 
region, making the park more amenable to work-
ers seeking a place to work, live and play. 

Taking the lessons learned from the RTP forward 
into the development of Harwell it is paramount to 
attract and retain talent through providing all ele-
ments of the BI’s ‘Innovation Ecosystem’ model.  
A research park (work) is of limited success if it is 
void of places to live and play. 

Lessons for Harwell & Recommendations 
from Practitioners

It is evident that many of the opportunities iden-
tified through the delivery of Innovation Villages 
are reflected at Harwell and the development of 
Harwell can draw on much of the research that 
has been undertaken to date to inform the devel-
opment strategy for the site.  We can begin to 
see how the Innovation Ecosystem model works 
specifically in relation to the Campus (please see 
diagram below)

The economic forces at Harwell, given its position 
within Science Vale and the types of employers 
already established at the Campus, alongside 
the demographic of those individuals who will 
be attracted to the employment opportunities, 
provides an opportunity to create an Innovation 

Village, albeit on a smaller scale to many of those 
underway in the US. There is a significant compet-
itive advantage at Harwell and the opportunity to 
deliver more housing to support the employment 
offering. Delivering a high quality, ‘innovative’ 
environment will make a significant contribution 
to its success.  

In addition, the opportunity to involve existing 
companies established at the Campus at an 
early stage of the design process will ensure the 
proposals deliver the type of homes, shops, com-
munity provision and ‘innovation areas’ that will 
ensure people come together in one place rather 
than within isolated areas and housing estates 
across the Village. Utilising this expertise and 
best practice will inevitably aid the success of 
East Harwell as part of the wider campus.

6  The Rise of Innovation Districts : A New Geography 
of Innovation in America, page 5, 2014

THE HARWELL INNOVATION VILLAGE ECOSYSTEM
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Two Potential Modes of Living at Harwell

Experiencing the Harwell Innovation Village: A Day in the Life

Locating homes and ancillary uses alongside 
existing employment provides numerous benefits 
in supporting future economic and job growth at 
the Harwell Oxford Campus. The following ‘Day 
in a Life’ sequence set out below illustrates how 
new, complementary, land uses could be experi-

enced on a day to day basis to drive an innovation 
ecosystem extending beyond the traditional 
working day/versus a scenario where housing and 
ancillary uses are located further afield.

This approach not only generates an innovation 
ecosystem, by maximising the opportunity for the 

cross fertilisation of ideas, it is also inherently 
more sustainable and offers a better quality of 
life for those who work and live there. 

The 2nd day in a life sequence seeks to illustrate 
how this is contrasted if housing is not located at 
Harwell campus.

Cycling & walking to work

Ben lives in Harwell. Every morning 
he leaves home at 8.30 am in order to 
be early in the office. It is only a short 
distance to the office so he either walks 
or takes his bike. Today he  bumps into 
a colleague on the way. They have been 
meaning to discuss a great idea involving 
collaborative work and agree to meet for 
a drink in the pub later that evening.

Meeting co-workers at the cafe

As Ben lives so close to work he has 
time to grab a coffee and meet some 
of his colleagues before going into the 
office. He’s been introduced to some new 
co-workers from the main campus lab 
which is great as he’s been hoping to view 
the facility for some time.

Sharing new ideas with colleagues

Ben shares with his colleagues the news 
that he will be visiting the lab in the 
afternoon with his new acquaintances. 
They discuss the potential to collaborate 
with the guys in the lab and how it could 
lead to new innovative projects.

Driving to work

Ben lives in Wantage. Every morning he 
leaves at 7.30 am in order to be on time 
at the office. The traffic is bad most days 
so Ben needs to allow extra time for his 
commute. 

Catching up with colleagues

Ben made it just on time this morning and 
moans to his colleagues about the traffic 
and the poor condition of the road. He 
enjoys his job in a new business incubator 
but with no time for a coffee, he is straight 
into the office. 

Lunch at the desk

Ben is having lunch at his desk as there 
is not a great choice of places to eat or 
pleasant outdoor space to go to for lunch 
on the campus. 

8:30 8:40 9:15

Homes & ancillary uses 
located at Harwell Campus. 

With housing and ancillary 
uses integrated with Harwell 
Innovation Campus, the 
quality of life is much better 
and more sustainable.  The 
Innovation Village model has 
been used to illustrate this 
option.

Homes & ancillary uses located 
outside of Harwell Campus. 

With no housing or ancillary 
uses located at Harwell, all 
employees have to commute 
from nearby towns and 
villages and sometimes from 
further afield. This option 
is less sustainable, less 
productive and less attractive 
to potential employees.

7:30 9:00 13:00

HARWELL INNOVATION CAMPUS - ECOSYSTEM FROM 8.30AM TO AFTER 9.00PM

HARWELL BUSINESS PARK - ECOSYSTEM FROM 9.00AM TO AFTER 5.30PM
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Tour of the lab with a new acquaintance

Ben visits the lab and is shown how some 
of the equipment is used by his new 
colleagues. They agree to meet up soon to 
discuss their collaborative project. 

Tennis with co workers

With there being a number of sports 
facilities located within the campus, Ben 
is able to enjoy a game of tennis with 
friends and colleagues before heading 
home. Ben plays tennis in the local tennis 
club where some of his colleagues and 
friends are also registered. They have time 
to play one set before heading back home.

Family dinner

Ben enjoys his family dinner every 
evening  at 7.30 pm. He is  full of energy 
after tennis and is looking forward to an 
evening out. 

At the pub discussing further new ideas

There is a choice of venues on the Campus 
where Ben can go for a meal or to socialise 
in the evening. Tonight he goes to the pub 
where he meets with the colleague he 
bumped into in the morning. They discuss 
that opportunity to work together and 
begin generating new ideas.

Visiting a friend in her office

Ben is visiting a friend in one of the offices 
on the campus to discuss a potential 
collaboration on a project. Meeting space 
is limited and as there is no cafe they 
both sit at her desk. 

Driving back home from work

Ben is back on the road and gets stuck in 
traffic before reaching home. He is just 
on time for dinner. Ben is tired from his 
day and had no time to go to the gym that 
evening.

Family dinner 

The long drive made him grumpy but Ben 
still enjoys his family dinner. He was on 
time today but sometimes he is too late 
to eat with the rest of the family. 

Asleep after an exhausting day

Ben has no energy to go out and so 
finishes his day in front of the TV. 

15:00 17:30 19:30 21:00

15:00 17:30 19:30 21:00

Within the Innovation Ecosystem

Outside the Innovation Ecosystem

HARWELL INNOVATION CAMPUS - ECOSYSTEM FROM 8.30AM TO AFTER 9.00PM

HARWELL BUSINESS PARK - ECOSYSTEM FROM 9.00AM TO AFTER 5.30PM
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6.0 Site Selection Benefits

The Harwell Innovation Village supports the objectives of 
the Vale of White Horse’s District Council’s Local Plan. 

Locating development at the Harwell Innovation 
Village provides many strategic benefits from 
releasing development pressure on local villages 
to helping to protect the Green Belt and locating 
homes sustainably alongside job growth. 

The site is a sustainable choice for development 
as it provides a rare opportunity to develop a 
sustainable site next to a significant and growing 
employment location with excellent public trans-
port and walking and cycling links.

The following diagrams explore the overarching 
benefits of locating housing at the Harwell 
Campus.

1) REINFORCE THE HARWELL CAMPUS AS A NATIONALLY 
SIGNIFICANT CENTRE FOR INNOVATION

The Harwell Oxford Campus is a nationally signif-
icant economic driver and centre for innovation. 
Supporting the Campus’s aspirations for growth 
through the provision of housing serves to drive 
the Oxfordshire Knowledge Economy and consol-
idate Harwell’s role as a leading science, innova-
tion, technology and business campus which is 
host to an array of over £1 billion of world leading 
research infrastructure.

‘Our vision is to grow Harwell into one of the 
world’s largest and most important Science & 
Innovation Campuses, with even stronger links 
to many leading academic Universities within a 
broad R&D based community. The University of 
Oxford and Harwell have established a Partner-
ship for Discovery and Innovation’.

The Harwell Oxford Campus, http://harwellcampus.
com/come-to-harwell/our-vision

2) OPPORTUNITY TO COMPREHENSIVELY PLAN HARWELL CAMPUS

To date the piecemeal development of the Harwell 
Oxford Campus has limited potential for econom-
ic growth. Locating development at the campus 
provides a unique opportunity to comprehensive-
ly plan and optimise growth.

The form of development proposed reflects the 
particular needs at Harwell campus, including: 

• international influence and nature of 
workforce, some of whom will only be 
located at Harwell for a short period of 
time.  This emphasises the need for: 

• a mix of homes

• mix of tenures, including rented accom-
modation, serviced accommodation, key 
worker accommodation etc

• campus and contemporary character

•  minimising impacts on the AONB through a 
master planned approach, early landscape 
planting, siting, limits on height etc.

3) ENHANCE THE EXISTING INNOVATION ECOSYSTEM

The next major phase of employment develop-
ment at the Harwell Oxford Campus will cover just 
over 36 acres of land (5% of the whole campus) 
and could add just under 1 million sq ft of labs, 
offices and technical accommodation.

When fully occupied this phase has the potential 
to almost double the campus population. 

Locating housing and ancillary uses next to 
employment provides a self-contained, mutually 
beneficial relationship with the Harwell Oxford 
Campus. This approach enhances the innovation 
ecosystem to help deliver the campus’s future 
aspirations for sustainable expansion by co-lo-
cating the complementary land uses of new 
homes and employment.

‘Cross fertilization of talent and ideas will remain 
at the core of this open collaboration environ-
ment’.

The Harwell Campus, http://harwellcampus.com/come-to-harwell/our-vision/
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5) PROVIDE FACILITIES FOR EXISTING RURAL COMMUNITIES

Opportunity to reinforce the Harwell Oxford Cam-
pus’s role as a Larger Village (Local Plan category) 
to support existing local communities, where 
access to facilities is weak, including  West and 
East Hendred, West Hagbourne, Upton, Chilton, 
West IIsley and East Ginge

‘Core Policy 7: Providing Supporting Infrastruc-
ture and Services – to ensure new services and 
facilities are delivered alongside new housing 
and employment’.

(Local Plan 2031, Part 1, Strategic Sites and Policies, Vale 
of White Horse District Council, November 2014)

6) A SUSTAINABLE SITE: TRANSIT READY

Transit corridors are the backbone of sustainable 
urbanism. The existing high quality and frequent 
bus services linking Harwell Oxford Campus to 
other key destinations including Didcot, Oxford 
and Wantage have planned improvements. 

The Harwell Innovation Village is a transit ready 
site allowing the creation of a development that 
reduces the reliance of the private car through 
excellent public transport connections

7) A SUSTAINABLE SITE: WALKING & CYCLING NETWORK READY

Walking and cycling provides a range of benefits 
from reducing congestion to improving general 
health and saving money. The existing high quality 
and comprehensive walking and cycling network 
already connects the Harwell Innovation Village 
site to surrounding villages and the Harwell 
Oxford Campus.

The Harwell Innovation Village is a walking and 
cycling network ready site allowing the creation 
of a development that reduces reliance on the 
private car.

8) A SUSTAINABLE SITE: REDUCING THE NEED TO TRAVEL BY CAR

Locating housing and ancillary uses at the 
Harwell Innovation Village reduces existing and 
future congestion on the strategic road network, 
including the A34. By locating homes nearby to 
the workplace the need for external trips onto 
the strategic road network is reduced. There is of 
course no guarantee that those working at Har-
well will also live there, or vice versa.  However: 

• the lifestyle advantages of living and 
working at Harwell are evident

• the form, character and campus 
environment will be attractive to UK and 
internationally-based employees, some of 
who may only be located at Harwell for a 
short period of time

• the form, character and campus envi-
ronment will be less attractive to those 
households looking for a more convention-
al home / location

4) SIZE MATTERS

The Harwell Innovation Village provides the oppor-
tunity to create a self sustaining settlement. A 
development of 1,400 residents and 10,000 work-
ers triggers a range  of facilities to support the 
future growth of the campus and meet the needs 
of the existing surrounding network of villages.

Facilities include a new primary school, bars, 
shops, cafés and restaurants, community space,  
parkland and the potential to deliver an interna-
tional school.

9) PROTECT THE GREENBELT

Developing the Harwell Innovation Village for a 
residential led mixed-use development eases 
development pressure on the Oxford Green Belt.
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11) PROTECT THE CHARACTER OF EXISTING VILLAGES

Locating homes next to future job growth at the 
Harwell Oxford Campus eases housing develop-
ment pressure on existing villages and maintains 
their unique character.

10) INFRASTRUCTURE READY

Given the extent of Government investment to 
date at Harwell, facilitating its projected growth, 
no major infrastructure is required to deliver the 
development proposals other than what is typical 
for this type of development.

Locating homes at the Harwell Innovation Village 
helps to support existing planned improvements to 
public transport along the A4185 (Newbury Road) 
through the creation of additional passengers.

The Harwell Innovation Village is already well 
served by excellent highway infrastructure.
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CREATE A COMPLEMENTARY AND COMPREHENSIVE PEDESTRIAN & CYCLE NETWORK

Create a sustainable village that encourages healthy forms of movement 
including walking and cycling by providing a coherent network of existing 
and proposed routes connecting employment areas with residential and 
ancillary uses, the wider countryside and surrounding villages. 

Enhance pedestrian and cycle connectivity by introducing dedicated cross-
ing points at key locations along Newbury Road. The dedicated crossing 
points could include localised carriageway narrowing, changes in surface 
materials and tree planting.

CREATE A GENEROUS AND DIVERSE NETWORK OF PUBLIC OPEN SPACE AND LANDSCAPE CORRIDORS

Create a generous and diverse green network of public open space and 
landscape corridors to integrate the employment growth of the Harwell 
Oxford Campus with housing and ancillary uses of the Land East and North 
of Harwell. This approach:

• encourages walking and cycling

• provides recreation and leisure space

• provides conduits for wildlife movement

• helps to mitigate visual impact 

• provides a network for a Sustainable Urban Drainage System

• allow space for a productive landscape

7.0 Site-Wide Strategy

Development Principles: Campus & Land to the North and East 

The following sections set out the development principles for the Harwell 
Innovation Village as a whole & it’s constituent parts of the Harwell 
Oxford Campus 1, Land North of Harwell 2 & Land East of Harwell 3.

The following sequence of diagrams illustrate 
the guiding principles for the growth the Harwell 
Innovation Village, inclusive to the Harwell Oxford 
Campus, the Land East of Harwell and the Land 
North of Harwell.

The principles provide the holistic framework necessary to fulfil the cam-
pus’s ambitions for job growth by fully integrating campus employment with 
housing land to the north and east to create an Innovation Village ecosystem 
of national and international significance. The strategy diagrams include 
guiding principles for pedestrian, cycle, public transport, access, landscape 
and land use.

1

2

3

Ha
rw
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l In

novation Village
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A RATIONAL DISTRIBUTION OF LAND USES

Locate complementary land uses including employment, residential and 
ancillary uses to:

• drive an ecosystem that encourages innovation beyond the working 
day

• rationalise employment uses on Harwell Oxford Campus by cluster-
ing research sectors to encourage the cross fertilisation of idea and 
increase efficiency

• create a sustainable distribution of mixed-use hubs to create walk-
able neighbourhoods

• reduce the need to travel from home to work

CREATE A COMPREHENSIVE MOVEMENT STRATEGY

Create a comprehensive movement strategy to establish an integrated 
village by:

• enhancing pedestrian and cycle connectivity by introducing dedicat-
ed crossing points at key locations along Newbury Road. The dedi-
cated crossing points could include localised carriageway narrowing, 
changes in surface materials and tree planting.

• accommodating the preferred core public transport alignments 
(B&C) identified in the Science Transit and Bus Strategy, Didcot-Har-
well Public Transport Study, VoWH & OCC, August 2014.

Education

Data

Hub

Flexible

R&D/Technology

Space Cluster

Campus/Collegiate

RAL

Conference/Amenity

Big Science

Residential Led
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8.0 Area Framework: Harwell Oxford Campus

Development Principles

The following sequence of diagrams show the key principles 
for the development of the Harwell Oxford Campus.

1. THE CAMPUS TODAY

Harwell is a vast, world renowned Campus of 710 acres (290 hectares) sur-
rounded by a spectacular landscape, less than 15 miles south of Oxford. 

Harwell is already a leading Science & Innovation Campus in Europe, hosting 
over 5,000 people working in more than 200 organisations. The UK Govern-
ment continues to make major multi-billion pound scientific infrastructure 
investments on Campus.  

Every major industry sector in which the UK economy is actively involved 
either resides at Harwell in some form or visits the campus to conduct 
research and product development.

Source: http://harwellcampus.com/come-to-harwell/our-vision/

2. RETAIN, ENHANCE & COMPLETE STRATEGIC LANDSCAPE INFRASTRUCTURE

The site’s many existing trees make a positive contribution to the character 
of the landscape around the campus, and, perhaps more importantly, they 
filter and screen views to most of the buildings, parking areas and hard-
standing within the campus.  

Limited harmful effects on the wider landscape are very much contained by 
the area’s topography and the existing and proposed landscape structure 
around and within the campus.

37

HARWELL: AN INTEGRATED INNOVATION VILLAGE



3. CREATE A WALKABLE NETWORK OF LANDSCAPE CORRIDORS & OPEN SPACES

Create a comprehensive network of landscape corridors and open spaces 
for the benefit of local flora and fauna. The green network creates dedicated 
walking and cycling corridors to provide strong connections with the housing 
allocations at the Land East and North of Harwell.

4. RATIONALISE AND CLUSTER LAND USES

Rationalise and cluster land uses to increase efficiency and maximise the 
opportunity for collaborative working.

Maximise use of land for employment uses by redeveloping underutilised 
areas within the Enterprise Zone.

Data

Hub
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R&D/Technology

Space Cluster

Campus/Collegiate

RAL
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5. CREATE THE HARWELL INNOVATION HUB

Create complementary hubs with facilities for all to enjoy to encourage the 
cross fertilisation of ideas and activity after working hours. Those bene-
fiting from the Harwell Innovation Village Hubs include the Harwell Oxford 
Campus workers, residents in the surrounding network of villages and new 
residents in the housing allocation sites at North and East of Harwell.

Uses could include bars, shops, cafe, restaurants, a business incubator, 
an apart-hotel, serviced homes, facilities such as a community hall and an 
Innovation Centre.

6. ADDRESSING MOVEMENT & SEVERANCE

The Harwell Campus benefits from new infrastructure that is being deliv-
ered currently. The Science Vale Transit proposals will help transform public 
transport locally enhancing frequency, reliability and journey times. 

Enhance pedestrian and cycle connectivity to the housing allocation at 
the Land East of Harwell by introducing dedicated and integrated crossing 
points at key locations along Newbury Road. The dedicated crossing points 
could include localised carriageway narrowing, changes in surface materi-
als and tree planting.

39

HARWELL: AN INTEGRATED INNOVATION VILLAGE



9.0 Area Framework: Land North of Harwell

Development Principles

The following overview has been prepared utilising 
publicly available information and will need to be 

supplemented once further information is available. The 
following sequence of diagrams show the key principles 

for the development of the Land North of Harwell.

1. THE SITE TODAY

The site today (18.93 ha) is comparatively flat and comprised of agricultural 
fields with small blocks of woodland and a network of hedgerows. The site 
is bound by the Harwell Oxford Campus to the south and Newbury Road to 
the East.

2. RESPONDING TO THE LOCAL PLAN ALLOCATION FOR 850 NEW HOMES

The Vale of White Horse Local Plan 2031 Part 1: Strategic Sites and Policies 
allocates 550 new homes and associated infrastructure on the land North 
of Harwell Campus.
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3. ESTABLISH LANDSCAPE/MOVEMENT CORRIDORS

Create multi-functional green corridors for pedestrian and cycling movement 
between the campus and the housing allocation at the Land East of Harwell. 
The corridors also serve as recreation, play and growing spaces and wildlife 
movement routes. Create a landscape buffer to the Icknield Way.

4. ESTABLISH STRATEGIC PLANTING SCREENS

Locate planting buffers within the site’s perimeter landscape corridors/
assets to help mitigate views of development from key locations including 
Didcot and the Ridgeway.

5. ADDRESSING VEHICULAR MOVEMENT

Create a vehicular access to Newbury Road and the Harwell Oxford Campus.

6. COMPLEMENTING DEVELOPMENT BLOCKS

Residential-led blocks enclose public space and streets to provide natural 
passive surveillance. The block structure and orientation complements 
the neighbouring campus with the majority of homes orientated south to 
maximise the opportunity for passive solar gain.
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10.0 Area Framework: Land East of Harwell

Development Principles

The following sequence of diagrams show the key principles 
for the development of the Land East of Harwell.

1. THE SITE TODAY

The site today (61.74 ha) is comparatively flat and is comprised of agricultur-
al fields with small blocks of woodland and a network of hedgerows.

The site is bound by the Harwell Oxford Campus to the west and the A34 to 
the East.

2. RESPONDING TO FUTURE HARWELL-OXFORD CAMPUS DEVELOPMENT

The Harwell Oxford Campus’ vision is to grow into one of the world’s leading 
and most important Science & Innovation Campuses.

The next major phase of development could add just under 1 million sq ft of 
labs, offices and technical accommodation. When fully occupied this phase 
has the potential to almost double the campus population. 
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3. RESPONDING TO THE LOCAL PLAN ALLOCATION FOR 850 NEW HOMES

The Vale of White Horse Local Plan 2031 Part 1: Strategic Sites and Policies 
shows 850 new homes and associated infrastructure on the land East of 
Harwell Campus. 

4. ESTABLISH LANDSCAPE/MOVEMENT CORRIDORS

Create multi-functional green corridors for pedestrian and cycling move-
ment between the campus and the new Harwell Innovation Village. The 
corridors also serve as recreation, play and growing spaces and wildlife 
movement routes.

The corridors are aligned to key destinations such as the proposed Innovation 
Village Hub, Diamond Light Source and sports pitches.
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5. CREATE THE HARWELL INNOVATION VILLAGE HUB

Create a complementary hub with facilities for all to enjoy, to encourage the 
cross fertilisation of ideas and activity after working hours. Those benefit-
ing from the Harwell Innovation Village Hub include Harwell Oxford Campus 
workers, residents in the surrounding network of villages and new residents.

Uses could include bars, shops, cafe, restaurants, a business incubator, an 
apart-hotel, and community facilities such as a village hall. A secondary, 
smaller hub is located in the Southern Area of the Development.

6. PROVIDE A NEW 2FE PRIMARY SCHOOL

Locate a new 2fe primary school and (potentially) an international school in 
an accessible location for new residents either side of Newbury Road.  The 
international school would support campus growth by catering to a signifi-
cant proportion of the workforce originating from outside the UK.
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7. ESTABLISH STRATEGIC PLANTING SCREENS

Locate advanced planting buffers within the landscape corridors/assets to 
help mitigate views of development from key locations including Didcot and 
the Ridgeway.

8. CREATE A VARIETY OF CONNECTED SPACES

Create internal anchor spaces, each with a distinct character. Establish a 
north-south green ribbon to provide off-road cycle and pedestrian routes 
and a green and peaceful outlook for new homes.

The north-south green ribbon is aligned to maintain key views back to the 
Ridgeway from within the new development area.

“Create a complementary hub with 
facilities for all to enjoy to encourage to 
cross fertilisation of ideas and activity 

after working hours.”
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9. ESTABLISH HARWELL INNOVATION VILLAGE PARK

Create Harwell Innovation Village Park - a new space for all to enjoy. The 
park completes the eastern most extent of the development and links 
existing public rights of way, including the Icknield Way Trail, to the Harwell 
Innovation Village.

The Harwell Innovation Village Park creates a positive and sensitive interface 
with the countryside and provides a range of open space functions including 
sports pitches, allotments and community gardens, meadow landscape and 
sustainable urban drainage ponds.

10. ADDRESSING VEHICULAR MOVEMENT & SEVERANCE 

Enhance pedestrian and cycle connectivity by introducing dedicated 
and integrated crossing points at key locations along Newbury Road. The  
dedicated crossing points could include localised carriageway narrowing, 
changes in surface materials and tree planting. 
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11. ACCOMMODATING POTENTIAL PREFERRED CORE PUBLIC TRANSPORT ALIGNMENT

The emerging Harwell Innovation Village framework has the capacity to 
accommodate the preferred core public transport alignments (B&C) iden-
tified in the Science Transit and Bus Strategy, Didcot-Harwell Public Trans-
port Study, VoWH & OCC, August 2014.

12. AN INTEGRATED INNOVATION VILLAGE

Opportunity to provide new cycle and pedestrian routes to integrate new 
residents with the campus and strategic leisure resources including the 
Ickneild Way, sports pitches, open countryside and surrounding villages.

“The Harwell Innovation Village Park 
creates a positive & sensitive interface 
with the countryside & provides a 

range of open space functions.”
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13. COMPLEMENTING DEVELOPMENT BLOCKS

Residential-led, mixed-use, blocks enclose public space and streets to 
provide natural passive surveillance. The block structure and orientation 
complements the neighbouring campus with the majority of homes orien-
tated south to maximise the opportunity for passive solar gain.

14. LAND USE

Provide a range of complementary land uses to support the future economic 
and job growth at the Harwell Oxford Campus.

Residential

Education

Harwell Innovation Hub

Residential & Serviced 
Accomodation
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15. HEIGHTS

Create a hierarchy of buildings heights to emphasise key frontages and 
public open spaces.

Up to 12m

Up to 9m

Up to 11m

Up to 15m

“Residential-led, mixed-use, blocks 
enclose public space and streets to 
provide natural passive surveillance.”
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LAND EAST OF HARWELL ILLUSTRATIVE MASTERPLAN

01

01

01

01

02

02

03

04

04

04

05

05

05

06

07

08

09

10
11

13

13

14

14

14

14

15

16

17

18

18

18

19

19

20

26

21

22

22

23

24

25

22

22

13 13

13

13

13

13

12

12

12

12

06

06

06

06

50

HARWELL: AN INTEGRATED INNOVATION VILLAGE



Illustrative Masterplan

The Land East of Harwell supports the future growth of 
the campus by providing complementary uses such as a 

range of homes, mixed-uses and quality public realm. 

Designed as a walkable and sustainable campus 
environment, the Land East of Harwell integrates 
seamlessly with the neighbouring employment 
area of the campus and residential neighbour-
hood to the north to create a cohesive Innovation 
Village that promotes the cross fertilisation of 
ideas beyond the confines of the working day.

The numbers include up to 850 homes. Other uses 
could include:

• 1 x 2FE Primary School to support resident 
population

• 1 x 2FE International School to support the 
international family demographic of the 
Harwell Oxford Campus

• Innovation Village Hub

• Business hotel plus serviced houses 
and flats to support secondments to the 
Harwell Oxford Campus

• Business accelerator and/or incubator

• Creche and older children’s play

• Community centre

• Shops, bars, cafes and restaurants 

• Public house

• Doctors

• Dentist

• Harwell Innovation Village Park including 
sports pitches, wetland, meadows and 
a productive landscape including urban 
agriculture

Key

1. Newbury Road

2. Maintained and enhanced public open 
space

3. Existing footpath

4. Public Right of Way

5. Icknield Way

6. Neighbourhood Road

7. Public open space buffer to the Icknield Way

8. Retained block of woodland

9. 2fe Primary School

10. 2fe International School

11. Pocket park

12. Landscape/movement corridor

13. Strategic tree planting buffer

14. North-south ‘green ribbon’

15. Sports pitches

16. Parkland

17. SUDS ponds

18. Wetland/meadow

19. Neighbourhood green

20. Harwell circus

21. Meadow landscape/movement corridor

22. Communal green

23. Harwell Innovation Hub

24. Harwell Innovation Centre

25. Serviced Homes

26. Local Centre
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ARTIST’S AERIAL IMPRESSION: VIEW FROM THE NORTH-EAST LOOKING TOWARD THE HARWELL OXFORD CAMPUS
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ARTIST’S AERIAL IMPRESSION: VIEW FROM THE NORTH-EAST LOOKING TOWARD THE HARWELL OXFORD CAMPUS
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ARTIST’S AERIAL IMPRESSION: VIEW FROM THE SOUTH-EAST LOOKING TOWARD THE HARWELL CAMPUS
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ARTIST’S AERIAL IMPRESSION: VIEW FROM THE SOUTH-EAST LOOKING TOWARD THE HARWELL CAMPUS
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ARTIST’S IMPRESSION: HARWELL INNOVATION HUB AND LANDSCAPE CORRIDOR
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The Land East of Harwell seeks to create a walk-
able campus character of generous public open 
space that integrates seamlessly with the land-
scape, streets and spaces of the Harwell Oxford 
Campus employment area. 

A dedicated campus character is created by:

• A range of land uses that support the job 
growth of the Harwell Oxford Campus. 
This includes, but is not limited to, an 
international, apart-hotel and serviced 

houses and apartments and the mixed 
uses of bars, shops cafes, public houses, 
innovation centre and community uses of 
the Harwell Innovation Hub

• A range and mix of homes that meet the 
needs of the campus employees

• Affordable homes that are designed to 
meet the needs of Harwell Oxford Campus 
workers

• Communal electric bike points

• Car club initiative

• A program of community initiatives such as 
sports clubs

• A resident association that manages 
community assets

• Communal landscape that provides dedi-
cated, safe and convenient pedestrian and 
cycle routes 

• Communal productive landscape of com-
munity gardens, orchards and allotments

ARTIST’S IMPRESSION: HARWELL INNOVATION HUB AND LANDSCAPE CORRIDOR
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HARWELL INNOVATION HUB

NEIGHBOURHOOD SUDS STREET

LANDSCAPE THAT PROVIDE WILDLIFE HABITAT & CORRIDORS FOR WALKING & CYCLING

CONTEMPORARY ATTITUDE TO NEW HOMES

The images outlined on the following pages set out a forward 
facing contemporary design language that befits the cutting 
edge research and development activity undertaken at the Har-
well Oxford Campus.

The design for new homes should be bespoke to the site and in 
keeping with the spirit of innovation.
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NEIGHBOURHOOD SUDS STREET

LANDSCAPE THAT PROVIDE WILDLIFE HABITAT & CORRIDORS FOR WALKING & CYCLING

CONTEMPORARY ATTITUDE TO NEW HOMES
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11.0 Community & Stakeholder Engagement

It is important the the proposals across Harwell campus are 
prepared in a collaborative manner, including all those with an 
interest and influence.  It is also hoped that the proposals can 

be worked up in close collaboration with Harwell campus

Following the Inspectors Report into the Vale of White Horse Submitted 
Local Plan 2031, assuming the allocations remain, a community and stake-
holder engagement strategy will be agreed with the Council.  This will need 
to involve the following organisations: 

• Vale of White Horse Council - planning, leisure, environment, housing, 
economic development & other representatives as necessary

• Oxfordshire County Council - transport, education & other represen-
tatives as necessary

• Harwell campus

• LEP

• AONB Board

• Parish Councils

• local amenity groups

• Wildlife & ecological groups

• Employers and employees at Harwell campus

• local residents

• Oxford University

• Culham Europa school

• Market operators of international school

• Government depts (Bus, Innovation & Skills; Education; Trade & 
Investment)

It is anticipated that a range of approaches will be undertaken so as to best 
secure positive and beneficial engagement, including: 

• design charities / workshops

• one to one meetings

• planning weekends

• exhibitions

• open days

PUBLIC ENGAGEMENT ESTABLISHED COMMUNITIES CONNECT WITH THEIR ENVIRONMENTCHILDREN DESIGNING THEIR SCHOOLYARD

BRINGING SCHOOL PROJECTS AND LOCAL BUSINESSES TOGETHER
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12.0 Conclusions

This Development Framework has comprehensively considered the 
growth of Harwell Campus to 2031.  The proposals within this framework 
show how the development of an innovation village at Harwell facilitates 

economic growth targets for the Campus while respecting the special 
setting of the North Wessex Downs Area of Outstanding Natural Beauty. 

The Development Framework sits within a 
hierarchy of plans for Harwell Campus, ranging 
from Government investment, City Deal, the 
Strategic Economic Plan, and the emerging Vale 
of White Horse Local Plan 2031. The framework 
also responds to historic strategies for Harwell 
Campus, going as far back as the 1940s when it 
became the Atomic Energy and Research Estab-
lishment, through to commercialisation and 
subsequent expansion in the 1990s. 

Development of an innovation village at Harwell is 
key to delivering the economic growth targets set 
out in these plans.  This Development Framework 
follows the key tenants of an innovation village, 
creating connectivity, diversity, and quality of 
place to create a unique and vibrant environment 
in which innovation can thrive. 

The innovation village builds on the existing facil-
ities at Harwell Campus which create a strong 
starting point for developing a community.  It 
also proposes the delivery of a range of new 
facilities, including primary and international 
education, shops, bars, cafes, innovation centre, 

and community gardens. The residential offer 
at the Harwell Innovation Village will respond to 
the bespoke needs of its employees, delivering a 
housing product and tenure and urban environ-
ment tailored to their lifestyle.  

The proposals respond sensitively to the AONB 
and would only result in minor negative effects 
to the AONB in limited locations, while in some 
areas the proposals result in a minor improve-
ment to existing views. Overall, the Development 
Framework proposes a sustainable development, 
responding to its landscape setting, to unlock 
significant economic growth potential at Harwell 
Campus.

As set out in our community engagement strat-
egy we will be engaging with a wide range of 
stakeholders over the coming months to refine 
the proposals for the Innovation Village.  This 
document, subject to consultation, will form the 
basis of a planning application for development 
at Harwell Campus, and if needed by the Council, 
a Supplementary Planning Document for the 
whole Campus. 
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On 16 March 2016, the Chancellor asked the National Infrastructure Commission to make 

recommendations to government to maximize the potential of the Cambridge – Milton Keynes – 

Oxford corridor. The commission launched a 12 week call for evidence closing on 5 August 2016 

asking interested parties to submit evidence, ideas and solutions. 

www.gov.uk/government/consultations/cambridge-milton-keynes-oxford-growth-corridor-call-for-

evidence 

Railfuture responses to the questions the commission is particularly keen to focus on in this initial 

phase of work are: 

 

Question 1 

Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local 

economies and are perceived as highly desirable places to live. 

What have been the key drivers of that success? 

a) Their success has been built on proximity to London. All are within an hour’s 
commute to the capital which provides finance, access to markets, education and 
skills as well as its cultural offering 

b) All are surrounded by countryside. Although this makes for an attractive 
environment in its own right it has also given these towns room to expand and 
develop cultural and economic catchments. 

c) They have, particularly in the case of Oxford and Cambridge, world renowned 
academic institutions which attract a highly skilled graduate workforce as well as 
offering facilities for scientific research 

d) In combination these attributes have created a science led economy with a cluster of 
cutting edge businesses. 

 

What is holding back further growth and greater productivity? 

a) Growth has come at a price. Congestion is now seen as a real issue by potential 
investors. Larger conurbations have a legacy of transport infrastructure inherited 
from the 19th century. The towns in this corridor have grown in size but their 
transport systems have failed to develop at the same rate, often through lack of 
available capital. Much of this growth has come in the last 40 years after much of the 
rail infrastructure linking these towns had been allowed to decline and, eventually 
close. 

Railfuture response to  

Cambridge – Milton Keynes – Oxford:  

'growth corridor' call for evidence 

https://www.gov.uk/government/consultations/cambridge-milton-keynes-oxford-growth-corridor-call-for-evidence
https://www.gov.uk/government/consultations/cambridge-milton-keynes-oxford-growth-corridor-call-for-evidence
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b) Access to affordable housing. Although there has been much housing development 
along this corridor, it has failed to keep pace with demand. House prices, particularly 
in Oxford and Cambridge are now on a par with prices in London. To provide a mix of 
housing for both the skilled and semi-skilled workforce and their families that the 
economy needs, then their needs to be greater investments in housing as well as the 
transport infrastructure to get people from their homes to places of work, 
education, entertainment, healthcare and shopping 

 

c) Availability of reasonably priced business premises for supporting industries. 
 

In particular, what planned or new infrastructure improvements would best support sustainable 

growth and promote innovation over the long-term? 

Undoubtedly the most important and significant new infrastructure is the proposed East-West Rail 

link which will connect East Anglia with the Thames Valley and the West and will provide the 

principle spine through the Oxford to Cambridge corridor. Railfuture fully support this project and 

welcome its inclusion in the terms of reference to the National Infrastructure Commission (NIC). In 

particular we would like to emphasise the need for the NIC to work with the East West Rail 

Consortium and Network Rail and in no way to delay progress. Indeed, we see the involvement of 

the NIC as helping to accelerate the development of this line and to identify funding mechanisms to 

supplement the resources available within Network Rail’s own capital programme.  

Does the corridor require better connectivity to other major centres of growth? 

The East-West Rail (EWR) project offers a unique opportunity to link this corridor to other important 

centres. To the west the railway links it to Swindon, Bristol and South Wales, to the south, Reading 

and Heathrow airport. To the east it links to Norwich and Ipswich with important science and 

telecommunication industries of their own. The EWR therefore brings growth opportunities 

throughout East Anglia and the South Midlands. 

The rail link is also a vital artery for the growing logistics business. This year has seen the 

introduction of the 32nd and 33rd daily freight service from the UKs largest container port at 

Felixstowe. Currently the only lines available for this developing traffic are the North London Line 

(NLL) and the Felixstowe to Nuneaton (F2N) corridor via Ely. Both are congested pinch points on the 

UK rail network and there is a growing need to develop additional routes from the Haven Ports to 

the distribution centres in the midlands. In particular, the EWR permits access to distribution centres 

in Daventry and the Northampton area with the potential ‘Rail Central’ distribution centre near 

Blisworth requiring an east to north connection at Bletchley. Within the next ‘control period’ (2019-

24) the daily flow of intermodal trains from Felixstowe is forecast to grow to 42 per day with 

demand expected to grow to 90 per day by 2043 (source: Network Rail Anglia Route Study). 

 

  



   

2nd August 2016  3 
   

Question 2  

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognizable 

economic corridor? 

One might think that the concept of towns forming natural ‘economic clusters’ is less readily applied 

in the modern world with the development of communication technology. In the past, ‘clusters’ 

have developed around types of industry that developed from the presence of natural resources. 

From these, as importantly, developed a common set of interchangeable skills. It is noteworthy that 

these transferable skills often became more important than the original function of the cluster. 

The towns in this corridor all share similar growth pressures brought about by the development of a 

variety of high tech industry that need to share the available pool of skills as well as their convenient 

location in relation to London described above. 

Towns with common ‘community of interest’ are likely to develop relationships with one another 

along recognised transport corridors or through a shared interest in their improvement. Some towns 

can find themselves in more than one such ‘cluster’. As much of the road and rail network radiates 

from London, so the towns along these radial corridors form links that are linear in nature. 

Northampton and Milton Keynes are obviously linked by their proximity to one another and their 

shared road and rail links. Yet Northampton does not enjoy the same relationship with Bedford or 

Oxford. Once completed, the East-West Rail link will unlock a matrix of journey opportunities 

including to Stansted and Luton airports. It will uniquely provide a transport artery linking the main 

radial routes from London without having to travel into the capital: the Great Western, Chiltern, 

West Coast, Midland, East Coast, West Anglia and Great Eastern main lines, and the towns and cities 

that lie along them, will all be served by East-West Rail. 

For this economic corridor to function cohesively requires a step-change in the transport 

connectivity enabling the exchange of skills and ideas among this group of towns and cities who 

share an appetite for growth. 

So, yes there is a recognisable economic corridor but it does not function efficiently as such because 

of the lack of a high quality railway link. Getting the skills pool being utilised efficiently is of 

paramount importance. 

If so:  

What factors unite the area? 

See answers to Questions 1 and 2 above. 

Would greater emphasis on corridor-wide planning and decision making benefit local communities 

and local economies? 

We believe it would. Local communities benefit from the certainty provided by commitment to new 

strategic infrastructure that will provide the focus for new development and will enable it. The 

creation of the ‘East-West Rail Consortium’ of local authorities is a perfect example of the ‘bottom 

up’ approach taken by towns and cities who recognised the benefits of coming together to lobby for 

infrastructure that would bring common benefit. Founded by Ipswich Borough and Milton Keynes 

councils in the 1990’s the consortium now boasts a membership of all county and most district 

councils along the route and has enjoyed the cross party support of MPs, local enterprise 

partnerships as well as Network Rail, the Department for Transport and the Treasury! 
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Would that same emphasis on coordinated planning and decision making provide wider benefits 

for the UK economy? 

Yes. Other examples are emerging, such as the ‘Northern Powerhouse’ and the partnership 

approach through witnessed in the ‘devolution’ agenda. The particular case of the Oxford-Milton 

Keynes-Cambridge arc will, as described above, bring benefits to the adjacent regions of the UK by 

offering connectivity which is absent at present. 

There is currently no east/west rail link between the North London line in the south and the 

Birmingham – Leicester line 95 miles to the north, and a line through the growth corridor would 

reduce this gap in the network and also link to major distribution centres around Daventry and Hams 

Hall .   

Should adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning? 

Yes. There are 3 main reasons for this:- 

a)  As described above, this corridor needs to extend into East Anglia. To the east of 
Cambridge, the railway already exists towards Norwich and Ipswich yet services along these 
routes need to be improved in both frequency and journey time. These improvements will 
naturally accrue if investment in the East-West rail corridor is integrated into the broader 
network at each end. 

 

b)  As the main cities along this corridor continue to grow, so they will continue to generate 
their own commuting catchments. Towards the east of the corridor, Cambridge is generating 
significant travel to work patterns that are unevenly catered for by road and rail. To the 

north, Ely enjoys a frequent service into Cambridge and rail attracts a large 
proportion of these journeys. Newmarket, although the same size and distance by 
both road and rail from Cambridge, attracts very few rail users as the rail service is 
both infrequent and poorly timed. Other important settlements such as Wisbech, 
Haverhill and Cambourne are not currently rail served. This imbalance creates 
greater pressure on the local road network resulting in congestion and poor air 
quality in the city of Cambridge. Further east Bury St Edmunds and Ipswich could be 
brought within an hour’s reach with the introduction of a semi-fast service. 

 

c) The greater the scope of investment, the more useful and politically popular the 
investment becomes. Investment in a particular region can be demonstrated to 
benefit adjacent regions and thus generate additional jobs, wealth and tax revenues. 

 

 

Question 3  

Describe your vision to maximise growth, maintain a high quality environment, and deliver more 

jobs and homes across the corridor over the next 30 years: 

“The development of well-connected and affordable settlements offering maximum mobility and 

prosperity for their inhabitants with the minimum environmental impact” 

What does that mean for growth and infrastructure investment in your area? 
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The key to maximising growth, while maintaining a high quality environment, is the development of 

a frequent and reliable low carbon transport service. The East West Rail link is at the top of the 

transport hierarchy required to satisfy the mobility requirements of this corridor. 

a) Speed 
b) Frequency 
c) Cleanliness (electrification) 
d) Convenient choice of destinations 
e) Good connectivity 

 

What steps are currently being taken to realise that vision, and what more needs to be done? 

The work being undertaken by the Department of Transport, Network Rail and the East-West Rail 

Consortium of Local Authorities is an important first step to realising this vision. What needs to be 

done is the final determination of the route between Bedford and Cambridge and the financial 

commitment from the treasury to bring forward the railway at the earliest opportunity. 

What value could new cross-corridor intercity road and rail links bring? 

The value of the East-West rail link will be a direct investment in the economic productivity of the 

region. The saving in journey time, the relief of congestion and the ability through the provision of 

Wi-Fi on trains permits people to work while on the move. The railway provides a missing link in the 

nations transport network and permits travel not only between the towns and cities along the route 

but completes a matrix of journey opportunities with the major main lines radiating from London to 

the east, west and north of Britain. From anywhere along the route, every major city in the UK will 

be accessible with a single change of train. 

Good road links are also required. Although additional road capacity between these towns and cities 

can be provided it is far more difficult to achieve this and associated parking within existing centres. 

Unless radical and potentially unpopular solutions are adopted in city centres the benefits of new 

roads will be compromised (e.g. road tolls, congestion charging or loss of green space). 

How do these compare to other transport initiatives e.g. intra-city links, or wider infrastructure, 

priorities? 

East-West Rail is key but needs complementary investment in quality local schemes such as light rail 

in Cambridge. 

Question 4  

Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 

We recall the multi modal studies of the 1990’s which were seen as justifying current road-based 

projects which lacked public support. Cambourne, west of Cambridge, is an example of a poorly 

planned major settlement which lacks longer distance public transport provision. 

Question 5  

Are you aware of any examples of UK or international good practice, for example in respect of 

new technology, local frameworks or the built environment, that are relevant to this review? 
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A) In the UK the route between Cambridge and London Kings Cross via Royston and Stevenage has 

been developed since electrification in the 1990s into a high quality link. A timetable has been 

developed that consisted of a series of overlapping services; fast, semi fast and stopping. 

This has allowed each segment of the market to grow. The fast non-stop half hourly service from 

Cambridge to London has been fundamental in allowing the immensely important high tech 

industries in and around Cambridge to flourish. 

The train service has enabled the development of housing along its route including to the north at 

Waterbeach, Ely, Littleport, Downham Market, Watlington and Kings Lynn. Service development is in 

hand to cope with growth. It is noticeable that other rail routes, say out to March and Thetford, have 

not seen growth owing to poor service levels, while Wisbech, without a rail link, has failed to realise 

its potential. 

The sector needs to recruit its highly skilled workforce from a wide area but above all from the 

London area. There are large numbers of youthful workers who are prepared to travel from London 

each day as they want to live there as they appreciate the London lifestyle and excitement. The 

locally recruited workforce comes largely from the universities but the fast link to London is much 

valued for leisure and access to venture capital. The excellent train service has enabled the hi-tech 

industries to recruit and retain staff. 

Along the route the various parts of the timetable provide half hourly connections to and from 

Cambridge to other high tech centres at Melbourn via Meldreth, Stevenage and Hatfield. London has 

been mentioned for finance and networking but it has its own fast developing technology cluster 

around Old Street whose station is directly linked to Cambridge via Finsbury Park. It is no accident of 

planning that huge and soon to open Francis Crick Institute at King Cross / St Pancras is built at the 

end of the frequent 45 minute train journey from Cambridge. 

The development goes on along this route. Cambridge station now handles a footfall of 11 million a 

year with growth of 6% year on year. The City station is the centre of massive business /office block 

building project with Microsoft moving to a new block next to the station so important is the railway 

to them. Cambridge North is being developed two miles to the north of central Cambridge and will 

serve the ever expanding north Cambridge science parks. The rapidly bio medical park just to the 

south of Cambridge is to get its own station within two years. 

The railway to Cambridge from London Liverpool Street is fast developing its own science based 

hubs around for example Whittlesford/Great Chesterford, Harlow. So rapid is the growth of these 

industries that Cambridge creates £1 in every £100 produced in the UK. The science and bio tech 

industries are international in outlook. There are many daily trips both on short haul flights as well as 

to the USA, South Asia and the Far East. Links to airports are essential. Already reasonable links are 

available to Stansted and when Thameslink comes to fruition in 2018 excellent links will be available 

to Gatwick and Heathrow via Farringdon and Crossrail. East/West rail must provide through links via 

Bedford from Cambridge and the east to Luton Airport. 

B) Excellent practice can be studied in the Netherlands at the Sloterdijk development to the west of 

Amsterdam. A state of the art transport hub has been to developed to be the catalyst of hi tech 

industry in and around Amsterdam. High Speed, intercity, international, local trains, metro, trams, 

buses all meet to interchange. All around new research and business parks are developing. 
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National Infrastructure Commission (NIC): Cambridge – Milton Keynes – Oxford: 
‘growth corridor’ call for evidence  
 
 
Introduction 
 
RICS – Royal Institution of Chartered Surveyors - is pleased to respond to the above 
consultation. Intelligent infrastructure planning is vital to the social and economic health of the 
country, and the creation of the NIC to identify the UK’s infrastructure priorities is hugely 
welcome.  
 
RICS is the leading organisation of its kind in the world for professionals in property, 
construction, land and related environmental issues. We accredit over 118,000 professionals 
(FRICS, MRICS, AssocRICS and trainees) and any individual or firm registered with RICS is 
subject to our quality assurance.  
 
It regulates and promotes the work of these property professionals throughout 146 countries and 
is governed by a Royal Charter approved by Parliament, and monitored by the Privy Council, 
which requires it to act in the wider public interest.  
 
Since 1868, RICS has been committed to setting and upholding the highest standards of 
excellence and integrity – providing impartial, authoritative advice on key issues affecting 
businesses and society. RICS is a regulator of both its individual members and firms enabling it 
to maintain the highest standards and providing the basis for unparalleled client confidence in 
the sector. 
 
 
RICS and Infrastructure 
 
Our members are integral to providing the necessary project management and cost savings 
through the whole life of infrastructure projects. They use professional standards and relevant 
guidance, as well as benchmark data, to deliver projects on time and on budget. This ensures 
that infrastructure projects are considered, planned for, financed and executed appropriately, 
crucial to ensuring business and investor confidence. In addition, we can provide expertise on 
spatial planning and locational investment to equip the Commission to make effective strategic 
choices on the UK’s infrastructure priorities. 
 
 
Response to ‘growth corridor’ call for evidence  
 
As part of the RICS’s evidence gathering phase for this consultation, we received a number of 
comments from both RICS members and non-members during roundtables in both Cambridge 



 

 

and Milton Keynes.  We will be holding a roundtable in Oxford and will submit evidence 
separately.  
 
This submission addresses the questions raised in the call for evidence:  
 
3.1 Many places across the Cambridge - Milton Keynes – Oxford corridor have very successful 

local economies and are perceived as highly desirable places to live.  
 

 What have been the key drivers of that success?   
 

Access to a highly skilled work force and the excellent Research and Development 
(R&D) facilities in the corridor are significant factors in the success of the local 
economies in the corridor. The location of world renowned universities, notably Oxford 
and Cambridge, means companies will have access to a highly skilled workforce that 
have either graduated from these institutions or are already working in the cities.  This 
has influenced a stock of inward investment, SoftBank’s recent acquisition of ARM 
Holdings a recent example, resulting in both domestic and international companies 
choosing to locate in the area.   
 
The geographical location of Milton Keynes and its productivity has contributed to its 
economic growth.  The city is strategically positioned allowing access, by road and rail, to 
the south and north of the UK.  Being in the ‘middle’ geographically, ranked in the top five 
cities for productivity and having the digital capacity of any other major city has 
contributed to its success in attracting international companies to have a presence in the 
city.  The city has been able to facilitate this growth by having ambitious yet deliverable 
and affordable home building plans.  This has contributed to skilled workers choosing to 
move to the city and its surrounding areas.  
 
The economic benefits have sprawled out to other areas close to the corridor including 
Peterborough and Northampton, with the former in particular, being a key strategic 
interchange for commercial logistics.  The suburban and rural landscapes of the areas 
along the corridor, educational facilities, fast commute to London, access to road and rail 
links to the north and south of England and employment opportunities has contributed to 
the corridor being a highly desirable place to live.  Alongside this, homes in the corridor, 
or areas within a reasonable commute of the corridor, are affordable.   
 

 

 What is holding back further growth and greater productivity?  
 
Despite good economic growth in the area, there is significant scope for continued 
growth.  The most prevalent theme highlighted to the RICS was the need for improved 
connectivity, particularly East-West rail links and a road corridor.  Participants in Milton 
Keynes lamented the scope for growth was greatest in their city and this would only be 
achieved by accessing the niche skillset available in Cambridge and Oxford, facilitated by 
East-West transport links.  Although links to the north and south are good, new and 
improved infrastructure would only serve to facilitate better access to other corridors, 



 

 

which would in turn lead to further growth.  It was also highlighted that there are further 
opportunities to deliver additional infrastructure to benefit the city.  A university could 
easily be facilitated and would bolster the city’s standing and provide ongoing access to a 
skilled workforce.  

  
Participants in Cambridge also acknowledged the need for improved East-West 
connectivity, both rail and road.  Other impediments to continued growth included a need 
to improve electricity, digital connectivity, water and a reformed bureaucratic-free 
planning process.  Like many cities throughout the UK, the need for affordable housing 
remains an impediment to growth.  

  
  

 In particular, what planned or new infrastructure improvements would best support 
sustainable growth and promote innovation over the long-term?  
 
A number of specific improvements have been identified below:  
 
- Extension and improvement of the East-West connectivity to improve access to and 

beyond Cambridge   
- Improved connections to Norfolk and Suffolk from Cambridge  
- Rail link from Bedford to Bicester  
- Improvements to the road network/links along the corridor including the A428.  This 

will help to meet capacity demands in the short and long-term  
- Improved road and rail connection from the corridor to the North and South of the UK  
- Connectivity between road and rail to facilitate mobility in and around the corridor  
- Improved digital connectivity along the corridor to allow access to high speed 

broadband  
- Establishment of a university in Milton Keynes to meet its future growth needs 
 
 

 Does the corridor require better connectivity to other major centres of growth?  
 

Yes.  Both Cambridge and Milton Keynes require better connectivity for the reasons 
explained above. Milton Keynes can benefit from North, South, East and West 
connectivity.  This will allow for greater mobility, allowing for better collaboration with the 
rest of the country, including the Midlands and the Northern Powerhouse.  It was also 
suggested that a HS2 stop along the corridor would further strengthen the economy of 
the region.  The feasibility of this suggestion will be discussed in our Oxford roundtable.   
 
Cambridge would also benefit from the improvements highlighted above for Milton 
Keynes.  The city could also benefit from improved connectivity going east towards 
Felixstowe.  Current works by Highways England for this route will be at capacity on 
completion so continued improvements in road and rail infrastructure is essential for 
growth to the east of Cambridge.  
 
 



 

 

 
3.2 Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 

recognizable economic corridor? If so:  
 
 

 What factors unite the area? 
 
The cities along the corridor can benefit from being identified as a single entity with 
common aims and ambitions.  Currently, each city is promoting its own interests. 
however, a unification under a recognised entity would lead to international recognition.  
The factors that unite the area are a highly skilled workforce; education/universities; 
highly specialised industries; R&D; international recognition; need for housing; link and 
proximity to London; cutting edge technology; logistics; innovation; association to brands 
and ability to attract inward investment. The corridor itself is dependent on improved 
connectivity for its growth.  
 
 

 Would greater emphasis on corridor-wide planning and decision making benefit local 
communities and local economies?  
 
Yes.  Greater coherence on planning will undoubtedly benefit the corridor as this will lead 
to growth and prominence of the area, leading to investment in smaller villages and 
periphery sites.  For benefits to be experienced there is a need for increased cross-
border cooperation and agreement amongst LEPs as fragmentation will lead to delays 
and not benefit the areas.  

 
 

 Would that same emphasis on coordinated planning and decision making provide wider 
benefits for the UK economy?  
 
Yes.  A combined objective being agreed and delivered would lead to improved 
connectivity and recognition of the corridor and the UK.  This will facilitate the exporting 
of a highly skilled workforce to other regions of the UK, which in turn would benefit the 
UK economy.   

 
 

 Should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning?  
 
Yes.  It is important to incorporate adjacent towns and cities for the long-term growth in 
the economy, as they will be beneficiaries and key stakeholders of a growing corridor.  
There will be dependence on these towns and cities to provide the housing stock that will 
be required to meet the demands of a growing economy in the corridor.  Northampton 
serves as a good example of a town that contributes both labour and housing for the 
Milton Keynes workforce.  
 



 

 

 
3.3  Describe your vision to maximise growth, maintain a high quality environment, and deliver 

more jobs and homes across the corridor over the next 30 years:  
 

 What does that mean for growth and infrastructure investment in your area?  
 
A high quality environment will be maintained if there is infrastructure investment along 
the corridor.  Well planned and coordinated infrastructure works would lead to an urban 
sprawl and create new desirable places to live without compromising on the quality of the 
environment.  
 
The vision for Milton Keynes’ future is detailed in the MK Futures 20:50 report in the 
chapter entitled the Art of the City - Milton Keynes in 2050.  The ambition of Milton 
Keynes is for more inclusive growth, world class education and training and a prosperous 
city that all residents can benefit from.  East/West connectivity will be essential for Milton 
Keynes to enjoy continued success and provide locations for continued housing growth. 
 
The need for infrastructure investment, both connectivity and housing, is crucial for 
growth in Cambridge.  The city is unique in that it attracts the best and brightest minds, 
however, as people move out of the city, there will be a need for better connectivity to 
maintain access to the experienced high skilled work force that has contributed to its 
current ongoing success.  It is imperative that the city continues to build on this and 
planned infrastructure is delivered.  
 
 

 What steps are currently being taken to realise that vision, and what more needs to be 
done?   
 
City Deals have been important for Cambridge as it has given it powers to support 
economic growth, create jobs and invest in local projects. The devolution of power needs 
to go further – the East Anglia devolution agreement announced in Budget 2016 being a 
good example.  A summary of the agreement can be found here. 
 
The MK Futures Report has identified what Milton Keynes needs for its continued growth.    
The report envisages further growth past 2026 by at least 42,000 homes, to a population 
of around 400,000.  OECD studies suggest that for each doubling of population size, 
productivity of a city increases by 2-5%i. Milton Keynes will continue to build on its 
reputation.  
 
 

 What value could new cross-corridor intercity road and rail links bring? How do these 
compare to other transport initiatives e.g. intra-city links, or wider infrastructure, 
priorities?  

 
Cambridge and Oxford are unique for the reasons mentioned above.  Facilitating the 
mobility of its highly skilled workforce, through improved East-West road and rail links, 

http://www.mkfutures2050.com/
https://www.gov.uk/government/publications/east-anglia-devolution-deal
http://www.rics.org/uk/news/news-insight/comment/east-anglia-devolution/


 

 

will lead to growth along the corridor and the surrounding areas.  A hub of UK 
productivity, the Arc between Cambridge - Milton Keynes - Oxford will be internationally 
competitive due to its unique cluster of world leading academic institutions and their links 
with business.  Sustainable transport systems running across the corridor will link the 
cities internationally via airports, seaports and international rail.   

 
The increase in population and life expectancy means that investment in infrastructure, 
including intra-city links, is needed for continued economic growth.  Every region will 
rightly argue its case for essential infrastructure investment, however, this corridor stands 
out for its unique characteristics, as highlighted under 3.2.  The corridor, if better 
connected, will be positioned to share the workforce that has allowed it to become so 
successful with other regions throughout the UK.  

 
 

3.4  Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor?  
 

A number of initiatives to maximise the potential of the corridor have not been effective 
because of the financial constraints on LEPs and the absence of political will to connect 
organisations to deliver plans for the corridor.  Bodies identified by participants include 
East West Consortium and Milton Keynes and Northampton Development Agency.  
 
Separately, Deloitte-GHK did a survey of firms within the Oxford to Cambridge Arc 
company.  Page 6 and 8 of the document https://www.oecd.org/sti/inno/40049628.pdf 
provides details on firms and list of actors involved.  

 
In addition, there was a document prepared by SQL in 2001, examining the potential of 
the Arc.  It refers to the ‘Achilles heel’ of the Arc being communication links and “poor 
east west infrastructure in terms of both road and rail.”  Page 38  
http://www.mkiobservatory.org.uk/document.aspx?id=7202&siteID=1026 provides 
details.  

 
 

3.5  Are you aware of any examples of UK or international good practice, for example in respect 
of new technology, local frameworks or the built environment, that are relevant to this 
review?  
 

Participants made reference to the following:  
- Local Framework: Bath Council  
- Harwell LEPs: plans for regional growth  
- Olympics: Public private delivery  
- Bristol Green City: sustainable transport  
- Delhi-Mumbai Link  
- US – Greater Boston  
- South Korea: investment in digital  
 

https://www.oecd.org/sti/inno/40049628.pdf
http://www.mkiobservatory.org.uk/document.aspx?id=7202&siteID=1026


 

 

  
I hope you find this submission helpful and informative.  We are happy to meet with NIC officials 
and facilitate further engagement with participants, subject to their approval, to expand on the 
above responses if helpful.   
 
Please contact myself or Tamara Hooper using the details below if you have any further 
questions.  
 
 
Yours faithfully,  
 
Mo Rahee / Tamara Hooper  
 
 
 
 
Mo Rahee 
Infrastructure Policy Manager,  
RICS, 12 Great George Street, London. SW1P 3AD  
t +44 (0)20 7695 1553   m +44 (0)7976 584 972    
e mrahee@rics.org  w rics.org  
 
 
Tamara Hooper 
Policy Manager 
RICS South and East of England 
t +44 (0)20 7334 3865   m +44 (0)7989 660692   
e thooper@rics.org 
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Royal Town Planning Institute 
41 Botolph Lane 

London EC3R 8DL 
Tel +44(0)20 7929 9494 
Fax +44(0)20 7929 9490 

 
Email online@rtpi.org.uk  
Website: www.rtpi.org.uk  

 
Registered Charity Numbers 

England 262865 
Scotland SC 037841 

 
Patron HRH The Prince of Wales KG KT PC GCB 

 
4 August 2016 

 
 

Dear Sir/Madam, 

RESPONSE TO CALL FOR EVIDENCE: Cambridge – Milton Keynes -  Oxford 
‘growth corridor’.  

Thank you for the opportunity to respond to the above call for evidence. The Royal 

Town Planning Institute (RTPI) is the largest professional institute for planners in 

Europe, representing some 23,000 spatial planners. The Institute seeks to advance 

the science and art of spatial planning for the benefit of the public. As well as 

promoting spatial planning, the RTPI develops and shapes policy affecting the built 

environment, works to raise professional standards and supports members through 

continuous education, training and development. 

Please see our evidence below. 

 

 

Yours faithfully, 

 

Richard Blyth MRTPI 

 

Head of Policy and Research 

Royal Town Planning Institute 

41 Botolph Lane, London EC3R 8DL 

+44 (0)20 7929 8178 | richard.blyth@rtpi.org.uk 

 

mailto:online@rtpi.org.uk
http://www.rtpi.org.uk/
mailto:richard.blyth@rtpi.org.uk


 

 

Many places across the Cambridge – Milton Keynes – Oxford corridor have very 

successful local economies and are perceived as highly desirable places to live. 

What have been the key drivers of that success? 

1. High levels of public investment in universities and leading health care 

institutions maintained over several decades (Oxford, Cambridge); a full range 

of new town infrastructure investments1 (MK 1970s-1980s, now rather 

limited); excellent locations close to London and well connected to other 

places too; strong desire to use university as the basis of economic growth 

including real estate investments and a special relaxed attitude to the use of 

intellectual property (Cambridge). 

What is holding back further growth and greater productivity? 

2. Lack of strong governance at city region scale; low levels of public investment 

in all types of infrastructure especially at local level, and especially concerning 

local public transport; policy of public land disposal – slow speed,  limited 

volume and at too high a price to achieve good housing outcomes (e.g. 

Northstowe, Cambridge); poor east-west connectivity (although this is a 

supposition and it is probably rather less a consideration than the others)  

In particular, what planned or new infrastructure improvements would best 

support sustainable growth and promote innovation over the long-term? 

3. Improvements to local public transport in the cities including Milton Keynes; 

very substantial increase in housing supply, especially housing which is 

affordable and which is in all tenure types. 

 

4. We appreciate these are not necessarily the remit of the NIC, although our 

more general consultation responses to the Commission have stressed that 

treatment of housing needs careful consideration. 

 

5. As regards the more prominent responsibilities of the NIC, we would draw 

attention to the work of the East-West Rail Consortium which would seek to 

put E/W rail connectivity on a more level playing field with E/W road 

connectivity, possibly achieving a modal shift in transport and possibly some 

small diversion of traffic out of central London (although we are not experts on 

that kind of assessment). 

 

                                                           
1 Our observation is that there is a strong correlation between levels of public investment in infrastructure and 
levels of private housing completions. Both peaked in 1960s for example 



6. It is not otherwise the role of a professional body to identify specific transport 

investments, but we are strongly of the opinion that investments in road and 

rail should be considered very much in terms of the housing capacity they 

unlock. Such investments should be part funded by increases in land value 

they bring about. 

Active Travel 

7. As well as improved rail and highway links, opportunities for methods of active 

transport between towns should be explored here too. Cambridge and London 

are good intra city/town based examples but tech clusters interconnected by 

cycle routes could have a dramatic impact on tackling climate change, health 

and obesity. There are lessons to be learned from the vast network of inter-

city cycle routes in the Netherlands. 

Does the corridor require better connectivity to other major centres of growth? 

8. No comment 

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, 

form a recognizable economic corridor? 

9. We would agree the Cambridge – Mk – Oxford forms an economic corridor. 

The inclusion of Northampton is a little strange as it is not in line with the other 

cities. There are other places on either side of the corridor of economic 

importance such as Stevenage which are not included. There are other places 

such as Aylesbury whose connectivity into the corridor will be improved. So it 

would probably be simpler to concentrate on the main corridor. 

What factors unite the area? 

10.  The following: 

 

- Tech and Advanced Manufacturing industries 

- Higher education and other research Institutions 

- Close to but not attached to the London economic powerhouse. 

Would greater emphasis on corridor-wide planning and decision making 

benefit local communities and local economies? 

11.  Yes especially on housing supply and infrastructure investment. 

Would that same emphasis on coordinated planning and decision making 

provide wider benefits for the UK economy? 

12. If this corridor is planned better the UK economy would benefit. If coordinated 

planning and decision making took place in other parts of England that would 

also benefit the UK economy. The RTPI and IPPR North have been working 

https://bicycledutch.wordpress.com/2015/09/29/the-f325-fast-cycle-route-arnhem-nijmegen/


over the last year on ideas for how the city regions and counties of Northern 

England could work together on matters such as corridors which concern 

more than a single city region2. 

Should adjacent towns and cities be incorporated into the corridor in terms of 

growth and infrastructure planning? 

13. There are various places adjacent such as Stevenage, which has a high level 

of tech clustering3, but the incorporation of adjacent towns and cities could 

dilute the focus and effort of the initiative. Indeed we would question the 

inclusion of Northampton.  

 

14. On the other hand consideration should be given to what happens at either 

end  of the corridor. Transport planning in the corridor needs to take account 

of places beyond the end of it, notably Bristol/Bath (which have a large tech 

industry), Swindon (education, research and advanced manufacturing), 

Norwich and Ipswich. The East-West Rail study has included routes across 

Suffolk and Norfolk for some time. 

 

15. Consideration of passenger flows in the Bristol-Norwich/Ipswich corridor 

needs to take into account future demand for freight going to and coming from 

Felixstowe. 

Describe your vision to maximise growth, maintain a high quality environment, 

and deliver more jobs and homes across the corridor over the next 30 years: 

Effective cooperation within and between city regions 

16. We published work on strategic planning in 2015, which shows that the key 

challenge for all of England’s cities and counties is to establish strong 

cooperative governance structures for each, driven by effective incentives 

from central government. Having identified housing and transport problems 

within the city regions of the corridor as probably the highest priority to solve, 

increasing the strength and authority of the structures in Oxford, MK and 

Cambridge is critical.  

 

17. We would expect government to be forthcoming with further devolution offers 

and spending commitments, but quite reasonably only in return for a firm 

commitment to substantial increases in housing supply. However we also 

                                                           
2 RTPI and Northern Powerhouse Blueprint for next 35 years unveiled http://www.rtpi.org.uk/briefing-

room/news-releases/2016/june/northern-powerhouse-blueprint-for-the-next-35-years-unveiled/  

3 Nathan, M., & Rosso, A. (2014). Mapping the UK's Digital Economy with Big Data. London: National Institute 
of Economic Research 
 

http://www.rtpi.org.uk/briefing-room/news-releases/2016/june/northern-powerhouse-blueprint-for-the-next-35-years-unveiled/
http://www.rtpi.org.uk/briefing-room/news-releases/2016/june/northern-powerhouse-blueprint-for-the-next-35-years-unveiled/
http://www.rtpi.org.uk/briefing-room/news-releases/2016/june/northern-powerhouse-blueprint-for-the-next-35-years-unveiled/


recognise in our research that there is also a need for such city and county 

regions also to cooperate with each other4. 

 

18. Our work on the Great North Plan has shown that cooperation between city 

and county regions can deliver benefits and has an emerging level of support 

in various business sectors.  

Scenario building 

19. As a consequence of effective forward planning over the long term and a 

sustained, high level of public investment, Milton Keynes has been able to 

grow rapidly both in economic output and in terms of population and housing 

over a long period. Oxford itself grew rapidly after the First World War, 

however in a much less well planned manner, which is now leaving a difficult 

legacy. The Wolfson Economic Prize was awarded in 2014 to the URBED 

consultancy for a proposal to double the size of Oxford sustainably. 

 

20. Given the potential identified in all three cities in the corridor for further 

economic growth, it would be worth while the Commission testing a range of 

different scenarios for the future population and output of the corridor, and 

then identifying the levels of expenditure on transport education and health 

infrastructure  which would be necessary to support each. This would also 

need to cover innovative ways in which funds could be raised within the 

corridor (e.g. through the capture of land value rises) to pay for them. 

 

21. There is no “one” level of growth which would be appropriate – there would 

need to be a political choice made. The critical issue is that the level of 

economic growth chosen must be commensurate with the level of 

infrastructure spending made. This has in the recent past in England often 

been overlooked. Failing to make these connections will mean that growth will 

not materialise and/or labour will be drawn in over extensive distances, 

depriving other areas of skills.  

Planning for Tech 

22. As regards the specific strengths of the Oxford-Cambridge corridor, the RTPI 

published a study of the Tech and Advanced Manufacturing industries early in 

2016. A common thread running through the narrative of the recent economic 

resurgence of many cities is a burgeoning technology sector. Indeed the 

Information Technology (tech) sector and the advanced manufacturing (AM) 

sectors are among the main drivers of growth in metropolitan areas today. 

 

                                                           
4 RTPI Strategic Planning 2015 

http://www.rtpi.org.uk/media/1230885/RTPI-Strategtic%20Planning-Brochure%20FINAL%20web%20PDF.pdf


- Digital job growth is predicted to outperform all other occupation 

categories by 2026,  

- Britain's technology sector is set to grow four times faster than GDP this 

year. 

- There are over 47,000 digital technology companies across the UK5. 

- The literature surrounding tech and the UK shows the highest levels of 

tech clustering in areas identified in the corridor such as Cambridge and 

Milton Keynes6.  

 

23. Our paper identified two interactions between planning and tech. Firstly that 

well planned cities and regions work better at attracting and generating tech 

jobs. Whilst the Cambridge-Oxford corridor currently performs well, failure to 

plan the cities more effectively does put future investment at risk. 

 

24. Secondly, we observe that tech and AM economies tend to be economically 

insular and profits are highly spatially and socially concentrated. Effective 

urban planning can work to ameliorate this. We set out how. 

 

25. Infrastructure is not simply meeting needs but unlocking new possibilities. The 

planning of new transport infrastructure should not only cater for expansion of 

and connectivity between tech clusters (although it would be reasonable for 

these to be the starting point), but also for housing and access to community 

assets such as schools, hospitals and amenity assets (such as green 

corridors and existing waterways). In order to realise this vision, it is 

imperative that the opportunity should be taken to have infrastructure 

strategically placed to unlock sites for the above. Therefore any plan for rail or 

road routes should take into consideration what would otherwise be good 

locations for housing were it not for poor connections. Such calculations 

should also take into consideration the potential for releasing public sector 

land.  

What does that mean for growth and infrastructure investment in your area? 

26. No comment 

What steps are currently being taken to realise that vision, and what more 

needs to be done? 

27. No comment 

                                                           
5 RTPI Planning and Tech 
6 Nathan, M., & Rosso, A. (2014). Mapping the UK's Digital Economy with Big Data. London: National Institute 
of Economic Research 

http://www.rtpi.org.uk/media/1697226/Planning%20and%20tech%20final%20-%2016.2.15.pdf


What value could new cross-corridor intercity road and rail links bring? How 

do these compare to other transport initiatives e.g. intra-city links, or wider 

infrastructure, priorities? 

28. We consider that public transport within the cities is the most urgent priority 

for transport investment. 

Are there lessons to be learnt from previous initiatives to maximise the 

potential of the corridor? 

29. There has been a long and honourable practice of assessing the 

infrastructure requirements for the expansion of Cambridge undertaken as a 

result of the Cambridge Structure Plan 2003. Later work on Cambridge in 

particular was undertaken by the Cambridge Horizons organisation. 

 

Are you aware of any examples of UK or international good practice, for 

example in respect of new technology, local frameworks or the built 

environment, that are relevant to this review? 

30. There are some good examples to be found close by. The Northampton 

Waterside Enterprise Zone, a 120 hectares brownfield site which SEMLEP 

launched in order to attract £152million or private sector investment. SEMLEP  

invested £5m towards a new railway station, £3m to improve road 

infrastructure and secured borrowing of £46m for the new university campus. 

 

31. Temple Quarter in Bristol is another example, an enterprise zone which is 

home to rapidly growing clusters of start-up businesses in the creative, digital 

and High-Tech sectors. It has benefitted from significant investment in its 

infrastructure including £21 million to improve vehicle, cycling and pedestrian 

access for the area, £11 million for superfast broadband and £200 million for 

the citywide metro bus scheme. Delivery has required a range of 

stakeho0lders; The Council, land owner (HCS), infrastructure providers 

(Network Rail) the LEP7. 

 

32. As an international example from Chicago, ‘the City Technology Plan’ has 

provided a roadmap for the sector and the city to work together to deal with 

challenges facing the city. The public-private technology plan lays out a 

roadmap to realize Chicago’s potential as a city where technology fuels 

opportunity, inclusion, engagement, and innovation for all. The plan has 

accelerated job creation, improved the quality of life for Chicagoans, 

generated cost savings in government operations, provided increased digital 

access and skills, and encouraged civic engagement8. 

                                                           
7 Planning and Tech RTPI p16 
8 RTPI planning and Tech p6 

http://www.rtpi.org.uk/media/1720882/Planning%20and%20tech%20-%201.3.16.pdf
http://www.rtpi.org.uk/media/1720882/Planning%20and%20tech%20-%201.3.16.pdf


 

33. Finally see the URBED prize winning entry on Oxford9. 

                                                           
9 http://urbed.coop/wolfson-economic-prize 
 

http://urbed.coop/wolfson-economic-prize


Received by email 
 

Dear Sir/Madam, 
 
I am a member of the English Regional Transport Association (ERTA),which is a voluntary 
membership-based, pro-public transport improvement association with its main projects 
initially in the Bedfordshire and surrounding regional areas but its remit has since 
increased since several of its projects have a nation-wide positive benefit and impact.As 
ERTA is also a Rail User Group which now represents some 30 users and I would like to 
submit a few comments on this consultation. 

 I do not think that the new road (i.e.Oxford to Cambridge Expressway)will solve traffic 
congestion,and in fact,the road will bring in more traffic which is already increasing with 
the significant housing growth in between Oxford and Cambridge,including both 
Bedford and Milton Keynes.Furthermore,the housing growth in these areas is also set to 
increase. 

Indeed,ERTA is a long-standing supporter of the East- West Rail project,which will run 
between Cambridge--Bedford-Bletchley-Oxford which will free up capacity on the West 
Coast Main Line for both passenger and freight workings. We need a renaissance in more 
freight by rail and de-cluttering our roads such as the M1 and A421. This is best done by 
small projects which grow incrementally in a framework and industry which wants 
growth and is allowed by Government. Scotland’s rail links have been progressively 
reopened and Wales is also seeing new lines like Ebbw Vale restored to a full passenger 
service after many years dormant. So why not the English Regions? East-West Rail should 
be one of a top 10 per region, not a one-off for the whole of England! Last autumn some 
of  ERTA's members had travelled on one of the first trains serving the new Oxford 
Parkway station which is part of the East-West Rail project.This project also supports the 
Bedfordshire town of Kempston being put onto the railway map,which has no proper 
station at present and the town's Retail Park lies close to the present Bedford - Bletchley 
railway line which will be incorporated into the East- West Rail project.As regards 
Kempston,ERTA wishes to see a connecting foot/cycle bridge connecting the Retail Park 
and the Town enabling easier connections to both of these thereby avoiding busy and 
dangerous roads and also less traffic congestion.The Retail Park's parking slots are 
increasingly full all week,and indeed the Oxford to Cambridge Expressway would not 
improve the situation there at all. 

ERTA also wishes to incorporate both Milton Keynes and Northampton into the East- 
West Rail project.As far as the latter is concerned,the Association wishes to see the old 
Bedford - Northampton railway (which closed in the early 1960s)rebuilt.That line would 
also re-connect Olney to the railway network,which is another small market town with a 
rapidly increasing population and increasing traffic congestion.As far as Olney's present 
rail travellers are concerned, this means more cars queueing up to get to the nearest 
station beit Northampton, Milton Keynes or Bedford.The re-opened railway will also 
enable more freight traffic between the West Midlands and the East Coast ports,and 
such traffic is already on the increase. 



In fact,several studies had been done in previous years which had revealed that re-
opening that line could be possible,including the Scott Handley 
report(2001).Furthermore,more recently, the Atkins Report on East- West Rail, published 
August 2014(Page 64) mentions that Cambridge-Bedford-Northampton has an even 
better profile of potential benefit than Oxford-Bedford-Cambridge, which is being 
pursued and rightly so,and also the matter is referred to in the Network Rail report 
'Improving Connectivity',published in 2015. 

Yours faithfully, 
 
Simon Barber 
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The Hrndley PartneshiP

lntroduclion

The following reporl hos been produced os o follow-on to the engineering pre-feosibility

study into the potentiol to reinslole lhe former roilwoy line belween Bedford ond

Northomplon vio Olney.

This report sets out potenliol options for service potterns ond timelobles ond mokes on

inifiql esiimote os lo lhe potentiol number of possengers moking locol ioumeys who moy

use the line.

As wos the cose with the engineering ossessmenl, the report is noi iniended to be o

detoiled ossessmenf of ihe operolion of the line. lnsteod, it is intended lo inform ond shope

lhe future ossessmenl of the potentiol for reopening of lhe line'

Whilst o number of opiions hove been put forword for service potlerns these ore cleorly not

exhouslive. They do, however, demonstrote o selection of the ronge of oplions ovoiloble. At

this stoge only limited onolysis hos been corried oul. lf lhe ossessment of the proiecl

proceeds, then the nexl sloge would be lo corry oui o for more detoiled onolysis of lhe

poleniiol demond which could be sotisfied by the reinstolemenl of the line. From this finol

locotions for stotions ond ihe best oplion for operoiion ond timetobling con be defermined.

At this stoge no detoiled onolysis hos been corried oui os lo the role fhe line could ploy os

port of the wider notionol roilwoy network nor hos ony ossessmenl of iis pofenliol for use by

freight services been mode. cleorly, the odditionol troffic which could poss over lhe line os

o resuh of ihese oddifionol flows could prove significont ond it is recommended thol further

onolysis be corried out ot the oppropriote lime to furlher investigote this'

Bedfod to Northempton R ihvry -Timshble Options and Usrge Potentirl
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The H.ndhy PrrtnsFhip

Timehble Op6ons

Dofo reloling fo distonce between fiming poinfs wos colculoted from meosuremenls

foken from Londronger mops '152 ond I 53 published by the Ordnonce Suwey.

These timing points ore sel ouf in toble I with the relevont dislonces in both miles

ond kilometres.

Shtbn neme

Turvay Lone End

Eromhom & Ooklev rood Bromhom & Ookley
Po rhvoy

Junction with Mki lond Moin 20. t6

Bedfond Sr. Johns

This informotion wos entered into o spreodsheet model thal colculotes lroin times

bosed on informotion regording occelerotion / broking chorocterislics, together with

moximum line speeds ond stolion dwell times. This spreodsheet model hos been

used to occurolely predict troin running times on re-opened roilwoys elsewhere in

fhe counlry. lt wos qssumed thot lhe occelerqtion / broking role wos 0'5 per metre

per second per second (0.5 m s'), i.e. oround 5% of th€ occelerotion due lo grovity

(N.8. 0.5-m s'2 is equivolenl lo 1.6 feet sec''?). Minimum stotion dwell times ore sel

oul in toble 2.

llinimum drnll limet in

:Tond! i
30

I
I
I
I
I
I
I
I
l
I
I
I

T

Norihompion Stodium I

22.O3

B€dfod to l,lorthempton Raihrny -Timehblo OPfions.nd Usage Pobnli.l
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The Handley Prrtneahip

In proclice, cqlculotions from the spreodsheet model rounded up section limes to the

nexl whole minule ond modem mulliple unit lroins ore copoble of

occelerolion/broking rotes greoter fhon 0.5 m s-2 . The combined effect of this is thot

in eoch of the limelobles set oul in tobles 3o ond 3b there is between 2 ond 4

minutes of slock time. lt wos olso ossumed thcrt lhe mqximum speed ocross the

iunclions with the exisling moin lines ol Northompton ond Bedford would be 45

mph. Bedford Sf. Johns'fimings were included for reosons thoi will become

opporent ol o loler stoge of lhis report.

Line sp€3d 45 mph 60 mph
No rtl|o mplon

' lO:O0 l0:OO l0:OO I  O:O0

Brockmills '10:O5 lO:05 l0:05 '10:O5

Gr6of Houghton l0:OZ I  O:07

No.tl|omDton Strodium l0: lO l0:09

Olney lO:19 l0:1 7 ' l  O:17 lO:14

Bromhom & Ookley
Po rkvro y

lO:31 lO:29 'lO:27 lO:24

Bedf,ord Midlond I O:37 l0:35 ' lO:31 '10:28

Bedford Midlond deo '10:38 lO:36 I O:32 1O:29

B€dford st. Johns l0:41 l0:39 '10:35 I O:32

lraximum lino speed 75 mph 90 mph
Norttlo mptron l0:0O I O:oo I 0:OO I O:00

Brockmills '10:05 l0:O5 lO:05 I O:05

Greot Houghton ' lO:07 l0:O7

NorthdmDton Siodium lO:09 '10:09

Olney l  O:16 ' lO:13 l0:  l5 l0:  l2

Bromlnm & Ookley
Po rh,voy

'| O:24 l0:2 | lO:23 l0:  l9

Bedford Midlond on 1O:28 'lO:25 1O:27 I O:23

Bedford Midlond deo 1O:29 lO:26 '10:28 lO:24

Bedford St. Johns I  O:32 l0:29 I 0:31 ' lO27

I
t
I
I

I
I
I
I
I
I
I
I
I
I
I
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The Handley PertnetshiP

Pobntial Operatonal Patterns

3.1 lndependentOperation

Given thot, in proctice, it is inodvisoble io ollow less thon 4 minutes for lhe purpose

of "chonging ends" ot ferminol stotions wiih multiple unit operotion, on hourly

sewice olong the roule utilising iust one troin is only procticoble if the running lime

is less lhon 26 minuies. From lhe resulis obtoined from lhe sPreodsheet model ond

shown in Tobles 3o ond 3b il is cleor thot ihe only option is o 75-mph moximum line

speed to ochieve on overoll iime of 25 minutes to Bedford Midlond (with 3 minutes'

slock). lf the tum round lime of 4 minutes is odded, thot meons on hourly service is

vioble with one unit ond single line operotion beiween the Midlond Moin Line norlh

of Bedford to Northompton for on hourly service. This opfion precludes lhe opening

of stofions ot Greot Houghton ond Norihompton Slodium, ihough ii is envisoged

lroins would only sfop ol lhe loier slolion when on event is toking ploce.

Options ol lower speeds would imply eilher o non-clockfoce schedule or o fwo-

houdy timetoble wifh long loyovers ol eoch end. Either of these two options would

hove o defrimentol effect on possenger troffic. To operole on hourly service 2 froin

sels would be required, but ogoin with long loyovers ot the terminol sfolions.

I

Bedford to l{,orhampton Railuay -Timetable Optiom 8nd Us.ge Potenlial
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The Hrndley P.rbsFhip

Integration with the Blebhley - Bedford SeMce Option I (Diesel opention)

The roule belween Bedford ond Bletchley hos recenlly benefited from o consideroble

invesfmenf in modemising the infrostructure. The hourly service is mointoined with

two Diesel Multiple Units toking 42 minutes lo cover lhe ioumey belween Blelchley

ond Bedford implying o loyover of 18 minuies ol eoch end of lhe route. lf the re-

opened roilwoy wos lo be inlegroted with the Bletchley - Bedford service, on hourly

service could be mointoined throughoul lhe Bletchley - Bedford - Norfhompton

roule, with line speeds os low os 45 mph on the Bedford - Northompton section ond

requiring lhree froin sets. An illuslrotive iimeloble is sel oul in toble 4:

Northo mplon l0:3O I | :30 12:3O Bletchley '10:00'l I :OO'12:00

Brockmills l0:35 l l :35 l2:35 funny Slrotfcrd I O:02 l l :O2 l2:O2

Greot Houghtion l0:37 1l:37 12:37 Bow Brickhill l0:06 l l :O6 12:.O6

NorlhomDl,on Stodium I O:40 l l :4O 12:40 Wobum Sonds lO: lO l  l :10 l2: lO

Olney lO'49 11:19 l2:49 Apsley Guise l  O:121l :12 l2:12

Bromhom & Ookley P'woy ' | | :01 '12:01 l3:Ol Ridgenront l0:1 6 ' |  l  :16 12:16

Bedford Midlond I l :07 12:O7 '13:O7 Lid lington I O:20 l ' l :20 '12:2O

Bedfond St. Johns l l : lO l2: lO l3: lO Millbrook '10:2 3 I  I  :23 l2:23

Kempsion Hodwick ' l  l : '16 12:16 l3:  l6 Stewo rlby ' lO26 l1 :26 1226

Steworlby l l :21 '12:21 l3:21 Kemoston Hordwick l0:30 l l :3O l2:30

Millbrook '| 1 :21 12:24 '13:24 Bodford sr. Johns lO:35 I ' l  :35 l2:35

Lid lingron I l :28 12:28 I  3:28 Bedford Midlond I O:43 l l :43 12:43

Ridgernont I  l :34 l2:31 l3:34 Bromhom & Ookley l0:49 l l :49 12:49

Apsley Guise I  l :36 |2:36 l3:36 Olney 1 l :O2 l2:O2 ' l3:02

Woburn Sonds l l :39 l2:39 13:39 NorthomDton Slodium l ' l '| I l2: ' l  I l3: ' l  ' l

Bow Brickhill I 'l :43 12:43 l3:43 Greot Houghton I  l :14 12: l4 '13:  l4

Fenny Slrotfrcrd I  l :46 12:46 l3:46 Bmckmills ' t  ' t  : r6 12: l6 '13:  I  6

Bletchley I  l :49 l2:19 '13:49 Norlho mplon l l :21 12:21 l3:2 I

This option requires lhe troins lo poss eoch olher of 54 minules Posf fhe hour ol o

point 41/z miles west of fhe iunction with the Midlond Moin Line (MML). A running

loop from immediotely west of the plotform ol Bromhom & Ookley Porkwoy to o

poinl immediotely eosf of the plotform ot Olney would focilitole the possing of troins

ot speed ond ollow some flexibilify in the event of lote running. However, lhis

minimum focility would preclude lhe operofion of freighf troins during lhe period

when possenger froins ore operoling. lf freight troin polhs ore required, lhen lhe

ext€nsion of the double trock section to the iunction whh the MML ond double trock

B€dbd to ilorthempbn tuilvu.y - Timetrble Oplions .nd Usa$ Pobnti.l 6
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f The H'ndby P'rtnlship
I

I from Northompton to wesf of Brockmills, togefher with odditionol block sections on

f the single line, would provide one freight pofh on hour in one direction only.

| 3.3 Inbgration with the Bedford - Bhbhtey Service Option 2 {Diesel Open6on)

f As will be shown loler, there is o very sfrong correlolion belween frequency of lroins
I

I 
ond the level of possenger troffic. lf o holf-hourly frequenqy is desired then lhere ore

f o number of oplions ovoiloble fo ochieve lhis'
t

T 3.3.1 option 2a

| (45mph line speed between Bedford ond Northompton)

I Keep fhe through service lo Bletchley os oudinEd obove ond introduce q

I il;","*HT:llTill;i,:];:f 
in'|obres500nd5b

I

t
t

lot . .y l lo, lq I  t  t , tq l t  t , lq I  tz, tq I  tz, lq I

I  lBrornhqm & ooklev Porkwqv l l l :o l l l l r3 l l l2:ol l l2:3l l l3:ol l
I

t  l  . l f r ' - t  Midldnd l l l '07111,37112:o7l l2.37113o7l

I
t
t
I
I
I
I
I
I
I

This would require the use of 5 troin sels (3 Bletchley - Bedford -

Northompton ond 2 Eedford - Northomplon). In oddifion fo the proposed

Norlho mplon lO:3O l l :0O I 'l :3O l2:OOl2:3O

Brockmills l0:35 I  l :05 I  l :35 l2:O5 l2:35

Greol Hot€hfon I  O:37 l l :O7 | 1:37 12O7 '12137

Nortfio rnpton Slod ium l0:4O l0 l1:4O l2:1O l2:10

Olrny
'lO:,19I l :19 1l  19 12 19 1219

Bromhom & Ookley Porlo'voY l l :Ol l l :31 l2:Ol l2:3 1 l3:Ol

Bedfod Midlond 1l :07 'I I :37 12:O7 12.37 '13:07

Bedford Sr. Johnt I  l : ' lO II :40 l2:1O 12:4O l3:  l0

All slops to

Bletchley I l :49 12:19 l3 19

Bletchley 10:OO 1l:OO l2:O0

All stops fo

8€dford st. Johns lO:35 l l :O5 l l :35 12:O5 l2:35

Bedford Midlond I O:43 l l I  l :43 l2:13 '12:13

Bromhom & Ookley Porlovoy lO:49 l l :19 I 'l :49 12:19 12.19

Olney I  l :02 ' l  l :32 l2:O2 12:32 '| 3:O2

NortlpmDton Siodium l ' l l l I  l :41 12:11 '12:11 l3:  I  I

Grt Ho(€hlon ' l  l  :14 11:14 l2:14 l2:14 l3:  l4

Bmc&rnills ' l  l :  16 l l :46 l2:  l6 '12 16 l3:  l6

NorltE mpion
' l  I :21 I  l :51 12:21 l2:51 l3:21

B.dfo.d b b|{rdn Rrhy - Tt|dL Qlittr3.nd Uigp Pobnlhl
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The Handley P'rtnelshiP

running looP between Bromhom ond Ookley Porkwoy ond Olney' on

oddhionol possing loop would be required ot Northompfon Stodium'

3.3.2 OPtion 2b

(15mPh sPeed betvFen Bedford & NodramPton nilh new prfir'Yey sttlion nser Kempston)

I

NorllE mPton I O:30 I | ;OO '| I :30 l2:0O l2;30

Brockmills

Gredi Houghfon

1O:35 l l :05 t  l :35 12:O5 l2:35

l0:37 I  l :07 'I I :37 12O7 12:37

Nortlro mpton St'odium I O:40 l l lo I | :40 l2: lO 12 r40

Olney

Bromhom & OokleY PorkwoY

l0:49 11:19 'l I :49 12:19 12 49

I l :01 '| 1 :3'l '12:01'12:31'13:01

Bedford Midlond I l :07 '11:37 '12O7 l2:37 ' |  3:07

Bedford sf. Johns l ' l : lO '| L40 l2:  l0 12 40 l3:  lO

All stops to

' |  1 :13 I  l :43 l2:  l3 12 43 l  3:13

Blelchley l l r49 12:49 'l3 49

gler.hlev l0:oo

All sloDs lo

I  O:32

Bedford St. Johns 10:35

l l :0O
'12:OO

I l :02 '12:3212:O2 12:32

I  l :05 l1:35 l2:05 12:35

Adford Midlond 10:43 l l :13 I  l :43 l2:1 3 '12:43

Bromhom & OokleY PorkwoY l0:49 ' |  |  :19 11i49 12 19 12:49

,,  J2Oln€v

NorthomPton Stodium l l: l  I

I  l :32 l2O2 '12:3213O2
' I  l :41 12:1 I 12 41 l3:1 |

Gr6oi Houghton 1l :14 |  1:44 12 14 12:44 13:14

Brockmills l l  :16

Northompfon l]] ''?I

' l  I :46 12: l6 12 46 13:16

I ' l  :51 12:2'l '12:51 13:21

B.diod t! lloftr pbn RrlHy - TirEttble Opfions tnd Usage Pobnlial



Thc HmdLy PrtrFhip

3.3.3 Option 2c
(tsmph line tprld bstwccn B.dtotd.nd llor$tmPbnl

This opiion does not include through running on the Bedford - Bletchley line

os the running times between Bedfond ond Bletchley moke if impossible ior o

regulor 3O minute timelqble befireen Northomplon ond Bedfond, whilst

moinloining o clocHoce timeioble b+ween Bediord ond Bletchley. Proposed

timetobles ore set ouf in tobles 6o ond 6b. These fimetobles require fwo sels

for their operotion ond o running loop cenlrad on Olney.

Norlhomplon l0:09 l0:39 I l :09 I  l :39 12O9

Brockmills l  0:141O44 I  l :14 l l :41 12:11

Olney 1O:22'| 0:52 '11:2211 :5212:22
Bromhom & Ookley
Porkwoy

I  O:30l ' l :00 l1:30 '12:00l2:30

Eedford Midlond l0:34 l l :04 l l :34 12O412:31

Bedford Midlond 1O:39l1:09 l ' l :39 12:O912:39

Bromhom & Ookley
Porkwoy

l0:43 l l :13 1l:43 12:1312:13

Olney l  0:51I l :21 I  l :51 12:2112:51

Brockmills 10:591l:29 1 l :59 12:291259

Norlhomplon l1:04 I ' l  :3412:O412:31l3:04

I
I
I
I
I
I

EGD Fb 
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The Hrndhy P.tus|ship

3.4 Exbnsion of Thameslink Services from Bedford b Northampbn

This option requires eleclrificofion of ihe line.

Given lhe frequent orrivol ond deporture of Thomeslink lroins ot Bedford the

odditionol sels required to ollow extension of lhe servers over the proposed line

would be the some for given line speeds os if the line wos operoted os o seporote

entiiy. The greoler opportunity for through iourneys lo deslinotions such os Luton,

Cify of London, Gotwick ond Brighton will hove o posilive impoct on possenger

numbers os would extending the northem lerminus to Birminghom. Furlher onolysis

of these flows would be required lo quontify their r€venue implicofions.

The qdditionol benefit from the implemenlotion of this oplion would be rhe obility to

diverf freight troins from the West Coosl Moin Line. Additionol pcths for these

together wiih the odditionol possenger lroins ot peok fimes could be most

economicolly creoted wilh double lrock sections for the first I mile from the iunctions

with the moin ot eoch end of the route.

Bedfod to No hrmpton Raihvsy -Timebble Options .nd Us.ge Pobnti.l 10
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The Hrndhy Prdneship

Pobntial Passenger Use

Estimadon of use by Analysis of Pobntial Commubr Use

There is o common misconcepfion lhot the vost moiority of roil iourneys within 60

minules of London ore commufing iourneys from the suburbs inlo o London

ierminus ond thol London commuters ore ihe typicql resident of towns within thot

trovelling distonce. However, even on Chiltem Troins, the orchetypol commuier

roilwoy, it is underslood thot only one fhird of ioumeys ore commuling frips, the

other two thirds of the troffic being evenly split between non - commufing trips fo

London ond iourneys lhot ore not eilher fo or from ils London terminus ot

Morylebone. Dofo from fhe 2O01 census reloting io distqnce trovelled to work (oll

modes) from setflemenls olong the proposed route is shown in toble 8. This shows

thot lhe numbers commuiing 60 km (moinly London) ore comporolively smoll,

especiolly in ihe bigger settlements, io ihose thcrt wo* in the town where they live.

Active uYo]ting Wo*3 in same tovm
popuhtion

Wo*s in anotrer araa
under 60 km

Wod(s in another area
mo€ ften 60 km

People People olo People vo People
'/o

Nodhompto
n

96,395 59,l07 6't.32% 29,345 30.44% 4,t23 4.29%

Bed6ord 70,513 34,577 54.71% 21,490 34.73% 1,363 6.19%

Olney 4,366 r , r  82 27.O7Yo 2,670 6t. l5% 326 7.47%

Bromhom 3,746 690 't8.42% 2,461 65.70% 420 11 .2 t%

Ookley |  ,279 1A_69% 883 69.O4% I O,l s.13Vo

Toble 9 shows lhe proporlion of commulers using froins. ll con be cleorly seen thol

those who live on or neor lhe Midlond Mqin Line ore for more likely to use roil lhon

those who do nol.

3.1

4.1

Poople who bavel to
rvoit oubide towt ot

tesidenco

Rril commules as % ol
thore uorhing more than

6(Xm from home
at,474

B€dford to l{orfismpbn Railwey -Tirnehble Optiom .nd Usrge pobnti.l 11
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Tha Hrndhy Partnership

Further onolysis of census doto ond current limefobles showed there is o slrong
correlofion between rhe number of peqk hour rroins ond the percenroge using troins
on the lhree routes soulh from Norrhompfon, Bedford ond Huntingdon. The resulls
of this onolpis ore shown in toble 10.

The implicotions ore quiie cleor for service levels on fhe proposed line thot increosed
fiequencies result in increosed potronoge ond thot if the,,morket shore,, for roil
commuling is 3.460/" os it is in Ookley, then increosing lhe shore by 0.5yo is fhe
equivof ent ol o 14o/o increose in possenger numbers.

The results ofthe 2001 census show (roble 9) rhqt there olreody exists o morker for
roil lrovel in ihe setllements olong the roure qnd, ;f this is ro be copfured, then the
timefoble must be sufficiently ottroctive fo dissuode commurers from driving fo
Bedford or Flitwick to cotch their troin.

As wos sfqted ot the beginning of this section, non-London commuting forms on
importonl component of fhe lolol number of ioumeys on ro ilwoy routes rodiofing
from London. lt is possible, with some coreful onolysis ond interpretoiion of census
doto, to determine foirly occurotely lhe possible commuling morftet for locol
commuling. Toble I I shows the number of Bromhom ond Ookley residents who
work in Bedford.

popuhlion .long roub
ushg trin to conmuto

to wo*

Avorags p6sk hour
frequsncy oltrains
lowrrds London

Active wodring popuLtion who wort oubide
sstlemsnt ot rosidencs

Bedford !o ilorlhampbn Rlihtry - Timshblo Options .nd Us.gc pobnti.l 12



The Hrndhy PrrtmBhh

Given the relolive position of Bromhom to the proposed slotion north of lhe

seltlemenf ond the proximify of Bedford, it is doubtful if more thon l/3 of lhose thor

work in Bedford would find fhe troin on ottroclive olfemolive lo using o cor. This

gives o tolol potenliol commuling morkef of 1020 possengers o doy (i.e. 2040

ioumeys). lf the troin occounfs for l07o of the Ookley/Bromhom fo Bedford morkel,

lhen lhere would be qround 80 locol commuters plus lhe exisling 380 moking o

totof of 460 li.e.92O iourneys). Cleorly, the proposed Bromhom ond Ookley

Porkwoy stolion musl ba os oltrociive os possible including, for exomple. q ryclewoy

connecting the iwo sellloments wifh the stofion, logelher wifh secure rycle po*ing.

Becouse of lhe woy the census dolo is published ond fhe dislonces fo Bedford, Mihon

Keynes cnd Bedford such direcl onolysis is not possible for Olney floble l2).

However, given the

relolive size of lhose 3 regionol cenlres

(foble l3), it is not unreosonoble fo

ossume thol of leosf 507o of commuling

trips ore lo Bedford ond Norlhomplon,

i.e. 965. A l0% shore for roil would eouol

96 commulerc or 192 joumeys o doy. This, odded to fhe existing roil commulers

$obfe 9) ol 116 or 232 ioumeys, would moke o ,orol of 424 trips o doy.

Given lhe experience of Chiltem Troins, i.e. lhere ore os leosl os mony leisure /

shopping lrips os there ore commuling trips, then it would be reosonoble to ossume

thof the two inlermediqte stolions would generote o lolol of ct leosf 2.900 ioumeys
o doy.

A vcriety of conslroinls meon lhol it is not possible, ot this stoge, fo eslimole lhe

commuting morket befween Northompton ond Bedford.

Active rrcfting popuhtion who rvoft

oubkle setlGmont of t$idcnco

l{umbett vofiing in Bedbd,

l{orlh.trpton md llilton lbyno3

t97,66l

| 17 ,91'l
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The H|ndhy P. neBhiP

Eslimation of use by Analysis of Roub Population

This is o widely used lechnique developed over lhe yeors by British Roil' lt is bosed

on on eslimote of populotion within o 2-kilometre rodius of o proposed sfotion

olong wiih the populotion inside o ring between 2km ond 3km' The ossumption is

thot the number ioumeys generoted will be equol lo 2lo of the populotion within 2

kilomelres of the stotion ond 17o of lhe populolion belween 2 ond 3 kilometres from

the stolion. Thus, lorger lowns will generole more trips lhon smoller ones ond thot

experience of existing locol roilwoys lhot hove trip rotes equivolenl io befween 1%

ond 57o of the route PoPulolion

suggest fhot this technique will give o

good overoll esfimote of lhe folcl

ioumeys on lhe route. Using census

informolion ond lond use Potlerns

fiom Ordnonce SuweY moPs the

colculotions gove lhe following

results:

This totol is lower ihon ihe totol derived from commuter lrips (2'900)' becouse the

overoge commuling role from Bedford ond surrounding slotions is much higher thon

both the nolionol overdge on which lhe 2o/o/ 1o/o ore bosed'

Bedford to l'lorhampton Rrilv{.y - Tirnsbbl€ Options rnd tbrge Pobnti'l 1/t



4.0

The HrndhY PrrtncrshiP

Conclusion

From fhe obove firsl-sloge onolysis of fhe service potterns ond polentiol use of lhe line, fhe

following conclusions con be delerminad:

Sbtion Locatons

The finol locqtion of slotions will follow {rom o more detoiled onolysis of polentiol

sile, costs of conslruction ond olher fqclors. However, ol this sioge, it is felt thot

furfher investigofion is iustified for the following locolions:

Brockmills

Greoi Houghton

Northompton Sfodium (port-time use)

Olney

Bromhom & Ookley PorkwoY

Sevice Patterns

A ronge of line speeds hove been ossessed, os hove o number of operoling options'

These con be summorised os follows:

End b End JoumeY Times

Line Speed

45mph

60mph

75mph

Bedford b llorthampbn Joumey Time

gomoh 3l  mins

Reductions in end-to-end ioumey limes con be ochieved wilh o reducfion in slotions

or port lime only working of some sites.

Opera6ng Pattems

1) IndependentOperalion

Troin run befween Bedford ond Northompton

2) IntsgfatBd Operation

o) Hourly sewice between Northompton ond Blefchley

b) Holf-hourly service beiween Norfhompton ond Bletchley

c) As obove, but with new porkwoy slotion neor Kempston

3) Exbnsion of Thameslink Services

4.1

42

4l mins

35 mins

32 mins

Bedfod to ltorhlmpbn Rrilrny -Timebble Optiom lnd t €rgo Polnti.l 15



4.3

Th. H.ndLy P.th.Bhh

Pobnfial Usage

Two melhods were used lo ossess fhe likely level of use of the new roilwoys. Ai fhis

stoge these figures should be freofed wifh coution, but they do provide o guide os to

the level of locol use which could be expected.

Method t

iilethod 2

Commulerc per doy - 1400

Olhertrips - l4OO

Tobl tips per day - 2800

(Excludes short-distonce leisure ioumeys)

Commufers perdoy- 1100

Other trips - 1100

Tobl trips per day - 2200

{lncludes shorl-dislonce leisure ioumeys)

Mefhod 2 will tend lo under predicf lhe number of frips due lo the relotive high

frequency ond ronge of deslinolions offered by Thcmes Link lroins compored wifh

services provided by WAGN ond Silverlink (see toble I 0).

The number of lrips per yeor generuled by lhe line will be belween 840.000 ond

660,000. lf is eslimoted thot this will provide onnuol fore revenue of bEtween €660k

ond !1260k.

Additionol rev€nue moy occrue to the line from its use by freight services ond from

lhe opportionmenl of revenues for through ioumeys not slorfing or ending on the

line ilself. Furlher onolysis will be required to quontifr this.

Bedford to llorhrmpbn Rrihy - Tinrhbl. Optbns .nd U..ge Pobnthl 16



Received by email 
 
[Personal details redacted] 
 
Interest: I have a long standing interest in sustainable transport and development, being 
coordinator of the Cambs Campaign for Better Transport and a committee member of the 
Bedford Area Bus Users Society, as well as belonging to various national campaign groups. (I 
should say, however, that this submission is being made in a purely personal capacity.) I have 
been a full or part time resident in Cambridge for nearly 47 years. I make regular use of the X5 bus 
service which runs the length of the corridor, mostly for journeys to St Neots or Bedford but 
sometimes to Milton Keynes, Buckingham, Bicester or Oxford. I also make occasional use of 
other public transport facilities on the corridor, such as the bus route between Bedford and 
Northampton. 
 
I welcome the opportunity to give evidence regarding the infrastructure requirements of the 
Cambridge-Milton Keynes-Oxford Growth Corridor. I support the contention that proper 
treatment of this issue can have a marked impact on its economic prosperity. 
 
In general I feel that the way things are currently going leaves grave cause for concern. There is 
talk of major road developments, which will contribute to climate change problems and also local 
environmental problems including air pollution, danger, noise, community severance and urban 
sprawl; much current development seems to be happening on a haphazard basis and without 
adequate transport facilities for people without access to cars; and bus services are disappearing 
at an alarming rate because of the complete lack of a robust source of funding for revenue 
support, even though the cost of this is far less than the cost of new infrastructure.  
One major consequence of all this is ever increasing social exclusion for people without access to 
cars. 
 
I therefore call for the following general strategy: 
 
1. Introduction of a workplace parking levy, applying throughout the corridor. This would raise 
revenue which would could be used for both capital and revenue spending (including revenue 
support for buses); and it would also encourage developers to choose locations with good access 
without a car. Legislation should also be introduced enabling this to be extended to non-
commuter parking; this would for example improve the competitive position of struggling town 
centre and neighbourhood shops as against out of town supermarkets, with their huge and 
unsightly car parks generating vast amounts of traffic. 
 
2. A commitment for all major new developments to have at least hourly bus (or rail) services 7 
days a week from early morning to late evening.  
Eventually this standard should be extended to cover all small towns, large villages and urban 
neighbourhoods. These standards are already met by almost all villages with stations on 
commuter lines to London, and there is no reason why they can't be extended to allow people 
without cars -- whether because they don't want to drive, because they can't drive for reasons of 
youth, old age or disability, or because they can't afford to maintain a car -- to enjoy a decent 
quality of life even if they don't live near a station. 
 
Developments should preferably be within existing urban envelopes, but there is also potential 
for urban extensions (though if these are off existing inter-urban corridors they need to generate 
enough demand to support an adequate level of service, and if not then inter-urban buses should 
not have to suffer significant time penalties to serve them) and for free standing new 



communities, which should be around (existing or new) stations and other nodal points in the 
public transport network. Village developments could also work if the villages are adequately 
served, and the proposal in 6 below would significantly increase the number of villages satisfying 
this criterion. I therefore do not believe that adoption of this commitment would significantly 
impede economic growth. 
 
Also worth considering is the provision of completely car-free developments, a prototype for 
which is Vauban, a suburb of Freiburg in Germany. Within such developments, there would be no 
provision for people to keep cars outside their homes, though it would still be possible for people 
to access cars through a "car club" scheme. 
 
3. Abandonment of plans for major increases in road capacity. For example, based on my 
experience as a user of the X5 bus service westwards from Cambridge, I see no need to dual the 
A428 between Caxton Gibbet and the A1; any delays I experience are minimal and dwarfed by 
delays in urban areas such as Cambridge and St Neots. I would, however, be sympathetic to local 
improvements at the Caxton Gibbet and Black Cat roundabouts, including possibly a new single 
carriageway road between the Black Cat and the Tesco roundabout on the A428 at Eynesbury. 
 
4. Development of the rail network to form the backbone of the area's transport system for both 
passengers and long distance freight. This would include bus/rail interchange at stations. 
 
5. Integration of buses with the planning system, making use of the franchising powers that are 
due to be conferred by the Bus Services Bill currently going through Parliament, preferably with 
some amendments that are likely to be suggested. This would, for example, give people and 
businesses thinking of moving into the area the certainty they are entitled to expect that their 
chosen locations will continue to be accessible in the years to come. The existing Local Transport 
Plan system should include a requirement to specify minimum standards for bus provision, which 
would be consulted on and which after adoption would be binding on the local transport 
authority. 
 
6. Adaptation of the highways network to facilitate bus provision. All major highway schemes 
should include an assessment of how they can best facilitate bus provision. In particular I call for 
the infrastructure needed to support the development of a network of "expressway buses" on 
which I will expand below. 
 
Of these, 1-3 and 5 are largely non site specific and I have little more to add with respect to these 
proposals. However there is more that needs to be said about 4 and 6 above. 
 
Here are my development proposals for rail, roughly in order of priority. 
 
A: Improve interchange between orbital buses and inter-city trains. With respect to the X5 bus 
service, the biggest potential is at St Neots, where existing infrastructure would allow inter-city 
trains to stop, but some local road improvements would be necessary to allow buses to serve the 
station with minimal time penalty. (At present, it's about 10min walk between bus stop and 
station.) The X5 should also extend to Cambridge station, preferably with the aid of traffic 
management measures to allow buses to traverse the congested section of route between the 
station and city centre quickly and reliably. By contrast, interchange at Bedford, Milton Keynes, 
Bicester North and Oxford is much better, though some of these stations could do with more 
inter-city trains stopping there. 
 



B: Reopen the route between Oxford/Aylesbury and Milton Keynes/Bedford as soon as possible. 
This is as per current plans. In addition, as soon as trains can run between Oxford and Bedford a 
dedicated bus link should be provided to St Neots and Cambridge, with passengers interchanging 
at a station south of Bedford to travel along the A421 to St Neots station then serving Cambourne 
and main stops in Cambridge before terminating at the city's main rail station. Through ticketing 
should be available for journeys such as Milton Keynes-Norwich. 
 
I believe that the plans should include a new station at Claydon, which would act as a focus for 
local bus services to improve connectivity in what is now a very poorly served area (despite the 
newish development at Calvert Green, which without a station would not have been allowed 
under the condition I recommended in 2 above). 
 
C: Build a new curve at Bletchley, enabling trains from Milton Keynes to run eastwards without 
having to reverse there, and also a short cut-off route linking Ridgmont with Flitwick. This would 
provide an alternative route from the West Coast Main Line to London, via Luton, which would 
be valuable both to serve this large town, including its airport, and as a diversion route when the 
main line through Watford was closed for engineering work or other reasons. 
 
D: Extend the route from Bedford to Cambridge. My preferred option would be to go via St 
Neots, because of the value of the interchange mentioned in A above. The old line could be used 
for most of the section between Bedford and the East Coast Main Line (ECML), with passenger 
services using Bedford Midland station but freight trains able to avoid reversal there by using the 
south side of the former triangle at Bedford St Johns. East of St Neots a new route would have to 
be found, preferably serving a station for Cambourne. The most difficult task would be to find a 
way to join the main line network at Cambridge, and priority should be given to identifying and 
protecting a route from Cambridge's mushrooming urban development. 
 
E: Extend the route of C above to Stansted Airport, and possibly beyond. A new line would be 
required to Hitchin, but beyond that the only problems are short gaps at Hertford and Rye 
House. One would probably also need to provide extra capacity at Hitchin station and between 
the West Anglia Main Line and Stansted Airport. 
 
The new link at Hertford could also form part of a strategic freight route between the ECML and 
Channel Tunnel, with trains running from the ECML to Barking via Ware and Seven Sisters. 
Beyond Barking there are several options which are not relevant here, but such a route could 
help relieve traffic problems on the Dartford Crossing, M11, A14 and A1, the route currently used 
by most road traffic on this corridor. 
 
F: Reopen the route between Bedford and Northampton, preferably making use of the old rail 
alignment via Olney. This was suggested in the report of the London to South Midlands Multi-
Modal Study (LSMMMS) which was published in the 2000s. It would provide a direct route 
between East Anglia and the West Midlands, and I would suggest a target of 90min running time 
between Cambridge and Birmingham. This route might also feed a future high speed rail network 
-- for example, under the HS2 plans (which I have reservations about, but these are not relevant 
here) trains could join the high speed network at the proposed station near Birmingham Airport 
and run to Manchester. 
 
I think that with the above the region would have a rail network which could help underpin its 
growth. 
 



Now for highways and buses. At present no effort is made to provide stopping facilities for buses 
on major highways. As a result, when a community is bypassed, operators have the choice 
between deviating to serve it (which results in a significant time penalty for travellers, especially 
when there is a whole series of communities each with its own bypass) or running nonstop along 
the main highway and thus leaving the community without a service (or with a very much lower 
level of service than it would otherwise have). 
 
I recommend that on dual carriageways there should be a policy of providing "virtual stations" at 
suitable points. As the name implies, these should have many of the facilities one can expect at a 
rail station: waiting areas, real time information and cycle parking. I would recommend that the 
waiting areas at virtual stations should be off the road; the real time information displays would 
tell passengers when they needed to make their way to the bus stop itself. Some virtual stations 
which are close to tourist attractions and major cycling routes might also be able to support cycle 
hire facilities. 
 
Virtual stations could be provided at regular intervals along highways. In general, they could be 
focused on existing bridges and underpasses; for example the bridge at Hardwick, which I'm sure 
strikes many A428 travellers as a "blue elephant", would perform a valuable function if the X5 
route served a virtual station at that point. Further west, Transport 2000 Cambs & W Suffolk (the 
former name of what is now Cambs Campaign for Better 
Transport) objected to the removal of plans for a bridge over the A428 at Cambourne which 
could have served a virtual station there; in the absence of such a station any people wishing to 
travel between Cambourne and St Neots, or places further west, normally have to detour into 
Cambridge (Madingley Road Park & Ride) because the X5 doesn't stop anywhere between there 
and Loves Farm (near St Neots). 
 
More stops on single carriageway sections are also needed; for example one at Finmere, where 
the X5 moves from the dual carriageway A421 to the single carriageway A4421, would provide 
access to the popular weekend market held there; and also provide an interchange point to 
enable people from Brackley, who have just lost their direct service to Bicester, to access the X5. 
(This would of course require the provision of a regular connecting bus; this could double up as a 
feeder to the new station at Claydon proposed in B above.) 
 
I believe that the following corridors serving Cambridge or Oxford could also do with 
"expressway buses", which would run regularly from end to end and call at suitably sited virtual 
stations as these were developed:  
Cambridge-Rugby (A14) -- with rail connections at the latter this would provide a faster link to 
Birmingham than is currently possible, though slower than the all-rail route proposed in F above; 
Cambridge-Norwich (A11); Oxford-Northampton (A43) -- this would provide another option for 
reconnecting Brackley to Oxford, as well as a regular service to Northampton; and Oxford-
Newbury-Winchester (A34). Note that the first of these was proposed by Cambs Campaign for 
Better Transport in its submission to the "A14 Challenge" consultation in 2012 -- see 
http://www.bettertransport.org.uk/blogs/roads/030212-a14challenge 
 
I would therefore like to make a general recommendation that when any highways proposals -- 
whether or not I would object to them for other reasons -- are being prepared, consultation 
should be undertaken on whether their design is appropriate to the needs of bus users. And one 
should also point out that local authority control of the bus network, in the form which the Bus 
Services Bill is likely to facilitate, is essential to ensure that money spent on bus provision is not 
wasted because the relevant bus services don't materialise -- or, in the case of existing operations 
such as the X5, because the operator isn't interested in using the facilities provided. 

http://www.bettertransport.org.uk/blogs/roads/030212-a14challenge


 
This concludes what I have to say about bus provision on highways, and it just remains to sum up 
by saying that I believe that implementation of the above strategy would be a "win-win" for the 
people of the region, and the country as a whole: the required facilitation of economic growth, 
more sustainable transport with a reduction in its adverse impacts, more accessibility for people 
without cars, and greater viability for our traditional communities. 
 
 Simon Norton, 5 Aug 2016 

 



[Received by email] 
Dear Commission Members, 
 
Regarding the infrastructure requirements for the Cambridge-Oxford corridor, we have identified 
the Girton Interchange as a critical weakness. The A14 Improvement Scheme will reconfigure this 
junction to improve the efficiency and safety of traffic flow along the A14, but will add no new 
connections. 
 
The A428-A421 is the principle road between Cambridge and Milton Keynes, yet the connections 
into both cities are heavily congested. Eastbound traffic has to use the single-carriageway A1303 to 
access both Cambridge and the M11. Westbound traffic encounters delays after crossing the M1. 
 
Providing additional connections at the Girton Interchange would enable: 
 
1) A viable park-and-ride site to be built at the interchange to serve traffic arriving on the A428 and 
from the Midlands via the A14. Park & Ride is a proven strategy in Cambridge to reduce congestion 
in the city. 
 
2) Through traffic to move directly between the A428 and M11, avoiding local roads - both the 
A1303 and minor roads south of the A428 used to access the M11 at the Barton Interchange (Jn 12). 
This would reduce journey times to the Biomedical Campus, the network of science/research parks 
around the A505, and Stansted Airport. 
 
We had originally lobbied Highways England without success to consider an all-ways junction for the 
Girton Interchange as part of the A14 Improvement Scheme: 
http://www.smartertransport.uk/a14-girton-interchange/ 
 
Now is the opportunity to fix this most critical flaw in the strategic transport network around 
Cambridge. 
 
 
Regards, 
 
Edward Leigh 
Smarter Cambridge Transport 
 

http://www.smartertransport.uk/a14-girton-interchange/
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Submission to NIC 
Cambridge – Milton Keynes – Oxford: 'growth corridor'  
Call for evidence 
 
South-East Cluster, Cambridge 
 
We are making representations to highlight the area in the South-East Cluster of Parks and 
Parishes around Cambridge (the Cluster). Whilst not within the Cambridge City boundary, 
this area to the South East of the City (within South Cambs) is a rapidly growing economic 
network providing scale and acclaimed international recognition. The Cluster includes over 
ten Parish Councils and the following national and globally significant Parks:  
 
 
• Wellcome Trust Genome Campus 
 
• Granta Park 
 
• Babraham Research Campus 
 
• Iconix Park 
 
• Former Spicer site/Aracaris Capital  
 
• South Cambridge Business Park 
 
• Chesterford Research Park 
 
• Proposed SmithsonHill land 
 
 
 
The area is also a key multi -transport and economic node along the London-Stansted-
Cambridge Corridor and is located around the M11 - A505 - A11 junctions. To the north is 
the Bio-medical campus with the proposed new station and four tracking to accommodate 
the new East-West rail line. 
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The growth in the area is phenomenal and current predictions show over 8,000 jobs in the 
Cluster in the next five to ten years with significant and further growth beyond. 
 

 Wellcome Campus -      2,000 jobs  

 Granta Park -       2,000 jobs 

 Iconix Park -          500 jobs 

 Chesterford Park -        900 jobs 

 Babraham Research Campus -    1,000 jobs 

 Former Spicer site/Aracaris Capital Limited -  2,000 jobs 
 

TOTAL INCREASE IN JOBS    8,400 jobs 
 
Together with the Biomedical Campus to the north, a further 6,000 jobs in the next five 
years, the southern side of Cambridge could therefore be delivering around 40% of the 
employment growth planned around the City. 
 
Not only is it an attractive place to live and work, the area boasts road, rail and air transport 
network: 
 

 A semi-fast railway station at Whittlesford Parkway - Liverpool Street (63 mins), 
Cambridge (10 mins) and Stansted (26 mins)  
 

 Road access to the East (A1307 – Haverhill, A14 - Newmarket, Bury St Edmunds, 
Ipswich, Felixstowe and A11 - Norwich)  

 

 Road access to the North (Cambridge, Huntingdon/A1M and A14 towards 
Birmingham) 

 

 Road access to the West (A505 - Royston, Baldock, Stevenage, Letchworth, Hitchin 
and Luton) 

 

 Road access to the South (M11 - Bishops Stortford, Stansted, Harlow, M25 and 
London). 

 

 The proximity to Stansted both by road and rail cannot be underestimated. Not only 
flights to Europe (and increasingly internationally) but also as a commercial freight 
airport with both Fedex and UPS to name but two operators. Stansted is also a key 
driver for export from the region. 

 
For the Cluster, the aims and purpose of the National Infrastructure Commission are clear 
and are exactly what is needed to provide the strategic infrastructure needs for the area for 
the next 30 years. 
 
The Cluster is not just about itself. It is a key node for Hertfordshire, Suffolk, Essex and 
Norfolk as well as Cambridge. If the Cluster comes to a standstill albeit through lack of 
electricity or transport gridlock, so will the East of England and the wider businesses such as 
Felixstowe Container Port and Stansted Airport. 
 
The success of the Cluster is accessibility, the pull of the Universities, easy access to 
London and the quality of life as a place to live, as an alternative to the middle of Cambridge. 
Heavily settled by the Anglo-Saxons and the Romans, the Cluster remains a highly desirable 
place to call home and do business. 
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The Cluster also plays on an international stage and keeping ahead and abreast of 
developments is key. Whilst Greater Cambridge has the City Deal it is difficult to deal with all 
of the problems in the Cluster. Chesterford Park sits in Essex and Haverhill which will have an 
increasing impact on the roads sits within Suffolk. Down the road to the west is Royston which 
sits in Hertfordshire. Whilst devolution will occur in the next few years, a really visionary long 
term plan which straddles all political boundaries needs to be made to ensure that the Cluster 
remains a pull for talent and businesses. Success breeds success but without careful planning 
and visionary thought, the impact could be huge on the area. 
 
The Future 
 
The real key is the definition of economic infrastructure.  “Economic infrastructure keeps the 
country running” Amyas Morse, Head of the National Audit Office, 16 January 2013 
 
The proposed vision of the NIC almost mirrors the needs of the Cluster. It is a juggle between 
maintaining and enhancing the Parks position in the global economy, making sure the quality 
of life for the villages in the Cluster is maintained, achieving affordability for everyone 
(commercial space and homes) and to reduce inputs be it water, electricity, oil and gas. Low 
carbon needs to be defined. In addition to constructing low carbon buildings, it is essential that 
the area has a more efficient public transport system and less reliance on the private car. 
 

 One of the biggest challenges around Cambridge has been retrofitting infrastructure and 
requirements. Safeguarding infrastructure routes for modern modes of transport 
(autonomous vehicles etc), wifi connectivity, mobile phone signals and utilities must be key. 
BT has continually let down the rural communities with its superfast broadband and now 
there are claims that those in rural communities do not want to be connected. Not so around 
Cambridge! Future roll-outs of new technology must be swifter and less painful. 

 
 A greater role of government both locally and centrally will be to exert pressure or 

compulsory purchase powers to ensure growth and infrastructure improvements can 
continue.  Many large projects are hampered by ownership issues or lack of vision to drive 
projects forward. Possibly devolution for the region will assist. 

 
 Similarly to London, the ability to co-ordinate regional transport must be a key aim to provide 

joined up and comprehensive public transport. The luxury of an Oyster Card system (or 
future generation of payment) must be available to everyone.  

 
 New technologies such as SPARC www.gosparc.com developed 

in Holland by a spin out of TomTom should be embraced now.  
 
 These payment systems can be retrofitted into any car or bus and 

could be used at local train stations too. It would also overcome 
the issue of different tickets for different bus companies. This 
must be considered carefully especially in relation to the Oxford-
Cambridge corridor.  
 

 Real time transport information is essential. It is estimated 90% of 
the UK population has access to a smart phone. Suitable wifi and 
mobile coverage is therefore needed especially in rural areas, on 
public transport corridors and in areas of employment.  

 
 Due to increase in mobile phone mast sharing there has been a significant reduction in 

coverage and more outage patches. Many masts in the area have been decommissioned in 
the last year and the coverage in the Cluster has significantly reduced. For more information 
on Cambridge coverage (or lack of) see www.cambridgeahead.co.uk/our-
projects/connecting-cambridge/cambsnotspotter

http://www.gosparc.com/
http://www.cambridgeahead.co.uk/our-projects/connecting-cambridge/cambsnotspotter
http://www.cambridgeahead.co.uk/our-projects/connecting-cambridge/cambsnotspotter
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 Stations also need to be fully accessible. Rural stations have no disabled access points, no 

facilities and are under parked. Improving access and quality has to be a key aim to support 
the connectivity of the area. Connectivity both physically and virtually will be the biggest 
issue for growing the strength of the economy in the Corridor.  

 
 Opening up new stations along existing lines should be considered. One example is closing 

Dullingham Station in exchange for a new road junction and station at Six Mile 
Bottom/A1304 London Road. This would enable access to a station for those coming south 
on the A14/A11 (Red Lodge, Mildenhall, Newmarket, Burwell, Bury St Edmunds) and serve 
as a station to Cambridge and beyond. 

 

 
  
 Cambridge also needs a Greater Cambridge Ring Road. The A14 is the major road 

through the region however the A11 and M11 play a significant role in movement of transport 
through the region. A major infrastructure improvement which is desperately needed is the 
linking of the triangle – M11 to A11 and A11 to A14.  

 
 Without these links, many villages suffer from rat running, the A505 is under significant strain 

and the City suffers when there is an accident on the A14 and the diversion is through town. 
Whilst difficult to work out why this was not accomplished years ago, to ensure that the 
pressure is taken off Cambridge and the surrounding villages. 
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Greater Ring Road for Cambridge 

New Junction M11 South - A11 North 

New Junction A11 North - A14 West 
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 Electricity, waste and water are also major components.  With an increasing focus on Big 

Data the need for electricity is huge. This is a fundamental issue highlighted by many of the 
Local Authorities around Cambridge as part of the Community Infrastructure Levy work 
undertaken. The South East Cluster requires a full upgrade to the local electricity network. A 
priority in 2013, the work is now critical and is estimated at £10m- £12m with a project 
timetable of two years.  

 
The Cluster and the bigger Corridor are successful. The future success is therefore almost 
guaranteed. More than ever before and post Brexit it is competing on a global scale. Future 
planning must involve utility companies and hold them to account to invest in their 
infrastructure and not rely on developments providing the money once planning is achieved. 
This is too late, the infrastructure projects have long lead in times and the development 
market must be able to respond to demand in a timelier manner. 
 
Consultation 
 
One key component to change is consultation. This goes right down to local level. Change is 
hard and rapid change to some is unacceptable. 
 
Providing a voice for Millennials and the generation after is also a challenge. As experienced 
around Cambridge during the City Deal consultations there is very little interaction with 
younger generations. Studying what they want will be essential to delivering the right 
infrastructure over the next 30 years. Similarly with an aging population, public transport and 
services will become essential. 
 
Planning for an active retirement population is almost as critical as providing an 
infrastructure for those who are working.  
  
Other Success Pull Factors 
 
Quality of place cannot be overlooked in the decisions that are being made. During austerity, 
there has be a tendency for decisions to be made with greater consideration towards 
minimizing exposure to ongoing revenue verses initial capital cost. 
 
This has led to some frightful road layouts, lack of open spaces and a general approach 
away from anything to look attractive.  This is in stark contrast to European countries who 
have tried extremely hard to play on the quality of life and environment to tempt businesses 
to their country. 
 
Good examples are this year’s European Green Capital Ljubljana which has been turned 
around dramatically www.greenljubljana.com  
“People have quickly got used to these changes for the better and so can quickly forget how 
the city centre was choked with traffic, how hard it was to get from one side of the river to the 
other, how much time was spent waiting for the bus and when the riverbanks were a car 
park rather than a place of pleasant cafes. It’s hard to believe that today’s green capital was 
so very different less than a decade ago” 
 
On green and beauty the Corridor needs to be punching high if not higher than European 
examples. 
 
The quality of schooling is also a major issue. The recent announcement delaying the ‘fairer 
funding’ for Cambridgeshire, Norfolk and Suffolk schools is bitterly disappointing. The quality 
of schools and availability of places is a key when considering relocating to a new area. If 
the schools could be ‘the best state schools in Europe’ the decision for many with families to 
relocate, would be easy.    
 

http://www.greenljubljana.com/
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The cost and quality of housing is also a known issue – there needs to be suitable provision 
from affordable homes through to CEO housing.   
 
Recreation and access to the countryside is also vital for mental wellbeing, healthy lifestyles 
and for leisure. Footpaths and bridleways to new stations, circulate routes, long distance 
paths are all essential to both commuters and opening up the tourist economy. Other key 
cultural and sporting investments like a rowing lake around Cambridge and other large 
recreation projects whilst possibly loss leading are vital to attracting growth.  
 
The question ‘Why not London?’ also needs to answered. The Corridor needs to shout about 
what it has to offer and also play on the strength of ties to London. Connectivity times to 
London and major transport hubs such as Stansted, London stations and Eurostar need to 
get faster, more reliable and more frequent. The West Anglia Task Force work needs to feed 
into the NIC work on the Corridor. 
 
Keeping the existing communities happy is also essential. Major schemes at the cost of 
quality of life for those already in the Corridor cannot occur. Improvements need to be seen 
for everyone not just for the new few. Retaining people in the area is as vital as attracting 
new.  
 
In short the Corridor needs to be as appealing as possible to the man and woman on the 
street. Happy workers equals happy & balanced communities, encourages volunteering, 
green spaces, pleasant environments to work and live in which is essential. For new and 
relocating businesses coming to the Corridor, it should be an easy decision. A great pool of 
happy employees who will stay and work in the Corridor is the goal of every employer.   
 
It is not an easy task but the NIC has the real opportunity to drive the vision. It is essential 
that they work hard to bring together all key players along the Corridor regardless of politics 
to ensure that a cohesive plan can be put in place. 
 

26 July 2016 
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Aerial views of the siteFigure 1a: Site location
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1. INTRODUCTION

This document has been prepared on behalf of the SEMK Consortium.  

It forms part of the Consortium’s response to consultation on the 

Secretary of State’s Proposed Changes to the South East Plan that were 

published in July 2008.   The purpose of this document is to support the 

Consortium’s written representations and confi rm that the proposals for 

the site are deliverable in accordance with the recommendations of the 

Panel Report dated August 2007.  To this end the document:  

•  

The Consortium’s land is located to the south east of Milton Keynes 

in the area extending from Cranfi eld Road in the west to Junction 13 

of the M1 motorway in the east (Figures 1a and 1b).  This triangle of 

land forms part of the wider South East Strategic Development Area 

(SDA) identifi ed in the Secretary of State’s Proposed Changes.  The land 

therefore has the potential to make a unique and important contribution 

to the plan-led growth of Milton Keynes in the period up to 2026. 

describes the background to the proposals and the strategic  

analysis undertaken to date;

 defi nes the parameters for expansion having regard to  

technical and environmental considerations;

 explains the concepts that inform the master planning  

framework for the site and the deliverable land use elements; 

and 

 describes the wider benefi ts to Milton Keynes, particularly  

new infrastructure, that would be delivered by the proposal.   

M1  Junction 13

the siteA5

A421

central Milton Keynes

Milton Keynes 

built-up area
rail link

Figure 1b: Site context
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Figure 4: Options for Growth - Option 1 (Source: Milton Keynes 
Partnership)

Figure 5: Strategy for Growth (Source: Milton Keynes Partnership)

Figure 3:  Milton Keynes & South Midlands Sub Regional StrategyFigure 2: Milton Keynes Growth Study Area, Areas MK15, MK16 
and MK17 

2. MILTON KEYNES GROWTH & SOUTH EAST EXPANSION

At regional and sub-regional levels Milton Keynes has been confi rmed 

as a growth area, with continued growth up to 2031.  A series of studies 

have been undertaken to produce ‘a vision for 2031’ in order to guide 

this change over the full period of growth in accordance with the Milton 

Keynes and South Midlands Sub-Regional Strategy (March 2005).  

These studies provide a valuable resource of background information 

and have been reviewed as part of the evidence base for the South East 

Plan and include the following:  

In each case the land at South East Milton Keynes (SEMK) has been 

found to perform well as a development location.  Extracts from these 

documents are set out in the following paragraphs of this document. 

To this list of studies can now be added the Proposed Changes of the 

Secretary of State, which confi rm the scale and extent of the South East 

Strategic Development Area (SDA). 

 Milton Keynes and South Midlands Study (Sept 2002);   

 Milton Keynes Growth Area Study (May 2003);   

Babtie Study (2004); 

Milton Keynes and South Midlands Sub Regional Strategy  

(2005);

 Direction Papers: Options for Growth (November 2005);  

Colin Buchanan Report (2006);  

 Milton Keynes Growth Strategy (June 2006); and  

 South East Plan Panel Report (August 2007).  
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port systems and interchanges.  Locations for development will be...on 

the basis of areas of search around the western, southern and eastern 

edges of the urban area’ (Paragraph 99). (Figure 3)

2.5 Directions Papers - Options for Growth (2005):                                                    

In November 2005, MKP published ‘Options for Growth’ that set out 

six options for meeting planned levels of growth at Milton Keynes up to 

2031. The SEMK urban extension is present in fi ve of the six strategic 

options presented in the ‘Options for Growth’ document, comprising 

a mix of uses both housing and employment. (Figure 4).  Four of the 

fi ve strategic options that include a South East Growth Area show it to 

have a residential capacity of 10,400 dwellings or more (up to 11,100 

dwellings).

2.6 Colin Buchanan Report (2006):                                                                                 

In December 2006, Colin Buchanan reported the results of its fi ndings 

for Buckinghamshire County Council and Aylesbury Vale District Council. 

The SEMK area was reviewed as part of a ‘Land Suitability Review; by 

CB’s sub-consultants, Wardell Armstrong.  The SEMK area formed part 

of ‘Area 5’ which Wardell Armstrong described as:

“Strong urbanising infl uence of M1 motorway and industrial development 

to east and west. Site suitable for development subject to historic asset 

setting issues”.  

The concluding text (para 3.3.60) states:

 “Landscape capacity to accommodate development is relatively high 

. . . The existing settlement edges are often well vegetated but range 

from strongly to weakly defi ned.  Development is therefore unlikely to 

improve or detract from the nature of the current urban edge.  The rising 

topography and wooded slopes of Aspley to the south forms a strong 

and logical boundary against further development beyond the site to the 

south…both areas are strongly infl uenced by the urbanising infl uences 

of the M1 motorway…as such, development within this area will not 

adversely affect the tranquillity of the area”.  

2.7 Milton Keynes Strategy for Growth (2006):                                                           

 

In June 2006, MKP agreed a growth strategy for Milton Keynes that 

formed the basis of its submission to the South East Plan Examination 

in Public (EiP).  The Growth Strategy includes a South East Growth Area 

comprising a mix of uses including a Strategic Employment Location 

and some 7000 to 8000 dwellings to be delivered in the period 2016- 

2021 (Figure 5). The report identifi es the benefi ts that could be delivered 

through the implementation of the proposed growth strategy including:

“V. The potential for development to contribute to an improved 

environment by requiring high standards of design and sustainable 

construction, protecting and enhancing environmental assets (including 

landscape and bio-diversity) and providing green space and related 

infrastructure.”  (Paragraph 9.6, p.45)

2.1 The Milton Keynes and South Midlands Study (2002):             

‘There is potential for more limited development to the east of Milton 

Keynes up to the motorway and north of the Bletchley to Bedford 

rail line with provision for noise attenuation set backs and screening.’ 

(Paragraph 5.70) 

2.2 Milton Keynes Growth Area Study (2003):                                                            

‘The sites (to the south east of Milton Keynes) have no signifi cant 

natural resources and are well connected to the existing and planned 

road network. The Kingston District Centre and local employment areas 

are easily accessible. Provided that the issue of motorway noise is 

overcome, this area has many attractions for urban growth.’ (Paragraph 

5.24) (Figure 2)

2.3 Babtie Study (2004):                                                                                                 

In 2004, Babtie Group’s study for the Milton Keynes Partnership (MKP) 

stated that the landscape character areas it identifi ed  to the south east 

of Milton Keynes  were in ‘poor’ or ‘very poor’ condition and had low-

moderate sensitivity and moderate to high development potential.

2.4 Milton Keynes and South Midlands Sub Regional Strategy (2005):                                                                             

‘New development will be delivered through a combination of urban 

intensifi cation and the development of new sustainable urban exten-

sions, integrated with the provision of new and enhanced public trans-
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 The Growth Strategy also identifi ed a set of ‘core sustainability principles’ 

to highlight some of the ways in which sustainability can be maintained 

and embraced through the life of the proposed Growth Strategy.  Table 

10.3 identifi es these principles in relation to environmental assets 

including:

 The maintenance and enhancement of biodiversity and  

wildlife habitats;

 Provision of high quality green infrastructure, strategically  

planned to encompass both new and existing 

development;

 Opportunities to enhance the value of landscapes with well  

designed and laid out development which is sensitive to 

existing landscape features; and

 The form and layout of development should respect heritage  

assets and their settings, seeking to enhance their value 

wherever possible.

Section 12 considers the ‘Spatial Principles’ which should underpin 

how development is taken forward.  The Strategy states that protecting 

landscape character was one of the key considerations in determining 

directions for new growth and that the identifi cation of areas suitable 

for growth excluded areas which had particular environmental, 

topographical, cultural or landscape qualities (Paragraph 12.13).

Figure 6: South East SDA and apportionment interpreted from the SEP Panel Report and Proposed Changes
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2.8 South East Plan EiP Panel Report (2007):                                                            

In August 2007, the EiP Panel Report was published and contains an 

analysis of the options for the growth of Milton Keynes drawing on the 

evidence of earlier reports and submissions to the EiP that took place 

in March 2007.  The Panel acknowledged that there was an unusually 

high level of information to allow them to make recommendations on the 

future direction of growth:

‘We conclude there is clear justifi cation in this case for the RSS to set 

out an unambiguous strategic framework for LDDs, as envisaged in 

PPS11, paragraph 1.17.’ (Paragraph 23.65)

The Panel Report concludes that having reviewed all of the evidence 

that the South East Growth Area – identifi ed by the Panel as the South 

East Strategic Development Area (SDA) - is the most sustainable of the 

options for expansion of Milton Keynes.  In relation to the scale and 

distribution of residential development, the Panel concluded:

‘we consider that it would be appropriate for the Plan to provide for 

10,400 dwellings within an extension to the south east of Milton Keynes 

– 4,800 of these dwellings being apportioned to Milton Keynes and 

5,600 to Mid Bedfordshire.’ (Paragraph 23.123) 

This conclusion refl ects the ‘Options for Growth’ paper, which identifi ed 

10,400 dwellings as the potential capacity of the South East Growth Area 

in four of the options presented, and also the evidence put forward by the 

SEMK Consortium at the South East Plan EiP in March 2007.  This has 

now been included in recommendation 2.3.5 of the Proposed Changes 

to the South East Plan, which advocates a South East SDA comprising  

4,800 houses in Milton Keynes and 5,600 in Mid Bedfordshire which is 

shown graphically in Figure 6.  

The following sections of this document provide further analysis of the 

South East SDA and explain how it can be delivered on a comprehensive 

and integrated basis. 

2.9 Context of the South East Milton Keynes SDA                                                     

The site context will be changed by development allocated in the 

adopted Local Plan.  The Eastern Expansion Area (EEA) is a mixed-

use development located to the north of the A421.  The EEA is in the 

process of being implemented and includes commercial development 

immediately to the north of the A421 - the Nova MK Logistics Park - and 

widening of the A421 to dual carriageway standard from the Kingston 

roundabout to the access to Nova Park.  Once complete the EEA will 

extend the urban area of Milton Keynes up to the motorway between 

Junction 14 and the A421. 

Land to the south of the A421 is the focus of further planned development 

identifi ed in the Local Plan. In the Local Plan, sites at Glebe Farm, 

Eagle Farm and Church Farm are allocated as strategic reserve areas 

(SRAs) with potential for development after 2011.  The SRAs at Glebe 

Farm and Eagle Farm and the intervening land immediately south 

of the A421 (the Wavendon Gateway) were the subject of planning 

applications submitted in May 2007 for some 3,290 dwellings in total.  

These planning applications were determined by MKP in March 2008 

and were refused permission; however, the allocation of these sites as 

SRAs establishes the principle of their future development, which will 

need to be co-ordinated with the development of the proposed South 

East SDA.
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Figure 7: Landscape character
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3. SITE CHARACTERISTICS AND ANALYSIS

3.1 The site                                                                                                      

3.1.1 Location: 

The extent of the South East SDA is defi ned by the A421 to the north 

and east, the Bedford/Bletchley railway line to the south and the current 

edge of Milton Keynes to the west.  These are established physical 

boundaries that provide containment to the future extent of development.  

Beyond the A421, on the north eastern boundary of the site, is the M1 

motorway. Junction 13 of the motorway is located at the far eastern end 

of the SDA. The character and context of this area, both now and as 

planned, are described in the following section. 

3.1.2 Context: 

The site lies on relatively low-lying land and is well–defi ned within 

strong existing features.  To the south, beyond the railway, the site is 

contained by the Brickhills Ridge which is occupied by the settlements 

of Husborne Crawley, Aspley Guise and Woburn Sands (Figure 7).  

This higher land is distinctively different in character from the site as 

it contains mature woodland and associated parkland which contains 

a golf course.  The M1 motorway to the north and the Junction 13 in 

particular is a dominant feature in the landscape. East of Junction 13 

lies a very prominent commercial development containing warehousing. 

A number of villages are located to the north of the motorway including 

Hulcote and Salford.   

3.1.3 Character: 

The site comprises mainly farmland under arable cropping. Due to the 

effects of modern farming the pattern of historic hedgerows has been 

diminished, with few features of intrinsic importance.  Within the southern 

areas of the site the pattern is more enclosed with smaller fi elds used 

for grazing.     On the southern edge of the site is recent residential 

development, which is part of Woburn Sands. The village of Wavendon 

is also located within the western part of the site. A golf course is located 

in the central part of the site, which includes areas of mature woodland. 

Additional residential properties exist along some of the roads across the 

site; along Berry Lane south of Hayfi eld Farm and north of Aspley Guise 

along Salford Road, north of Apsley Guise.   In terms of natural features, 

there are very few trees within the site.  A stream passes through the 

far eastern margin of the site with a limited fl ood plain.  Further streams 

cross the middle of the site to the west of Hayfi eld Farm.

3.2 Analysis of infl uences                                                                   

The Consortium has commissioned technical and environmental studies 

to determine the potential of the land within the South East SDA to 

deliver development in a manner that is consistent with the principles 

of sustainable development. These studies have provided a detailed 

understanding of the land and its relationship to the surrounding area.  

The fi ndings of these reports are summarised below.  

3.2.1  Landscape  

As can bee seen from Figure 7, the South East SDA is not the subject of 

any landscape designations, either statutory or non-statutory.  Although 

a former Area of High Lansdscape Value (AHLV) lies to the south,  the 

overall character of the South East SDA is not of high historical or 

aesthetic value, rendering it suited to accommodate development. These 

conclusions are corroborated by the descriptions of the site’s landscape 

found in the relevant independent landscape assessments covering the 

area  commissioned by Milton Keynes and Mid Bedfordshire Councils. 

Figure 7 illustrates the locations of the published landscape character 

assessments relevant to the site:

The western part of the SDA is defi ned in ‘Milton Keynes Landscape 

Character Assessment Draft Report 2007’ as falling within the ‘Southern 

Clayland Fringe’ to the south and ‘Broughton Flat Claylands’ to the 

north.  These areas are described as follows:

“Southern Clayland Fringe – an area of largely open arable  

land …containing a mix of urban fringe uses and a more 

historically intact area around Wavendon”.

“Broughton Flat Claylands – …The area is in generally  

poor condition and contains a number of urban fringe and 

industrial uses”.

The assessment for the ‘Southern Clayland Fringe’ recognises  

the more historically interesting and intact local landscape 

around Cross End and Wavendon House, however, the overall 

evaluation recognises that the ‘interrupted’ landscape pattern 

with the objective to ‘Improve and restore’ this landscape.  
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South East Strategic 
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Species

Figure 7: Ecological assessmentFigure 7: Ecological assessment
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Figure 8: Ecological issues
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The ‘Broughton Flat Claylands’ are described as having a 

weaker landscape character in generally poor condition and 

with considerable opportunities for enhancement within the 

planned development of the city.

The remaining part of the SDA falls largely within the ‘Salford- 

Aspley Clay Vale’ character area of the ‘Mid Bedfordshire 

District Landscape Character Assessment’.  This is described 

as a “large to medium scale, fl at and open clay vale…arable 

farming remains the predominant land use…the vale has 

been subject to large scale fragmentation.  Highly urbanised 

transport corridors including the embanked M1 corridor and 

areas of marginal land are frequently in view”.  Overall, the 

‘Salford-Aspley Clay Vale’ is assessed as being ‘moderately 

sensitive’ to change in terms of both landscape character 

and visual amenity. 

The South East Plan Panel Report confi rms that development  

to the south east of Milton Keynes would have the least 

landscape impact of all the options considered as potential 

directions for growth (paragraph 23.113).   

3.2.2 Noise

The main source of noise locally is the M1 motorway.  Noise studies show 

that the effect from the motorway will infl uence the form and location of 

residential development within the site.  It is therefore proposed that noise 

sensitive development will be set back from the motorway.   A setback 

of some 125-150m comprising bunding and planting is proposed to 

mitigate any noise effect on the new residential community and other 

noise-sensitive issues. Employment that is not noise sensitive can be 

accommodated within this zone.

3.2.3 Air quality

Locally air quality is principally affected by emissions from vehicles on the 

motorway.  The prevailing wind direction transports emissions from the 

motorway away from the site. Therefore the safeguarded strip retained 

to mitigate the effects of noise will also serve the function of mitigating 

any air quality issues.

3.2.4 Integrity of settlements  

The MKSM and Growth Area Studies identify the need to protect the 

setting of the nearby settlements of Woburn Sands, Aspley Guise and 

Husbourne Crawley.  An analysis of these settlements has therefore 

been undertaken to ensure that the proposals for the SDA properly 

respects the presence of these villages.  All three settlements have an 

historic core and are located to the south of the railway line.  Beyond 

their historic core, recent modern development has taken place that 

does not refl ect the traditional character of the settlements.  In the case 

of Woburn Sands, modern development has extended the edge of the 

settlement to the north of the railway line.  The settlement of Wavendon 

is also located in the western part of the SDA. To respect the distinctive 

character of Aspley Guise and Woburn Sands it is proposed that a 

parkland area be incorporated within the proposal north of the railway. 

This physical seperation will help maintain the separate identity of the 

settlements and provide opportunities for ecological enhancement. The 

settlement of Wavendon will also be protected by retained areas of open 

space adjoining the settlement. 

3.2.5 Ecological issues

A desk-top study combined with a walkover survey of the SDA (to an 

enhanced Phase I level across a vast majority of the SDA) confi rms that 

the largely intensively farmed landscape yields – as one would expect 

– habitats of generally low intrinsic interest (Figure 8). This is refl ected 

by the fact that there are no statutory ecological designations within the 

SDA although there are two non-statutory designations located on-site, 

with an additional two non-statutory designations adjacent to the site.  A 

limited number of specifi c ecological constraints exist which are readily 

capable of integration into any future masterplan and do not represent 

‘in principle’ constraints to the capacity of the SDA;

 one fi eld of purported species rich grassland towards the  

centre of the site;

 some ecologically important hedgerows (in terms of species  

diversity and/or as potential wildlife corridors);

 the presence of Great Crested Newts in a small number of  

ponds;

 areas of bat and barn owl roosting potential; and 

 potential habitat for otter and water vole. 

These issues are not unexpected for such a large land area.   Masterplan 

proposals can retain and enhance them within the layout of the 

development, including an adequate safeguard area where necessary. 

Indeed, given the relative dearth of ecological constraint – a product 

of the generally intensively farmed landscape – considerable scope 

exists to enhance the net overall biodiversity of the site as part of re-

development proposals in line with the guidance given in PPS 9.
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Figure 9: Archaeological issues
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3.2.6 Archaeological issues

Desk-based assessment shows that the SDA contains only one 

nationally important archaeological site (Figure 9). This is a probable 

medieval motte, located south east of Wavendon and designated as a 

Scheduled Monument. 

This does not represent an in principle constraint to the development 

of the SDA, although there is a presumption in favour of its physical 

preservation, as well as that of its setting. However, both can readily be 

accommodated within the SDA framework in an area this size. 

The same applies to the small number of locally important archaeological 

sites, monuments and fi ndspots, recorded within the SDA boundary, 

where further investigation may be required in advance of development, 

if preservation in situ is not deemed to be appropriate. 

A number of listed buildings are located within the SDA. These are 

focused on the historic settlement of Wavendon, although further, 

scattered, examples are located as far east as Aspley Guise Station.   

The SDA does not contain any locally designated conservation areas 

although the villages to the north and south of the SDA on the Greensand 

Ridge all have historic cores which fall within designated conservation 

areas.

Even so, it is clear that, whilst the designated archaeological remains 

and built heritage resources will be a consideration within the master 

planning process, they do not represent an in principle constraint to 

development. Indeed, there are, in short, few signifi cant constraints to 

the development of the SDA. 

3.2.7 Public Rights of Way

The principal opportunities and constraints for recreation and pedestrian 

circulation within the SDA area are set out in Figure 10 on the following 

page.  The extensive SDA site has a number of existing Public Rights of 

Way (PROW) within it.  These are generally in a north – south orientation 

and act as pedestrian linkage between existing settlements.  There are 

three key cross-SDA area linkages which present an opportunity within 

the SDA for enhancement and incorporation within green corridors.  One 

of these key cross-SDA links also has an existing promoted recreational 

route within it.  One of the key linear recreational opportunities lies in 

creating a towpath link along the proposed canal, and functional linkage 

into this from surrounding settlements would be implemented.   

Further ‘green links’ around the edge of the SDA may provide linear 

recreational opportunities in conjunction with their landscape or wildlife 

functions. A further opportunity for rights of way linkage is likely to exist 

within the proposed areas of green space that will be retained around 

the existing settlements.  These offer an ideal opportunity to provide 

formal circular walks and rides on the edge of existing settlements and 

thus prevent trespass onto surrounding farmland.
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Figure 10: Rights of Way
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3.2.8 Transport  

The SDA is located at one of the key entrance points to Milton Keynes. 

Much of the commuting into Milton Keynes takes place via Junction 13 

and along the A421.  The importance of this location will increase in the 

future due to planned infrastructure improvements, particularly:  

Both the M1 widening and Junction 13 upgrade are committed schemes 

and are planned to be completed by 2016.  The inquiry for the Junction 

13 improvements has already taken place.  The inspector’s report and 

Secretary of State have confi rmed that the junction design will have 

suffi cient capacity to accommodate traffi c generation from the South 

East SDA.

The improvements to the A421 have already commenced with the road 

being dualled between the Kingston roundabout and the access to the 

Nova Park development.  In addition, the southern boundary of the site 

adjoins the railway line between Bedford and Bletchley along which 

regular train services currently operate.  Access to these services is 

provided by stations at Woburns Sands and Aspley Guise.  

Furthermore, this section of railway is part of the East-West Rail (EWR) 

route.  The Western Section of EWR has been the subject of a recent 

report prepared for English Partnerships and details a new network of 

railway lines and train services linking Milton Keynes to Oxford, Aylesbury 

and Bedford by 2012.  The East-West Rail proposals will increase both 

the level of service and connectivity of the existing line, with the possibility 

of increasing line speed between Bedford and Bletchley to 70mph.    

 M1 widening as far north as Junction 13;  

A421 improvement to dual carriage way standard from  

Junction 13 to Milton Keynes; and 

 upgrade of Junction 13 as part of the Highways Agency  

scheme for improvement of the A421 between Bedford and 

the M1 motorway.   

The ‘Public Transport Long Term Vision Study’ has identifi ed the potential 

to achieve the integration of transport modes, with a P&R at Junction 

13 linked to Central Milton Keynes by high-quality public transport. 

Proposals for the South East SDA can accommodate these measures 

and thereby facilitate their delivery (Figure 11).  

Figure 11: Existing facilities
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Figure 11b: Summary of environmental issues
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     Constraints

setback along the M1 for noise sensitive development;  

 safeguarded important species and wildlife habitat;  

 retention of important fl ora, hedges and trees where  

possible; 

 fl ood plain in north east corner of site; and  

 separation from Husborne Crawley, Aspley Guise, Wavendon  

and Woburn Sands.                                                                               

      

     Opportunities:

 opportunity to enhance public transport, highways, footways  

and cycleways and rail infrastructure and achieve integration 

of these travel modes; 

 opportunity for landscape and ecological enhancement on  

land controlled by the Consortium south of the railway; and 

 opportunity for integration with planned development east of  

Milton Keynes on a comprehensive basis.

3.3 Constraints and opportunities  

Technical and environmental studies show that the site is largely 

unconstrained as a location for development.  There are a series of 

factors that will infl uence the form of development including:

Public transport to the area is currently provided by a high speed and 

rural bus service.  These services can be strengthened through their 

integration with a new high speed service through the proposed ‘City 

Street’, which will link the proposed Park & Ride through the Wavendon 

Gateway to Central Milton Keynes.  

The site is connected to the public footpath and bridleway network.  

This provides the opportunity to enhance connectivity between the site 

and the wider area for pedestrians and cyclists.

3.2.9 Summary of environmental issues

Drawing all the fi ndings of the baseline studies together, Figure 11b 

illustrates the principal environmental issues which will infl uence master 

planning of the South East SDA:

 The existing and proposed golf courses in the vicinity of  

Wavendon House will deliver a substantial central green 

space linked by new and existing recreational routes to the 

rest of the SDA;

 Undeveloped, open space setbacks will need to be provided  

around the perimeters of existing settlements to help protect 

their identity and ensure that new green space is positioned 

in a manner which makes it usable by both existing as well as 

new residents;

The SDA already enjoys strong boundaries in the form of the  

Bedford-Bletchley Railway Line to the south and the M1 to 

the north-east; these will nevertheless need to be reinforced  

to enhance the physical identity of the SDA;

The historic trackway across the SDA and other key  

recreational routes offer considerable opportunity and should 

be linked together wherever possible as part of the strategic 

master plan for the area;

The few concentrations of ecological constraint should be  

retained and wherever possible enhanced in accordance 

with the provisions of PPS9.

 

Taken together, the overall SDA is relatively unconstrained by 

environmental factors.  The key issues illustrated represent relatively 

modest physical constraints to master planning options for the area, 

especially given the size of the SDA .
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  4. AN ILLUSTRATIVE STRATEGY

4.1 Approach                                                                                                 

The aim of the Consortium is to deliver a sustainable mixed use 

community that is integrated with the existing Milton Keynes urban 

area and respects the setting of nearby historic settlements.  Beyond 

the RSS there are further processes to be undertaken to prepare the 

relevant LDF policy provision and Design and Access Statement / 

Design Codes.  It is through these further processes that the details for 

the site will be formulated.  An extensive public consultation including 

community engagement will be conducted in order to understand and 

accommodate the aspirations of all stakeholders as the framework for 

the SDA is developed.

Whilst recognising this as an ongoing process, the Consortium 

has prepared an illustrative master plan framework for the site.  The 

purpose of preparing this illustrative framework is to demonstrate the 

capacity of the site to accommodate development whilst at the same 

time safeguarding local environmental sensitivities.  The Consortium 

also recognises that the proposals, which will be implemented over the 

period up to 2026, will need to have the achievement of sustainable 

development as a central objective.  To that end this document outlines 

potential measures that would contribute to the overall sustainability 

strategy for the site. 

4.2 Consultation                                                                                                   

The preparation of an illustrative master plan for the SEMK land is an 

iterative process that will evolve to take account of new information/

strategies and respond to public consultation.  

The process of consultation has already commenced, with meetings 

having taken place with: 

 to create a mixed-use, sustainable urban extension to Milton  

Keynes; 

 to integrate with adjoining areas of potential development to  

facilitate a comprehensive approach to the SEMK Strategic

Development Area; to incorporate facilities and services on- 

site to serve the emerging community; 

to provide services, facilities and job opportunities that are  

easily accessible by a range of transport modes;  

to facilitate vital infrastructure to serve the new development  

and the wider expansion of the city;  

to facilitate modal shift to public transport by the integration   

of travel modes; 

to contribute to the viability of public transport by maximising  

access to services and levels of patronage;  

 to achieve effi cient use of land with high density development  

at appropriate nodes, particularly those with access to public 

transport;  

 to safeguard environmental assets and deliver landscape  

and ecological enhancement;  

 to deliver generous amounts of open space that will  

contribute to the quality of life of residents and refl ect the 

existing character of Milton Keynes; and 

 to ensure that the above benefi ts of the proposed  

development are available and accessible to all members of 

the community. 

The factors that underpin the illustrative master plan framework for the 

site are therefore as follows:  

Mid Bedfordshire Council; 

Milton Keynes Council; 

Milton Keynes Partnership; 

The Greensands Trust; 

British Waterways; 

Network Rail; and 

Buckinghamshire County Council 

The process will continue with additional stakeholders as the proposals 

are progressed and refi ned. 

4.3 Vision                                                                                                          

The objective is to create a high-quality environment where people 

will want to live and work, with a diversity of buildings, functions and 

possibilities to create a vibrant extension to Milton Keynes with its own 

character and identity.  
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Figure 12: Walkable neighbourhoods within the site linking through 
to existing wider connections

proposed city street dualled A421 M1 Motorway walkable neighbourhoods

new link park & ridebus and cycle connection
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 4.4 Strategy                                                                                                       

4.4.1 Access and Circulation: 

The concept seeks to realise a series of viable neighbourhoods that 

jointly form a new urban quarter of Milton Keynes. Access arrangements 

will favour public transportation, walking and cycling. Running through 

the development is a City Street that will be the primary public transport 

route and provide connectivity between the centre of Milton Keynes, the 

planned neighbourhoods and the park and ride/train station (Figure 12). 

In addition, land alongside a possible canal can be used as a parallel 

pedestrian and cycle route which will also function as an ecological 

corridor, linking other wildlife routes within the site and providing 

opportunities for integrated sustainable drainage systems.

4.4.2 Connectivity:

The ‘City Street’ concept has already been proposed through the 

Eastern Expansion Area and the Wavendon Gateway, and therefore 

naturally extends through the site providing a public transport and red 

route ‘spine’.  The City Street links the centre of Milton Keynes to the 

new park and ride at Junction 13 and the possible rail halt.  Connectivity 

to surrounding villages is possible via existing lanes and rights of way 

which will be retained.  New footpath links will assist in connecting the 

surrounding villages to new parks and facilities provided as part of the 

SDA.

The fundamental structure of the framework illustrative master plan is 

therefore of inter-linked villages (Figure 12).  The villages will comprise 

a mix of land uses to provide access to local services and facilities.  The 

range of facilities will include schools, shops, community centres, sports 

facilities and other services.

4.4.3 Neighbourhood Centres 

Part of the structure of Milton Keynes is the provision of district centres 

in which local services and facilities are located.  The nearest existing 

district centre is at Kingston, where the focus of community facilities also 

adjoins a concentration of employment uses. The design of the illustrative 

master plan framework extends the approach with the incorporation of a 

number of neighbourhood centres at highly accessible central locations 

within each of the proposed village areas.    

The neighbourhood centres are proposed on the alignment of the public 

transport link through the site, including a stopping point for passengers. 

The neighbourhood centres would also be accessible by footpaths and 

cycleways that would permeate the development.  

The local and neighbourhood centres would accommodate a range of 

facilities, including GP surgery, dentists, post-offi ce/newsagent, bank/

ATM and local food store. The centres might also include leisure facilities 

such as a public house/bar/restaurant and a gymnasium, and would be 

the preferred location for primary schools, with a secondary school and 

additional wider community facilities located in a central ‘village’ with a 

larger catchment area.

4.4.4 Public realm:

A clear defi nition of public and private spaces is required to ensure an 

attractive public realm that enhances quality of life. The public realm in 

this extension to the city will learn positive lessons from other parts of 

Milton Keynes to make a key contribution to place-making in this new 

part of the town. Quality public spaces will be central to each urban 

village with key plazas associated with community uses to provide the 

necessary social spaces for an integrated development. Secondary 

squares and less formal public spaces will be provided within residential 

and employment areas at important nodes.

Quality public realm
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Figure 13: Green implementation strategy
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 4.4.5 Landscape

The objective of a ‘green implementation strategy’ for the SDA will be 

to protect the character of existing settlements - especially the historic 

conservation areas of the villages on the Greensand Ridge - while 

delivering open space where it is most needed by existing and future 

residents.  This means placing open space where it will protect the 

assets of the SDA and connect these assets along green corridors  and 

where open space will contribute to the mitigation of the potential visual 

effects of development particularly on nearby settlements.

A recommended landscape strategy for the SDA is shown on the plan 

opposite (Figure 13). The plan illustrates the landscape opportunities 

and constraints of the SDA:

Adequate open space, both formal and informal, is an essential land 

use component.  The level of provision shown in the illustrative master 

plan accords with National Playing Field Association standards including 

sports pitches and informal space for recreation. The area of provision 

shown in the illustrative master plan is based upon a total development 

of 10,400 dwellings assuming an average household size of 2.4 persons 

per dwelling.

A sports hall / community hall could be provided on an integrated basis 

within an education campus to assist with management and maximise 

effi ciency of use.  A strategy for provision of local and neighbourhood 

areas of play will be developed as part of a more detailed phase of the 

design process.    

The illustrative master plan shows the open space provision concentrated 

along the southern part of the site to mitigate any effect on existing 

settlements. These areas would be planted with tree belts to establish 

a parkland or wooded character and thereby assist in reinforcing the 

separation in visual terms between the proposals and Woburn Sands, 

Aspley Guise and Husbourne Crawley.   

Proposed tree planting within the development is aligned predominantly 

NW-SE to mitigate views from the high ground to the south. For example, 

the City Street through the site will be heavily planted with trees as will 

the canal (or open space corridor if the canal is not constructed) so as 

to create a series of ‘waves’ of planting further structural planting will be 

provided along the route of the railway line. When mature, this planting will 

break down the scale of the development, particularly in views from the 

south.  The effectiveness of planting along such corridors of movement 

is demonstrated within the existing urban area of Milton Keynes, where 

planting alongside the main grid roads provides screening to areas of 

housing beyond.

4.4.6 Open space:

Milton Keynes is well known for its formal parks, and this proposed 

extension will continue to promote the provision of formal landscaped 

open space in addition to informal landscape settings. The framework is 

designed to retain important existing landscape features, providing new 

vistas to the surrounding countryside whilst protecting and enhancing 

existing views through new planting. Linear and nodal parks will be 

accommodated within the site linked with green routes and wildlife 

corridors to enable maximum access for all to landscaped and open 

spaces throughout the site.

4.4.7 Biodiversity:

Careful site planning will enable existing features with ecological value 

to be retained and set within a matrix of green spaces. The green 

network will provide for human activity and also for wildlife habitat and 

species. Habitat creation that recognises the importance of greenway 

connections and also island habitats will mean that some open spaces 

will overtly favour wildlife and support nature.  An area of land to the 

south of the railway, which  is controlled by the Consortium, provides an 

additional opportunity for habitat enhancement and access to the wider 

countryside, in accordance with aspirations emerging from Natural 

England.  

The more intact landscape surrounding Wavendon House and  

the existing and proposed golf course areas are recognised 

as a green ‘node’ within the heart of the development; 

Green spaces surrounding existing settlements are illustrated  

to help protect local identity;

New landscape infrastructure along the south and north-east  

boundaries to reinforce the existing road and rail boundaries; 

and

 Green corridors are shown linking areas of existing green  

space; these corridors are located along existing ecological 

and recreational linear assets such as the Milton Keynes 

Wildlife Corridors, the Sustrans Route, and along streams.
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Figure 14: Street hierarchy
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4.4.8 Transport:

The Local Transport Plan notes that to meet targets for reducing car 

journeys in Milton Keynes a “radical addition to the present public 

transport system” will be needed. The proposals for the urban extension 

include an integrated transport strategy that combines existing, 

enhanced and proposed new infrastructure that will contribute to this 

objective.  The ‘Public Transport Long Term Vision Study’ recommends 

a guided bus technology, which along its eastern alignment connects 

Central Milton Keynes, the Eastern Expansion Area, Kingston District 

Centre, and terminates at a park & ride at Junction 13. An opportunity 

therefore exists to establish Junction 13 as a key transport interchange 

– a ‘public transport gateway’ – for Milton Keynes.   

The component elements of the interchange would include a new park 

& ride providing the terminus for the proposed guided-bus system near 

to Junction 13.  The presence of the Bedford-Bletchley railway line 

means that there is also the potential to integrate the park and ride with 

rail services. In addition, development at SEMK will contribute to the 

patronage and therefore operational viability of public transport services, 

including the high quality segregated bus - link to CMK.  

A dedicated and segregated public transport route will be provided 

along the City Street through the site connecting with the park & ride. 

The route will be aligned to minimise walking distances, ensuring the 

vast majority of residents are within 400 metres of a transit stop. The 

route, which will be a focus for higher density development, will also 

serve the neighbourhood centres and schools.

The City Street will provide the main route through the proposed 

urban extension and will contain provision for red routes linking to the 

neighbouring cycle networks. This street will form the primary public 

transport corridor, but will be linked to lower order roads providing local 

access (Figures 14 and 15). Residential streets will be dominated by 

provision for pedestrians in accordance with guidance in the Manual for 

Streets.

Connector streets up to 18m

Figure 15: Street hierarchy example typologies

City Street up to 30m

General residential street up to 16m

Major residential street 16-18m
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Table 1: Land use budget

Residential yield from South East SDA sites based on comparison to SEMK land use budget

Land use SEMK consortium 

land analysis (ha)

% of total based 

on detailed SEMK 

consortium land 

budget

South East SDA 

(MKC admin area)

South East SDA 

(Mid Beds admin area)

South East SDA

TOTAL

Strategic Reserve 

Areas

Residential 147.28 44.63 97.69 131.06 228.75 52.61

Employment 15.81 4.79 10.48 14.07 24.55 5.65

High Street 5.02 1.52 3.33 4.46 7.79 1.79

Schools 20.10 6.09 13.33 17.88 31.21 7.18

Sports/leisure 1.49 0.45 0.98 1.32 2.31 0.53

Formal Open Space 39.27 11.90 26.05 34.95 60.99 14.03

Informal Open Space 52.11 15.79 34.56 46.37 80.93 18.61

Infrastructure 48.91 14.82 32.44 43.52 75.96 17.47

Total 330.00 100.00 218.88 293.67 512.55 117.88

Total number of dwellings from residential and 

high street areas. 

7,000 4,643 6,229 10,872 2,500
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 5. LAND USE

5.1 Land use budget                                                                                        

A preliminary land use budget (Table 1) and illustrative master plan have 

been prepared to demonstrate the capacity of the site to accommodate 

the development proposed and illustrate a potential associated 

arrangement of land uses.  An illustrative master plan  (Figure 18) has 

been produced as a result of the synthesis of constraints, opportunities 

and associated strategies (Figure 16).    

The land use budget has been formulated through detailed analysis  

of policies at local and national level which infl uence the provision of 

infrastructure, services, facilities and open space.  It is also the result 

of ongoing, detailed site analysis and testing by a team of expert 

consultants.  The land use budget and capacity analysis is set out in 

a separate document and the conclusions are shown in (Table 1). The 

capacity assessment has been carried out with careful consideration of 

environmental constraints and subsequent detailed master planning of 

the SEMK Consortium land (shown in Figure 18). The resulting land use 

budget has then been extrapolated to assess capacity of the South East 

SDA as a whole.

5.1.1 Mix of uses

Variety of land use, both vertically and horizontally, is key to creating 

sustainable neighbourhoods and improving quality of life. Combining 

non-residential uses so that they provide mutual support and benefi t 

all users will start with the careful location of schools, community uses, 

transportation linkages and retail activities. Block and building types that 

will enable change of use and enrichment of the pattern of uses over 

time are envisaged as a key element. The possible framework could 

accommodate a core district area within the central urban village which 

will provide a hub for key district uses and the required secondary school 

(Figure 17).

5.1.2 Residential 

The zoning of residential development refl ects the identifi ed constraints 

and opportunities referred to earlier in this document. In addition, the 

broad objective has been to maximise the amount of housing that is 

located within 400 metres of neighbourhood centres and the stopping 

points of the public transport links. The neighbourhood centres would 

be the focus of community facilities/services as well as areas of 

higher residential density.  The residential areas are also designed to 

be permeable to pedestrians and cyclists as is characteristic of Milton 

Keynes, but with improved legibility.    

Having regard for the site context and site features that are to be 

retained and / or safeguarded, the estimated residential capacity of the 

SDA is some 10,900 dwellings. The total area available for residential 

development is some 235ha (including high street areas), which equates 

to an average residential density of some 46 dwellings per hectare.  This 

relates favourably to recently completed schemes including Upton which 

achieves an upper average density of about 50dph. The SDA therefore 

has the potential to make a substantial contribution to the housing 

requirements of Milton Keynes in the period up to 2026.  

5.1.3 Employment

The proposal is close to existing commercial activities at Kingston District 

Centre and east of Junction 13.  In addition, further planned employment 

is currently being implemented at the Nova MK Logistics Park as part of 

the Eastern Expansion Area to the north of the A421.  There is therefore 

already access to local jobs within the vicinity of the site.    

In addition, there are sustainable benefi ts to incorporating employment 

within the proposals to achieve a mixed-use urban extension. The 

framework plan therefore includes an element of employment land. 

13ha of this is specifi cally dedicated to new distribution and industrial 

uses in accordance with the Milton Keynes Land Study 2006. These 

would be accommodated in one of the least visually sensitive parts of 

the site, adjacent to the A421 and motorway.  Further offi ce employment 

would be accommodated as part of the mix of uses in the local centres, 

with some additional offi ce space in a business park.  

5.1.4 Community and Social Infrastructure

Education is an important component of the proposal and the 

requirements for the site will be refi ned in discussion with the local 

education authority. The illustrative framework plan shows two large 

site for education located within the development. These campus 

facilities could provide for pupils from nursery through to, and including, 

secondary level on an integrated basis. It is intended that these could 

be ‘community schools’ where playing fi elds and other school facilities 

are available for use by the community outside of school hours on a 

managed basis.  Additional sites for primary education would also  be 

provided as part of local neighbourhood centres. Further provision for 

community and social facilities within each ‘urban village’ might include 

local halls, places of worship, interpretation centres, nursery and child 

care provision and local offi ces for police or other services.
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Figure 16: Site features

To the north, there are 
limited public viewpoints 

from which there are 
views to parts of the site

Existing public views towards the 
site from the west are very limited.  
There are occasional narrow slot 

views of parts of the site

There are few public views 
available towards the site from 

the east. 

The visual envelope of the 
site is contained to the 

south by the wooded slopes 
of the Greensand ridge

Site boundary

Waterbodies

Waterbody in which great crested newts have 
been recorded and a 50m zone around the 
pond - in principle constraint to development

Running water

Important hedgerows

Woodland copse

Tree Preservation Orders

Areas of bat and barn owl roosting potential 

10m zone adjacent to stream that 
theoretically provides potential habitat for otter 
and water vole

Milton Keynes Wildlife Corridors

County Wildife Sites

Species-rich neutral grassland

Former Area of Great Landscape Value

Ridge and furrow

Listed buildings

Footpaths

Bridleways
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Figure 17: Illustrative land use plan
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Figure 18: Illustrative master plan
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6. BUILDING IN SUSTAINABILITY

The South East SDA presents a signifi cant opportunity to accommodate 

future urban expansion in a sustainable way. The development will take 

place over an extended period, during which the standards set out in the 

Code for Sustainable Homes (CSH) will progressively come to be felt. 

By anticipating these standards in the master planning process from the 

outset, the master plan for the sector will be ‘future proofed’ and a highly 

sustainable development will result.

The purpose of this section of the master plan document is to highlight 

the options for achieving a high standard of sustainability in all aspects 

of the development.  Key among the range of sustainability measures 

is energy effi ciency and the effective use of the site’s renewable energy 

potential. Review of potential initiatives in these areas is consistent with 

advice in PPS1 Delivering Sustainable Development (paragraph 22) 

and PPS22 Renewable Energy (paragraph 1), which explain the need 

to promote and encourage renewable energy and the effi cient use of 

resources in the planning process.  It is also consistent with policies 

D4 and D5 of the adopted Milton Keynes Local Plan, which promote 

sustainable construction and the use of renewable energy.

6.1 Sustainable energy principles                                                                      

With sustainable development now the core principle underpinning 

planning, a high priority will be given to the use of energy effi ciency 

measures and renewable energy in South East Milton Keynes. The 

Government’s Code for Sustainable Homes and the accompanying 

consultation document Building a Greener Future: towards zero carbon 

development (DCLG, December 2006) anticipate a rapid improvement 

in the energy performance of buildings.

 

The land at South East Milton Keynes will become available for 

development early in the next decade and it is essential that the master 

plan anticipates the sustainable energy measures likely to be required in 

new housing and other development by that time.

Planning applications for individual parcels of development in the South 

East SDA will be in accordance with the latest government requirements 

setting out as necessary the precise scale, extent and benefi t of the 

individual energy effi ciency and renewable energy measures proposed. 

In anticipation of this, the illustrative master plan and land use budget 

studies allow for the following measures.

Roof gardens
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6.2 Energy effi ciency                                                                                                  

6.2.1 Passive solar design (PSD): 

This is a planning and design technique that seeks to optimise the use of 

solar heat, daylight and natural ventilation in a development, so reducing 

the need to provide these requirements by artifi cial means. To enforce 

the effective use of this method, the master plan and supporting design 

code would seek to ensure that:

6.2.2 Combined heat and power:  

This entails the simultaneous generation of heat and power, and thus 

represents a highly effi cient means of using fossil fuels or renewable 

energy sources. CHP systems are available in a wide variety of scales, 

from neighbourhood-wide schemes housed in buildings similar in size 

and appearance to a typical industrial shed, to new wall-mounted micro-

generation units serving individual households. They can be run on a 

wide variety of combustible fuel sources, including mains gas, renewable 

biomass fuels such as wood chips, and various waste streams including 

solid waste and biogas.

The Government’s strategy for combined heat and power to 2010 

(DEFRA, 2004) sets ambitious targets for the uptake of CHP technologies 

and highlighted the range of fi scal, fi nancial and regulatory incentives 

that would be applied to this end. The Code for Sustainable Homes 

identifi es CHP generally and biomass CHP specifi cally as low carbon 

emissions technologies that might be applied to meet Code standards.  

Accordingly, the potential for employing CHP in the South East SDA will 

be investigated. A site for a centralised CHP facility could be provided 

within the employment land allocation in the vicinity of Junction 13. 

6.2.3 Higher sustainability standards: 

The DCLG consultation document ‘Building a greener future: towards 

zero carbon development’ (December 2006) proposes that new 

development should comply with level 3 of the Code for Sustainable 

Homes by 2010, Code level 4 by 2013 and Code level 6 by 2016 – with 

this latter standard equating to a zero carbon development.  To this 

end the design process can adopt a permissive approach to the use of 

modern methods of construction, including modular building systems, 

where it can be demonstrated that such systems are of a high quality 

manufacture and are consistent with the urban design objectives of the 

proposed development area.

at least 90% of new residential units in South East Milton  

Keynes to have a principal glazed elevation (i.e. the front or 

back of the dwelling) facing to within 25% of south.

 the east-west axis in the masterplan should be maintaned  

and should adapt elongated city blocks to optimise PSD.   

 the design objective should be to ensure that the shadow  

of a property to the south should not reach higher than the 

ground fl oor window sills at noon on mid-winter’s day, to 

ensure solar heat gain at precisely the time of year when it is 

most benefi cial. 

 landscape and planting is designed so as to avoid  

overshadowing the south-facing windows of dwellings, and 

should, where possible, provide shelter from northerly wind 

exposure.

 all non-residential buildings, including those for employment,  

retail and educational use, should make use of the passive 

solar design methods appropriate to those building-types.

small individual CHP systemcode for sustainable homeslarge communal CHP system
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6.3 Renewable Energy                                                                                       

National and regional planning policy and guidance provide clear 

support for the principle of renewable energy use and the incorporation 

of renewable energy generation systems in new development. For 

example, PPS3: Housing states that, in identifying new housing sites, 

LDDs should take into account the ability of the development ‘to viably 

draw its energy supply from decentralised energy systems based on 

renewable and low-carbon forms of energy supply, or where there is 

clear potential for this to be realised’ (PPS3, paragraph 38). The Code 

for Sustainable Homes gives credits for the use of renewable energy.

In the light of a preliminary review of the renewable energy resources and 

technologies suited to the South East SDA, the illustrative master plan 

and land use budget anticipates the widespread use of the following 

systems.  

6.3.1 Solar hot water photovoltaic (PV) systems: 

The use of these technologies will be facilitated by the passive solar 

orientation of houses explained above, and they are also well suited 

for use in non-residential buildings. It must be acknowledged that PV 

installations are currently expensive, although costs are expected to fall 

appreciably over the next decade.  Solar hot water systems are already 

cost effective.

6.3.2 Ground-source heat pumps: 

These provide an alternative or complementary source of heat and 

hot water for buildings in the South East SDA. Developers of individual 

land parcels systems in south-east Milton Keynes will be expected to 

investigate the respective costs and benefi ts of ground-source heat 

pump systems serving individual buildings and groups of buildings, and 

to make provision for the use of such where practicable.

6.3.3 Wind energy: 

According to Department for Business, Enterprise and Regulatory 

Reform (DBERR) data, a reasonable wind energy resource is likely 

to exist at South East Milton Keynes. There is scope to exploit this 

resource at locations on the periphery of the development site, provided 

that established wind industry and environmental health standards 

concerning noise, shadow fl icker and telecommunications interference 

can be met. Consideration will need to be given to landscape effects 

given the potential views from higher land to the south.

6.3.4 Biomass CHP:  

The potential for CHP is acknowledged above. It might be feasible to 

fuel CHP systems using biomass in preference to natural gas, if viable 

sources of wood chips or other biomass materials can be found within 

25 km of South East Milton Keynes.

The assessment set out in this chapter identifi es that there is scope for 

signifi cant sustainable energy resources at the South East SDA.   This list 

of renewable energy technologies reviewed above is not exhaustive, and 

a detailed strategy for the site will be established through more detailed 

feasibility study of preferred energy technologies.  This further analysis 

and consultation will ensure that necessary provision for infrastructure 

and other measures, including design guidance, is established through 

the planning process so that the potential of the site is maximised.

PSD is part of the urban and architectural design Energy effi ciency / microgeneration
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Figure 19c:  2016-2021

Figure 19a:  Existing development and proposals with planning permission Figure 19b: 2011-2016

Figure 19d: 2021-2026
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 circa 10,400 dwellings including a proportion of affordable  

units;

 a high quality employment environment to address the  

defi ciencies in employment land supply;

 district centres to include a local scale food store; 

 integrated educational campus sites and further primary  

schools; 

 public open space in accordance with NPFA requirements;  

 landscape buffer to Apsley Guise and Woburn Sands; and 

 vital new infrastructure that underpins the planned expansion  

of the city including strategic park and ride, new train station, 

a section of the high quality public transport link to CMK and 

part of the Milton Keynes to Bedford Canal.

7. DELIVERY 

7.1 Phasing                                                                                                          

The fundamental principle that will determine the phasing-- of the 

development is that infrastructure will be provided concomitantly with 

growth.  The term infrastructure incorporates transport improvements, 

services and community facilities.  Transport improvements are likely to 

be a key consideration because, as explained above, the infrastructure 

that is provided in this location will not only serve the development, but 

also the wider urban area of Milton Keynes. 

The strategic park & ride and connecting high-quality public transport 

links to CMK, for example, will be essential if the required level of 

modal shift to public modes is going to be achieved.  The park & ride 

is located at the far eastern end of the site at Junction 13 and will need 

to be connected back to the urban area by a corridor of development 

alongside the public transport route.  

7.2 Comprehensive Development                                                                         

Taken as a whole, the proposals for the South East SDA, represent a 

highly sustainable extension of Milton Keynes. The strategic framework 

and capacity testing of an illustrative layout has been informed by a team 

of consultants with an extensive understanding of the environmental, 

technical and planning context of the site. The design will continue to 

evolve through the LDF and although it is clear from the work undertaken 

to date that the proposal can provide:  

The extent of the site and the fact that it is largely unconstrained means 

that there is considerable fl exibility in the design and delivery of the 

proposals.  Accordingly, the site can be delivered in a way that responds 

to the evolving needs of the city whilst adhering to the key principles 

of sustainable development, including the protection and enhancement 

of the biodiversity and environmental capital of the site.  It is currently 

envisaged that the priority for development will be the residential ‘villages’ 

on the northern part of the site.  This will facilitate the early delivery of the 

main infrastructure including the City Street through the site, which will 

link the new Park & Ride back to the Eastern Expansion Area and, via 

that and existing residential districts, to CMK.
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8. SUMMARY AND CONCLUSION

The Panel Report into the draft South East Plan provided a clear set 

of recommendations for taking forward the future expansion of Milton 

Keynes up to 2026.  The Consortium welcomes the fact that the Proposed 

Changes broadly refl ect the Panel recommendations, including setting 

the total capacity of the South East SDA at 10,400 dwellings, with 5,600 

of this total being provided in Mid Bedfordshire District.  The purpose of 

this document is to provide a further check on the capacity of the South 

East SDA including that part which is within Mid Bedfordshire District.  

The Panel Report confi rms that the South East SDA is the most 

sustainable direction for growth at Milton Keynes.  This opportunity 

therefore should be maximised to achieve the greatest advantage from 

the benefi ts of this location.  Since June 2006 when the Consortium 

published its earlier master plan, further site analysis and consultation 

with the local planning authorities has informed a review of the master 

plan.  Whilst the parameters of the development have not signifi cantly 

changed, the character of the illustrative master plan has been adapted 

to incorporate the principles of an urban village and extended to address 

the whole of the SDA.  

The revised illustrative master plan is also underpinned by the objective 

of maintaining the inherent qualities of the city, which include: 

It is vital to the success of Milton Keynes that these qualities are 

maintained, whilst being adapted to fi t with modern best practice 

and continually evolving innovation. The proposal for the Strategic 

Development Area delivers against these objectives. Indeed it promises 

more than this by utilising the unique locational advantages of the site.  

One area of innovation is the achievement of more sustainable building 

techniques, including the use of  renewable energy.  Implementation of 

the South East SDA is due to commence in 2011 although the greater 

part of the proposals will be implemented from 2016 onwards.  The 

Code for Sustainable Homes requires that development achieve the 

‘zero carbon’ standard from 2016 onwards.  

The South East SDA provides the opportunity to put in place a 

comprehensive development strategy for the eastern side of the 

city.  As part of this, the Consortium land facilitates the delivery of 

essential infrastructure and provides a range of services, facilities & job 

opportunities in a sustainable arrangement. The key elements of the 

concept are:  

 

 

There is no comparable opportunity at Milton Keynes that is able to 

deliver the range and scale of land uses while making such a signifi cant 

contribution to the social, transportation & community infrastructure of the 

city. This has been acknowledged by the Panel Report and the Secretary 

of State recognises the South East SDA as the most sustainable solution. 

The South East SDA should therefore be confi rmed in the published 

South East Plan on the basis of the Panel’s recommendations.

high quality infrastructure 

a strong economy that ensures job opportunities for the  

resident workforce

a track record of innovation and high design standards in  

development;

strong community structure supported by local facilities and  

services; and

high quality urban environment including a rich provision of  

open space

 a new strategic park & ride at Junction 13 with the potential  

to include access to rail services; 

 improvements to the A421 between Junction 13 and the  

access to Nova Park; 

 a new high quality public transport service, as part of the  

transit link between Junction 13 and CMK; 

 residential development of some 7,000 dwellings, including  

provision for affordable housing (30%);  

 employment uses responding to quantitative and qualitative  

defi ciencies in supply; 

 provision of necessary local services and facilities, including  

education; 

mix-use District Centre for local services, facilities and  

employment uses;  

 formal and informal public open space; and  

 environmental enhancement, both within the site and south  

of the railway line.  





[Contact Redacted] 
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Offices and associates throughout the Americas, Europe, Asia Pacific, Africa and the Middle East. 

Savills (L&P) Limited. Chartered Surveyors. Regulated by RICS. A subsidiary of Savills plc. Registered in England No. 2605138. 
Registered office: 20 Grosvenor Hill, London W1K 3HQ 

Dear Sir / Madam 

Cambridge – Milton Keynes – Oxford: 'Growth Corridor' Call For Evidence 

I write on behalf of the South East Milton Keynes Consortium (“the Consortium”) in response to the National 
Infrastructure Commission consultation on the ‘Cambridge - Milton Keynes - Oxford growth corridor call for 
evidence’.  

The SEMK Consortium (comprising Taylor Wimpey, Martin Grant Homes, Miller Strategic and Harcourt 
Developments) has been an advocate for the growth of Milton Keynes over the last 15 years.  During that 
period the Consortium has engaged with regional, strategic and local plan processes to promote a south 
eastwards direction of growth for Milton Keynes with the aim of integrating new development with East-West 
Rail and other improved infrastructure in the vicinity, including the already upgraded M1, Junction 13 and the 
proposed dualling of the A421.  The Consortium therefore welcomes the opportunity to engage in the ‘growth 
corridor’ consultation and has prepared this submission which responds to the questions posed by the 
Commission.  The submission addresses particularly the specifics of Milton Keynes given the focus of 
Consortium’s interests. 

Background 

The previous occasion in which the growth of Milton Keynes was looked at on a comprehensive basis, 
including its relationship with Aylesbury and Central Bedfordshire was during the preparation of the South 
East Plan.  The spatial strategy for Milton Keynes that was ultimately incorporated into the South East Plan 
was underpinned by an extensive study of the options co-ordinated by Milton Keynes Partnership, which 
resulted in the document: ‘A New Plan for Milton Keynes’

1
.  The main areas of expansion for Milton Keynes

identified in the New Plan, and subsequently included in the South East Plan, were Strategic Development 
Areas (SDAs) to the south west and south east of the town, respectively comprising 5,390 dwellings (located 
in Aylesbury Vale District) and 10,400 dwellings (4,800 dwellings located in Milton Keynes District and the 
remainder in Central Bedfordshire District).   

The South East Plan is now revoked and so no longer forms part of the development plan for the area. 
However, the regional level allocation was carried through into the Central Bedfordshire Core Strategy, which 
was adopted in 2009.   The Core Strategy at Policy CS1 designates that part of the South East SDA that is 
within Central Bedfordshire District as the ‘Milton Keynes Growth Area’ and reserves it specifically for meeting 
the expansion requirements of the town.  However, there is as yet no corresponding allocation for the Milton 
Keynes part of the Growth Area and so it has not to this point been possible to progress a comprehensive 
proposal for the area. 

1
 ‘A New Plan for Milton Keynes: A Strategy for Growth to 2031’, Milton Keynes Partnership (2006). 
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The planning for the area is now taken place through three separate Local Plan processes for Aylesbury, 
Central Bedfordshire and Milton Keynes. Aylesbury has just published its Draft Local Plan for consultation 
and it includes a south west extension of Milton Keynes; referred to in the Plan as ‘Sites adjacent to Milton 
Keynes’ (Policy D3). On the eastern side of Milton Keynes, both Milton Keynes and Central Bedfordshire 
Councils are at an early stage of preparation of the Central Bedfordshire New Local Plan and Plan:MK 
respectively.  In January-April 2016, Milton Keynes Council (MKC) consulted on ‘Strategic Development 
Directions’, with one of the options identified being ‘Development to the west, south west and/or south east of 
the city

2
.  Both the Milton Keynes and Central Bedfordshire development plans are now closely aligned in 

being at an early stage in their respective processes therefore facilitating joint working between the two 
authorities to progress a joined-up and comprehensive planning process for the area. 
 
1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local 
economies and are perceived as highly desirable places to live. 
 
What have been the key drivers of that success? 
 
MKC has itself been addressing this question through its ‘Milton Keynes Futures 2050 Commission’.  The 
published papers from the Commission include Working Paper 1: ‘What Makes a Great City Great?’

3
.  In the 

SWOT analysis contained on page 2 of the document the particular strengths of MK are identified as follows: 

 excellent geographic location and external transport links; 

 affordable housing and office space; 

 high quality road system with relatively low levels of congestion; and 

 high start-up rates reflect dynamic economy. 
 
Alongside these factors should be included the existence form the outset of a comprehensive masterplan for 
the town that set out a clear pattern for growth.  In addition, the growth of the new town was backed by 
Central Government which ensured the timely delivery of infrastructure to facilitate new development. It is a 
combination of these factors that has enabled Milton Keynes to grow at such a rapid rate; achieving the 
highest level of economic growth of any British City in the period 1981-2013. 
 
What is holding back further growth and greater productivity? 
 
As with its strengths, the ‘MK Futures 2050 Commission’ has also addressed the weaknesses of the town as 
follows:  

 education and skills of resident population below national average; 

 unfashionable place to live; 

 poor public transport coverage and low cycle commuting rates; and 

 no residential university. 
 
In addition, the very concept of Milton Keynes is one that embodies continuous change; it is one of its 
defining features.  There is therefore a risk to the future of the City if it stops being a champion for change 
and dynamism.  There is a sense that MK has lost some of its bold visionary outlook due to the delay in 
putting in place a Local Plan that complies with the requirements of the National Planning Policy Framework 
(NPPF).   Core Strategy Policy CSAD1 states that MKC will undertake an early review of the Core Strategy 
with the aim of having an adopted plan – Plan:MK – in place in 2015.  It is now mid 2016 and the preparation 
of Plan:MK, as identified above, is still only at a very early stage.  The Core Strategy deadline for Plan: MK 
has therefore been missed and the Government’s national deadline of ‘early 2017’ for having local plans in 
place will also be missed.  Given that it was the original 1970 masterplan that was such an important element 
in achieving growth during the early stage of MK’s history; the risk of not having a plan in place should not be 
underestimated and this deficit must be seen as a factor that will potentially hold back further growth. 
 

                                                      
2
 ‘Plan:MK Strategic Development Directions Consultation Document’, Milton Keynes Council (2016). 

3
 ‘What Makes a Great City Great’, MK Futures 2050 Commission, (2016). 

http://www.mkfutures2050.com/images/pdfs/reports/CWP1_-_What_Makes_a_Great_City.pdf  

http://www.mkfutures2050.com/images/pdfs/reports/CWP1_-_What_Makes_a_Great_City.pdf
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In particular, what planned or new infrastructure improvements would best support sustainable growth and 
promote innovation over the long-term? 
 
The priority for infrastructure improvement must be to dual the A421 between the M1 and MK.  This 
represents the main approach to the City and experiences the highest levels of congestion of any part of the 
road network either within MK or on its approaches.  In addition, the A421 is the key route not only for 
journeys into MK but for strategic journeys, including those through the growth corridor from Cambridge to 
Oxford. Dualling of the A421 has been completed from the Kingston roundabout to the edge of Milton 
Keynes, including alongside the Strategic Land Allocation (now under construction).  This means that the 
whole length of the A421 from Bedford to Milton Keynes is now dual carriageway, with the exception of that 
length extending from M1 Junction 13 to the west to the SLA.  The Consortium is aware that Government has 
committed funding for the upgrade of this remaining section of the A421 and Central Bedfordshire Council is 
the appointed agent with responsibility for its delivery.  These improvement works should therefore be 
implemented promptly to ensure this key approach to the town and strategic route through the growth corridor 
can operate effectively. 
 
MK was conceived as modern city and therefore one specifically designed to accommodate the car.  
Nevertheless, the grid road system does have a limited capacity that is close to being reached, with 
congestion being experienced in different parts of the network at peak periods.  The SWOT analysis of MK 
recognises the fact that there is poor public transport provision and low cycling rates.  Investment is therefore 
required into infrastructure that will facilitate modal shift to more sustainable forms of transport.  The Park and 
Ride Strategy for MK sets out how the number of car trips into the city centre will reduce and be replaced by 
trips by bus.  However, the Park and Ride Strategy has not been implemented and so the planned modal shift 
to buses has not been achieved. This shortfall needs to be addressed to avoid the effects of congestion on 
the road network becoming more extensive. 
 
East-West Rail also has great potential to support sustainable growth in MK.  However it is important that the 
route is planned in such a way that it provides the maximum benefit to the town.  At present it is envisaged 
that the main interchange with East-West Rail will be at Bletchley.  Whilst a welcome addition to the services 
available, a single interchange will have only a limited effect.  The Consortium has long been an advocate for 
creating an interchange at M1 Junction 13, with a park and ride providing access from the road network to 
both rail services via a parkway station and bus services to transfer commuters and others into Central MK.  
The Consortium commissioned a study by MDSTransmodal (June 2016) which advises that a parkway 
station could indeed be designed at Junction 13 with the facility either simply to accommodate the proposed 
level of service (approximately 2 trains per hour in the medium term) or, it might be possible to exploit 
capacity provided by HS2 by operating, in addition, fast and direct commuter services to Euston.  
 
A similar interchange could also be created to the south west of MK within one of the planned new expansion 
areas in Aylesbury Vale District.  In this way, the arrival of East-West Rail has the potential to have a 
transformative effect on the way in which MK is accessed, facilitating a substantial uplift in journeys 
undertaken by sustainable modes. 
 
Does the corridor require better connectivity to other major centres of growth? 
 
The SEMK Consortium does not wish to comment on this matter. 
 
2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognisable 
economic corridor? If so: 
 
What factors unite the area? 

 
Clearly there are many similarities between Oxford and Cambridge, with the universities of both cities 
regarded as among the best in the world.  Both universities have also helped to generate within the local 
economies a significant high-technology component, with many companies being formed as spin-offs from 
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the research undertaken within the universities.   Both cities also experience the adverse effects of their 
undoubted success in terms of high levels of housing unaffordability and traffic congestion. 
 
Milton Keynes is a very different place; modern in concept and therefore better able to deal with the 
movement of traffic through it and within it.  Milton Keynes doesn’t presently have its own university, albeit 
that the Open University is based there.  However, Milton Keynes does share in being a dynamic centre for 
economic growth.  
 
The ‘Centre for Cities’ includes Oxford, Cambridge and Milton Keynes in its ‘Fast Growth Cities’ group

4
 

alongside Swindon and Norwich.  The cities were selected on the basis of their strong performance on a 
range of economic indicators and particularly their ability to attract knowledge-based businesses.  All 3 cities 
are also located within an hour’s travelling of London and therefore within reasonable commuting distance of 
the capital. 
 
It was partially in recognition of the shared characteristics of Oxford, Cambridge and Milton Keynes that the 
Oxford to Cambridge (O2C) Arc was launched in 2003.  Recognition of the Arc was intended to promote a 
shared culture that would accelerate economic development based on the education, research and business 
assets of the three centres.  The Arc as a concept is not widely recognised in part due to the fact that 
although they have shared characteristics, the 3 centres are poorly linked and the level of co-operation and 
co-ordination between them is limited. 
 
Would greater emphasis on corridor-wide planning and decision making benefit local communities and local 
economies? 
Would that same emphasis on coordinated planning and decision making provide wider benefits for the UK 
economy? 

 
It is perhaps instructive that the O2C Arc as a concept was launched at a time when regional structures were 
in place across England, both regional planning authorities and regional development agencies (RDAs).  The 
fact that these structures no longer exist means that there is not a decision-making body in place over the 
length of the Arc to fully realise the concept.  Whilst LEPs have taken on much of the role of RDAs, these 
have a more focussed geography.  Despite this the MK Futures 2050 Commission still consider it to be an 
important concept and one that could allow Milton Keynes to serve as a hub at the centre of the Arc; 
 
‘... the arc offers the potential to strengthen – significantly – the UK’s international competitive advantage in a 
wide range of emerging technologies. We see the potential for Milton Keynes to become a much stronger hub 
of the arc. Planned road and rail improvements will enable Milton Keynes to accommodate the expansion of 
companies now based in Oxford and Cambridge 
 
We believe that Government interest in investing in the arc is a once-in-a-generation opportunity for our city. 
Milton Keynes should take a strong view on a preferred location for the A421 Expressway and press for 
upgrading East West Rail infrastructure, and services, as soon as possible. These nationally significant 
projects will strengthen the city’s competitive advantage and could be an integral part of its approach to 
smart, shared, sustainable mobility.’ (MK Futures 2050 Commission Report Pages 40-41) 
 
To achieve a recognisable corridor of growth and realise the full economic potential of the Arc, then the 
Consortium proposes that some form of corridor-wide planning and decision-making structure would be 
advantageous. 
 
Should adjacent towns and cities be incorporated into the corridor in terms of growth and infrastructure 
planning? 
 
The SEMK Consortium does not wish to comment on this matter. 

 
  

                                                      
4
 ‘Fast Growth Cities’, Centre for Cities (2016). 
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3. Describe your vision to maximise growth, maintain a high quality environment, and deliver more 
jobs and homes across the corridor over the next 30 years: 
 
What does that mean for growth and infrastructure investment in your area? 
 
We have outlined the infrastructure investment that will be required to facilitate growth at MK, including 
dualling of the A421, expansion of the park and ride network and integration with East-West Rail.   These 
measures could facilitate a transformation in the way that MK currently operates, moving towards a more 
sustainable city with a significant reduction in the proportion of journeys undertaken by private car.  Such a 
transformation is required to avoid the grid road system experiencing higher levels of congestion as currently 
exists in some parts of the network at peak periods.  
 
What steps are currently being taken to realise that vision, and what more needs to be done? 
 
As described, MK Council is currently preparing Plan:MK which will establish the template for the growth of 
the town over the period to 2031.  However, this requires greater levels of co-operation with adjoining local 
authorities than has hitherto been the case.  Both Aylesbury Vale District and Central Bedfordshire Council 
will need to co-operate with MKC to ensure that the future spatial strategy is delivered in its entirety.  The past 
lack of co-operation has been identified as a failing in emerging Local Plans for both Aylesbury and Central 
Bedfordshire and so this aspect of the plan-making process has to be improved. 
 
The need for co-operation is not only a local requirement, but also potentially one required over the full length 
of the growth corridor.  The MK Futures 2050 document identifies a potential role for MK at the heart of the 
Oxford to Cambridge Arc.  The Arc is only a concept at present and so significant joint-working is required 
along its route if it is to have real coherence and realise its full potential. 
 
What value could new cross-corridor intercity road and rail links bring? How do these compare to other 
transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 
 
The Consortium would broadly welcome improvement in cross-corridor links, further improving MK’s 
connectivity and therefore its ability to operate as a centre for economic activity.  However, of equal 
importance is how that infrastructure interacts with the town.  In relation to East-West Rail, the Consortium 
advocates a series of interchanges at south-east and south west Milton Keynes as well as at Bletchley.  
These interchanges between road, rail and bus services have the potential to transform access to the town 
and movement within it.  A parkway station at M1 Junction 13 would be particularly effective in facilitating 
modal shift from car to train and bus on this key approach to Milton Keynes.   
 
4. Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 
 
We have referred above to the RDAs that previously existed and under which the O2C Arc was initially 
conceived.  Within that regional structure it was at least in part possible to establish initiatives that were larger 
than local.  However, even in that structure the Arc did not move much beyond being a concept, in part 
because of regional boundaries which contained Oxford and Milton Keynes within the south east and 
Cambridge within the east of England.  Under the regional structure therefore it was not possible to put in 
place a comprehensive plan for the corridor as a whole.  Whilst the LEPs have taken on some of the 
responsibilities of RDAs there geography is more limited and so cannot provide coverage of the whole 
corridor.  We would conclude therefore that a single unified planning function is required for the full length of 
the corridor if the potential of the corridor is to be realised. 
 
5. Are you aware of any examples of UK or international good practice, for example in respect of new 
technology, local frameworks or the built environment, that are relevant to this review? 
 
The NPPF makes clear that larger than local issues – particularly those which relate to the ‘strategic priorities’ 
defined in NPPF paragraph 156 - are to be addressed under the ‘duty to cooperate’.  Such strategic priorities 
include the delivery of homes and jobs, infrastructure for transport and the provision of social facilities.  It is 
therefore possible through the duty to cooperate for a body to be created among the relevant authorities to 
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guide the strategic planning process that is required to fully realise the potential of the growth corridor.  
However, this level of co-ordination has yet to be achieved with decision-making tending to be co-ordinated 
within county boundaries at best, such as in Oxfordshire, and more typically between two adjoining 
authorities, such as Cambridge City and South Cambridgeshire.  Importantly, however, there are examples in 
other areas of the country where local authorities have effectively grouped together to operate on a strategic 
basis, including the ‘Northern Powerhouse’ authorities and the combined West Midlands authorities.   
 
I trust that this submission is a useful contribution to the work of the Commission and for completeness 
please find attached a document that explains the proposals for the South East Milton Keynes as they were 
presented in 2008.  These proposals are currently being reviewed and updated and will be submitted to the 
Commission once this process is complete.  In then interim, please do contact me if you have any questions 
or require any further information. 
 
Yours faithfully 
 
 
 

 
 
 
David Jackson MA MRTPI 
Director 
 
cc:  SEMK Consortium Principals 
 
enc  SEMK Document 
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Cambridge – Milton Keynes – Oxford: 'growth corridor' call for evidence 
Submission by the South East Strategic Leaders 

 
 

Background – the wider South East 
 
1. The South East is the UK’s most profitable economy and a major 

international transport gateway used by businesses and individuals country-
wide.  The South East economy: competes globally, not just nationally; 

generates billions more in taxes than it receives in public spending; and is 
home to a number of international transport hubs including Gatwick Airport, 

international business airports, Dover, the Channel Tunnel, Portsmouth and 
Southampton.  The South East also provides many transport access routes 
to Heathrow Airport, the UK’s busiest airport which sits just over the London 

boundary. 
 

2. As a large, varied, highly populated and economically successful area of 
some 8.9 million people, the South East has significant transport investment 
needs. 

 
3. The South East’s economic success and role as a major funder of public 

spending are at risk from under-investment in the transport infrastructure 
that is essential for local and national economic growth.  Road and rail 
routes to and through the South East are overcrowded and inefficient, 

damaging business profitability and making the UK less attractive globally 
as an investment option.  Companies from across the UK rely on transport 

gateways in the South East to reach international markets.  However, those 
transport links are increasingly congested, creating problems for 
businesses, commuters, residents and the environment. 

 
 

Strategic priorities for infrastructure investment 
 
4. A strategic approach that crosses administrative boundaries is essential to 

ensure the future success of the UK’s economy.  Better transport is needed 
alongside homes and employment land to maximise the South East’s 

economic potential, including in the Government’s target growth sectors.  
Investment in improving the South East’s strategic road and rail network 
will pay dividends for the Treasury and the country as a whole.  The South 

East does not primarily compete with other areas of the UK for business – it 
competes globally against locations in mainland Europe and the Far East. 

 
5. The South East has a dual role as the UK’s most profitable economy (in 

terms of net profit to the Exchequer) and as a major international gateway 

used by businesses country-wide.  As such, the South East’s economic 
potential needs an investment strategy that looks across administrative 

boundaries to deliver high quality, reliable, long distance strategic routes 
that businesses need to be able to maximise their productivity and 
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economic potential.  Delivering this package of transport improvements will 
benefit the entire UK economy. 

 
6. South East Strategic Leaders (SESL - see Annex 1) worked with South East 

England Councils, South East Directors of Economy, Environment Planning 

and Transport, local authorities and partner organisations across the South 
East to quantify the economic benefits of projects and estimate costs to 

illustrate the case for South East investment, even though the projects in 
this document are currently outside the reach of their individual 
organisations. 

 

7. These organisations from across the region came together to identify and 
prioritise where investment is most needed and will generate the most 

benefits for businesses and residents, and offer an excellent return on 
investment to the Treasury.  It is a co-ordinated and coherent programme 

of projects that cross multiple local authority and LEP boundaries. 
 

8. The priorities include:- 

 
 better national road and rail access to the South East’s internationally 

important ports and airports; 

 improved cross-country road and rail routes linking major South East 
economic areas, without the need to travel via central London; 

 reduced congestion, delays and bottlenecks so that inward investment is 
not deterred or driven elsewhere. 

 

9. The resultant report Missing Links (see Annex 2 and 
http://sesl.org.uk/missing-links-report/) sets out the South East’s top five 

strategic transport investment needs that will deliver benefits for freight, 
business and leisure travellers now and in the long term.  Many elements of 
these headline projects are also identified in Local Enterprise Partnerships’ 

Strategic Economic Plans, which highlight where improvements are needed 
within each Partnership area to remove constraints on economic growth. 

 
10. The Missing Links report consolidates the needs identified by multiple LEPs 

and local authorities to present a strategic, cross boundary picture of the 

South East’s top shared transport investment requirements.  These five 
critical strategic transport routes would open up significant economic 

potential.  The report responds to the Government’s request for 
prioritisation of South East transport needs and has informed discussion 
with the Minister about investing in priority projects which will benefit the 

UK as a whole. 
 

11. The five headline strategic projects are:- 

 
 A34/M3 and rail links to Southampton-Portsmouth from Oxford, the West 

Midlands and beyond (existing corridor); 
 A2/M2 – links to the Channel Tunnel and Dover from London, East, the 

Midlands and beyond (existing corridor); 

 A27/M27/A259 – from Dover to Southampton and Portsmouth, through 
developing coastal economies and university towns (existing corridor); 
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 Oxford to Cambridge, including improved A34/M40 link (new corridor) and 
 North Downs Rail – from Oxford, through Reading and Gatwick Airport to 

Ashford in Kent (existing corridor). 
 
 

The Oxford-Milton Keynes-Cambridge Growth Corridor 
 

12. The investment proposed in Missing Links, including that in the Oxford-
Cambridge Growth Corridor, is vital for the South East to meet the demands 
of the forecast economic and housing growth of the region and continue to 

remain a profitable area.  Without targeted investment in transport, 
economic growth will be stifled, congestion will increase and the quality of 

life for millions of people will worsen. 
 

13. Investing in this South East strategic transport link will:- 

 
 boost the economy by providing better outer orbital connectivity on east-

west routes, including improvements to existing key arteries and new 

linkages such as the east-west routes through the Oxford to Cambridge 
corridor; 

 support and strengthen the national network and complement radial links to 
and from London; and 

 improve the links between key economic centres across the South East and 

beyond such as those to the south and west of Oxford. 
 

14. Combining physical road and rail improvements with new transport 
technology and innovation will improve travel capacity, reduce congestion 
and support inward investment and business growth.  The South East’s own 

world class research and development sectors are well-placed to deliver hi-
tech transport solutions to support Government investment and embody the 

kind of technological progress that the Government wishes to support 
through the Modern Transport Bill. 

 
15. The delivery of better road and rail infrastructure will help deliver new 

housing and employment developments by providing sustainable transport 

options for potential sites.  Better transport is needed alongside homes and 
employment land to maximise South East economic potential in the 

Government’s target growth sectors such as information, communications, 
science and technology.  The South East already has more than 20% of 
England’s total businesses in these sectors and has further potential to 

develop highly successful economic clusters, but only if investment in 
transport infrastructure matches business needs. 

 

16. There is an existing commitment by the Government, through Highways 
England, to work with a consortium of local authorities to study options for 

linking the major employment and housing growth corridor between Science 
Vale/Oxford, Milton Keynes and Cambridge.  However, a commitment is 
also needed to fund the preferred option. 

 

17. For the Oxford to Cambridge growth corridor SESL and its partners see the 
case for:- 
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 a new strategic highway between the improved A34 and the M40, including 

a new or improved A34/M40 junction; 
 a new strategic highway linking the M40 to the M1 and on to Cambridge; 
 improved strategic linkages with the emerging East-West Rail; 

 promoting and supporting the development of new mobility technology to 
make more efficient use of the road network such as autonomous vehicles 

and embedded sensors to help real time monitoring and maintenance. 
 
18. The benefits of the scheme include:- 

 
 capacity improvements for freight using both rail and road between Oxford 

and Cambridge as well north-south freight movements; 
 improved connectivity between the larger urban areas as centres of 

economic activity and growth.   Improved connectivity leads to improved 
economic productivity – a key issue for the area in seeking to remain 
competitive; 

 the opening up, through the new motorway link for the A34 and the M40 
and a new onward route to Cambridge, of a significant opportunity to link 

new growth areas in Oxfordshire (such as the ‘Knowledge Spine’ from 
Didcot to Bicester), Buckinghamshire, Bedfordshire and Cambridge 
complete with potential new growth areas along this route; and 

 supporting the delivery of economic potential including in the chain of 
Enterprise Zones along the corridor from south Oxfordshire, through 

Buckinghamshire onto Luton and beyond to Cambridgeshire, as a means of 
facilitating and supporting existing initiatives. 

 

19. Investment in technology innovation will also help deliver opportunities for 
South East business and inward investment.  It would also help further 

improve the UK’s position as a leader in the intelligent mobility market, 
which is valued by the Transport Systems Catapult at £250bn by 2020. 
 

20. Swindon Borough Council has been working with Business West and has 
support from key businesses in Swindon who have asked for priority to be 

given to infrastructure investment that improves connectivity between 
Oxford and Swindon, which is the missing link between the fast-growth 
cities of Oxford, Milton Keynes and Cambridge and the west, connecting 

Bristol, Cardiff and beyond.  This would include:- 
 

a. direct rail connection between Oxford and Swindon as this journey takes 70 

minutes at present to travel only 45 miles as it requires a change at Didcot.  
Swindon has the highest concentration of foreign owned businesses in the 

UK1, and a direct rail connection would benefit Swindon’s HQ businesses 
that require access to Oxford and Cambridge and provide fast connections 
to Heathrow Airport; and 

 
b. dualling the A420 to reduce journey time and improve journey time 

reliability between Oxford and Cambridge.  This is a significant issue for 
large international advanced manufacturing businesses, such as Honda and 
BMW, who need to get supplies and goods between Swindon and Oxford 

                                                           
1 Source: Centre for Cities 2015 
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and the Midlands, and Swindon’s knowledge-based businesses that rely on 
the research institutions in Oxford and Cambridge.  It would also reinforce 

the strong business linkages that exist between Swindon and Oxford as 
identified in the emerging Swindon functional economic market area 
assessment; and 

 
 

The benefits of westward connections 
 
21. In reviewing the evidence for the Oxford-Milton Keynes-Cambridge Growth 

Corridor, the National Infrastructure Commission should consider the merits 
of a westward extension of the Oxford-Milton Keynes-Cambridge growth 

corridor to Swindon and Wiltshire as critical and supplementary to the 
review’s objectives, and the economic potential and infrastructural needs of 

such an extension.  There are five primary reasons for this:- 
 
 Swindon can help address key constraints on growth for the Oxford-Milton 

Keynes-Cambridge economic corridor, notably on housing costs and delivery 
and greater labour market flexibility, by improving the inter-connectivity 

between Swindon and Oxford and how their respective housing and 
employment markets interact; 

 Swindon’s economic performance matches many of those of the Oxford-

Milton Keynes-Cambridge economic corridor.  Improving connectivity to 
Swindon can help boost the growth potential of this corridor and overall UK 

growth prospects; 
 Swindon is an important UK location for several key geographically mobile, 

foreign-owned firms, notably in advanced manufacturing, the automotive 

sector and in services.  Helping improve connectivity to Oxford and 
Cambridge would help address major infrastructural issues for some of 

these firms, help improve their productivity, boost growth and help secure 
these firms’ future in the UK;  

 addressing westwards connectivity to Swindon can also help improve wider 

connectivity to other key high knowledge and high growth parts of the UK, 
notably the Bristol and Cardiff city regions; and 

 by extending the growth corridor westwards, opportunities will be available 
to relieve significant pressure points on the Strategic Transport Networks.  
An upgraded A420 between Swindon and Oxford would remove traffic from 

the most congested parts of the M4 and A34, thereby benefiting journey 
time reliability on the strategic North-South route from the Midlands to the 

Solent ports.  There would be similar benefits on the M4, M25, M1 and M11 
routes that currently provide the strategic links between Swindon and the 
other Fast Growth Cities within the Oxford–Milton Keynes-Cambridge 

Growth Corridor.  Similarly, rail improvements between Swindon and Oxford 
(and thence to Cambridge) would open up direct journey options that would 

relieve the Great Western line into Paddington and avoid the need to cross 
London to access the busy rail routes radiating out to Milton Keynes and 
Cambridge.  This would retain capacity on these routes to meet their core 

demand for travel between London, these cities and beyond. 
 

22. Taken together, these infrastructure investments have significant potential 
to deliver the Review’s stated objectives to “unlock growth, jobs and 

housing”, would also “protect and maintain the area’s environmental and 
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cultural assets (including the Green Belt)” and "spread the benefits of 
economic growth along and beyond the corridor".  They also have the 

potential to help deliver the economic growth objectives of England's 
Economic Heartland lead by the Strategic Alliance - comprising the County 
Council Leaders and Local Enterprise Partnership Chairmen - and its 

partners. 
 

 
Annex 1:  South East Strategic Leaders (SESL) 
 

SESL members are some of the most innovative, high performing local 
authorities in the country committed to making the case for investment in the 

economic powerhouse of the UK and to driving public service excellence. 
 

SESL is a partnership of 17 County and Unitary authorities from across Southern 
England.  Its members include Buckinghamshire, Essex, Hampshire, Kent, 
Oxfordshire, Surrey and West Sussex County Councils, all the Berkshire Unitary 

authorities - Bracknell Forest Council, Reading Council, Slough Borough Council, 
West Berkshire Council, Wokingham Council and Royal Borough of Windsor and 

Maidenhead - Milton Keynes Council and, by extending beyond the traditional 
South East, Central Bedfordshire, Swindon Borough and Wiltshire Councils. 
 

 
 

Annex 2:  Wider transport investment needs of the South East 
 
The report makes the case for the South East’s top five strategic transport needs 

that will deliver benefits for freight, business and leisure travellers now and in 
the long term. 

 
The Missing Links projects are not the only transport investment needs in the 
South East.  In addition to our headline five projects, there are many other 

schemes – both strategic and local – where investment would deliver significant 
economic returns and help relieve growth pressures 

 
Outside these five projects, South East local authorities remain concerned about 
an ongoing deficit in infrastructure investment that risks damaging local and 

national economic potential.  While there is high level agreement that funding 
priority should be given to the five projects listed in section 3, Government 

investment should also be considered for the following strategic needs:- 
 
 improvements to the M25, particularly at major intersections and improving 

capacity on the South West section of the motorway that links Gatwick and 
Heathrow Airports; 

 improvements to the A3 corridor linking London and Portsmouth via the 
major employment centre of Guildford; 

 better road and rail links to the Hastings regeneration area, including 

improvements to the A21; 
 improving rail and road access to Gatwick Airport including  increasing 

capacity on the Brighton Mainline and M23 as well as investing in alternative 
routes to improve resilience; 
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 extending the Dunstable bypass to Aylesbury to link this growth area to the 
M1; and 

 a new junction on the M40 between junctions 3 and 4 to open up significant 
development sites. 
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GrowthCorridorEvidence@nic.gsi.gov.uk 
Growth corridor call for evidence  
National Infrastructure Commission  
1 Horse Guards Road  
London  
SW1A 2HQ  
 

Your Ref:   
Our Ref:   
Ask For:  Adrian Colwell 

Direct Dial: [redacted] 
Direct Fax:   

Email: [redacted] 

Date:  5th August 2016 
 

 
 
Dear Sir/Madam 
 
NIC Consultation: Cambridge – Milton Keynes – Oxford: 'growth corridor' call for 
evidence 
 
Thank you for consulting South Northamptonshire District Council on the proposal for a NIC 
study. 
 
Introduction 
 
South Northamptonshire Council (SNC) welcomes the commencement by the National 
Infrastructure Commission study into the opportunity for improved East-West connections 
between Cambridge and Oxford. 
 
We submit this response as a District specific submission to reinforce points made in the 
SEMLEP response. 
 
While the SEMLEP area has only a limited number of East-West connections, South 
Northants is cross by the A43 which runs between the M40 from Junction 10 to Junction 15 
on the M1, the northerly east-west route in the SEMLEP area.  
 
While there is currently a lack of East West connections through the study area, there is 
clearly an opportunity to secure increased economic growth from targeted investment to 
improve the connections to major centres such as Milton Keynes and Oxford and so secure 
cumulative improvements across corridor as a whole. 
 
We believe it would be sensible for the NIC study to draw on the advanced work undertaken 
by DfT/Highways England into the case for a Cambridge - Oxford Expressway, as one of its 
studies to inform the development of the next National Roads Programme. But we see the 
case for investment in the Cambridge – Oxford corridor as being about more than securing 
improved road connections. 
 
Scale of current planned growth 
 
The NIC should take account of the high level of known planned growth, as set out in the 
adopted Local Plans for each District. In the SEMLEP area the cumulative level of housing 
need, housing delivery and job creation is nationally significant. 
 



South Northants has an up to date, adopted Local plan, forming part of the West Northants 
Joint Core Strategy with Daventry and Northampton Districts. The Joint Core Strategy 
supports growth at the most sustainable places. 
 
Like other Districts in the SEMLEP area South Northants is delivering significant levels of 
housing and employment growth at sites along the A43; at Brackley, Silverstone, Towcester 
and the edge of Northampton. This delivery is reflected in the current 8.71 year’s land supply 
for housing in the District. 
 
High housing growth is driven by demographic and economic trends but there is a challenge 
to maintaining the delivery of the scale of planned growth. Demand for housing is driven by 
demographic change and the availability of mortgages and employment and in the SEMLEP 
area near full employment exists, with a strong focus on inward investment and supporting 
the growth of existing local companies to increase the level of employment in the area and 
thus maintain housing demand.  
 
The scale of current housing and economic growth and delivery in South Northants, is based 
on the Joint Core Strategy, which as with other areas in SE Midlands needs further 
infrastructure support in transport, electricity grid and water infrastructure to be maintain 
delivery in the medium-term (next 10-15 year’s).   
 
There is currently a risk of Brexit creating investment uncertainty slowing housing and 
employment delivery of the area. Investment in improved east-west connectivity is an 
opportunity to show public support for an area of high growth and rebuild investor confidence 
for the long term. 
 
The economic opportunity of the study area 
 
The study area is an ambitious area which recognises the importance of its economic 
strengths and the need to capitalise on the existing level of high economic growth. The area 
has relatively low unemployment and high employment levels, with significant national 
economic assets and key sectors such as the High Performance Engineering sector, 
Manufacturing, Food and Drink and Logistics. The work of SEMLEP across the study area 
has been important in deepening collaboration in support of the key economic sectors. 
 
The adopted Joint Core Strategy for West Northamptonshire covers South Northants and 
commits to the release of new strategic sites for economic development on the edges of the 
towns, at Silverstone and the District is seeing a major increase in inward investment on 
these sites. The District is also responding positively to market demand for logistics growth 
at junctions along the M1, with consents issued for new B8 investment at Junction 15 
(Grange Park), Junction 15a (Pineham) and Junction 16. 
 
South Northants is also exploring where to secure additional small scale business premises 
to strengthen the existing stock and ensure high occupancy levels are maintained and the 
significant business rate growth witnessed continues. 
 
South Northants is one of a number of rural Districts within SEMLEP, an area with many 
successful and growing market towns. Improved east-west connections will help maintain 
town growth. Most of the towns are the focus for considerable planned growth in both their 
housing and employment components through adopted and emerging Local Plans, with 
supply chains across a number of the key economic sectors of the study area.  
 
South Northants has a high wage, high level of education attainment and high value local 
economy. With a strong logistics sector focused on M! business parks, the jewel in the 
Districts economic crown is Silverstone, with the internationally known racing circuit and the 



associated development area – Silverstone Park – which together make ‘Silverstone’ the 
focus for an internally significant High Performance Engineering sector.  
 
The recently published report by MEPC (authored by SQW) into the High Performance 
Engineering Cluster contains important insights into how knowledge is acquired and applied 
across large and small companies, a wide supply chain, the place of Colleges and 
Universities, banks and finance secured and new ideas applied to the development of 
enterprise across the region, not just South Northants. The challenge is for improved East-
West links helping to drive deeper connections between different economic clusters such as 
the HPE sector and harnessed to strengthen those sectors and the economy of the study 
area as a whole. 
 
High Performance Engineering (HPE) focused on Silverstone is a cluster that is globally 
significant and has global reach. Post Brexit the significance of this sector to the UK 
economy cannot be underestimated and merits active support by BIS and the NIC study.  
 
A range of statistics show how the Cities of Milton Keynes, Oxford and Cambridge are major 
growth drivers of the UK economy. Importantly, the study area contains a significant mix of 
Universities with Cranfield University having a significant base at Silverstone, along with the 
Silverstone UTC (University Technology College) funded by Northampton University, 
Tresham College, the Formula 1 sector and the DES. Oxford University continues to play a 
strong role in supporting the HPE sector. 
 
We recognise that the Universities of Oxford, Cambridge, Open University and University of 
Northampton are national and regional assets. The opportunity to link the concentration of 
high tech sectors in this corridor, linked to the two leading International Universities of 
Cambridge and Oxford, plus the economic hot spots of Milton Keynes and Northampton 
(highest rate of company formation in the UK), has merit in terms of reducing travel times 
between all of them and enhance their economic role in supporting economic innovation and 
growth collaboration across this corridor.  
 
Infrastructure constraints on growth 
 
We support the case for improved east-west connections across the study area as 
supporting current planned growth, but also opening new opportunities for growth locations. 
  
Our priorities are for additional investment in improving the A43 and the creation of a new 
Expressway between Oxford and Cambridge to reduce pressure on the A43 and so deliver 
significant network of reduced travel times and alternative routes for freight. 
 
The strategic importance of the A43 recognised in the recent DfT Route Based Strategy for 
the Solent (Southampton) via A34 (Oxford0 and the A43 and M1 to the East Midlands. We 
see securing funding to deliver the route improvements identified in that study as 
fundamental to the Districts continued growth 
 
Equally, there is a need to ensure there is investment in the main strategic routes that 
connect with the A43 to improve the performance of the corridor as a whole. This includes 
the A508 route between Milton Keynes and Northampton, both major growth centres. As 
growth occurs, wider consequences need to be managed through the system. 
 
The Highways Agency is already engaged with Northamptonshire County Council, the 
developers and SNC directly on the Towcester relief road. The development at Silverstone 
by MEPC will lead to improved access from the A43.  
 



There is a need for the corridor to address other infrastructure constraints to growth, namely 
the capacity of the electrical grid and ‘water stress’ which is projected to become a factor to 
address over the next 10-15 years.  
 
Additionally, superfast broadband is a key piece of infrastructure that is essential for the 
support of economic growth. South Northants District Council has extended the 
DCMS/County Council/BT scheme by committing funding from the New Homes Bonus to 
extend the planned coverage and in particular ensure the business parks are connected.  
Completing this network is important and will secure coverage across 97%+ of the District, 
but there is a need to improve the low level of broadband speeds compared with 
international standards. This is a critical issue for businesses in the rural parts of South 
Northants and the other rural parts of SEMLEP. 
 
But there is a need a national strategy for infrastructure, so key projects don’t sit in isolation. 
A national infrastructure strategy would support planned growth in housing and the economy 
on a cross District, County and Region basis, over a long term 20 to 30 year basis.  
 
The Environment and network resilience 
 
Environmental assessments will be required in considering the case for the Expressway and 
its optimal route, the impact of a new direct route needs to be compared with the cost and 
environmental impact of upgrade existing routes – for example the M40 J10 and the A43/ 
and422 to Milton Keynes. 
 
To future proof the road, the design of the road should make provision for the increasing use 
of electric, hydrogen cars and driverless cars. 
 
In terms of the resilience of what the evidence suggests is needed, it is clear that it would be 
prudent to ensure the scheme is future proofed and designed with a full anticipation of the 
future growth demands from both the corridor in which it sits and the areas which feed into 
the transport corridor. 
 
Improved east - west connectivity which this route will establish will also provide route and 
choice in transport mode used. It will serve to establish improved journey time reliability and 
help to relieve some transport pressure, particularly freight on other important east-west 
routes such as A43 and the M25. 
 
It would also make sense to consider the opportunity which crossing point between the HS2 
route and East-West rail in the NW of the Aylesbury District may have for an integrated 
station providing north – south and east-west connectivity.    
 
Improved Planning Coordination 
 
There is clearly a strong case for adding to existing planning guidance to support improved 
cross-boundary infrastructure planning. Planning guidance to support key infrastructure 
across the Cambridge – Oxford corridor is a gap worth closing to deliver the strategic gains 
identified. 
 
It is worth noting that in the main the existing Duty to Cooperate provisions work well 
between the different local planning authorities. But it is clear that the current planning 
system gives insufficient regard to considering infrastructure such as road, rail, gas, 
electricity and water that has to be provided through corridors and that runs through more 
than one plan and supports more than just local growth. The approach Kent has taken to 
considering infrastructure needs merits wider application.  
 



Using NSIP procedures to consider corridor infrastructure would be unhelpful as it removes 
the consideration of the local opportunities and the larger spatial gains from these 
infrastructure choices. The decision making should remain aligned with the rest of the 
planning system and remain local. NIC report should be a key 'material consideration' as 
planning guidance on the needs of the corridor. 
 
The NIC study should also lead to increased coordination within the SEMLEP of growth 
proposals for the region as a whole and improved infrastructure planning and coordination 
across the region through a SEMLEP Action Programme and investment plan.  
 
I would be very happy to expand or explain any of the points set out above. 
 
Thank you again for the opportunity to comment.  
 
Yours Sincerely 
 

 
Adrian Colwell 
Head of Strategic Planning and the Economy 
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SOUTH STAFFS WATER – CAMBRIDGE REGION 

NATIONAL INFRASTRUCTURE COMMISSION OX-CAM-MK PROJECT CALL FOR 

EVIDENCE 

August 2016 

 

Introduction 

The National Infrastructure Commission has issued a call for evidence for a project looking 

at the Oxford – Cambridge- Milton Keynes growth corridor. The focus of the project is on 

jobs, housing and transport, however they are keen to understand the interdependencies 

and supporting infrastructure that would be needed to enable this growth, of which water 

supply is an important part.  It is understood that water supply and flooding are already 

identified as key issues. 

The request is to “..make recommendations [to government] to maximize the potential of the 

Cambridge – Milton Keynes – Oxford corridor as a single, knowledge intensive cluster that 

competes on the global stage, whilst protecting the area’s high quality environment and 

securing the homes and job the area needs. The commission will look at the priority 

infrastructure improvements needed and assess the economic case for which investments 

would generate the most growth.” 

This paper is intended to highlight some of the impending pressures on water supply and the 

environment as a result of increased growth in housing and non-household properties in the 

Cambridge water resources zone (WRZ).  It only covers the water supply issues arising for 

this response. 

 

Background 

The water resources management 5 year cyclical planning framework ensures that we can 

plan for future supplies and maintain a supply demand balance against a likely forecast of 

growth over the next 25 years. In the previous Cambridge water resources management 

plan (WRMP) last published in 2014, a surplus over demand was forecast, based on housing 

and population growth expected.  This accounted for approximately 55,000 additional 

properties in the Cambridge WRZ from 2015-2040, and was on the basis of maintaining the 

surplus in licenced abstraction volumes available to the Company as a result of previous 

forward planning for growth in the mid 1990s. 

Since the publication of the 2014 WRMP, there have been a number of changes to the water 

resources planning regime, as set out by the Environment Agency, and the requirements of 

water companies, which pose a risk to maintaining a surplus in supplies into the next 

planning period, for WRMP19. These are broadly; 

 Removal of presumption of renewal for time limited licences used for Public Water 

Supply (PWS). 

 Future unknown Sustainability changes 
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 Requirement for Water Framework Directive (WFD) No Deterioration assessment. 

 Conservative and precautionary environmental standards 

 Proposals to cap licences at or around an average recent actual abstraction volume. 

 Increased uncertainty and risks to water resources availability 

 Climate Change 

 

Pressures and Barriers 

Due to the risks and uncertainty associated with abstraction licences and restrictions to the 

available supplies, South Staffs Water expect the Cambridge region WRMP19, to be 

prepared during 2016-17, to be significantly different from the current WRMP14 plan.  This is 

with the current property and population forecasts as defined in the local plans, which are 

already under pressure to increase the numbers of new properties. 

It is not clear if the OX-CAM-MK proposals would increase the forecasted property growth in 

the Cambridge WRZ, but these would need to be incorporated into future population and 

demand forecasts. Increased growth rates may further exacerbate the pressures on existing 

supplies. If available supplies are reduced to such an extent that a deficit in the supply 

demand balance is predicted, then we will develop options to address this in WRMP19, 

including both demand management and supply options 

It should be noted that whilst we will explore all available options to remove any deficit in the 

supply demand balance, there are very limited options for increasing supplies in the 

Cambridge WRZ, as it is already considered to be over abstracted and over licenced by the 

Environment Agency.  Demand management options are also limited, in that there is an 

upper threshold of practicality, and the effectiveness of these measures is less predictable, 

in particular at times of high demands. 

The options that are immediately available to South Staffs water to address a deficit, may 

not be sufficient to compensate for the worst case potential loss of existing supply surplus 

over the next 25 plus years. The South East is a particularly dry area of the UK, with a 

significant number of environmentally sensitive sites, and agricultural demand for water, so 

availability of water is under increasing pressure where the needs of the environment, agri-

business and for significant population growth all need to be met.  As a result, much of the 

South East is classed as being water stressed. 

 

Opportunities 

Any plans for large scale growth offer more potential for integrated water resources planning, 

more so than smaller incremental growth.  South Staffs water recognises that a wider, more 

regional approach to water resources will be beneficial in the future 25-50 year planning 

horizon, and beyond.  This will complement the resource zone level planning as it can 

release resources from further afield to allow for growth in otherwise restricted areas.  These 

principles are reflected in the industry UKWIR National Water Resources Strategy for long 

term planning, and Water Resources East (WRE), in both of which the Company is a key 

stakeholder and contributor. 
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The OX-CAM-MK project could allow for strategic water supply transfers to be enabled in the 

East-West or North South directions, these could complement the long term regional 

strategies for water resources planning.  We would welcome the consideration of such 

infrastructure in any detailed proposals. 

Where large scale development is proposed, we believe that it is appropriate to design in 

demand management such as large scale community wide water recycling or re-use 

technology that will allow for the achievement of per household and per capita water 

consumption lower than that in the building regulations standard and enhanced specification.  

The opportunity for this has already been recognised and successfully implemented in our 

supply area at the North West Cambridge development. 

 

Scale of risk identified 

The following figures indicate the scale of the minimum likely change expected to the water 

resources supply demand balance 

 

 

Figure 1. WRMP2014 supply demand balance showing supply and demand components.  With 

operational allowances, confirmed environmental reductions and forecast growth in demand from new 

properties, a surplus in supply is maintained over at least next 25 years. 

Reductions to 

supply: confirmed 

sustainability 

changes, 

operational & 

climate change 

allowances 

Surplus in SDB 

Demand: 

Consumption, 

headroom buffer, 

leakage. Increasing 

due to growth 



South Staffs Water - Cambridge Region.docx 

South Staffs Water 4 
 

 

Figure 2. WRMP14 revised to reflect likely loss of supplies due to time limited licence reductions. A 

deficit is forecast from 2025, without updates to the planning forecasts, or any new uncertainties to 

supplies as a result of WFD and future sustainability changes. 

 

South Staffs Water is in the process of evaluating the potential additional impact on supplies 

over and above that indicated in Figure 2, which are currently highly uncertain, with the 

Environment Agency. A worst case scenario could see a further loss in the order of 25% of 

available supply, which would be extremely challenging to replace over a medium timeframe. 

For this reason we are working both regionally to develop longer term resilient supplies for 

the East, and at Company level to optimise supplies, but recognise that changes to growth 

forecasts may bring these needs forward, bringing certain challenges in the region, and also 

potential opportunities. 

 

Way Forward 

We welcome any input that we can use to inform our planning processes, and would be 

pleased to discuss any of these issues in further detail to assist in planning for future major 

development in the region. 

If you would like to discuss in further detail, in the first instance please contact; [email 

redacted] 

 

Additional Information 

http://www.cambridge-water.co.uk/customers/water-resources-management-plan 

http://www.water.org.uk/news-water-uk/latest-news/planning-long-term 

Deficit in SDB from 

2025. Impact from 

time limited licence 

losses alone 

http://www.cambridge-water.co.uk/customers/water-resources-management-plan
http://www.water.org.uk/news-water-uk/latest-news/planning-long-term
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Rail Freight Multimodal Transport 

Freight by Rail from UK’s container ports to the 

heart of the ‘Growth Corridor’ 

(Cambridge – Milton Keynes – Oxford) 

Presented by Strategic Land Europe 

Running through the Cambridge – Milton Keynes – Oxford ‘growth corridor’ is the current 
development on the East West Rail, which is based on the Oxford to Cambridge ‘Varsity line’. 
The importance of this line is that it will form a key section of the strategic ‘Electric Spine’ route, 
that has further enhanced the case for a new rail freight terminal ‘hub’ near Milton Keynes. 

  

South East of Milton Keynes and in the Central Bedfordshire planning jurisdiction at a key 
interface with the East West Rail, M1 and the A421, identified land can provide all the 
elements to support a major Strategic Rail Freight Interchange (SRFI). 

 

Strategic Land Europe has undertaken a wide range of research and interface into several UK potential 

projects but is currently focussed on only three including Milton Keynes. 

Milton Keynes – provides a unique combination of potential rail freight transformational services 

and usable rail intermodal pathways as well as a need to support existing regional logistics and 

Strategic Land Europe (SLE), the rail-connected  freight transport ‘hub’ planners and 

presenter of this paper to support the Cambridge – Milton Keynes – Oxford ‘Growth 

Corridor’, have been addressing these issues under the title ‘rail-connected land for 

maritime-logistics industries’ for over two decades since the opening of the Channel Tunnel 

and the rapid global growth of container shipping. 
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manufacturing companies, some who already use a significant volume of containers currently 

delivered by road. 

 

The innovation of the East West Rail (EWR) venture will bring about further rail freight efficiencies as 

it is planned to include rail freight train paths for one train per hour in each direction. It is planned to 

link directly to TWO MAJOR CONTAINER PORTS at Felixstowe and Southampton, and links into other 

main lines to access other container ports including London Gateway and Liverpool. 

 

East West Rail - Central Phase 

SLE has assessed that there is a sufficiently large and well-located land area to support a new rail 

freight terminal at the location. 

With the land adjacent to the East West Rail for easy rail freight access, this enables a good interface 

and reduces connection and infrastructure costs. The location also enables exceptional connections to 

the major road network of the M1 and A 421 and lessens the impact on surrounding settlements and 

countryside. 

Oxford Cambridge 

Research Corridor 

Milton Keynes 

M1 Junction 13 

SRFI location 

M1 Junction 13 

SRFI 
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Network Rail has already assessed and appraised the proposed rail freight interchange to the West of 

M1 Junction 13 with MDS Transmodal. However, that proposal is now not progressing and it is likely 

that Network Rail access will be equally applied to the subject location to the East of the junction.  

The East (of J13 M1) location is also adjacent to existing major logistics facilities including Amazon and 

is close to a wide range of leading logistics and retail operations in nearby Milton Keynes with 

potentially substantial container use currently with road-only access.  

The location is also adjacent to Ridgmont station which is ideal for employee to access by rail from a 

wide region. Ridgmont Station is to stay open on this section of the East West Rail. It is understood 

that the station is being reviewed by the Central Bedfordshire Council, the planning authority, who 

have commissioned a leading transport planning consultant to consider the potential of this facility 

also potentially for park and ride. This proposal is within the Central Bedfordshire planning area, 

though it is located close to a number of other planning authorities including Milton Keynes.  

In transport planning and major infrastructure planning including SRFI’s that potentially affect 

traditional planning boundaries a wider overview needs to be taken that will include Local Enterprise 

Partnerships (LEP) and the Infrastructure Commission. But it is important to include local needs in 

early discussion too. The LEP covering this region is SEMLEP (South East Midlands LEP) that also 

covers the DIRFT SRFI project north of Daventry, so there is already a good understanding of the role 

and need for SRFI’s within the organisation. 

Land Ownership 

The land, adjacent and south of the East West Rail, is in two ownerships, both who are aware of the 

SRFI proposal by SLE. 

The combined land holding is over 300 acres and could accommodate approximately 3m sq.ft. of 

logistics /manufacturing buildings after allowing for a generous 60 acres for a rail freight terminal to 

ensure sustainable operations. 

 

Milton Keynes stands at the epicentre of the ‘growth corridor’ being 

researched and for a number of very solid reasons makes an 

exceptional case for an SRFI. 

There is a revolution taking place due to consumer expectations driven by the likes of 

Amazon that force business to supply their products within 24 hours.  

The impact on logistics, supply chains and warehousing is driving demands for larger 

facilities, close to our major conurbations. 

Most large retail and logistics organisations are continuing to invest to accommodate this 

revolution, building out regional and local facilities that will move to utilising electric then 

autonomous road vehicles, with drones and mini helicopters now being piloted to assess their 

viability. 
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This final delivery to retail stores or scheduled drop off to a consumer is then the biggest 

challenge to efficiently utilise capital investments to complete the delivery promise in the 

supply chain of a business. 

All this change impacts the freight ‘hubs’, that have to be adapted in this revised supply chain 

to ensure economic viability, sustainability and efficiency. 

 

Inland Rail Freight Intermodal Terminals 

As would be expected, the better and more efficient the terminal, the more train visits can be 

expected and consequently the higher the throughput of containers. 

This is important as a terminal earns revenue from the handling of containers on and off 

trains as well as a storage fee for stacking and storing containers securely for clients pending 

final leg delivery. 

 

 

Levels of integration and interface 

The freight terminal itself is a high security facility that may include customs operations for the 

opening of containers before onward journey, on or off-site.  

Locally-based container users are also aware of this intent and confirm interest for about 12,000 

containers per annum currently using road transport. 

It is likely in most cases that the rail terminal operator will also have its own on-site facility to break 

container loads and transport the sorted goods to their final destination. 

A still-sealed (customs) container would be either transferred to another onward rail service, 

transported onwards by road or ideally handled by a logistics company on site (adjacent logistics 

facility) for the ultimate efficiency.  
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Currently an Oxford to Cambridge Corridor assessment is being undertaken by the National 

Infrastructure Commission into maximising the potential of the Oxford – Milton Keynes – Cambridge 

‘growth corridor’ as a single, knowledge-intensive cluster that competes on a global stage, whilst 

protecting the area’s high quality environment and securing the homes and jobs the area needs.  

The Commission will look at the priority infrastructure improvements needed, and assess the 

economic case for which investments would generate the most growth. 

 

Strategic Rail Freight Interchange (SRFI) 

& Rail Terminal Planning 

More rail freight regional hubs are required, not least because more efficient multimodal 

container rail freight trains in the UK are now 775 metres in length, which cannot access most 

existing terminals. In addition and ideally, the terminal locations should combine logistics 

building to allow the containers to be emptied (under customs control), repacked as 

appropriate, and returned to the container ports. There are few to service London. 

 

Rail Freight is a private-sector industry even though it uses public-sector national network 

rail lines. 

Properly located and constructed, intermodal (container) rail freight terminals are likely to 

have the same effect on the main stream logistics operations as passenger stations have 

proved to have on residential and business locations, i.e. becoming valuable and sustainable 

‘hubs’. 
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Intermodal rail freight differs from conventional bulk rail freight (coal, aggregates, steel etc.) as 

it entirely consists of containers or container-size frames for bulk liquids and powder cargo.  

The majority of this cargo arrives from container ports or via the Channel Tunnel from where 

they have been stored or are directly supplied from the very large container ships. Given the 

constraints at port locations, only a very small proportion of these containers can be opened at 

the ports so the contents need to be stored accessed, and sorted at their train destination, an 

SRFI. 

Ideally all large logistics/manufacturing buildings should be rail-connected but this is not 

possible for a number of reasons but mainly as a 775 metre terminal requires the support of a 

sustainable throughput of containers to be financially viable in its own right and a large 

proportion of logistics/manufacturing buildings are in non-accessible or difficult to operate 

locations. This further restricts the opportunity for new efficient and sustainable SRFI’s. 

Most likely, much of this traffic has been carried by road to fragmented locations around the 

UK although a substantial amount has been carried by rail to existing terminals.  

However, most of the current terminals have short reception lines whereas, like the 

increasing size of container ships and container terminals, longer container trains bring about 

efficiencies of scale. The current ideal length of a container train is expected to be 775 metres 

long including traction. 

Much of this information is contained within the UK Government (DfT) 2015 paper on 

Strategic Rail Freight Interchanges (SRFI’s). 

 

It is recognised that the Channel Tunnel has been vastly underused by freight ON rail, but in 
future, transcontinental rail freight across Eurasia could well change this situation. 

In Europe and throughout the world, the transport of goods in the global economy is the 

same, how do we get goods from ports to key inland destinations, sustainably? Rail Freight is 

the accepted solution via interface with Inland Terminals. Following Brexit in is not expected 

that the fundamental rail connections will change though some use considerations will apply. 

A recently published Report on European Rail Freight by the EUROPEAN COURT OF 

AUDITORS (May 2016) is summarised below. Key extracts from the summary:- 

EU has not been effective in enhancing rail freight transport though rail freight has been a key part of 

EU policy for the last 25 years, shows a special report carried out by the European Court of Auditors 

(ECA). 

According to the document, rail freight transport in the EU has failed over the last 15 years to respond 

effectively to the competition presented by road transport.  

Shippers show a clear preference for road compared to rail for the transport of goods. As a result, and 

despite the EU’s policy objectives of shifting goods from roads to rail, the rail freight transport 

http://www.eca.europa.eu/Lists/ECADocuments/SR16_08/SR_RAIL_FREIGHT_EN.pdf
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performance in the EU is persistently unsatisfactory in terms of modal share and volumes transported, 

although some Member States have managed to improve their performance. The strategic and 

regulatory issues identified in this report are of such nature that, if not addressed, extra funding for rail 

infrastructure will not by itself resolve the problems identified and increase the competitiveness of rail 

freight transport. 

The Court concludes that the performance of rail freight transport in the EU is not satisfactory. The 

Court recommends that the Commission and the Member States should improve the strategic and 

regulatory framework under which the transport of goods by rail is carried out. In order to achieve this, 

the Commission and the Member States, should take the following action: 

 The mobility of goods is an essential component of the EU internal market, and one that is 

crucial for maintaining the competitiveness of European industry and services. It has 

a significant impact on economic growth and job creation. In recent years, inland freight 

transport volumes in the EU (comprising road, rail and inland waterways) have stabilised at 

around 2 300 billion tonne-kilometres per year, with road accounting for approximately 75 % 

of this total. 

 However, transport has also a negative impact on the environment and on the quality of life of 

EU citizens. It accounts for around one third of energy consumption and of total CO2 

emissions in the EU. Promoting efficient and sustainable methods of transport such as rail 

and inland waterways over roads could help to lower Europe’s dependence on imported oil 

and reduce pollution. According to the European Environment Agency, CO2 emissions from 

rail transport are 3.5 times lower per tonne-kilometre than those from the road transport. 

 More sustainable methods of transport could also help to reduce the costs associated with 

road congestion, which are currently projected to increase by about 50 % by 2050, to nearly 

200 billion euros annually, and cut the number of transport fatalities. 

 The promotion of more efficient and sustainable methods of transport, and in particular of rail 

freight, has been a key part of EU policy for the last 25 years. As long ago as 1992, the 

European Commission set the shifting of the balance between different modes of transport as 

a main objective. In 2001, the Commission confirmed the importance of revitalising the rail 

sector, setting a target of maintaining the market share of rail freight in central and eastern 

European Member States at a level of 35 % by 2010. Finally, in 2011, the Commission set 

a target of shifting as much as 30 % of road freight being transported further than 300 km to 

other modes of transport such as rail or waterborne transport by 2030, and more than 50 % 

by 2050. 

 The EU’s policy objectives for shifting goods from road to rail have been translated into 

a series of EU legislative measures mainly aiming at opening the market, ensuring non-

discriminatory access and promoting interoperability and safety. The EU budget also 

contributed by approximately 28 billion euros to funding rail projects between 2007 and 2013 

In the UK these policies are translated as the need for more inland intermodal rail freight 

terminals described in the 2015 Strategic Rail Freight Interchange policy guidance. 

This ‘Strategic rail freight policy guidance’ sets out government policy for strategic rail freight 

interchange (SRFI) infrastructure. It has been produced in the interim pending the designation 

of the national networks national policy statement (NPS), the draft of which is currently out to 

consultation. It may be taken into account by the Infrastructure Planning Commission (IPC) in 
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its decision making on the development consent applications for SRFI infrastructure that fall 

within the definition of a nationally significant infrastructure project (NSIP) as defined in the 

Planning Act 2008. 

Over the last 18 months this policy has been tested in a few high-profile cases through the 

National Infrastructure Commission though not all consents granted could stand to further 

‘sustainability’ or ‘fit for purpose’ scrutiny. 

 

In May 2016 Rail Minister Claire Perry set out her vision for a sustainable railway  

'We need a sustainable railway' - speech 

 
“This morning I want to address a subject that perhaps isn’t currently receiving the attention it 
deserves”. 19th May 2016 

And that is the subject of sustainability. 

In recent years, we’ve talked a lot about investment, capacity and connectivity. 

And rightly so – there’s a huge amount happening in rail under each of those themes. 

But I believe our job to revitalise Britain’s railways isn’t finished until have a railway that is not just 
high-capacity and well-connected, but a railway that is also sustainable. 

On Rail Freight 

I believe there’s a real opportunity for rail freight to contribute to sustainability, too. 

One of the greatest challenges of our age is the emission of particulate matter from vehicles. 

This is not just a problem for future generations or far-away places. 

Particulates are here now, on our streets, already shortening lives. 

And one of the key contributors is road freight and the need to bring goods from out-of-town 
distribution centres into city centres. 

Yet our rail lines already reach into stations located in the heart of the city. 

Imagine if we could run electric freight trains into stations outside peak hours. 

Or run passenger trains that can be partly converted to carry freight. 

Goods could be offloaded onto electric vehicles, for distribution across the city. 

Let’s set ourselves the challenge of investing in new freight technology and joined up logistics.” 

 

Rail Freight shift – to the growing intermodal (container) sector 
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Based entirely on data available in Transport Statistics Great Britain, between 2004 and 2014 
GB heavy rail passenger volumes (measured in passenger trips made) can be shown to have 
grown by 4.8% p.a. as compared with the overall market in trips (all modes) by only around 
0.2%. Rail passenger growth was therefore 4.6% p.a. faster than for road and rail together. 
That growth is widely celebrated. 

However, over the same period and in head to head competition with road haulage the 
tonnage of all rail freight lifted, except coal, in Great Britain grew by 1.6% p.a. while the 
overall freight market actually fell by 2.1% p.a. Non-coal rail freight growth was therefore 
almost as fast for passengers relative to the size of the market addressed at 3.7% p.a. 

Coal should therefore be ignored in evaluating performance; tonnages have fluctuated 
alarmingly through the failure of Government energy policies to provide business with the 
sort of environment that can encourage efficient investment strategies. Much of that coal 
was in any event captive to rail; monitoring coal tonnages carried did not help to evaluate 
rail’s competitiveness. The reduction in coal carried will accelerate with the reduction in the 
use of coal fired power stations and other major plants using coal as a primary generator. 

That growth figure for rail freight takes into account that overall less freight is now lifted 
because the 2009 recession saw off so much manufacturing industry, itself damaging 
traditional rail freight markets and despite the failure of Network Rail to always deliver 
capacity where required. 

This performance by rail freight has been achieved despite network capacity constraints on 
key freight generators (such as with Felixstowe container port). Rail freight does not only 
compete with road. It also competes for rail network capacity with passenger services which 
are generally allocated capacity based upon franchise commitments planned well in advance. 

As is generally recognised, most coal traffic used those parts of the network that do not 
trouble principal north-south routes.  By contrast, most other (growing) rail freight traffics 
share routes with growing passenger markets and are hence in competition for limited 
network capacity.   

If, as we would anticipate, overall the non-coal all modes freight market now grows in line 
with population (i.e. the process of de-industrialisation is now more or less complete) then 
based on the last decade’s performance, rail freight’s non-coal tonnages would triple by 2043 
(in line with the Network Rail’s Freight Market Study), but only if sufficient network capacity 
is available and land use policies direct a substantial amount of warehousing to rail 
connected sites as set out in the Government’s Strategic Rail Freight Interchange policy. 

Source – MDS Transmodal 
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The Port of Felixstowe is Britain’s biggest and busiest container port, and one of the largest in 
Europe. 

The port handles more than 4million TEUs [with potential capacity for 8m – SLE] and 
welcomes approximately 3,000 ships each year, including the largest container vessels afloat 
today. 

The Port of Felixstowe is also Britain’s largest container rail terminal with record-breaking 
throughput, and the broadest and most frequent range of services of any port in Britain 
where three rail terminals currently provide connections to 17 inland destinations throughout 
Britain. Other key UK container ports include Southampton, Thamesport, London Gateway 
and Liverpool. Felixstowe and Southampton will both be directly connected to East West Rail. 

Few new intermodal terminals have been built due to their size and disturbance factor on 

local road traffic and residential areas as they will ideally be operated on a 24/7 basis, this 

includes the train approach and exits as well as loading and unloading. Visual elements also 

need to be considered but on well-located sites most of the concerns can be mitigated. 

With SRFI’s the government has undertaken to look at the cases for development (planning 

consent) on a ‘fast planning route’ basis via the Nationally Important Infrastructure process 

through the Planning Inspectorate Commission. 

But for logistics developers there still remains the mystery and dilemma of the cost, land-take 

and valuation of a rail freight intermodal within or adjacent to the logistics park. 

Summary, conclusions and further information can be provided as required. 

[Contact Redacted] 

mailto:Andrew.Bell@strategiclandeurope.com


 

Open consultation 

Cambridge – Milton Keynes – Oxford: 

'growth corridor' call for evidence 

 

As home to 4 of the UK’s fastest growing towns and cities, as well as globally-renowned 

centres of research expertise and advanced manufacturing, this corridor combines strong 

potential for growth with important long-term challenges: 

 Cambridge, Milton Keynes and Oxford have some of the highest levels of 

productivity in the UK compared to other cities. Northampton has been identified as 

the city with the highest rate of business start-ups in the country outside London 

 the populations of cities across corridor are highly skilled. Cambridge, Oxford and 

Milton Keynes rank first, second and seventeenth in UK for the percentage of their 

populations holding qualifications at NVQ4 level or above 

 Oxford and Cambridge’s universities rank among the top 5 in the world, the two cities 

are home to over 3,000 technology firms, and the corridor hosts the UK’s £9 billion 

motor sport industry 

 since the early 1980s the population of Milton Keynes has more than doubled, and 

Oxford and Cambridge have grown by between 20 and 30% 

 house prices in Oxford and Cambridge rank second and third among UK cities behind 

London, while Oxford and Cambridge rank as first and third most unaffordable cities, 

with London second 

 commuting across the corridor is relatively limited, though commuting from both 

Oxford and Cambridge to London is around ten times greater than to other cities in 

the corridor 

Taking into consideration these opportunities and challenges the aim of this study is to 

maximise the long term potential of the corridor whilst both protecting the area’s high quality 

environment and securing the homes, and jobs, the region needs. 

Questions 

The questions the commission is particularly keen to focus on in this initial phase of work 

are: 

Many places across the Cambridge – Milton Keynes – Oxford corridor have very 

successful local economies and are perceived as highly desirable places to live. 

 what have been the key drivers of that success?  

 what is holding back further growth and greater productivity?  

 in particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term?  



 does the corridor require better connectivity to other major centres of growth?   

 

The Cambridge – Milton Keynes – Oxford corridor stretches around the North side of London, 

encompassing many of the UK’s most successful, high growth economic centres.   Swindon forms 

the natural western extent of this Corridor, as evidence from businesses and research 

institutions below suggests that the corridor looks strongly westward towards Swindon.  

Swindon’s businesses have strong inter-dependencies with the research institutions and 

businesses in Oxford and Cambridge and  Swindon is, in its own right, an economic powerhouse 

on the edge of the South East with capacity for further economic and housing growth. Swindon 

also lies on the Strategic Transport Networks provided by the Great Western Railway and the M4 

motorway, and therefore, in transport terms, forms a more natural end point than Oxford to an 

East – West Corridor starting at Cambridge. 

Therefore, we feel that the National Infrastructure Commission should, in its work, consider the 

westward expansion of the corridor to encompass the economic potential and infrastructure 

needs of the Cambridge – Milton Keynes – Oxford – Swindon growth corridor.  Our primary 

reasons for this view are:  

1. Interaction between the Oxford and Swindon housing, business and labour markets - 

Swindon can help address key constraints on growth for the Oxford-Milton Keynes-

Cambridge economic corridor, notably on housing costs and delivery and provide 

greater labour market flexibility.   There is already a strong interaction between the 

Swindon and Oxford areas in relation to the housing, employment, retail and business 

markets. 

2. Swindon as a centre of growth - Swindon’s economic performance matches that of many 

of the communities within the Oxford-Milton Keynes-Cambridge economic corridor, and 

improving connectivity to Swindon will therefore help boost the growth potential of this 

corridor and overall UK growth prospects, particularly by connecting the research 

capabilities of the eastern parts of the corridor to Swindon’s manufacturing capabilities 

in advanced engineering and pharmaceutical manufacturing. 

3. Business connectivity - Swindon is an important UK location for several key 

geographically mobile, foreign-owned firms, notably in advanced manufacturing, the 

automotive sector and in services. Helping improve connectivity to Oxford and 

Cambridge would help address major infrastructural issues for some of these firms, help 

improve their productivity, boost growth and help secure these firms’ future in the UK. 

4. Strategic connectivity - Addressing westwards connectivity to Swindon can also help 

improve wider westward connectivity to other key high knowledge high growth parts of 

the UK – notably the Bristol city region and the Cardiff city region.  

5. Strategic Transport Networks – as evidenced by the business comments provided below, 

there is a significant demand for HGV travel between Swindon (and the West of England) 

and Oxford, Milton Keynes and Cambridge.  Currently, road journeys are directed along 



the M4 and then the A34 (for Oxford), the M25 / M1 (for Milton Keynes) and the M25 / 

M11 (for Cambridge).  All these are heavily trafficked roads, with attendant congestion 

and reliability problems, and therefore any investment that provides an improved more 

direct route between Swindon and the other growth centres in the corridor will be to 

the benefit of those strategic trips that are reliant on these routes (the A34 primarily 

serves the West Midlands to the South Coast for example).   Similarly, by linking Swindon 

with the East – West Rail Corridor demand will be displaced from the Great Western 

Railway into Paddington, and other similarly busy rail corridors radiating out to Milton 

Keynes and Cambridge, thereby ensuring that sufficient capacity is retained on these 

routes for their core demand. 

In its Strategic Economic Plan (2016), Swindon and Wiltshire Local Enterprise Partnership 

(SWLEP)   identify transport infrastructure as one of four key priorities.  Infrastructure 

investment that improves access from Swindon eastwards, connecting the growth cities of 

Oxford, Cambridge, Milton Keynes and Norwich will enable SWLEP to enhance its competitive 

advantage as a “dynamic, knowledge-based economy with nationally important clusters in life 

sciences, advanced manufacturing, financial and professional services, digital and information 

and communications technology (ICT) sectors.” 

Taken together we believe these infrastructure investments have significant potential to deliver 

the Review’s stated objective to “unlock growth, jobs and housing” and would also “protect and 

maintain the area’s environmental and cultural assets (including the Green Belt)” and "spread 

the benefits of economic growth along and beyond the corridor".  

1. Addressing Key Constraints to Growth 

 Access to more affordable housing and potential for future housing growth  

The average house price in Swindon is currently under half the price of the average house price 

in Oxford – at £193,870 compared to £453,530, despite being only 45 miles away.1 

Swindon has some of the lowest housing costs along the M4 corridor and the wider South East 

of England. Swindon also has an admirable record and political support for new housing growth. 

In contrast Oxford has some of England’s highest housing costs and has pressing constraint on 

land for new house building due to tight administrative and green belt boundaries. The gap 

between housing costs between Oxford and Swindon is one of the largest within the South East - 

and much more significant than when compared to either Milton Keynes or Cambridge.2 

Improving connectivity will help Oxford cope with its very high housing pressures and also 

generate additional demand for development within Swindon.  By improving access to more 

affordable housing, improved connectivity would benefit the Oxford city region by assisting 

businesses to retain high calibre grades by removing one significant constraint to them staying 

or moving into the area.i    Investment in the rail network to bring direct connection between 

                                                           
1 Centre for Cities, 2016 report   

2
 Average house prices in Milton Keynes is £247,986 and Cambridge is £435,162  



Oxford and Swindon would reduce the direct rail journey time from 70 minutes to 30 minutes 

and expand the catchment area for Oxford companies seeking highly skilled employees.  By 

generating increased demand for housing in central Swindon, this improvement in connectivity 

would kick-start town centre regeneration in Swindon through new housing being built in 

brownfield sites near the railway station (around 1,000 new homes could be brought forward 

under the station regeneration scheme that is supported by SWLEP).  The Swindon economy 

would then benefit through increased spending in the town centre from these new residents.     

Travel connectivity is a “very significant”3 factor in determining price and commuting patterns. 

The Oxford housing market has smaller available housing stock, significant growth constraints to 

new development and a limited public transport system. This is likely to make better 

connectivity between Oxford and Swindon, and the major price differential between the two, an 

important route in which housing and labour market pressures could be ameliorated.   We are 

aware that Oxfordshire, through its SHMA, hope to move towards labour market self-

containment, however we recognise the difficulties in achieving this and note below that Oxford 

city has a current housing shortfall  which Swindon could help address. 

 Greater labour market flexibility and access to a wider employment base 

Greater connectivity would help both towns improve their labour market dynamics. Oxford 

could help address the pressures it faces in both lower skills and higher skilled knowledge 

shortfalls, notably in tackling the major constraint on costs of living, via lower housing costs. 

Swindon would also benefit from better access to skilled and technical employees and 

strengthen connectivity between business and research clusters between the two towns.   

We believe it is worth the NIC commissioning research to examine the likely housing and labour 

market dynamics of better connectivity and that this is used as a material consideration in 

planning infrastructure spending – given the importance of the housing market as a constraint 

on growth in the Oxford-Milton Keynes and Cambridge corridor.  

Savills Research has already developed models to map these market relationships and this could 

be commissioned easily for the Commission’s work.   

2. Boosting Swindon and the UK’s Growth Prospects via a Stronger Growth Corridor 

We believe there is a strong case for improving connectivity between Oxford and Swindon as 

one of the priority infrastructure measures needed to generate economic growth “within, and 

between, the area’s towns and cities” and for the wider UK economy. 

Swindon’s economic performance matches many of those of the Oxford-Milton Keynes-

Cambridge economic corridor, and improving connectivity to Swindon will help boost the growth 

                                                           
3
 Conversation with Savills research team, 21

st
 July 2016 



potential of this corridor and overall UK growth prospects. 

Swindon is among the top 10 cities in the UK for highest GVA per worker, with growth in GVA 

per worker of 32.4% between 2004 and 2014. (Centre for Cities4) 

Swindon has also seen the 2nd largest increase of any UK city in its share of private sector 

Knowledge Intensive Business Services (KIBS) jobs, which tend to be higher skilled, better paid 

jobs (Centre for Cities5) 

Swindon, like Oxford, Cambridge and Milton Keynes, has also shown an impressive ability to 

attract new businesses and workers.  Swindon has the UK’s highest concentration of foreign 

owned enterprises6 

In Swindon the number of business starts has increased by twice the national average between 

2004 and 20147 

Like Oxford, Cambridge and Milton Keynes, Swindon has experienced an annual population 

growth rate of around twice that of the UK between 2004 and 2014.8 In this period, Swindon has 

seen the fourth fastest rate of population growth among UK cities.  

Swindon’s business base, current high productivity and GVA, potential for growth, capacity for 

development in both commercial and residential markets, when combined with strong 

connectivity to London and westwards, provides strong reasons for focusing infrastructure 

investment here. 

3. Help to strengthen a UK location for important key international firms, notably in 

advanced manufacturing, the automotive sector and in services. 

Extending improved connectivity between Oxford and Swindon would help in addressing the 

review’s TOR to “maximise the potential of the areas as a single, knowledge intensive cluster 

that competes on a global stage”.  

This is most notable in the automobile and advanced manufacturing sectors, but would also 

have benefits for the information/digital economy and pharmaceutical industry, as well as 

improving research and academic provision between Oxford and Swindon, and to a lesser extent 

Cambridge.  

                                                           
4
 Centre for Cities, 2016   

5
 http://www.centreforcities.org/reader/fast-growth-cities-opportunities-and-challenges-for-cambridge-

oxford-milton-keynes-swindon-norwich/why-do-fast-growth-cities-matter/#figure-1-employment  

6
 Centre for Cities 2015 

7
 http://www.centreforcities.org/reader/fast-growth-cities-opportunities-and-challenges-for-cambridge-

oxford-milton-keynes-swindon-norwich/why-do-fast-growth-cities-matter/#figure-1-employment  

8
 http://www.centreforcities.org/reader/fast-growth-cities-opportunities-and-challenges-for-cambridge-

oxford-milton-keynes-swindon-norwich/why-do-fast-growth-cities-matter/#figure-1-employment  
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Evidence submitted by David Cole, Honda UK Manufacturing 

“Honda strongly support dualling of the A420 and improvements to the A419.  Swindon is the 

global exporting centre for the Honda Civic.  We need good access via A419 and A420 to get 

supplies into Swindon, and the finished product out again.  This infrastructure is vital to the 

operation of our business in the UK.”    

Evidence submitted by Dr Pascal Krebs, BMW Group Plants Oxford/Swindon 

“We support dualling of the A420 as we have manufacturing plants in both sites and we operate 

a ‘just in time’ delivery system. Unanticipated delays affect our production line operations. To 

avoid this, we take alternative (longer) routes which adds to operating costs” 

4. Addressing westwards connectivity to Swindon can also help improve wider westward 

connectivity for the Oxford – Milton Keynes – Cambridge growth corridor to other key high 

knowledge high growth parts of the UK 

The current Oxford – Milton Keynes – Cambridge corridor requires better connectivity South-

westwards to Swindon, connecting two “fast growth” cities in Oxford and Swindon, and 

connecting the successful local economies within the corridor with those in the West of England 

by linking to the strategic transport routes provided by the M4 and the Great Western Railway.  

Swindon is the hinge providing the link between these strategic routes and the Oxford – Milton 

Keynes – Cambridge Corridor. 

The Enterprise Research Council found an ‘arc of innovation’ stretching from Cambridge through 

Oxford and beyond to the West of England through Swindon along the M4 corridor. 9  Swindon 

has many knowledge based businesses and one of the highest rates of patents in the country 

because of the advanced engineering and manufacturing businesses that are located here.  

Swindon is also home to the Research Councils, Innovate UK and the UK Space Agency. 
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Despite their high knowledge and high value economies, these parts of England have long 

suffered from lack of east – west connectivity, with critical infrastructure tending to be radial 

into London.  

Evidence submitted by Dr Jonathan Frost OBE, Technology Strategy Director, Johnson Matthey 

Plc: 

“I strongly support the view that Swindon infrastructure connections should be considered in 

the review of the infrastructure needs of the Oxford-Milton Keynes-Cambridge economic 

corridor by the National Infrastructure Commission.  

I was responsible for setting up our high technology manufacturing and development facility for 

our Fuel Cells components business in Swindon. Good international connections were critical to 

this entirely export based business as well connections to our central research facility in Reading. 

Swindon was selected in part because of its good communication links to Reading, Heathrow 

and London. However there is no doubt that our links with our main UK facility in Cambridge 

have suffered as a result as have the connections to the academic and industrial resources in 

Cambridge and Oxford.   

The current ‘direct’ routes (A420 and rail) are so inadequate that they are in effect unusable.  

Travel to Oxford, Milton Keynes and Cambridge is best accomplished via the M4, M25 and 

London rail terminals with all the negative implications for the company and these overstretched 

resources.  

As a high technology business there is no doubt that recruitment and scientific interactions with 

Oxford University, Oxford based technology suppliers and the Harwell facilities such as Diamond 

would be substantially improved by better rail and road links.  

We have recently established our new business in battery systems for vehicles in Milton Keynes. 

The ability to share staff and resources between the similar fuel cell and battery businesses, to 



maintain our international competiveness, will become increasingly important to us but without 

better links will be difficult.  

Improved access to the Cambridge area would enable not only better access to our companies 

resources in Cambridge but to the wealth of academic and industrial resources in the area. 

Currently we can (and do) access resources in Europe more readily than Cambridge.  

Creating better links between Cambridge, Milton Keynes, Oxford, Swindon and indeed Bath will 

enable the UK to make much better use of its own technological and human resources and 

support the competitiveness and attractiveness of the UK for technologically based 

manufacturing companies such as Johnson Matthey Fuel Cells.” 

Required Infrastructure Investment 

To improve this connectivity, it is our view that the following infrastructure improvements 

should be investigated as part of the corridor study: 

 A420 Swindon to Oxford road route needs to be upgraded.  Currently, this route is 

predominantly single carriageway with limited dual carriageway provision, and the case 

for the widening to dual carriageway standard along its full length should be 

investigated.  Such improvement is considered necessary to 

o  meet the demands placed upon it by existing traffic flows (2015 Annual Average 

Daily Flow of 24,278 at the Swindon / Oxfordshire boundary, which exceeds the 

notional capacity of a single carriageway road, and which can be expected to 

increase significantly with new development at the New Eastern Villages and 

within the Vale of White Horse.  At present, peak period vehicle speed is 

between 27 and 34 mph depending on the section of the route), and, 

o to significantly improve journey reliability to the benefit of internationally 

mobile companies relying on this route to connect their key sites (such as BMW 

and Honda), and to improve safety for all users of the route and the 

communities located along it. 

o Include a bus lane for bus rapid transit routes to reduce the time incurred 

travelling between the cities and to encourage sustainable travel. 

 Swindon to Oxford rail links need improvement to enable enhanced rail services to be 

provided linking the communities along the corridor (Milton Keynes and Oxford) with 

Swindon and the West of England.  The improvements would build upon the existing 

electrification programme and the introduction of a new fleet of trains on the Great 

Western Line by providing additional capacity on the route and at main stations such as 

Swindon.  This would benefit many of our knowledge based businesses because, as 

identified in our Functional Economic Market Area Assessment, Swindon looks east 



towards Oxfordshire and the Thames Valley.10   

 A direct service between Swindon and Oxford ran between 1999 and 2003, prior to 

being withdrawn due primarily to timetabling conflicts.  The current journey times can 

take up to 1.10 hrs, but a direct service could have a travel time of 30 minutes or less.   

 The basic rail infrastructure that allows direct services from Oxford to Swindon already 

exists – with connecting rails in place around Didcot Parkway. The main infrastructure 

issue on improving Swindon - Oxford rail connectivity is the section between Swindon 

and Didcot. This is because:  

o The roll out of electrification on the Great Western line, with significantly increased 

numbers of services running to both Bristol Parkway and Bristol Temple Meads, will 

mean that the track capacity between Didcot Parkway and Swindon is close to full 

capacity. 

o The type and speed of rolling stock will be different between the GWR line and the 

Oxford lines. The GWR service will have new Japanese Hitachi High Speed electric 

trains (travel speed 125mph), whilst Oxford train stock will be slower (travel speed 

110 mph). This exacerbates the capacity issues, as the quicker trains catch up with 

the slower trains faster. 

 Resolving this probably requires moving from two tracks to four tracks on this section. 

 Addressing track capacity problems between Didcot and Swindon would also greatly 

improve broader western connectivity for the Oxford – Milton Keynes and Cambridge 

corridor 

 A direct service would help with housing market pressures in Oxford, by connecting 

faster with Swindon and making direct sustainable commuting more feasible. Linking via 

East-West Rail to Milton Keynes and Cambridge will also complete a strategic rail 

corridor of high tech clusters stretching from the Bristol Channel to East Anglia.  Train 

services to Bristol, Bath, Swindon and Oxford are all to be electrified so there is the 

added potential to run fully electric trains services between them. 

These improvements would benefit the economies within the corridor, and the wider UK 

economy, as well as the local Swindon economy, in the following ways: 

 Retention of existing major manufacturing base –journey times have become so difficult 

to predict that this is now impacting on the location decisions of our existing businesses 

(many of whom are international) in a negative way.  Good journey time reliability is 

critical to the just-in-time delivery systems operated by major manufacturers such as 

BMW and Honda, companies that currently employ around 5,000 people in Swindon, 

and which support a further 10,000 jobs in the supply chain across the UK.  Given the 
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numerous other factors that influence locational choice for international companies, 

investment in improved infrastructure to remove a major potential constraint is critical 

to helping to retain these companies within Swindon and Oxford. 

Evidence submitted by David Cole, Honda UK Manufacturing 

“Honda strongly support dualling of the A420 and improvements to the A419.  Swindon is the 

global exporting centre for the Honda Civic.  We need good access via A419 and A420 to get 

supplies into Swindon, and the finished product out again.  This infrastructure is vital to the 

operation of our business in the UK.”    

 Improved productivity – the UK is typically seen as having lower productivity than other 

competing economies.  One factor in this is the impact of delays in the delivery of raw 

materials, essential parts, and finished products to and from manufacturing sites.  

Companies such as Honda, BMW and Dynamatic Technologies Ltd operate just-in-time 

delivery systems to minimise the on-site storage of parts (which can be a wasteful use of 

scarce land) and to maximise the efficiency of their plants.  This system depends on 

having reliability of journey time from the suppliers to the plant, and a congested road 

network, such as the A419 and A420, can impact upon this in a negative manner.  Put 

simply, a ten minute delay for a single lorry delivering parts to the plant could result in 

an assembly line shutting down.  This can significantly reduce the attractiveness of the 

UK as a location for these advanced manufacturing businesses.   The mitigation 

measures, such as using longer routes (A34 / M4) to avoid congestion on the A420, can 

add costs to the supply chain, and are not always effective given the potential for 

congestion on these alternative routes.   In addition they add to environmental costs 

through increased vehicle emissions contributing towards air pollution.  These 

companies are internationally mobile and there is a risk that we lose 5,000 direct jobs in 

Swindon and a further 10,000 indirect jobs across the supply chain in the UK should 

these companies close their operations in the UK in favour of lower cost overseas plants. 

 Better balanced housing market – improving connectivity by road and rail between the 

Corridor and Swindon would help to relieve pressure upon the housing markets for 

those communities in the south-western end of the corridor, and particularly Oxford, by 

allowing people to find more affordable properties within easy commuting distance.  

Property in the Swindon area is more affordable than that in the Oxfordshire area, with 

a house price: wages ratio of 6:1 compared to 16:1 in Oxford.  By improving access to 

more affordable housing, improved connectivity would benefit the Oxford city region by 

assisting with the retention of high calibre graduates into the workforce by removing 

one significant constraint to them staying or moving into the area.11  Investment in the 

rail network can result in a direct rail journey time of just 30 minutes, compared to the 

current 70 minute journey, which brings Swindon into easier commuting distance of 

Oxford, and expands the catchment area for Oxford companies seeking new employees.  
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By generating increased demand for housing in central Swindon, this improvement in 

connectivity would kick-start town centre regeneration in Swindon through new housing 

being built on brownfield town centre sites near the railway station (around 1,000 new 

homes could be brought forward).  The Swindon economy would then benefit through 

increased spending in the town centre from these new residents. 

 

 Knowledge exchange – improved connectivity between the Swindon area and the 

Corridor would facilitate knowledge transfer (between the academic and research 

institutions in the east of the corridor and Swindon’s engineering and advanced 

manufacturing sector) and help to attract new inward investment to the UK.  Swindon 

has the highest concentration of foreign owned enterprises in the UK12 and, despite 

being one of the smallest unitary authorities has one of the UK’s “top 10” employment 

clusters in both the advanced engineering and the pharmaceutical manufacturing 

sectors and has important clusters of banking, insurance and finance, professional 

services and digital and creative sectors.  Swindon’s location on the M4 with reasonable 

links north and south, its skilled workforce and low cost of land and premises makes it 

attractive to overseas companies.  By reducing journey time between Swindon and 

Oxford we will be able to attract even more overseas investment, to the benefit of the 

UK economy.  

Evidence submitted by Julie McLoud, vice Chancellor, Oxford Brookes 

Oxford Brookes deliver higher education in both Oxford and Swindon, and are involved in 

knowledge transfer between both cities, and beyond.  A direct rail service between Oxford and 

Swindon and dualling of the A420 would reduce our delivery costs, enable us to consider 

expanding provision further into Swindon and facilitate knowledge transfer between us and 

other higher education institutions.”  (Swindon is one of only a few cities in the UK without a 

university campus and is a ‘cold spot’ in terms of higher education outcomes.  Compared to the 

UK as a whole, ten percent fewer Swindon residents have degree level qualifications.   Young 

people – even those achieving qualifications allowing entry to university – are much less likely to 

attend university compared with England as whole, and much less likely than our comparator 

cities.)         
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Evidence submitted by Mark Beard, Chief Executive, E W Beard Ltd.  

“As a business with offices in Oxford & Swindon, the lack of direct rail link from Oxford to 

Swindon and increasing congestion on the A420 is causing increasing problems for our 

business.” 

Evidence submitted by Margaret Harman, Director of HR & EHS, AFL Telecommunications 

Europe Ltd. 

“This [improvements to the A420] is of particular interest to us as we have a site in Milton 

Keynes and have to use the A420 to get to the A34.    The road at rush hour times means traffic 

moves very slowly and there are only the 3 stretches of dual carriageway – with predominantly 

50 miles speed limit the remaining roadway.      There should definitely be investment to deal 

with traffic flow from either side of the road, remove bottlenecks and increase 60 mile an hour 

zones and/or stretches of dual carriageway.   The increased travel time impacts on employees 

who regularly travel that way between sites.     Any improvement would benefit business in 

terms of wasted journey time for employees; ease of travel between sites.” 

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 

recognizable economic corridor? If so: 

 what factors unite the area?  

 would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies?  

 would that same emphasis on coordinated planning and decision making provide 

wider benefits for the UK economy?  

 should adjacent towns and cities be incorporated into the corridor in terms of growth 

and infrastructure planning?  

As stated above, we believe that Swindon is a complementary and critical part of the Oxford – 

Milton Keynes and Cambridge growth corridor, and improving the infrastructure connecting 

Swindon with the corridor will strengthen the opportunities for economic growth in a way that 

would represent good value for money and help deliver high economic returns.  

The Fast Growth Cities grouping was established in recognition of the common economic links 

between the constituent towns and cities, which are all high growth in terms of housing, population, 

and economic development.  Three of the five cities in the Fast Growth grouping are included in this 

Corridor, these being Cambridge, Milton Keynes, and Oxford.  There is logic to extending the 

Corridor to include the other two members of the Fast Cities Grouping, Norwich and Swindon. 

The logic is particularly strong with Swindon, as it is geographically well aligned with Oxford, and has 

close links in terms of population (commuters travelling between the two settlements), economy 

(companies with plants located in both settlements), education (Oxford Brookes University maintain 

a presence in both settlements) and research (Swindon businesses being dependent on accessing 

Harwell, and institutions in both Oxford and Cambridge).  The communities along the A420 corridor, 

including Faringdon and Shrivenham, also look in both directions, with people travelling to both 



Swindon and Oxford to access employment, education, health, leisure and retail facilities. 

Swindon’s emerging Strategic Housing Market Assessment area presently ‘looks east towards 

Oxford’ but does not include Oxford because it is over an hour’s drive time to central Oxford and one 

hour ten minutes by rail.  A direct rail service would halve the commuting time between Swindon 

and Oxford to only 30 minutes and make it easier for companies to recruit and retain staff (as high 

costs of housing are one of the main constraints to growth and a negative location factor for 

Oxford).  Swindon’s economy – whilst one of the most productive in the UK (measured in terms of 

GVA per worker) – has capacity to accommodate new businesses and plans to build an additional 

22,000 new homes to 2026 whilst Oxford city has a housing shortfall and homes are unaffordable 

not just to key workers but to a wide section of the workforce.           

Improving links between Cambridge, Milton Keynes, Oxford and Swindon would facilitate knowledge 

transfer (between Oxford’s research capabilities and Swindon’s engineering and advanced 

manufacturing strengths) and attract new inward investment to the UK.  Swindon has the highest 

concentration of foreign owned enterprises and, despite being one of the smallest unitary 

authorities has one of the UK’s “top 10” employment clusters in both advanced engineering and 

pharmaceutical manufacturing sectors.  Swindon’s location on the M4 with reasonable links north 

and south, its skilled workforce and low cost of land and premises makes it attractive to overseas 

companies.  By reducing journey time between Swindon and Oxford we will be able to attract even 

more overseas investment, resulting in manufacturing ‘on-shoring’ to the benefit of the UK 

economy.   Swindon is already attracting knowledge based businesses because of its proximity to 

Harwell Science Campus; by improving our transport linkages to Oxford and beyond to Milton 

Keynes and Cambridge, there is scope to attract more overseas businesses to the UK and grow our 

advanced manufacturing capabilities.    

Could Swindon be included in the growth corridor at a later date? 

We have considered whether it might be logical to include Swindon as an extension to the corridor 

at a future date.  However our large, geographically mobile advanced manufacturing businesses tell 

us that the restrictions presently imposed by the transport network are resulting in unavoidable 

costs now, and this is increasing the costs of doing business in the UK.  We risk losing these large 

businesses in the next few years, with knock-on consequences for their supply chain if we do not 

make infrastructure improvements that improve connectivity between Swindon and Oxford.   

The Didcot-Oxford rail route should be the priority for investment 

Whilst this is the most highly trafficked route at the current time, Swindon to Didcot will become 

busier as a result of the Electrification Project and the intensification of the rail services.  Rail 

investment would also help to unlock the potential to increase freight capacity on the rail network.  

Honda UK Manufacturing have a rail freight terminal at their site but currently don’t use it because 

of network capacity problems in Swindon. 

 Evidence submitted by Paddy Bradley, Director of Swindon and Wiltshire Local Enterprise 

Partnership 

“The Swindon and Wiltshire LEP strongly supports transport improvements to the east, through to 



Oxford, Milton Keynes, Cambridge and on to Norwich.  Our economy in the east of our LEP is reliant 

on effective communications from Swindon, with, in this case, a particular emphasis on road and rail 

links to Oxford.  We see a coherent corridor of dual carriageway roads through to the east coast 

ports as essential to the future growth plans of key high-value manufacturers, including major 

businesses in the automotive and health and life sciences sectors.  A reliable rail link from Swindon to 

Oxford, extending the existing regional structure within Wiltshire will help to relieve pressure on the 

A420 and enable increased economic activity between the two centres.” 

 

Describe your vision to maximise growth, maintain a high quality environment, and 

deliver more jobs and homes across the corridor over the next 30 years: 

 what does that mean for growth and infrastructure investment in your area?  

 

Swindon has major plans for housing and economic growth, as is be-fitting of its’ Fast Growth cities 
status, with the Local Plan identifies proposals to build 22,000 new homes and create 20,000 new 
jobs by 2026.  Major new settlements are being built at Wichelstowe, to the South of the town, and 
the New Eastern Villages, to the East.  Alongside major regeneration proposals for the town centre, 
these projects will see 25% growth in both the population and the economic base of the town, and 
in the demand for travel to and from Swindon. 

Work is well advanced on the Strategic Housing Needs Assessment and the Functional Economic 
Market Area studies,  which are being progressed in partnership with Wiltshire Council, to identify 
the future growth needs beyond 2026.  It is clear that to continue with the growth in the economy, 
there will be a need to work with neighbouring authorities to deliver the infrastructure necessary to 
meet future growth needs.   

Whilst major investment is planned in improving transport infrastructure in the immediate Swindon 
area, including along the A419 corridor and at key junctions on the M4, along with the electrification 
of the Great Western Railway, it is clear that we cannot rest on our laurels if future growth is to be 
accommodated.   The SWLEP, SBC and Highways England are investing significant funding into 
infrastructure projects in Swindon, including in the improvement of motorway junctions 15 and 16 
on the M4, to facilitate housing growth in Swindon.  The Swindon Station regeneration project – to 
enhance access across the railway line and increase the rate of spending in the town centre, to 
stimulate town centre regeneration - has been submitted for consideration as a project in our Local 
Growth Deal (3).  

Further investment in the rail network is required to maximise the opportunities for improved 
services that will arise from the electrification programme, alongside the East-West Rail 
Improvements, CrossRail and the Western Link to Heathrow.  All of these projects open up 
significant opportunities to make Swindon a focus of the rail network, and a key measure here will 
be addressing future capacity issues to ensure that people can easily travel from Swindon to reach 
Oxford, Milton Keynes and Cambridge more directly without having to change trains once or more, 
and without having to pass through central London. 

Whilst some local improvements will be undertaken on the A420 within Swindon to facilitate the 



New Eastern Villages development, it is important that the underlying capacity and safety problems 
on the A420 corridor between Swindon and Oxford are tackled through a programme of major 
improvements, including the dualling of the route to provide a standard level of service and improve 
journey reliability. 

Connectivity to the North should not be overlooked either, including the need to invest in closing the 
“missing link” on the A417 in Gloucestershire to provide a high standard route linking the M4 and 
M5, which will benefit West Oxfordshire as well as Swindon, and the need to capitalise on previous 
investment in improving rail links between Swindon and Gloucestershire. 

Evidence from David Patterson, Partner, Thrings Solicitors 

“The main issues for us (in terms of access to the Swindon office for staff and clients) are the 
connectivity issues in Swindon or the surrounding area: A419/Jct 15 M4 and A417/Birdlip 
roundabout.  Poor connectivity increases travel times and places unavoidable costs on our business.” 

Delivering these improvements requires close working with neighbouring authorities and LEPs, and 
the benefits of close working with those other Fast Growth Cities that form part of the Corridor to 
deliver a transport network and system that supports sustainable housing and economic growth 
across the wider area need to be realised through Swindon’s participation in this Corridor study. 

  

 

 what steps are currently being taken to realise that vision, and what more needs to be 

done?  

 what value could new cross-corridor intercity road and rail links bring? How do these 

compare to other transport initiatives e.g. intra-city links, or wider infrastructure, 

priorities?  

Are there lessons to be learnt from previous initiatives to maximise the potential of the 

corridor? 

Are you aware of any examples of UK or international good practice, for example in 

respect of new technology, local frameworks or the built environment, that are relevant 

to this review? 

The Enterprise Research Centre identified an arc of innovation from Gloucester to Swindon 

and across to Oxford – Cambridge.  This arc includes knowledge-based innovative 

companies and there is strong mobility across the arc as businesses need to access research 

and education capabilities; however connectivity needs to improve along this arc to maximise 

the economic opportunities to the UK economy.   



 

How to respond 

The evidence submitted will inform the commission’s understanding of the wider issues 

surrounding the review we have been asked to undertake. 

Submissions of evidence should be no longer than 10 pages and should be emailed to: 

GrowthCorridorEvidence@nic.gsi.gov.uk 

BY 5th August 

 

mailto:GrowthCorridorEvidence@nic.gsi.gov.uk
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This note takes a broad approach to the call for evidence.  I fear that if I followed the 

consultation questions closely, the effect would be tangential to the main points I would like to 

make. It is to be hoped that the comments are still relevant, and contribute, if sometimes 

indirectly, to the decisions to be made on how to progress the study to the maximum long term 

effect. 

I admit at the start that I do not think the premise, that infrastructure investment will help the 

economic prospects of this “corridor”, is necessarily true. However I very much support a broad 

look at this part of England, to scope areas for beneficial future investment and development. 

This can help each distinct zone along this “corridor” to flourish, and may in the long run 

promote the development of the whole of the south east Midlands area, whether or not that 

might eventually come to possess some corridor like dynamics. 

What follows is intended as a broad reflection, under hopefully simple and comprehensible 

headings. I have pursued some related themes in a chapter recently published (Marshall 2016).  

Infrastructure and development 

Common sense, though little reliable academic work, suggests that infrastructure in various 

(highly differing) forms, can be an active ingredient in making places more economically 

successful or more pleasant to live in.  But this does not get us very far.  We can be sure, from 

simple historical knowledge, that sometimes development preceded most infrastructure 

investment, which then “caught up” with the economic dynamic.  There may be considerable 

value that the sequence works this way round, as it means that there is less danger of stranded 

assets, white elephants which proved not to be the key ingredient to some desired end, after all.  

However we can be equally sure that at some historical moments, a part of infrastructure 

investment did “unlock” growth and major improvements in quality of life, sometimes 

dramatically so, sometimes gradually and less obviously, often working over decades.  (To 

attempt to quote sources for these statements would be fruitless, but readers familiar enough 

with economic history will be able to provide some evidence.  Whilst economic history has not 

come up with any golden rules for action, it has provided numerous instances of a wide range 

of dynamics and sequences, from Britain in the seventeenth century, to China in the last two 

decades). 

So infrastructure can lead development, and development could, on the other hand, tend to lead 

infrastructure.  In rich countries, already equipped with highly developed infrastructure 

systems, there may be less necessity to provide the infrastructural foundations of economic 
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success than in middle or low income countries (OECD studies back this idea).  An alternative 

conception would be to stress “quality of life led development”, supported by appropriate 

infrastructure.  What is appropriate may not be large scale investment, but micro investment 

within towns and cities and across everyday commuting districts. 

Planning for corridors 

Planning thought has long engaged with the idea of planning in linear forms, or around 

corridors of movement. Peter Hall (1988/2014) and Ward (2002) treat some cases where such 

“corridor planning” was tried, for example in the linear city idea of Arturo Soria in Madrid.  

Ward describes the great uptake of corridor plans in Australia in the 1960s and 1970s (pages 

295-297), as well as the cases of Copenhagen (pages 281-2) and most recently Orestad (page 

365).  However there has been normally a strong scepticism towards these occasional bursts of 

enthusiasm for such linear steering. As urban economists analysed extensively in the mid 

twentieth century, the most natural form of urban development, reflected in most urban growth 

in most eras, is outwards from centres, with land values highest in the central area, reflecting 

accessibility via prevalent transport modes.  This has not stopped the growth of metropolitan, 

megalopolitan or mega-region spatial forms (Hall and Pain 2006).  But these have rarely taken 

any simple linear, corridor like form.  A reflection on past English experience, primarily on 

corridors radiating from London (M4 corridor, London-Stansted-Cambridge corridor, Thames 

Gateway corridor) would help to identify the combined ingredients of market and state actions 

which can make things happen, or not, and what are the relevant timescales.  This could help 

thinking around the present study. 

Attempts to structure urban growth plans around public transport nodes have inspired some of 

the most famous planning episodes of the twentieth century (in Denmark, Sweden, 

Netherlands).  Where public control of enough parts of the system was strong, this did have 

considerable success, steering actual living and movement patterns through to the present day.  

However an extended debate in the Netherlands in the 1990s, during revision of the national 

physical planning strategy, led to abandonment of the proposed use of corridor planning for 

the whole country, returning to the (more traditional) spatial concentration policy (Van Duinen 

2004).  This account shows how critical is the conception of corridors, with economic actors 

understanding this in one way, transport specialists in another, and the wider public generally 

more locally in terms of building next to roads, with the connotations of ribbon development 

and around motorway junctions (or, possibly, near stations).  The battles over these 

understandings were fought out partly between ministries, over a period of 5 or 6 years, 

showing the importance of giving major spatial issues adequate time for public debate and full 

political airing.  

In Britain there is a widespread view that the idea of corridor based growth is likely to be 

problematic in achieving long term sustainable change (Campaign for Better Transport 2009  

for one commentary on roads planning as a whole).  This stance, supported in academic work 

since at least the 1990s, says that it is preferable to plan on a wider template, across scales and 

across networks and across modes.   Many countries have struggled to carry out such planning 

in recent years, in part because of a reluctance to enable the strong instruments which are 

needed to implement such planning.  However the alternative, of just spotting individual 

congestion spots and building new infrastructure to “solve” these, by providing more 

immediate capacity, is widely seen to be wasteful and to a large degree ineffective in the long 
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run.  The current NIC study, whilst in my view most welcome, does not start from an ideal 

mindset, if it imagines that a corridor can be generated by the building of large infrastructure, 

when the corridor is non-existent (as many observers would argue is the case in the Cambridge 

to Oxford stretch of English territory).  The contrast with the London based work on 

“coordination corridors” is striking. A recent report on the Metropolitan Green Belt (Mace et 

al 2016) explores one of these, the London, Stansted, Cambridge Consortium’s ideas on 

possible spots for development – but in this case this is possible development around already 

existing infrastructure, rather than imagining development around transport infrastructure yet 

to be created. 

Are big new urban development zones needed in this part of England? 

The planning consensus, built up over years of UK and international experience, is that the 

need for new urban development areas must be considered across a very wide canvas, and using 

an understanding of the broadest possible palette of factors in play.  Above all, it is essential to 

carry out a deep study of spatial options, nationally and on a set of suitably nested scales (as 

was done in England in the regional planning of the early 2000s, with more or less success 

given subsequent policy reversal, but with many strengths).  Otherwise any judgement on 

placing new towns or major urban extensions, or major zones of economic activity, is just a 

stab in the dark. The NIC study will have be smart if it is to have a chance of answering this 

core but very difficult question, and should seek early guidance from the top of government, 

especially DCLG on policy, above all on housing.  Local authorities will almost certainly say 

a plain “no”, left without some powerful steering and framing, although the involvement of all 

concerned local authorities certainly remains critical. 

Are big transport investments needed, to achieve the desired goals? 

The study was created with the questions already set as to whether a new high capacity road 

was needed for this corridor, and/or a new or reinstated rail line.  The answer to this question 

clearly depends in large part on the answer to the last one, taking both residential and economic 

development activity together.  Given the strong scepticism on the part of many observers about 

the potential of this stretch of country as a new successful corridor, many will I think already 

answer, probably not, to this question.  However that is not at all a reason for the NIC to switch 

off the study, as it should be able to offer ways of improving matters within the discreet portions 

of the corridor, without large new transport projects.  This would have the very strong 

advantage of offering a less expensive range of options to decision makers, than the choice of 

major road and rail scheme investments. 

How would the study have a good chance of some long term success? 

The answer follows from the briefly stated assertions or arguments above. 

 The primary aim should be to examine the individual “pearls on the string” of the 

corridor, and work with local actors to get maximum impact from, often, relatively 

limited interventions.  Whilst small compared with a new expressway or rail line, this 

does not mean that some highly significant sub-regional scale schemes will not be 

needed, especially in the transport and sustainability fields. 

 The study must have a strong green and sustainability emphasis, even though this is 

largely missing from the brief. This gap is not appropriate if the long term carbon targets 

are to be met in the UK, as spelt out by recent Committee for Climate Change reports.  
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To pretend that a study of this kind can focus largely on economic competitiveness is a 

recipe for a very short shelf life, unable to have purchase over the period from the mid 

2020s onwards when actions decided on in the next two years or so will, realistically, 

be implemented and can impact on a transition to a low carbon country.  This is one of 

many factors which argue against major new road construction as an output of the study. 

 The study may need to treat this work as the first step in several, not just in terms of 

implementation (inevitably so), but in terms of subsequent study and refinement.  Not 

everything can be resolved in 12 or 18 months. 

 It is likely to be necessary to create a durable institutional formula appropriate to the 

conclusions of the study, both to take on the next steps implied above, but also to build 

on the institutional synergies that a well conceived engagement exercise is likely to 

reveal.  Strong democratically accountable bodies (properly resourced counties, or 

conceivably well designed Combined Authorities) should be the obvious candidates to 

fit the formula, as long term stability and legitimacy will be critical. 

 More broadly, the study is very likely to show the need for new approaches to sub-

national thinking about future investment, in this part of England as in others.  Thus the 

study comes at the same time as the creation of both sub-national transport bodies (such 

as Midlands Connect), as well as some Combined Authorities.  It is to be hoped that the 

study could contribute to the efforts being made, in government, local and central, and 

elsewhere, to make these initiatives work with maximum long term synergies.  Partly 

this is likely to be devising adequate governing arrangements, but equally or more 

important will be the structuring of financial models. Whilst this may seem to be 

looking too far ahead, when no idea of desirable outputs is likely to be out for discussion 

till next year, it is arguable that this “generation of coherence bonus” could be one of 

the most important wider gains from the study. 

International good practice? 

There has been a great deal of very good practice in the UK over the last half century or more, 

even though much of this has been lost in recent years, in part because it has been seen as 

ideologically tainted.  At any rate, this practice should not be disregarded just because it is 

British, and because international practice in this field may appear more exciting and appealing 

for learning and imitation.  Peter Hall’s work was excellent both nationally and internationally, 

with his last book in 2014 bringing together some of the wisdom of a lifetime.  Regional 

planning books retain relevance (Thompson and Dimitriou 2007, Glasson and Marshall 2007, 

Swain, Marshall and Baden 2012).  A seminar late in 2016 might usefully bring together those 

with experience in this area, from UK academia and practice and perhaps inviting Dutch 

experts too. 

In recent years one can point to international examples demonstrating the importance and value 

of steady regional planning pursued over decades and linked to systems which can really 

implement.  There are lots of examples known to me in Europe, and certainly others in North 

America and Australia.  In Europe there is a great deal of good practice in northern Europe, 

with the Netherlands as always displaying long term persistence, even though some decline in 

cross scalar effectiveness has accompanied the turn there to their form of “localism”.  The 

Dutch MIRT system whereby central government and local government come together 

regularly to monitor and progress medium sized infrastructure schemes (not the national 

priority mega projects) is one which would be well worth examining, when thinking about 
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institutional innovation for England (OECD 2014).  Other examples of effective steering of 

city regions or even bigger areas can be found in Catalonia, in some French regions (for 

example in the Grand Lyon, where a new Metropole authority is now operating, within the 

wider Rhone Alpes regional framework) and in some parts of Germany. 

One key ingredient is the management of national funding regimes (public) or regulatory 

regimes (private), in relation to such infrastructure project work.  This needs to be taken on 

board in this Oxford-Cambridge study, as well as in the wider NIC work, and can learn 

something from international practice (the MIRT system above, and strong city regional 

governing structures, which are then capable of managing complex financial projects). 
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Dear Sir / Madam 

Cambridge – Milton Keynes – Oxford: 'Growth Corridor' Call For Evidence 

This submission is made on behalf of the Magdalen Development Company Ltd and Thames Water 
(Magdalen/Thames) in response to the National Infrastructure Commission (NIC) consultation on the 
‘Cambridge – Milton Keynes – Oxford: growth corridor call for evidence’. 

Magdalen/Thames are advocates for the growth of Oxford, enabling it to realise its potential whilst 
safeguarding its most valued assets; economy, open spaces, heritage, setting and architecture.  For more 
than a decade, Magdalen and Thames have co-operated to bring forward proposals for a new mixed-use 
community on the southern edge of the City that would deliver new housing and an extension to the Oxford 
Science Park (OSP).  The OSP is wholly owned and operated by Magdalen, reflecting the College’s 
commitment to world-leading education and high quality research. The College has for a number of years 
been concerned that with the success of OSP, the options for businesses to grow and expand at the existing 
site are becoming limited.  It is this concern that led Magdalen to explored options to extent the OSP and, 
having done so, entered into a collaboration with Thames Water as an adjoining landowner. 

Magdalen/Thames have worked together to define proposals for the South Oxford Garden Neighbourhood 
(SOGN) and engage in the planning process to bring it forward for delivery.  In that time the SOGN has 
increasingly been acknowledged as presenting the most sustainable option for meeting Oxford’s growing 
need for new housing, employment and research space on an integrated basis.  The project is now at a key 
stage given the work that the Oxfordshire Growth Board is undertaking to appraise the options for 
accommodating that element of Oxford’s housing need that cannot be met within the City’s boundaries; some 
15,000 dwellings. It is in this context that Magdalen/Thames have prepared this submission that responds to 
the questions posed by the commission in its consultation document.  The responses addresses particularly 
the specifics of Oxford given the focus of Magdalen/Thames’ interests. 

1. Many places across the Cambridge – Milton Keynes – Oxford corridor have very successful local
economies and are perceived as highly desirable places to live. 

What have been the key drivers of that success? 

Oxford benefits from a unique combination of factors that underpin its success: a world class university; a 
second university renowned for teaching excellence and innovation; a well developed and diverse high-
technology economy; a highly connected location with proximity to London; an attractive and historic city 
centre supporting a strong retail offer; and an attractive setting close to landscapes of national importance.  A 
detailed analysis of the combined contribution of these factors to the success of the local economy is 
contained in the Oxfordshire Strategic Economic Plan

1
.
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Since the SEP was published Oxford’s credentials as a well-connected place have been enhanced by the 
opening of the Oxford Parkway station at Water Eaton.  The station provides regular sub-hour services to 
London Marylebone via Bicester.  This is a significant enhancement of the public transport options available 
for travelling to and from Oxford and provides extra resilience to Oxford’s connection to London.  
Undoubtedly the new station adds further to Oxford’s advantages as a location for achieving sustainable 
economic growth. 
 
What is holding back further growth and greater productivity? 
 
In order to answer this question, it first needs to be established that there is the potential for greater 
productivity in the local economy and that there are therefore factors that are holding it back.  Again, the 
evidence of the SEP is compelling:  
 
‘ ... our economic output is not growing as quickly as it might, largely due to infrastructure pressures easily 
attributable to an already successful economy – congestion, housing supply and affordability, skills and 
labour availability and business costs.’(SEP, page viii) 
 
Magdalen/Thames concur with this assessment, placing a particular emphasis on transport and housing 
issues, as well as identifying additional factors that are acting to constrain the undoubted economic potential.  
The principal pressure on infrastructure is road capacity, particularly in the main approaches to Oxford and on 
the Ring Road i.e. that section of the A34 that provides both a strategic function moving traffic north to south 
through the country as well as carrying local traffic around the City.  On the A34 the periods of congestion 
can extend throughout the day compromising both its local and strategic function.  The level of congestion is 
also evident in all of the major approaches to the City during peak periods, particularly the A40 and A44.   
 
Congestion is not unique to Oxford and its surrounds of course.  However, alongside the general increase in 
traffic experienced throughout the UK, there are specific factors that apply in Oxfordshire that exacerbate the 
problem, notably the spatial plan that has been pursued in the county over the last 60 years – the so-called 
‘Country Towns Strategy’.  The strategy has two principal components; firstly the Green Belt around the 
Oxford urban area that contains its outward expansion and secondly focussing the supply of housing in the 
‘Country Towns’ of Banbury, Bicester, Didcot and Witney, with the addition of Wantage/Grove as the fifth 
‘Country Town’ in the last Structure Plan (adopted 2005).  This approach has given rise to a separation 
between the principal location of jobs in Oxfordshire i.e. within Oxford itself, from the locations where most 
houses have been built.  This separation has exacerbated the amount of in-commuting to the City, 
predominantly by car, as well as lengthening those commuter journeys

2
.    

 
The 2011 Census illustrates the scale of the issue.  Some 114,000 jobs are located within the administrative 
area of Oxford – representing approximately one third of the total jobs in the Oxfordshire economy.   Some 
46% of those working in Oxford – 45,950 people – commute into the city everyday from elsewhere.  This level 
of commuting has an adverse effect on the City in terms of creating congestion on the key routes into Oxford 
as well as within the City itself. 
 
Alongside the effect on congestion, the persistent under-delivery of housing in Oxford over many years has 
also given rise to an affordability crisis such that the City is now the most unaffordable location in the UK to 
buy a house

3
.  The situation is such that employers are increasingly finding it difficult to recruit and retain 
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 ‘The Location of New Residential Development: Its Influence on Car Based Travel’, in ‘Transport Policy and 

the Environment’ edited by David Banister (1998), 
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 ‘Affordable Cities Review’, Lloyds Bank, 2016. http://www.lloydsbankinggroup.com/Media/Press-

Releases/2016-press-releases/lloyds-bank/affordable-cities/  
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staff
4
.  The unaffordability of housing is a further factor that causes those who do work in Oxford to live further 

away from the City as they seek to find accommodation that is affordable. 
 
These challenges are readily identifiable and the solutions equally so; particularly the need to build more 
houses in Oxford.  The City Council is all too well aware of this, but a further factor holding back growth is the 
tight administrative boundary that envelopes the City.  As a consequence the City Council does not have the 
available land area to address the housing shortfall. To try and meet a grater proportion of the housing needs 
of Oxford in the urban area would negatively impact on its employment land supply, important open spaces 
and heritage assets, all of which contribute to the success of the city.  In order to release land specifically to 
meet Oxford’s housing need therefore requires the contribution of the adjoining authorities.  It also requires a 
change in the ‘Country Towns’ spatial strategy, specifically the release of land from the Green Belt on the 
edge of the City.   
 
These factors are currently being considered by the Oxfordshire Growth Board, which is a body comprising 
the six councils of Oxfordshire (the five local authorities and the County Council). The principal task of the 
Growth Board is to formulate how the housing needs that arise in Oxford, but for capacity reasons cannot be 
met within the City’s administrative boundary, should be provided by the other 4 authorities.  The scale of the 
requirement is evidenced by the Oxfordshire Strategic Housing Market Assessment

5
 (SHMA, 2014).  The 

Growth Board is due to reach its conclusions in September 2016. 
 
In particular, what planned or new infrastructure improvements would best support sustainable growth and 
promote innovation over the long-term? 
 
Given our analysis of the challenges, there are two priorities in terms of infrastructure improvements: housing 
and transport.  Because of the crisis in housing affordability being experienced in Oxford, delivering more 
homes to meet specifically the needs of the City must be seen as an infrastructure priority.  As previously 
referred to, the Oxford Growth Board has a key role in relation to this issue, but it is the individual authorities 
that will determine where this growth takes place through the preparation of their new Local Plans.  In this 
regard, Magdalen/Thames will be presenting a case for the SOGN, which is located in South Oxfordshire 
District, to be identified through the emerging Local Plan for that district (albeit it does not feature in the 
present ‘Preferred Options’ document).  Aside from the specific interests of Magdalen/Thames to the south of 
Oxford, we would comment that the City’s need for housing is best met close to the City itself, ideally in the 
form of sustainable urban extensions. 
 
Delivering housing at scale via urban extensions to the City will help address housing affordability. It will also 
allow people to live closer to where they work, with better access to modes of transport other than the car, 
and therefore contribute towards reducing long distance commuting and the resultant congestion.  The 
delivery of urban extension/s will require a review of the City’s Green Belt, for which ‘exceptional 
circumstances’ need to be identified in accordance with the National Planning Policy Framework (NPPF), 
paragraph 83.  The principal components of the ‘exceptional circumstances’ case include: 
 

• significant economic potential within nationally important science, technology and education sectors; 
• a significant excess of jobs already over working population – some 46,000 in-commuters per day; 
• staff recruitment and retention problems reported by key businesses and public services; 
• housing affordability ratios at the highest level nationally; 
• some of the highest house prices in the region; 
• a large backlog of housing need; 
• worsening traffic congestion in the main approaches to the city and on the A34/Oxford Ring Road; and 
• the precedent provided by other Oxfordshire authorities who have already elected to review the Green 

Belt in order to address the housing levels prescribed by the 2014 SHMA, as endorsed already by 
Local Plan inspectors. 
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 ‘Oxfordshire Strategic Housing Market Assessment’, GL Hearn (2014). 
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In terms of transport infrastructure, the addition of Oxford Parkway has been a welcome addition to the 
infrastructure of the City.  However, whilst the station is effective at moving people to and from the City, its 
interaction with Oxford itself is presently limited.  Currently all services stop at the Parkway on the northern 
edge of Oxford.  In order to more properly serve the City as a whole, services from Marylebone need to be 
extended through to the Central train station and we understand that this link is due to be completed by the 
end of 2016.  That however should not be the final termination point of train services through Oxford.  
Magdalen/Thames believe that there is a compelling case for services to be extended from the Central 
station through to the southern part of the City via the Cowley branch line. 
 
Extending train services along the Cowley branch line would have a number of major benefits.  Firstly, it 
would provide connecting services to one of the most concentrated areas of employment in the City; the so-
called Eastern Arc where the BMW Mini Factory is located as well as the OSP.  It is also the location of 
Oxford City Football Club and the associated complex of leisure activities located there, which is also an 
important destination for journeys in the City.  Services on the Cowley Line would therefore provide a public 
transport option for journeys to and from these key destinations.  In addition, there are a series of indicators 
that reveal a strong socio-economic divide between north and south Oxford, including educational attainment, 
employment levels and even life expectancy.  Areas in the south of the City such as Blackbird Leys, Greater 
Leys and Rose Hill are among the 20% of most deprived areas in England

6
.  Improving connectivity between 

north and south Oxford by extending rail services to Cowley would greatly assist in ensuring that residents of 
south Oxford have access to the same advantages as those in north Oxford.  
 
To ensure the maximum benefit is secured from the current investment in rail infrastructure, 
Magdalen/Thames therefore maintain that there is a compelling case to extend passenger services that 
currently terminate at Oxford Parkway down to Cowley.  This case would be ever greater should the current 
line from Oxford to Bicester be extended to Milton Keynes, Bedford and onto Cambridge as proposed. 
 
Does the corridor require better connectivity to other major centres of growth? 
 
We have explained that from an Oxford perspective the City is already a well connected location. Oxford 
Parkway has added further to the connectivity advantages that Oxford benefits from, particularly with regard 
to services to/from London.  Oxford also benefits from the Cross Country service to Birmingham.  In this 
regard therefore the next priority in terms of connectivity would be that to Milton Keynes and Cambridge.  
 
2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a recognizable 
economic corridor? If so: 
 
What factors unite the area? 

 
Clearly there are many similarities between Oxford and Cambridge, with the universities of both cities 
regarded as among the best in the world.  Both universities have also helped to generate within the local 
economies a significant high-technology component, with many companies being formed as spin-offs from 
the research undertaken within the universities.   Both cities also experience the adverse effects of their 
undoubted success in terms of high levels of housing unaffordability and traffic congestion. 
 
Milton Keynes is a very different place; modern in concept and therefore better able to deal with the 
movement of traffic through it and within it.  Milton Keynes doesn’t presently have its own university, albeit 
that the Open University is based there.  However, Milton Keynes does share in being a dynamic centre for 
economic growth. The ‘Centre for Cities’ includes Oxford, Cambridge and Milton Keynes in its ‘Fast Growth 
Cities’ group

7
 alongside Swindon and Norwich.  The cities were selected on the basis of their strong 

performance on a range of economic indicators and particularly their ability to attract knowledge-based 
businesses.  All 3 cities are also located within an hour’s travelling of London and therefore within reasonable 
commuting distance of the capital. 
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It was partially in recognition of the shared characteristics of Oxford, Cambridge and Milton Keynes that the 
Oxford to Cambridge (O2C) Arc was launched in 2003.  Recognition of the Arc was intended to promote a 
shared culture that would accelerate economic development based on the education, research and business 
assets of the three centres.  The Arc as a concept is not widely recognised in part due to the fact that 
although they have shared characteristics, the 3 centres are poorly linked and the level of co-operation and 
co-ordination between them is limited. 
 
Would greater emphasis on corridor-wide planning and decision making benefit local communities and local 
economies? 
 
and 
 
Would that same emphasis on coordinated planning and decision making provide wider benefits for the UK 
economy? 
 
It is perhaps instructive that the O2C Arc as a concept was launched at a time when regional structures were 
in place across England, both regional planning authorities and regional development agencies (RDAs).  The 
fact that these structures no longer exist means that there is no framework in place to realise the concept.  
This would suggest that if there is to be meaningful co-ordination to achieve a recognisable corridor of growth 
and realise the full economic potential of the Arc, then some form of corridor-wide planning and decision-
making structure would be advantageous. 
 
Should adjacent towns and cities be incorporated into the corridor in terms of growth and infrastructure 
planning? 
 

Magdalen/Thames do not wish to comment on this matter. 
 

3. Describe your vision to maximise growth, maintain a high quality environment, and deliver more 
jobs and homes across the corridor over the next 30 years: 
 
What does that mean for growth and infrastructure investment in your area? 
 
We have in the sections above identified the principal priorities that will help Oxford realise its potential over 
the next 30 years.  Oxfordshire-wide this requires a more co-ordinated approach to planning across the 5 
local authority areas consistent with the ‘duty to co-operate’ identified in the NPPF, paragraph 178.  In their 
joint working it is important that the authorities recognise that the key to the future economic success of the 
county is ensuring the ongoing economic success of Oxford.  That does not mean that Oxford is the sole 
focus of economic activity in the county; Oxfordshire benefits from other concentrations of knowledge-based 
activity such as Culham, Harwell and Milton Park – encapsulated in the ‘Science Vale’ concept.  However, 
Oxford is the internationally identified brand that links all of these clusters and the so the success of the City 
is key.   
 
The Oxfordshire authorities should therefore be working collaboratively to address the challenges that the 
City faces, for example in providing for the housing need that the City cannot meet wholly within its 
boundaries and delivering strategic park and ride sites remote from Oxford to try and intercept car journeys 
before they contribute to the congestion experienced in the approaches to the City.  Other agencies can also 
contribute to this objective, for example Network Rail should prioritise the upgrade of the Cowley branch line 
to operate passenger services to create a unifying train service that connects the concentration of 
employment activities in the south of the City, with the City Centre and the new growth areas to the north 
including Barton and Northern Gateway.   
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What steps are currently being taken to realise that vision, and what more needs to be done? 
 
The key activity currently taking place to realise this vision is the work of the Oxfordshire Growth Board.  The 
fact that the six councils have formed a structure within which to co-ordinate its activities and particularly the 
strategic planning function is hugely encouraging and welcome.  The outputs from that process have yet to 
become apparent, with the key date being the September meeting of the Board when key decisions are to be 
made on the distribution between the authorities of that element of Oxford’s housing need that cannot be met 
in the City.  Given the scale of the challenge, this decision is of central importance to the future success of the 
City.  However, it is equally important how in spatial terms the local authorities choose to locate that housing 
in their forthcoming Local Plans.  Magdalen/Thames maintain that in order to address the current challenges 
a new spatial model is required, whereby a greater component of the housing requirement is met in and on 
the edge of Oxford rather than remote form the City as is presently the case.  
 
What value could new cross-corridor intercity road and rail links bring? How do these compare to other 
transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 
 
Magdalen/Thames would broadly welcome improvement in cross-corridor links, further improving Oxford’s 
connectivity and therefore its ability to operate as a centre for economic activity.  However, of equal 
importance is how that infrastructure interacts with Oxford.  The experience with the Oxford Parkway 
illustrates it is not enough to facilitate the movement of people from the edge of one city to another; it is 
equally important how the connectivity is achieved with the rest of the City. The current contribution of the 
Parkway station to the success of Oxford is limited by its lack of connectivity with the rest of the City.  That 
will be greatly enhanced when the line is extended to the Central station and even more so if services are 
then extended along the Cowley branch line.   
 
4. Are there lessons to be learnt from previous initiatives to maximise the potential of the corridor? 
 
We have referred above to the regional structures that previously existed and under which the O2C Arc was 
initially conceived.  Within that regional structure it was at least in part possible to establish initiatives that 
were larger than local.  However, even in that structure the Arc did not move much beyond being a concept, 
in part because of the effect of the regional boundaries which contained Oxford and Milton Keynes within the 
south east and Cambridge within the east of England.  Under the regional structure therefore it was not 
possible to put in place a comprehensive plan for the corridor as the relevant plans were prepared on a 
different timescale and with different priorities having a bearing on decision-making.  We would conclude 
therefore that a single unified planning function is required for the full length of the corridor. 
 
5. Are you aware of any examples of UK or international good practice, for example in respect of new 
technology, local frameworks or the built environment, that are relevant to this review? 
 
The NPPF makes clear that larger than local issues – particularly those which relate to the ‘strategic priorities’ 
defined in NPPF paragraph 156 - are to be addressed under the ‘duty to cooperate’.  Such strategic priorities 
include the delivery of homes and jobs, infrastructure for transport and the provision of social facilities.  It is 
therefore possible through the duty to cooperate for a body to be created among the relevant authorities to 
guide the strategic planning process that is required in order to fully realise the potential of the growth 
corridor.  However, this level of co-ordination has yet to be achieved within the growth corridor with decision-
making tending to be co-ordinated within county boundaries at best, such as in Oxfordshire, and more 
typically between two adjoining authorities, such as Cambridge City and South Cambridgeshire.  Importantly, 
however, there are examples in other areas of the country where local authorities have effectively grouped 
together to operate on a strategic basis, including the ‘Northern Powerhouse’ authorities and the combined 
West Midlands authorities.   
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I trust that this submission is a useful contribution to the work of the Commission and for completeness 
please find attached a document that explains the background and proposals for the South Oxford Garden 
Neighbourhood. Please do contact me if you have any questions or require any further information. 
 
Yours faithfully 
 

 
 
David Jackson MA MRTPI 
Director 
 
cc:  R. Maw - Magdalen College, Oxford 
 R. Hill - Thames Water Property / Kennet Properties 
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01 Introduction

Over the next 20 years, planned growth will increase the pressure 
on infrastructure.  The Oxfordshire Strategic Economic Plan 
(2014) has the objective of creating an additional 85,600 jobs 
in the period to 2031.  Over the same period, the Oxfordshire 
Strategic Housing Market Assessment has established that there 
is a requirement for some 100,000 new homes in the county. To 
achieve these objectives in the most sustainable way a new spatial 
strategy for Oxfordshire is required.

Oxfordshire and Oxford support one of the most important concentrations of  high value 

businesses in Europe. However the full potential of this sub-regional economic cluster is not 

being realised and its contribution to the expansion of the UK economy is being compromised. 

One of the principal contributing factors associated with constrained economic growth in 

Oxfordshire is the lack of supply of housing that is affordable.

Purpose of this Document

This document has been prepared on behalf of Magdalen 
College Oxford and Thames Water (Magdalen / Thames) 
to support the promotion of the South Oxford Garden 
Neighbourhood.  The document demonstrates how the 
new Garden Neighbourhood would contribute towards 
a new spatial strategy for Oxfordshire; one in which 
the full potential of the county is achieved in a way that 
embraces the principles of sustainable development 
that combines economic, social and environmental 
objectives.  The document establishes the vision for the 
Garden Neighbourhood having the aim of creating a 
new community for Oxford with a commitment to high 
standards of design and environmental quality. 

Department for Communities and Local Government housing 
affordability ratios for  2011 and 2012 show that Oxfordshire is 
significantly above the national and regional averages and the 
situation is getting worse.  Oxford is the least affordable place to 
buy a house in the country;  the average house price is 15 times 
the average salary.   The housing market is overheating because 
of the lack of available housing land and the complexities of land 
assembly. Overcrowding is also above regional and national 
averages. 

Oxford’s acute housing issues are having a number of undesirable 
effects that are impacting significantly on the economy of the 
area1: 

•	 the city’s businesses, universities, hospitals and schools find 
it difficult to recruit staff, because of a lack of housing choice 
and affordability. This impacts negatively on the economy, 
quality of services, and the lives of those living and working in 
the city;

•	 Oxford universities are finding it challenging to compete in the 
global market;

•	 public services, such as health and education, are 
compromised through the lack of available affordable housing 
for key staff; and 

•	 with over half the city’s workforce travelling into Oxford and 
commuting distances increasing, the pressure on the county’s 
infrastructure is increasingly unsustainable.
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02 Oxfordshire: Review of Spatial Options

  

The Country Towns Strategy

The Oxford Green Belt was first conceived in 1955. The protection 
of the Green Belt was a key element of the first Oxfordshire 
Structure Plan that was approved by the Secretary of State in 
1979, after being submitted to him in 1976. It established a spatial 
strategy that directed  development to the “Country Towns” of 
Banbury, Bicester, Didcot and Witney. Outside of the Country 
Towns  the emphasis was on restraint, to ensure the preservation 
of the Oxford Green Belt. 

The Country Towns strategy has been confirmed and updated at 
successive Structure Plan reviews and as a result the four Country 
Towns have experienced very significant levels of growth. In the 
last Oxfordshire Structure Plan, adopted in 2006, the Country 
Towns Strategy was adapted with the addition of Wantage / Grove 
as a fifth location in the county to which strategic levels of growth 
would be directed.

Throughout the period of the Country Towns Strategy, Oxford has 
maintained and indeed enhanced its role as a regional economic 
centre.  The city is the principal focus of economic activity in 
Oxfordshire with in excess of a third of the jobs in the county 
located within Oxford.  Oxford has a series of unique assets that 
underpin and sustain its role as the pre-eminent hub of economic 
activity in the sub-region:

•	 strategically located in the south east region, some 50 miles 
from London;

•	 exceptional connectivity provided by the national transport 
network including the M40 Motorway, A34 and the train 
services that provide access to London within an hour;

•	 two universities with the University of Oxford one of the best 
in the world and Oxford Brookes one of the best of the new 
universities in the country;

•	 a unique concentration of high-tech firms, research-based 
activity and a highly qualified work force; and

•	 a global brand that is recognised throughout the world that 
combines associations with academic excellence, a beautiful 
natural environment, a legacy of high quality architecture,  and 
a long period of historic importance.   

The present spatial strategy for Oxfordshire is referred to as the ‘Country Towns Strategy’.  The 

Strategy combines two principal components; a Green Belt that contains the physical growth 

of Oxford, whilst the growth requirements of the county are principally met through the planned 

expansion of the main towns of Didcot, Banbury, Bicester, Witney and Wantage / Grove.  It is 

this spatial strategy that has defined the pattern of growth in Oxfordshire for over 40 years.

This combination of factors has underpinned the continued 
growth of the Oxford economy.  At the same time, the wider 
economy of Oxfordshire has benefitted from and built upon these 
strengths.  Oxfordshire now provides a unique concentration of 
nationally important research facilities concentrated at locations 
such as: Harwell (Science and Technology Facilities Council, 
Medical Research Council, UK Space Agency, Satellite Application 
Catapult); Culham (Culham Centre for Fusion Energy); Begbroke 
Science Park, Milton Park and Oxford Science Park.

Time for a New Spatial Strategy 

Despite the undoubted success of the ‘Country Towns Strategy’ 
over the last 40 years, there are increasing signs that the strategy 
has run its course and that now is the time for a change of 
direction. There are for example indications that the Oxfordshire 
economy is not performing at the level that its range of undoubted 
assets would imply, for example a lower level of Gross Vale 
Added (GVA) than that achieved at the comparable cluster in 
Cambridgeshire.   There are in addition the adverse effects that 
arise from the Country Towns Strategy, particularly the geographic 
separation of the focus of jobs (Oxford) and the focus of new 
homes (the five Country Towns).  As a consequence there is a 
high level of commuting into Oxford on all of its main approaches.  
Furthermore, the relatively low level of housebuilding compared 
to housing demand in Oxford has given rise to a severe housing 
affordability issue in the city.

Over the last 20 years there has therefore been an increasing 
debate about a new spatial strategy for Oxfordshire. The focus 
of that debate is whether Oxford (and land immediately adjoining 
the city) should meet a greater proportion of the housing needs 
and job opportunities that it generates.  However, at present the 
physical expansion of Oxford is constrained by the Green Belt.  A 
central issue in identifying a new spatial strategy for Oxfordshire 
therefore is the issue of Green Belt review.  This is an issue that 
has been examined on a number of occasions before and the key 
findings of these analyses are set out in the following section of 
this document.
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  South East Plan
Given that the Structure Plan 2016 was the last strategic planning 
document prepared by Oxfordshire County Council, the next 
opportunity to reconsider the spatial strategy for Oxfordshire arose 
through the preparation of the South East Plan.  In draft form the 
South East Plan maintained a continuation of the Country Towns 
Strategy.  However, at the examination stage the option of Green 
Belt review was considered in considerable detail and the findings 
of the Panel are set out in its Report, which was issued in 2007.

The South East Plan Panel report3, at paragraph 22.34 endorses 
the need for Green Belt review around Oxford:

“The issue for us is whether the Green Belt has overly constrained 
the spatial strategy, and whether there are exceptional 
circumstances at this point in time which justify a review of the 
Green Belt. We believe that there are, for the reasons given in 
paras 22.58 - 22.65 below.”
  
The ‘exceptional circumstances’ that the South East Plan Panel 
identified that justify a review of the Green Belt, included a range of 
economic, social and environmental issues as follows:

•	 significant potential within nationally important science, 
technology and education sectors;

•	 a significant excess of jobs already over working population;

•	 staff recruitment and retention problems reported by key 
businesses and public services;

•	 housing affordability ratios in excess of the regional average;

•	 some of the highest house prices in the region;

•	 a large backlog of housing need;

•	 worsening traffic congestion; and 

•	 a lack of realistic alternatives to focusing growth at Oxford, 
combined with a lack of capacity within Oxford.

The outcome of the Panel’s conclusions was an amendment to 
the spatial strategy for the Oxfordshire sub-region. In accordance 
with the Panel’s recommendations, the South East Plan included 
in Policy CO1 land ‘within and immediately adjacent to the built 
up area of Oxford’ as one of the main locations for development 
in addition to the Country Towns.  The supporting text to the 
policies for the Oxfordshire sub-region explained that Oxford 
should ‘be allowed to grow physically and economically in order 
to accommodate its own needs, contribute to those in the wider 
region and help maintain its world-class status’ (SEP, paragraph 
22.5).  The South East Plan also identified both the scale and 
location of the growth of Oxford in paragraph 22.14:

Oxford Structure Plan 2016 (adopted 2006)
The Structure Plan 2016 was the last strategic planning document 
to be produced by Oxfordshire County Council.  During the 
preparation of the Structure Plan the County Council explored a 
range fo spatial options, including both continuation of the County 
Towns Strategy and the option to review part of the Green Belt.

The Deposit Structure Plan, dated September 2003, provided a 
hybrid strategy that combined both a continuation of the Country 
Towns Strategy, but also allowed for a review of the Green Belt 
on land to the south of Oxford.  In the draft plan, Policy H1 made 
provision for a mixed use urban extension to the south of Grenoble 
Road for about 1,000 dwellings and noted that Green Belt review 
would be required to facilitate this provision.

Policy H1 was subsequently amended and reference to Green Belt 
review was removed from the draft plan, including reference to the 
urban extension to the south of Grenoble Road.  Notwithstanding 
this change, the issue of  Green Belt review around Oxford was 
specifically addressed in the Panel Report for the Structure Plan 
20162.  The Panel Report at paragraph 1.7 states:

“... In future there will no doubt be continuing strong demands 
related to Oxford, and limitations on the scope for finding yet 
more capacity within the City or for steering more development 
to the country towns. We consider it inevitable; therefore, that 
future plans will need to address new spatial options within central 
Oxfordshire, including those which involve making changes to the 
Green Belt. Such a choice should only be made after a thorough 
strategic appraisal which shows it to be the best sustainable 
option, but if that is done we see no reason why it should lead 
to any general weakening of the protection of the Green Belt, as 
feared by some respondents.”

Oxfordshire: Review of Spatial Options

South Oxford
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‘An allocation of 4,000 dwellings for the period up to 2026 is 
included as part of the mixed-use South of Oxford SDA (Strategic 
Development Area).’

To facilitate the physical expansion of Oxford, Policy CO4: Green 
Belt stated that, whilst a Green Belt was to be maintained around 
Oxford:

‘A selective review of Green Belt boundaries will take place on 
the southern edge of Oxford through one or more co-ordinated 
development plan documents.  It will identify land to be removed 
from the Green Belt to facilitate a sustainable urban extension to 
Oxford with minimal impact on village identity and the landscape 
setting of the city.’

This component of the South East Plan was subsequently the 
subject of a successful judicial review relating to a procedural 
failing during the preparation of the published version of the 
document.  As a consequence all references to the South Oxford 
SDA were to be removed from the South East Plan, although this 
process was not concluded before the revocation of the South 
East Plan in 2013.

Subsequent to the South East Plan process, there has been 
no further opportunity to consider the spatial options for 
accommodating growth in Oxfordshire on a strategic basis.  
Nevertheless, there has been a series of studies and reports that 
provide further analysis of this key issue.  These reports indicate 
that the logic and sustainability credentials that underpinned 
the case for Green Belt review in 2007 remain; and indeed 
have become more compelling with the passage of time.  The 
first report of this type was ‘The Oxfordshire Innovation Engine: 
Realising the Growth Potential ’ published in October 2013.  

The Oxfordshire Innovation Engine: 
Realising the Growth Potential (October 2013)4

This report identified a series of adverse effects arising from the 
continued constraint of Oxford’s growth, which is reinforced by 
the Green Belt.  If Oxford cannot grow, house prices in the city 
will continue to rise, and more people will have to live elsewhere 
and commute into the city to work.  The report sets out a spatial 
strategy to facilitate the expansion of Oxford, involving growth to 
the north (Begbroke/Water Eaton) and south (south of Grenoble 
Road) of the city and states:

‘These decisions to expand both north and south of the city will 
be controversial, and will require adjustments to the Green Belt 
(which could involve additions ot the outer edge as well as limited 
changes to the inner boundary, in order to preserve its overall 
extent), but without them Oxford will be unable to provide for firms 
that want to locate and expand there.’

This theme of Oxford needing to expand physically has also been 
addressed by more recent reports in 2014.

Figure 1: South East Plan Diagram CO1, Central Oxfordshire 
Sub-regional Strategy Area
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Oxford Futures (March 2014)
Oxford Civic Society’s report ‘Oxford Futures – Achieving Smarter 
Growth in Central Oxfordshire’5  identifies  the advantages of a 
review of the Green Belt around Oxford stating:

“Some of the Oxford Green Belt may need to be reallocated, as in 
Cambridge, to remove constraints and allow the development of 
not just better transport infrastructure but also housing, including 
homes for those who need to live near their work. This would 
reduce the cost as well as the stress of urban living and attract 
private investment.”

The Civic Society’s proposals can be seen in figure 2.

Oxfordshire Strategic Economic Plan (March 2014)
The Oxfordshire Local Enterprise Partnership prepared a Strategic 
Economic Plan6  as part of a bid to Government for Local Growth 
Funding. The  Plan covers the period to 2030 and has the 
objective of  achieving  accelerated economic growth to place 
Oxfordshire at the forefront of the UK’s global growth ambitions. 

The Plan identifies that the Oxford housing market is overheating 
and points towards the lack of available housing land, the 
complexities of land assembly and the lack of land onto which the 
city can grow as reasons for this.  It confirms that  delivery of an 
adequate supply of homes to meet a range of needs is a major 
challenge for Oxford.  The solution that it identifies is that the 
Oxfordshire planning authorities will work together to accelerate 
the delivery of planned homes and to align plans to meet the 
identified housing need in the Oxfordshire Strategic Housing 
Market Assessment. The Strategic Economic Plan states:

“In order to fulfil Oxford’s housing needs confirmed in the 
Oxfordshire Strategic Housing Market Assessment, the 
Oxfordshire local authorities will consider options for addressing 
the City’s need, which will include consideration of a strategic 
review of the Green Belt policy around the City, which currently 
limits its expansion.”

Uxcester Garden City, Second Stage Submission for the 2014 
Wolfson Economic Prize (August 2014)
URBED’s winning entry to Lord Wolfson’s economic prize7  used 
Oxford to demonstrate that  urban extensions represent a more 
sustainable option for meeting development requirements than 
new settlements. 

The submission identifies  opportunities for new urban extensions 
south of Grenoble Road and at Kidlington stating that:

“...rather than nibbling into the fields that surround the city and 
all its satellite villages, we should take a good confident bite out 
of the Green Belt to create sustainable urban extensions that can 
support a tram service and a range of facilities”.

Oxfordshire: Review of Spatial Options

Figure 3: Uxcester Garden City, Second Stage Submission:
Oxford Case Study Diagram

South Oxford

Summary

There is a growing consensus, supported by a detailed 
evidence base, that Oxford needs to grow physically 
in order to meet an increasing proportion of its 
housing needs and to accommodate the employment 
opportunities that its expanding economy generates.  
The physical expansion of the city can only be achieved 
with the co-operation of the adjoining local authorities 
and particularly Cherwell and South Oxfordshire.  This 
co-ordinated approach to planning is being achieved 
through the Oxfordshire Growth Board, whose core 
voting membership comprises the Leaders or Cabinet 
/ Executive Members from each of the Oxfordshire 
local authorities.   The Growth Board has set itself the 
programme of reviewing the spatial strategy options for 
the county and agreeing a way forward over the next 12 
months; leading to consultation on emergin options in 
January 2016.  In this context, we examine in more detail 
in the following chapter the options for growth at Oxford.

Figure 2: Oxford Futures
Possible strategy for growth 
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03 Oxford: Options for Growth
Earlier chapters have examined the spatial options for growth across Oxfordshire and particularly 

the case for Oxford meeting an increasing proportion of it housing needs and the new jobs that 

it generates.  The expansion of the city is however constrained by physical factors (such as 

floodplain and the need to protect and preserve its environmental and heritage assets) and by 

planning policy (specifically the Green Belt). This chapter explores in more detail the physical 

constraints to growth as a means of identifying the directions in which the urban area of Oxford 

could expand in the event of a review of Green Belt.

Scale of Growth

The Oxfordshire SHMA has established the housing requirements 
for the county, including those for Oxford, which amount to up 
to 32,000 new homes in the period to 2031. Evidence on the 
physical capacity of the city to accommodate growth is provided 
by the Oxford City Strategic Housing Land Availability Assessment  
(SHLAA)8 published by the City Council in December 2014. The 
SHLAA establishes  the urban capacity of City as being some 
10,200 dwellings.  This means solely in relation to housing, land 
for up to a further 21,800 new houses needs to be met beyond 
the current city limits.  

In addition to the need for housing, account needs to be taken 
of the potential for significant new jobs to be created by the 
city’s expanding economy and the locations that this might 
reasonably be accommodated.  Furthermore, in order to create 
successful communities there is a requirement to provide a range 
of supporting services and facilities alongside housing and jobs.  
Land therefore needs to be identified to accommodate new 
schools, leisure facilities, shops and open space.  There is also a 
requirement for new infrastructure in the form of new roads, park & 
ride, and expanded services as may be required.

All of these factors need to be taken into account when 
considering an appropriate scale of expansion of the city that will 
deliver both a successful and sustainable new community on the 
edge of Oxford.

Directions of Growth

As stated above, the physical expansion of Oxford is constrained 
by a number of factors including flood plain, strategic 
infrastructure, areas of higher land, important gaps between 
settlements and areas of woodland / important habitat.  These 
physical constraints are represented in Figure 4.  The conclusion 
of this analysis is that the least constrained direction of growth 
is to the south of Oxford (land south of Grenoble Road).  This 
conclusion is consistent with the findings of a report prepared 

Figure 4: Physical constraints to growth in Oxford
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by the County Council to assess potential locations for an urban 
extension as part of the evidence base for the Structure Plan 
2016. 

County Council ‘Feasibility Report’ (2003)
The Feasibility Report identifies both land south of Oxford and land 
west of Kidlington as the only two options for strategic growth 
in ‘Central Oxfordshire’.   In relation to land south of Oxford, 
paragraph 32 of the Report states:

“This is the largest area of land adjoining Oxford which is 
unaffected by strategic environmental constraints.  It includes 
land to the south of Grenoble Road between the A4074 and 
the B480, which could provide an opportunity for a mixed-use 
urban extension supporting a range of services and facilities. The 
area is close to employment shops and other services to the 
east of Oxford…Development adjoining Oxford would provide 
an opportunity to help meet Oxford’s housing needs, particularly 
affordable housing. An extension to the Oxford Science Park could 
be provided in association with an urban extension in this area”

South East Plan Panel Report (2007)
Although Green Belt review was not pursued in the Structure Plan, 
the same analysis was made available to the South East Plan 
Panel.  This and other evidence informed the Panel’s conclusion 
that the most suitable location for an urban extension to Oxford 
was to the south of the city and hence the allocation of the South 
of Oxford SDA (as referred to on page 8 of this document).

Oxford: Options for Growth
South Oxfordshire Report (2009)
Although reference to a South of Oxford SDA was the subject of 
a successful judicial review, South Oxfordshire District Council 
did undertake its own analysis of the potential for an urban 
extension ot the south of Oxford as part of the preparation of its 
Core Strategy.  Part of the evidence base for the Core Strategy 
is a report prepared by Machin Bate Associates (MBA) on behalf 
of South Oxfordshire DC10. The study was published in 2009 and 
establishes an area of search bounded by the A4074 in the west, 
the Baldons Ridge to the south and the Unipart factory in the 
north. Within the area MBA defined four parcels of land capable of 
accommodating urban extensions to Oxford. 

The MBA report at Appendix 9 identifies the extent of land within 
which development would be suitable.  Site D refers to land south 
of Grenoble Road within the control of Magdalen / Thames (see 
Figure 5). In relation to Site D, the MBA report states:

“The north western area of Site D has a definite ‘urban fringe’ 
landscape character due to the influence of the sewage treatment 
plant, the mobile homes and gypsy sites which intrude into the 
site, and  the visually overpowering Kassam Football Stadium, 
adjacent hotel and leisure complex. This is exacerbated by 
localised fly tipping and despite the well tended farmland, this is a 
degraded landscape.”

and

“The site has potential for very good connectivity with central 
Oxford and other key areas of employment in the city. It has strong 
potential to come forward for development quickly. There are 
limited physical and environmental barriers to development.”

Oxford City Report (2014)
The analysis of options for an urban extension on the edge of 
Oxford has more recently been the subject of a study undertaken 
by Oxford City Council.  In May 2014, the City Council published  
‘Investigation into the Potential to Accommodate Urban 
Extensions in the Oxford Green Belt’11.  This study  identified six 
potential locations for urban extensions in Oxfordshire:  

i)  south of Grenoble Road;  
ii)  at Wheatley; 
iii)  at Bayswater; 
iv) north of Oxford / south of Kidlington;  
v) at Yarnton;  and 
vi) at Abingdon. 

The study concludes that of these options, three have particularly 
good prospects for accommodating development: land at 
Grenoble Road, at North Oxford and at Abingdon. 

In October 2014, a more detailed analysis of these options was 
published in ‘The Oxford Strategic Growth Options High Level 

South Oxford

Figure 5: MBA Report Appendix 9
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Review of Opportunities’12. Commissioned by the City Council 
it provides a more detailed assessment of  the six options for 
Green Belt review identified in the earlier investigation.  The report 
concludes that land south of Grenoble Road and to the north of 
Oxford / south of Kidlington represent potentially suitable locations 
for an urban extension to Oxford. 

South Oxfordshire ‘Refined Options’ (2015)
The analysis of options for an urban extension has most recently 
been addressed once again by South Oxfordshire District 
Council.  In February 2015, the Council issued for consultation 
its most recent assessment of options for growth as part of 
the preparation of  the Local Plan 2031: the ‘Refined Options’ 
document13. The consultation document confirms that the six 
Oxfordshire authorities are working together to understand the 
scale of the unmet housing need arising from Oxford and how 
much of this each authority should plan for.  For the purpose of the 
consultation document, South Oxfordshire Council has assumed 
that some 3,000 new homes will need to be planned for in the 
local authority area in response ot the unmet housing need of 
Oxford. The consultation document notes however that this level 
of housing provision is below Oxford City Council’s estimate; which 
is between 5,000 and 15,000 new homes.

The Refined Options consultation document identifies three 
potential locations for accommodating housing to meet Oxford’s 
needs within South Oxfordshire’s administrative area: 

i) land at Wick Farm, Oxford; 
ii) a new settlement in the vicinity of Junction 7 of the M40;  
 and 
iii) land south of Grenoble Road, Oxford. 

South Oxford

Summary

The potential for an extension to the urban edge of Oxford 
has been the subject of a series of studies over the last 
10 or more years, including by the County Council, the 
City Council and South Oxfordshire Council (the relevant 
local authority).  The consistent outcome from all of these 
studies is that the land to the south of Grenoble Road 
on the southern edge of the city represents a suitable 
option for expansion, which is unaffected by strategic 
constraints.   The next chapter of this document looks 
in more detail at this location to define the appropriate 
boundaries for such a development and the likely scope 
for creating a sustainable mixed-use community.  

Figure 6: Potential locations for urban extensions in Oxfordshire identified by Oxford City Council (May, 2014)
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Site Area Character Study

Land to the north of Grenoble Road is characterised by a 
sequence of blocks of land that are in single use, including: 
the Oxford Science Park, The Ozone Leisure Park (including a 
cinema and bowling alley), the football stadium and Greater Leys 
housing estate. These land use blocks have been developed 
independently with the result that there is a lack of cohesiveness 
and limited connectivity between them. 

The adjacent aerial photograph illustrates the extent of the land 
identified in the MBA report as the area of potential for an urban 
extension. Its  relationship with the existing southern edge of 
Oxford is clearly illustrated, the western part of the site (referred 
to as Area A) is bound by Grenoble Road to the north, the A4074 
Wallingford Road to the west and a large electricity sub station 
to the east. The central part of the site (Area B) is bound by 
Grenoble Road to the north and west and the B480 to the east. 
The northernmost land parcel (Area C) is bound by the B480 
Watlington Road and Unipart site to the southern, western and 
northern boundaries. 

Site Area A
To the south of Grenoble Road, Area A contains a number of 
features that are typical of urban fringe locations.  The site, for 
example, adjoins some significant infrastructure elements that 
serve Oxford and the wider area.  These include the Oxford 
Sewage Treatment Works (STW), electricity sub station and 
overhead power lines.  These infrastructure items help to define 
the extent of the site and will also influence the disposition of 
land uses within the masterplan.  

The western most boundary of Area A is defined by the A4074. 
This is one of the main access routes to Oxford from the south. 
The position of the road adjoining the site provides a further 
opportunity for access to new development.  In addition, the 
fact that it is an important route into Oxford means that there 
is an opportunity to deliver public transport improvements, for 
example connections to proposed rail services and park & ride.

The southern most boundary of Area A is marked by a 
hedgerow, which runs on an east-west alignment.  In the middle 
of the southern boundary is an area of mature woodland, referred 
to as Bushy Copse that reinforces this  boundary.  The southern 
boundary is also defined by a drainage channel running parallel 
with the hedge. The southern boundary of the site is therefore 
well-defined, with the potential for it to be reinforced by further 
landscape measures to reinforce a robust edge to the city. To 
the northwest of Area A is the Park Homes caravan park that 
comprises both static caravans and mobile homes. Within the 
site is the Sandford Brake farmstead that includes a farmhouse 
and a rage of agricultural buildings.

The greater part of Area A is currently in agricultural use, 
including a complex of farm buildings at Sandford Brake Farm.  
The land is used for growing cereals and the farm layout reflects 
this use, comprising large fields with few hedgerows remaining 
within the site.  There is a stream running from south to north 
through the site, which drains via Littlemore Brook to the River 
Thames.  

Site Area B
Site Area B also contains features which are typical of an urban 
fringe location. The character of the area is heavily influenced 
by the electricity sub station. Access to the sub station is from 
Watlington Road via Blackberry Lane, which runs through the 
area parallel to Grenoble Road. North of the Lane the site area 
comprises a single arable field bound by hedgerow. Power lines 
run through this part of the site.  South of the lane a storage 
yard containing shipping containers is bound by hedgerow and 
mature trees. The southern and eastern boundaries of this site 
area are also contained by broken hedgerow, with the potential 
for new planting to create a strong boundary.

Site Area C
Site Area C is crossed by Oxford Road which runs between the 
B480 to the west and Garsington to the east. Within the area, 
to the south of Oxford Road is Guydens Farm and to the north 
is Northfield Farm. Site Area C comprises a series of broadly 
rectilinear fields with hedged boundaries. Adjacent land uses 
include the five story Unipart building on the north-western site 
boundary.

The present southern edge of Oxford is marked by Grenoble Road extending from the A4074 

(Wallingford Road) in the west to the B480 (Watlington Road) / Unipart site in the east.  Grenoble 

Road is also the local authority boundary between Oxford City and South Oxfordshire Councils.  

The road therefore marks a significant zone of transition between the urban area of Oxford that 

is largely developed and the relatively undeveloped, urban edge character of the land within 

South Oxfordshire District.  

South Oxford
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Garden Neighbourhood Objectives

The concept and principles of the South Oxford Garden 
Neighbourhood are fundamental to developing a sustainable 
new community for Oxford to the south of Grenoble Road. 
As such healthy living is a theme that has underpinned the 
development of a masterplan that facilitates exercise and 
fitness, fresh air, interaction with wildlife and access to locally 
produced food. Allowance will be made for generous amounts 
of  accessible and usable open space that runs through the 
new neighbourhood, this will be  managed by the community 
itself. There will be orchards and allotments, informal spaces 
as well as more formal areas and sports pitches. These open 
spaces will be connected by  trim trails, walking, jogging and 
cycling routes that make connections to existing footpaths, 
cycle routes and facilities in the Blackbird Leys, Greater Leys 
and Sandford on Thames areas. The following key objectives 
for quality place making will be achieved:

•	 creating a positive identity, ensuring that the development 
responds positively  to the landscape, and creates a 
well defined and legible place, utilising and enhancing 
established landscape features;

•	 establishing a viable and sustainable place, which will 
become a long term thriving environment, providing 
much needed new housing to live and work in the city, 
facilities which complement those existing, and seizes the 
opportunities for new sustainable transport links;

•	 connected and safe walkable and cycleable 
neighbourhoods, responding to adjoining areas by 
providing clear and logical links to Sandford on Thames 
and Oxford’s ‘green lungs’ to the west, to the Leys and 
Oxford Science Park to the north, and countryside to the 
south;

•	 a welcoming place, which fosters a strong sense of 
community and provides a range of local facilities to serve 
both the development and complement those within the 
Leys;

•	 delivering best practice to create and maintain 
opportunities for wildlife, connecting and enhancing 
features and promoting opportunities to create new 
features such as swales, ponds and native woodland; and

•	 quality of life, with homes for local need, space to live and 
play, good access to facilities and a place which people 
can feel proud.

South Oxford
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05 South Oxford Garden Neighbourhood
Vision Statement

The South Oxford Garden Neighbourhood will provide an exemplary development delivering 

much needed new housing for the City and wider region, relieving pressure on Oxfordshire’s 

market towns, villages and protected landscapes. It will  support  a step change in public 

transport links into the City Centre. New facilities and employment areas will complement the 

viability of the community facilities and shops within the Leys, The Ozone Leisure Park and 

Oxford Science Park. It will be a place with a variety of living choices, and opportunities for 

social interaction, in a welcoming and sensitively designed environment.  The proposal will 

have a strong sense of identity, of which landscape and nature would form an integral part 

representing the aspirations of the ‘Garden City’ concept.
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Public Transport
The new community would have the capacity to provide for 
comprehensive bus services, which would be integrated with 
existing routes that serve the existing community, leisure and em-
ployment zones. The site is also strategically located to support 
emerging proposals to re-open the Cowley Branch Line for pas-
senger trains; Bus Rapid Transit (BRT);  and a new park & ride. 

Chiltern Railways has confirmed the intention to open the Cowley 
Branch for passenger services.  The branch line is currently oper-
ated as a freight route for the transfer of completed cars from the 
BMW Cowley factory.  The provision of new stations at Colwey 
and in Littlemore, would provide access to services for passen-
gers from the surrounding area, providing a permanent public 
transport option between the southern part of the city and the 
city centre and potentially onwards via Bicester to London. 

Existing bus routes include a half hourly service on Grenoble 
Road to Blackbird Leys, Cowley and the City Centre.  These 
services would be extended and integrated to provide connec-
tions to the wider area and key destinations, including the train 
stations.

Cycle Network
The Centre of Oxford is a  20-25minute cycle ride from the site 
via traffic free and quiet on-road cycle routes. A segregated cycle 
route on Grenoble Road runs along the entire frontage of Site 
Area A with access to the Leys, Ozone Leisure Park and Science 
Park.  Beyond, a cycle path extends north through the Ozone 
Leisure Park and under the railway line to Littlemore.  Site Area C 
is the greatest distance from recognised cycle routes and would 
benefit from highways and pathway improvements to make the 
existing cycle network more accessible. Direct and legible cycle 
links through the site would extend to existing local routes and the 
wider cycle network beyond.

Pedestrian Network
Existing public rights of way through and around the site 
provide access to existing communities, employment areas, the 
countryside and wider pedestrian network. Pedestrian access 
is fundamental to walkable neighbourhoods.  The development 
would build upon the existing network providing new and 
accessible pedestrian links. The Shakespeare’s Way crosses Site 
Area A extending north along the Thames Path and south through 
the Oxfordshire countryside. A gravel footpath through an area 
of woodland links Site Areas A and B. A number of footpaths run 
through Site Area B with connections to the Leys and the villages 
of Toot Baldon and Garsington. 

Cycle routes

Figure 10:
National trails

Figure 8: 
Bus routes

South Oxford

Figure 9:
Cycle routes

Sustainable Transport

There are a range of sustainable transport options available that 
would  facilitate ease of movement to and from a new community 
to the south of Grenoble Road in a sustainable manner, including 
walking and cycling. There are excellent opportunities to link the 
new community with  existing and proposed footpath, cycle and 
public transport networks.
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Environmental Considerations

Topography
Most of the site lies at or below 65m AOD – equivalent to the 
existing built-up portions of the city to the north.  This lower-lying 
land is ringed by rising ground to the west, east and south which, 
together with intervening woodland copses, help to provide 
effective visual containment to the wider landscape.

Landscape
There are few landscape features within the site which represent a 
constraint to development. The MBA report identifies that the site 
is showing some signs of decline in condition and quality...
’Principally, this is the result of a general weakening of the 
landscape structure though intensive arable farming...’.
The assessment concludes that the area is in need of repair or 
restoration.

Ecology                                                                                              
The site is not covered by any Statutory or Non-Statutory nature 
conservation designations. However, the woodland around the 
electricity substation is a County Wildlife Site (CWS). No part of 
this CWS would be affected by the development of the site. 

A Phase 1 Habitat mapping exercise of site area A has been 
undertaken. This involved a walkover survey to identify the habitat 
types present and assess the potential of the site to support a 
range of protected species. 

The area exhibits few ecological constraints to development – a 
function of the intensive arable cropping and associated habitat 
denudation that has occurred in recent decades. The main 
ecological constraints identified during the Phase 1 survey are the 
presence of some potentially “important” species-rich hedgerows; 
and the potential presence of some protected species.

Archaeology
There is currently very little recorded on-site archaeological 
evidence. However due to the site’s proximity to areas of known 
archaeological potential it is recognised that there will be a 
requirement to complete some pre-determination field-based 
investigation and recording to inform the planning process.

Agriculture                                                                                              
The land to the south of Oxford, including the site, is 
predominately Grade 3.  Further, more detailed analysis would 
be necessary to ascertain the proportion of Agricultural Land 
Classification grades on the site itself.

Access to Local Facilities

The site is well located in relation to many of the amenities in 
South Oxford. Much of the new community is located within 
reasonable walking distance of local destinations including 
employment areas, leisure amenities, schools and shops. The 
location of proposed new facilities will be carefully considered to 
ensure that all parts of the site are served by local facilities which 
complement existing provision.

Figure 11: Topography 
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Constraints

Understanding the potential constraints of the location and its context are central to informing 
and producing a successful masterplan. Key issues considered at this stage include pylons, the 
sewage treatment works, floodplain, views and visibility. Key considerations are summarised 
below:

•	 the sewage treatment works occupies a site of some 16ha. 

On the northern edge of the western site area. The treatment 

works would remain in its current location  with odour 

control measures to reduce its impact. An initial assessment 

has identified a preliminary odour zone in which sensitive 

development would need to be excluded;

•	 Sandford Brake electricity sub station adjoins the eastern 

boundary of the western site area. To mitigate potential noise 

and visual affects a buffer zone will need to be provided 

between the sub station and development. This would be in 

addition to the established woodland copse north and south 

of the facility; 

•	 overhead pylons cross parts of the site to the sub-station. Site 

Area A is crossed by a 400kv pylon which runs in an  east 

west alignment. Two 132kv pylons also cross the south-

eastern corner of this site area. Site Area B is crossed by a 

400kv pylon which runs in a north south alignment adjacent to 

Grenoble Road. The minimum distance between  power lines 

and sensitive development would be subject to site specific 

studies and consultation. The concept design illustrates 

how the development could be provided with the overhead 

power lines remaining in-situ. Feasibility studies will need to 

be carried out to explore whether the power lines could be 

re-routed or placed below ground.

•	 a gasometer  lies close to the western edge of the northern 

site area. Sensitive development would be excluded where 

Health and Safety Executive (HSE) consultation zones apply;

•	 Garsington village is 3km from edge of Oxford. The extent 

of development and the treatment of its edge should ensure 

that the perception of gap between the settlements should be 

maintained. 

•	 open boundaries which offer lower natural screening to 

surrounding areas, and resulting views into the site, would 

need to be strengthened by new planting;

•	 existing roads, lanes and footpaths cross the site areas. 

Oxford Road to Garsington, crosses Site Area C and 

Blackberry Lane providing access to the sub-station 

crosses Area B. There are also a number of Public Rights of 

Way which have been described in the earlier Sustainable 

Transport section;

•	 the Northfield Brook and the associated flood zone affects 

parts of the northern and central site areas. The concept 

design assumes that development can not be located 

within the 1 in 1000 year flood event area defined by the 

Environment Agency;

•	 potentially “important” species rich hedgerows and occasional 

trees- the majority of which would be retained; and

•	 the proposals would also need to consider the varied 

topography of the site.

South Oxford Garden Neighbourhood
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Opportunities

Through the identification of key issues, opportunities have been identified that will underpin and 
shape the proposals. These opportunities have helped inform the extent of the development 
area and the initial layout proposals. A number of the opportunities are summarised below:

•	 the proposals should complement the existing facilities 

adjacent to the site on Grenoble Road and within the Leys, 

creating mixed-use local centres providing services for the 

local communities;

•	 create positive gateways into Oxford  that help integrate 

new and existing communities through the location of 

new facilities, access and frontage development where 

appropriate;

•	 integrate the proposals with new and existing sustainable 

modes of transport such as the proposed new rail stations at 

Littlemore and Cowley;   

•	 enhance the existing Shakespeare’s Way long distance 

footpath. Enhancements may include the provision of an 

off-road footpath to Sandford on Thames and off-road  paths  

through open space within the site;

•	 provide highway and pathway improvements to make the 

existing cycle network more accessible from the northern site 

area;

•	 create strong green infrastructure routes and strategic 

pedestrian footpaths which connect with the existing public 

rights of way and cycle network;

•	 establish new green infrastructure adjacent to existing roads 

and along the southern edge of the development to assimilate 

new development and help mitigate the existing raw edge of 

Oxford;  

•	 enhance degraded landscape with new woodland and 

hedgerow planting within publicly accessible open space;

•	 provide amenity space, together with enhanced hedgerow 

and woodland areas towards the edges of the site to form  a 

long term robust Green Belt boundary;

•	 retain existing ditches as part of a Sustainable Drainage 

Strategy (SuDS) which would provide new wetland features 

for public amenity and wildlife habitat; and

•	 create a network of community facilities including play areas, 
allotments and orchards.

South Oxford Garden Neighbourhood
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05  Illustrative Proposals

South Oxford Garden Neighbourhood
Illustrative Masterplan

The masterplan has evolved as a response to the constraints 
and opportunities identified. The illustrative layout demonstrates 
the capacity of the site to accommodate up to 3500 dwellings 
and potential associated arrangement of land uses. The site will 
be subject to further analysis, testing and public consultation to 
inform emerging strategies for development. 

Green infrastructure links have helped shape the design with 
spaces designed around existing woodland, trees and hedgerows, 
enhancing their established character as a counterpoint to the built 
form. Green corridors containing pedestrian and cycle links will 
lead through the site.

The masterplan illustrates vehicular access to Site Area A from 
the A4074 Wallingford Road connecting to an internal loop that 
connects with Grenoble Road. A separate route would provide 
direct access via Grenoble Road to the proposed commuter 
railway and park & ride site. Internal loops would also provide 
access to Site Area B from Grenoble Road and Site Area C from 
Watlington Road. 

Specific character areas will be created across the development 
by the use of key spaces, groupings, edges and streets 
which, when read as a whole, will produce a varied and legible 

The Illustrative Masterplan Features:

•	 residential development on unrestricted site areas;

•	 community facilities at key gateways on Grenoble 

Road, Watlington Road and within the site;

•	 two primary schools and a secondary school co-

located with community facilities;

•	 potential science park expansion areas along the 

A4074 frontage;

•	 strategic pedestrian and cycle links enhancing the 

existing Shakespeare’s Way and other routes through 

the site; and

•	 extensive green infrastructure which would provide 

sports pitches, semi-natural habitats for wildlife, green 

corridors, allotments/community orchards and play 

areas. 

26.
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Land Use and Open Space

Land Use
The illustrative masterplan and diagram opposite indicates a 
number of potential land uses which include residential (coloured 
orange), four local centres (LC), employment (coloured purple), two 
primary schools (P) and a secondary school (S). 

The total developable residential area is some 87ha. which could 
deliver up to 3500 homes at an average density of 40 dwellings 
per hectare (dph). Densities would vary across the site, working in 
tandem with the built context and landscape character. 

Employment
The southern part of Oxford is already an established focus of 
employment activity, including Oxford Business Park, Oxford 
Science Park and the BMW factory site. The proposal will 
incorporate an element of employment to establish a truly 
mixed-use new community. It is anticipated that this new area of 
employment will operate as an extension to the existing Science 
Park, to provide for knowledge-based and related business.

Open Space
The landscape-led scheme will establish a range of different 
open spaces throughout the site. Green space will be particularly 
focused through the main movement corridors and on the sites 
outer edges to establish a robust green infrastructure.  A hierarchy 
of open space will be established where informal linear spaces 
will be punctuated by local parks and greens. Open space will run 
through all parts of the site with strong footpath and cycle links to 
existing green space within the Leys.

Land Use (ha)

Residential and 

Community 

Facilities

Open Space & Green 

Infrastructure
Schools Employment

Site Area A 54 85 8.6 4

Site Area B 10 18 - -

Site Area C 23 16 1.6 3

Access and Movement Stategy

The access and movement strategy, both on site and off-
site, would be integrated with highways improvements and 
enhanced sustainable transport services.  The new community 
would integrate with the re-opening of the Cowley branch 
line for passenger rail services; Bus Rapid Transit and Park & 
Ride improvements; and proposals for enhanced cycle routes 
classified as Super, Premium and Connector routes in the Oxford 
Transport Strategy.

Access
There is potential to improve the existing A4074 junction with 
Grenoble Road to provide access to the site and key facilities 
such as the proposed rail stations whilst routing traffic away from 
Sandford-on-Thames. The junction could provide direct access 
to the Science Park, Ozone Leisure Park, Kassam Stadium and 
proposed rail station.

From the A4074 access to all parts of Site Area A would be 
provided through a series of streets, lanes and driveways, before 
connecting with Grenoble Road. Primary vehicular access to Site 
Area B and Site Area C would be provided from Grenoble Road 
and Watlington Road respectively.  A loop road would provide 
access to all parts of the site via streets, lanes and driveways, 
before returning to these roads.

Public Transport
There would be a choice of public transport option for the new 
community with access to:

•	 reliable and accessible local bus routes with bus stops within 

walking distance of all parts of the site;

•	 a strategic Bus Rapid Transit (BRT) network providing services 

to the heart of Oxford; and

Figure 17: Open Space

Figure 16: Land Use
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•	 potential rail services connecting to the centre of Oxford 

and onward via connecting services to the wider national rail 

network.

South Oxford will be served by the re-opened Cowley branch 
line with stations at Littlemore and Cowley, which are due to 
open in 2020.  There are also strategic proposals for Bus Rapid 
Transit (BRT) routes to the Blackbird Leys neighbourhood centre 
and along the A4074 to a Park & Ride. Local bus routes through 
the site would be integrated with existing services to shops and 
facilities in Blackbird Leys, Oxford Science Park and Cowley.

Cycle Network
The internal cycle network would connect with strategic proposals 
which include a Premium Route along Watlington Road and 
Super Routes to Kennington and Littlemore. The proposals would 
provide enhanced cycle access:

•	 under the A4074 to the Thames Path at Sandford-on-Thames 

and Kennington; 

•	 via the Science Park Rail Station at Littlemore; and 

•	 along Watlington Road towards facilities in Blackbird Leys, 

Cowley and the Business Park.

There is also an opportunity to improve north-south and east-west 
connector routes through Blackbird Leys through  open space and 
public realm improvements.  

Pedestrian Network
The development will create walkable neighbourhoods with a 
permeable network of safe, overlooked, direct pedestrian routes 
from all parts of the development area to local facilities and
schools. Linked to enhancements to the wider cycle network,  
improved routes around the site will provide convenient access 
to existing facilities such as the Leys neighbourhood centre, 
employment areas and new facilities such as the rail stations. 
Access to recreational routes would also be upgraded through 
improvements to Shakespeare’s Way with access through the site 
to the Thames Path and the wider Countryside to the south.

The adjacent Access and Movement plan illustrates the primary 
pedestrian/ cycle routes through the site which link to existing and 
proposed networks. An alternative route to the Shakespeare’s 
Way provides a pleasant, safer off road route through public open 
space within the site. All routes would be suitable for pedestrians 
and cyclists. There are also car free routes within the development 
in the form of designated paths, as well as some informal routes 
through green space. Major north-south and east-west pedestrian 
routes provide key links through the site through green corridors 
and public open spaces. Figure 19: Potential cycle network and connections to the site

Figure 18: Potential public transport network 
and connections to the site
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06 Conclusion
Oxford is at the centre of a knowledge-based cluster 
that extends across the county and includes locations 
such as Oxford Science Park, Harwell, Culham and 
Begbroke.  This represents one of the most important 
concentrations of high-value business in Europe.  There 
are though clear signals that the cluster is not reaching 
its full potential and more can be done to ensure it 
is making its full contribution to the UK economy.   A 
measure of the potential of the county’s economy is set 
out in the Oxfordshire Strategic Economic Plan, which 
assesses that a total of 85,000 jobs will be created in 
the period to 2031.  This level of job-generation has 
immediate knock-on effects in terms of the requirement 
for places for people to live, which the Oxfordshire 
SHMA has quantified as being some 100,000 new 
homes over the same period.  To create successful 
communities means that alongside new homes and 
jobs, land is also required for schools, open spaces, 
shops, leisure facilities and supporting infrastructure.

Accommodating the planned level of growth over 
the next 15 years requires a new spatial strategy for 
Oxfordshire.  Whilst the ‘Country Towns Strategy’ 
has served the county well over the last 40 years, it 
is giving rise to an increasingly unsustainable pattern 
of development including long distance commuting 
across the Green Belt.  A review of the Green Belt 
around Oxford is therefore required.  A modest review 
of the inner boundary of the Green Belt would allow 
an increasing proportion of new jobs and homes to be 
provided where they are most needed i.e. within or on 
the edge of Oxford.  

The issue of where Green Belt review should take place 
around Oxford has been the subject of studies and 
independent examination at the regional, county and 
local level.  In each case the conclusion has been that 
the land south of Grenoble Road represents the most 
sustainable and least constrained location at which to 
accommodate a mixed-use extension to the urban area 
of Oxford i.e. land south of Grenoble Road.

Magdalen/Thames, as the principal owners of this 
land, have commissioned a series of technical and 
environmental studies of the land south of Grenoble 
Road.  These studies, which have been undertaken 
over a 10-year period, have confirmed that the land 
is largely free of constraints and is a suitable location 
for development.  The detailed understanding of the 
site that has been obtained as a result of these studies 
has been used to inform a concept plan for the site 
to assess its ability to contribute to the development 
requirements of the county.  The conclusion of the 
analysis is that the site can accommodate a mixed-use 
new community, comprising some 3,500 new homes, 
employment opportunities, sports fields, new schools, 
open spaces, new wildlife habitat/tree planting, shops 
and supporting infrastructure.  It is intended that the 
proposed new community will achieve high standards 
of design and environmental quality and will deliver 
extensive green spaces consistent with the principles of 
a Garden City

Magdalen/Thames acknowledge that significant 
additional work is still required in relation to both 
the site and the proposal:- nothing is yet committed 
or unchangeable.  Alongside the ongoing technical 
and environmental analyses, Magdalen/Thames are 
committed to engagement with the relevant agencies 
and authorities, including the local planning authority 
- South Oxfordshire District Council - and also to 
extensive public consultation.  These further processes 
will inform design changes and other amendments to 
the project to achieve the most sustainable proposal 
and one that will positively add to the quality and 
character of Oxford, both its urban character and rural 
setting.
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Dear Sir/Madam 

National Infrastructure Commission (NIC) - Cambridge – Milton Keynes – Oxford: 'growth 
corridor' call for evidence – Response on behalf of Thames Water 

Thames Water Utilities Ltd (Thames Water) Property Services function is now being delivered by 
Savills (UK) Limited as Thames Water’s appointed supplier. Savills are therefore pleased to 
respond to the above consultation on behalf of Thames Water.  

Thames Water is the largest water and wastewater services company in the UK, serving over 15 
million customers across the London and the Thames Valley area, from Kent and Essex in the 
east, to the edge of Gloucestershire in the west. Oxford and Oxfordshire are located within 
Thames Water’s area along with the southern part of the Buckinghamshire county. 

Thames Water are statutorily required by Ofwat and the Environment Agency to maintain an 
efficient and economical system of water supply and wastewater treatment within strict regulatory 
timescales.  

Question 3.3 Describe your vision to maximise growth, maintain a high quality 
environment, and deliver more jobs and homes across the corridor over the next 30 years: 

The town planning system, both forward planning and development control, is critical in enabling 
Thames Water to plan for and provide the necessary infrastructure to service development and 
protect the environment. It is essential to ensure that such infrastructure is in place in time to 
meet the needs of our customers and the environment, and avoid adverse impacts on the 
environment such as sewage flooding of residential and commercial properties, pollution of land 
and watercourses and water shortages with associated problems of low pressure water supply.  

The plan-led system helps Thames Water to plan for the water and sewerage infrastructure that 
new developments require. However, the development control stage is equally important in 
regulating development and providing for the necessary infrastructure.  Thames Water support 
the policy references to water supply and wastewater infrastructure in the NPPF, in particular 
paragraphs 156 and 162 and the more detailed guidance in the National Planning Practice 
Guidance. 

Thames Water promote the recognition that infrastructure should be in place for new 
development where and when it is needed. It is essential to ensure that adequate water and 
sewerage infrastructure is delivered prior to development taking place, in order to avoid 
unacceptable impacts as set out above.  

5th August 2016 

Sent by email to:   GrowthCorridorEvidence@nic.gsi.gov.uk 

mailto:GrowthCorridorEvidence@nic.gsi.gov.uk
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Water and sewerage undertakers have limited powers under the Water Industry Act (WIA) to 
prevent connection ahead of infrastructure upgrades and therefore may need to rely on the 
planning system to ensure infrastructure is effectively in place ahead of occupation. In some 
incidences Thames Water may seek an appropriate planning condition. This is especially 
relevant to wastewater infrastructure where powers to control connection through the WIA are 
limited to the quality of construction of the connection to our sewer, rather than the suitability of 
the point of connection. 
 
It is therefore essential that developers work with the water companies in partnership to 
demonstrate that adequate capacity exists both on and off the site to serve the proposed 
development and that it would not lead to additional capacity constraints for new and/or existing 
users. 
 
In relation to major new settlements or brownfield redevelopments Thames Water would 
recommend that a mini Integrated Water Management Strategy (IWMS) is produced to support 
the development promotion. The scope of the mini IWMS could include:  
 

 Assessment of the existing water supply infrastructure in the local area; 

 Assessment of the existing sewerage and drainage infrastructure in the local area; 

 Consideration of the likely range of demands for water supply, sewerage and drainage 
through the development phases; 

 Proposals for a range of options to minimise drinking water demand, maximise 
grey/rainwater re-use, maximise the use of sustainable drainage systems; 

 Assess the spatial implications of any required infrastructure; and 

 Assess the outline costs and programming of any required infrastructure. 
 
For all other major developments it is still important that the developer’s produce a detailed 
drainage strategy early on in the development planning process to identify any on and or off site 
drainage infrastructure impacts, how these will be resolved, at what phases of the development 
they will be constructed, by what means and establishing the delivery route for that infrastructure. 
It is Thames Water’s strong preference that this is produced well before the planning application 
is submitted.  
 
 
I trust the above is helpful, but should you wish to discuss our consultation response in more 
detail then please do not hesitate to contact me. 
 
 
 
Yours faithfully 
 

 
 
David Wilson BA (Hons), BTP, MRTPI 
Associate Director Planning 



National Infrastructure Commission: Call for Evidence on the Cambridge – 
Milton Keynes – Oxford ‘Growth Corridor’ Joint Response from Universities  
 
Introduction  
 
The universities situated within the Cambridge – Milton Keynes – Oxford Growth Corridor listed in 
the Appendix hereto have agreed to submit a joint response to the call for evidence by the National 
Infrastructure Commission (NIC). This joint response sets out a comprehensive and cohesive vision 
for the role that the Universities in the Corridor can play in the future to deliver economic prosperity 
for both the area and the country as they compete in the global marketplace. In particular, the 
response explains that the Universities in partnership with other stakeholders, including private 
sector business, can drive forward economic growth by stimulating innovation through research 
and its commercialisation.  
 
 
Response to the Questions set  
 
The NIC have requested that evidence should be submitted by respondents in answer to the 
following questions:  
 
Q1. Many places across the Cambridge – Milton Keynes – Oxford Corridor have very successful 
local economies and are perceived as highly desirable places to live.  
 

 What have been the key drivers of that success?  

 What is holding back further growth and greater productivity?  

 In particular, what planned or new infrastructure improvements would best support 
growth and promote innovation over the long term?  

 Does the Corridor require better connectivity to the other major centres of growth?  
 
A. The Local Enterprise Partnerships are working together with other partners/stakeholders to 
provide the NIC with evidence of the economic success of the area, the drivers of this growth and 
the obstacles that are preventing the area from delivering its full economic potential. As a result of 
this, the Universities will concentrate on those aspects which relate to our contributions to this 
success both current and future together with our call for improvements to infrastructure that 
would realise our vision of greater prosperity, further growth and significant productivity gains. 
 
In summary, successful economies along the corridor have been driven by clusters of knowledge-led 
activity, anchored by the engines of innovation around the cities of Oxford and Cambridge, which 
are centred on their universities and bolstered by other research facilities located nearby. All of the 
universities along the corridor, in different ways, serve to anchor their local economies. This 
response is therefore best seen as an expression of commonly held views between the Universities 
with each likely to submit individual responses that provide detailed evidence about success, 
barriers and future opportunities from their particular perspective.  
 
Economic success throughout the Corridor has been achieved through the development of 
knowledge-led sectors and their supply chains that rely upon constant innovation to improve 
competitiveness. These sectors include aeronautics, cryogenics, automotive, motorsport, robotics 
and autonomy, scientific instruments, advanced manufacturing, health and life sciences, including 
digital health medical technology and drug discovery, green energy, space technology and data 
gathering and manipulation. Each of these areas provide high value employment requiring highly 



skilled employees who reside and spend their salaries within the area thereby stimulating the 
service sectors. Increased connectivity will improve the innovative opportunities throughout the 
corridor. 
 
The Universities play a key role in undertaking the world class research that forms the bedrock of 
product and process innovation. Working directly or indirectly with businesses, large, medium and 
small, the Universities assist them to innovate and become ever more productive and competitive in 
the global marketplace. Examples of such research and exploitation by business include: 
 

 Close working between Cranfield University and Rolls-Royce to develop a ceramic lining for 
the latter’s turbine blades, which enables total CO2 emissions from fuel use to be reduced 
to 8,000 tonnes per engine over its lifetime. 
 

 The development by Cranfield University of a reverse logistics toolkit to enable companies in 
the retail sector to better manage the flow of surplus or unwanted products returned by 
customers. Halfords, Britain’s biggest cycling and motoring retailer, was able to reduce its 
returns by 40% as a result. 
 

 The collaboration between e2v technologies plc and the OU to form the Centre for 
Electronic Imaging, which is dedicated to the research and development of advanced 
technologies for electronic imaging sensors for space applications.  
 

 The OU and the Science and Technologies Facilities Council’s ISIS facility, who have a 25 
year history of collaborating together and are exploring the potential of establishing a 
National Stress Engineering Centre at Harwell, near Oxford.   

 
As well as this, Universities themselves have been able to ‘spin-out’ successful enterprises through 
innovation centres in areas such as life sciences, and this activity is growing in both scale and 
importance. Examples of this include: 
 

 X01 Ltd, a spin-out company from the University of Cambridge and Cambridge University 
Hospitals, which was established to develop a new anticoagulant drug, ichorcumab, which 
has the potential to save millions of lives by preventing heart attacks and strokes, without 
causing bleeding. The company was acquired in March 2015 by Janssen Pharmaceuticals, 
Inc. The sale represents a key step in the progress toward this drug being used on patients. 
 

 First for Wellbeing CIC, a partnership between the University of Northampton, 
Northamptonshire County Council and Northamptonshire NHS Healthcare Foundation 
Trust. This new business, building on the research of the University, has a turnover in its first 
year of over £30 million and employs nearly 1,000 staff. 
 

 University of Oxford’s Clinical Biomanufacturing facilities provide vaccine manufacturing 
facilities for local companies. This facility provides links between academic research and 
drug development, supporting the transition from science to technology and technology to 
application. Oxford has been instrumental in responding to global threats such as the Ebola 
and Zika viruses. 

 
The continued success of this relationship between research and commercialisation relies upon the 
Universities’ ability to attract graduates and postgraduates of the highest calibre and to be able to 
retain those people long term to work for the businesses/ sectors that offer success in the future.  
 



Businesses are already complaining that a lack of skills, particularly at the higher level, is holding 
back growth and their productivity/ competitiveness1. Without a constant supply of skilled people, 
the fruits of the cooperation between the Universities and businesses will be lost to the detriment of 
the area and country.  
 
One of the most crucial barriers to continued success is the lack of sufficient suitable and affordable 
housing stock, particularly in Oxford and Cambridge where house prices prohibit the attraction and 
retention of staff and students. This, in turn, has adverse consequences for businesses in the area 
who fail to employ and retain the necessary skilled staff as they are unable to afford properties in 
the area.  
 
Pressure on the housing market has led to increased commuter zones for the individual nodes along 
the corridor. Local upgrades, which better connect the existing local housing and employment 
markets will play an essential part in realising the full benefits of increased connectivity along the 
corridor. 
 
Investment in infrastructure that offers accessible travel arrangements throughout the Corridor 
should be implemented in a way that will help to alleviate the pressure on the hot-spots. This will 
involve investment to target pinch-points at key junctions around the cities of Oxford and 
Cambridge to better connect them with their local housing and employment markets. By improving 
East-West communications, sustainable housing proposals could be implemented much more 
quickly. There are already proposals for both rail and road improvements such as the East-West Rail 
link and the Expressway which should be implemented as quickly as possible to speed up the 
development of housing supply. Rail improvements have the advantage of connecting city centres 
along the corridor. In the view of Universities, it is much better to build from these already identified 
infrastructure solutions which have public support as the resultant benefits will be achievable in the 
short to medium term.  
 
We must ensure that a proportion of the newly constructed housing is made available to graduates/ 
postgraduates to encourage their retention and therefore availability to live and work in the area 
following the completion of their studies. This would help lessen the barrier of skill shortages and 
boost economic purchasing power. Housing developments will need careful planning to ensure that 
they support sustainable long term growth and are integrated with opportunities for high 
knowledge businesses to co locate in innovation districts. 
 
In terms of investment required to stimulate further innovation by work in the Universities, there is 
a need for consistent investment by the Government. Much private sector investment is levered in 
by the Universities themselves, but early research requires public intervention as it usually presents 
too much of a risk for the private sector to fund. Substantial infrastructure developments – both in 
innovation work and housing terms – have been undertaken by the Universities. These include the 
University of Oxford’s Applied Centre for Superconductivity and Begbroke Accelerator, University 
of Northampton’s new Waterside Campus, OU’s Jennie Lee Building, which provides laboratories 
for pervasive computing, and the North West Cambridge Development in Cambridge, which will 
provide for some of the research accommodation and homes for staff that the University is likely to 
need over the next 20 years. However, most infrastructure projects only remain achievable with 
support from the public purse. 
 

                                                           
1 See, for example, 
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/304406/ukcess_2013_Maps
.pdf 
 

https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/304406/ukcess_2013_Maps.pdf
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/304406/ukcess_2013_Maps.pdf


Q2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognisable economic corridor? If so: What factors unite the area? Would greater emphasis on 
corridor-wide planning and decision making benefit local communities and local economies?  

 Would the same emphasis on coordinated planning and decision making provide wider 
benefits for the UK economy?  

 Should adjacent towns and cities be incorporated into the corridor in terms of growth 
and infrastructure planning?  

 
A. It will be for others to make the case that the area including Northamptonshire forms part of a 
particular and recognisable economic corridor. For our part, the Universities believe that any 
current evidence will be undermined by the fact that east-west infrastructure is totally inadequate 
at the present time.  
 
Our view is thus that the question should instead ask whether, with the right investment and 
infrastructure and improvements to connectivity, particularly east/west, the area could become one 
of the world’s premier knowledge economies. Such a redrafting of the question would enable us to 
provide an unequivocal yes. 
 
At present the local knowledge led economies around Oxford and Cambridge act as engines of 
growth and drivers of international competitiveness. With better communication infrastructure 
there is the prospect of an interconnected knowledge region leading to a greater local powerhouse 
than currently exists. 
 
As the Commission acknowledge, the area is already successful but has potential to grow so much 
more if its scale could be leveraged by improved connectivity. In this way the stimulation of growth 
through integrated and complementary research with the Universities working ever more closely 
with business would result in a location that could compete with any in the world. From global 
experience we know that scale is of paramount importance so that a geography’s full potential can 
be realised by high value companies working in networked sectors, transferring technologies 
between the sectors and each other, fuelled by world leading research and served by a highly skilled 
workforce. This is our vision and ambition for the Corridor and those living and working within it.  
 
Again it is not for us to comment in detail on the evidence to support the argument that greater 
corridor-wide planning will benefit the area and the country, other than to say that it seems self-
evident to the Universities that such an outcome must lead to such benefit. To achieve the impact 
that the scale of the geography offers, coordinated decisions at that scale must surely result in 
tangible benefits. In this regard, the England Economic Heartland initiative strongly suggests that 
local authorities, and others, believe that the area has excellent potential for coherent economic 
and social development, and we are very encouraged by some of the joint transport planning that is 
taking place at present, supported by the Department for Transport 
 
Q3. Describe your vision to maximise growth, maintain a high quality environment and deliver 
more jobs and homes across the corridor over the next 30 years:  
 

 What does that mean for growth and infrastructure investment in your area?  

 What steps are currently being taken to realise that vision and what more needs to be 
done?  

 What value could new cross-corridor intercity road and rail links bring? How do these 
compare to other transport initiatives e.g. Intra City links or under infrastructure 
priories?  

 



A. Our vision is that the area could grow into a globally significant high knowledge economy 
because of the scale of scientific and innovation assets it offers, the breadth of competitive 
knowledge based sectors, and the highly qualified workforce available to deliver innovation which 
flows from world class Universities. This vision is being achieved to a certain extent in individual 
parts of the corridor through: 
 

a) collaboration between the Universities, such as the UK Collaboratorium for Research in 
Infrastructure & Cities (UKCRIC) – which will provide leadership and support for the 
development and growth of a co-ordinated and coherent, world class, UK-based national 
infrastructure research community, spanning at least 14 universities including Cranfield 
University, UCL, and the Universities of Oxford and Cambridge – and the Centre for 
Doctoral Training in Big Data and Environmental Risk Mitigation, which is a Cranfield 
University-led consortium, involving the University of Cambridge, Newcastle University and 
the University of Birmingham. 
 

b) collaboration between the Universities and Government, such as the National Centre for 
Policing Research and Professional Development – which is established at the OU and 
brings together a consortium of 12 police forces, police and crime commissioners – and the 
Multi-User Environment for Autonomous Vehicle Innovation, which is being built at 
Cranfield University with support from SEMLEP; and  

 
c) collaboration between the Universities and business, such as the OU and EDF’s Advanced 

Materials Engineering Group, the development of autonomous transport in Northampton, 
and the Aerospace Integration Research Centre, which is a joint project between Airbus, 
Rolls Royce and Cranfield University.  

 
A further example is the independent University of Buckingham, which has been instrumental in the 
development of the UK’s first independent medical school since Victorian times, and has 
established a world-leading undergraduate venture creation programme (BSc Business Enterprise). 
The university has secured £2m of public monies to support its new teaching centre at the Milton 
Keynes University Hospital, and philanthropic contributions from private individuals have been 
pledged to establish a new enterprise and innovation centre in Buckingham which, together with 
further public funding, will create another world-class entrepreneurship centre in the corridor. 
 
However, we firmly believe that to be one of the most successful competitors on the global stage in 
the future we need to operate on a much bigger scale, which would make investment much easier 
to obtain as the risks decrease and the rewards increase. To tackle such an ambitious growth 
programme there needs to be a complementary and ambitious infrastructure and investment plan 
to bring all of the area’s assets into play over the next 30 years. Without better east-west 
communications the area’s growth will be constrained to north-south routes which, although of 
great importance, cannot on their own help the area achieve its full potential.  
 
Unlocking housing growth in an area which has demonstrated a capacity and appetite to accept 
such growth seems like a sensible strategy, particularly as some deprived areas alongside the 
corridor and around growth hubs such as Oxford, Cambridge and Milton Keynes would also benefit 
from such investment. 
 
We repeat that we should build on the assets that are already located in the Corridor and invest in 
schemes which have local support and in some cases, such as East-West Rail, are partially complete. 
This is not to eschew ‘big ideas’ but rather bring about improvement in the short to medium term 
that can link later to even more ambitious connectivity proposals as they emerge.  



 
As a result of this thinking, we firmly believe that accessibility from well-designed housing provision 
to the Universities and businesses throughout the Corridor via modern transportation links is the 
single most important way of realising our vision. Without such an approach, the Universities and 
businesses of the area will suffer in their ability to attract staff and students of the calibre required 
to ensure successful competition with the other knowledge based economies that have or will 
emerge in the future. Following on so shortly from the Brexit vote, we believe that there is no time 
to lose to start delivering this vision as we readjust our trading/ economic performance in such 
changed circumstances. We are not doomsayers. We firmly believe in an optimistic future but only 
if we grasp the nettle now of investing in those areas that offer real prospects of growth for the 
future. This entails investing in the infrastructure that will underpin such growth.  
 
Cross-Corridor intercity links will bring enormous benefit by enabling operations to take the 
advantage that scale brings. Whilst not directly comparable, would Silicon Valley’s success have 
been the same without the accessibility offered to ideas, innovation, research, collaboration and a 
highly educated/skilled workforce throughout the whole of the Valley’s geographical area?  
However, the ‘last mile’ barrier that impedes connectivity to locations such as Oxford and 
Cambridge is a significant one and should be tackled as a priority. Improvements in east west 
connections need to be accompanied by improvements to local connectivity to tackle the current 
challenges around the innovation hotspots. 
 
However, we do not see that tackling these issues as well as connecting housing developments, in 
say North Northamptonshire, to the major road/ rail networks as an alternative to tackling the poor 
east/ west communications. Rather we see these as elements that need to be tackled in tandem to 
achieve the vision that we and our partners have put forward. They are different parts of the same 
problem of poor accessibility and require imaginative but different solutions involving sustainable 
travel and transportation methods. Such investment will result in more competitiveness and greater 
productivity, to the benefit of the country as a whole.  
 
We believe that now more than ever there is a real need to invest in success to gain greater success 
and where better to start than an area that is home to world-renowned Universities and businesses 
that operate in sectors driven by innovation.  Another crucial element of infrastructure investment 
required to establish a competitive knowledge-based economy of scale is the provision of more 
resilient broadband that is capable of operating at the fastest speeds possible. The Commission’s 
remit to investigate the provision of 5G in the country is welcome and we believe there is no better 
place to start to introduce such capability than within the Corridor.  
 
Q4. Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor?  
 
A. This is not a question that the Universities have the necessary evidence or expertise to answer. 
We will limit ourselves now to observing that when the Corridor was identified previously as the 
‘Oxford/ Cambridge Arc’ there was less local appetite for growth and therefore less local support for 
the initiative. Today we find ourselves in a much changed environment with growth in some parts of 
the Corridor in danger of grinding to a halt because of shortage of housing, high land values, 
damage to the quality of life, skills shortages etc. whilst other parts of the Corridor have land 
available for housing and commercial development and a high skilled workforce. The trick is to link 
these areas together to form a cohesive and powerful economic geography of scale and the key to 
this is the investment in infrastructure including broadband. Greater connectivity will enable high 
knowledge jobs to be brought into more parts of the corridor with longer distance travel 
supplementing local transport enhancements. 



 
Q5. Are you aware of any examples of UK or international good practice for example in respect 
of new technology local frameworks or the built environment that are relevant to this review?  
 
A: Yes, of course there are examples of such good practice. Here in the Corridor itself we would 
point to examples such as MK:Smart, a large, collaborative initiative led by the OU in conjunction 
with several businesses, which is developing innovative solutions to support economic growth in 
Milton Keynes. However, this is not on the scale that needs to be achieved for global 
competitiveness. For this sort of scale, the examples are international and we would suggest these 
include:  
 

 Boston, Massachussetts: the co-location of world-leading institutions such as Harvard, the 
University of Massachusetts, Boston University and MIT has underpinned the region’s 
competitiveness in several fields (e.g. the Boston Biotech Cluster is often cited as the 
leading biotech cluster in the world). 

 

 Eindhoven-Leuven-Aachen triangle (ELAt): ELAt is a cross-border network which links the 
knowledge regions Eindhoven, Leuven and Aachen with one another, forming a European 
technological top region. ELAt aims to promote a knowledge economy via cross-border and 
interregional cooperation. The partners in the ELAt project are three cities (Eindhoven, 
Leuven and Aachen), two regional public authorities (the Eindhoven Regional Government 
(SRE) and AGIT, the regional development agency of the Aachen region) and one university 
(KU Leuven Research & Development - LRD). 

 
The evidence for the successful development of economic areas strongly indicates that three 
factors are required: 

i) Strong, research based universities. 
ii) The presence of significant amounts of venture capital. 

iii) Effective and coordinated local government with ‘enterprise and innovation’ friendly 
policies, including appropriate and effective plans to develop infrastructure. 

 
In conclusion, we have offered a vision for the Corridor that would establish a globally competitive 
knowledge-based economy of a scale that would deliver sustainable success for the area and the 
country. To achieve this, we need the Commission to recommend, and successive Governments to 
implement, a package of investment measures which provide the requisite infrastructure.  
 
We believe that there is a need to start to use the Corridor in this way as a matter of urgency given 
the recent economic impact of Brexit. For this we need investment in schemes that have already 
been developed or are in the process of development to avoid delay and build upon the local 
appetite for growth. In particular the delivery of East West rail and the rail and mass transit 
connections around Oxford and other local hubs are seen as a priority. 
 
We look forward to seeing the findings of the Commission following this first consultation exercise 
and to working with the Commission prior to it producing its second report next autumn.  
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NIA Evidence                                                                                                                             5th August 2016 
National Infrastructure Commission 
1 Horse Guards Road 
London 
SW1A 2HQ 

 
NIAEvidence@nic.gsi.gov.uk 

 
Dear Sir/Madam, 

 
RE: University of Oxford Submission to National Infrastructure Commission (NIC)  

 
As a crucial component of Oxfordshire’s economy and a major contributor to the UK’s knowledge 
economy, the University of Oxford welcomes the opportunity to respond to the NIC investigation of 
the Oxford - Cambridge corridor. 
 
The University is a very large engine of innovation, placed within the top 5 in the world according to 
a recent MIT Skoltech report.  Improved transport connectivity between Oxford and Cambridge is 
likely to help make the Golden Triangle a more effective research and innovation region. 
 
However, there are more pressing local priorities for the University which adversely impact on the 
University’s operations and its future standing: 
 

 a lack of affordable housing and the incumbent problems of recruiting and retaining the 
highly skilled people and key workers the University and its associated spin-out businesses 
need to retain its position at the forefront of the knowledge economy;  

 poor physical connections between the labour market and an increasingly geographically 
dispersed housing supply; and 

 chronic congestion on the highway and public transport networks with related negative 
consequences for air quality and carbon emissions.  Oxford suffers from poor air quality and 
currently exceeds safe levels of NOx and Particulates primarily due to emissions from road 
transport. 

 
More than half of the University’s staff live beyond the ring-road and many are affected by traffic 
congestion, delays and unreliable journey times between Didcot, Bicester, Witney, Banbury and 
Oxford on their commute to work whether by car, bus, train, Park & Ride or bicycle.  Critically, the 
poor resilience of the local transport networks to the travel demands placed upon it, impacts on the 
ability of the University to access sites outside the City including Begbroke Science Park and the 
STFC’s Harwell Campus for business travel.  These journeys will grow in frequency and volume as the 
University develops assets outside the City. 
 
Transport and accessibility is such a crucial issue that the University has adopted its own Transport 
Strategy1 in 2014 and is proactively implementing a number of measures, including the Science 
Transit Strategy2, to solve some of these issues. 

                                                             
1 Available to download at http://www.admin.ox.ac.uk/estates/ourservices/travel/  

mailto:NIAEvidence@nic.gsi.gov.uk
http://www.admin.ox.ac.uk/estates/ourservices/travel/
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The University has a strong interest in the work of the NIC.  To summarise its position in terms of 
transport it contends that: 
 

 Delivering both road and rail strategic connections appear unaffordable. 

 The rail corridor presents a better strategic solution, having the ability to directly connect 
City centres and meet cross corridor travel demand such as it exists; 

 Targeted pinch-point upgrades to the local highways network and bus priority/rapid transit 
to connect the local labour and housing market would represent a cost effective approach to 
solving these problems; and 

 The University would be disinclined to support a strategic expressway if it was to be 

delivered at the expense of investment in solving more urgent local transport priorities and 
was not accompanied by sustainable transport interventions and demand management 
measures to lock in the benefits of new infrastructure and avoid simply inducing demand to 
travel. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

                                                                                                                                                                                              
2 A substantial financial investment to connect the Science Area with Harwell Campus and Old Road Campus in 
response to wholly inadequate public transport.  Details at http://sciencetransitshuttle.co.uk/  

http://sciencetransitshuttle.co.uk/
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Our response to the National Infrastructure Commission (NIC)  
 
 
 
 
Q1. Many places across the Cambridge – Milton Keynes – Oxford Corridor have very successful 
local economies and are perceived as highly desirable places to live.  
 

 What have been the key drivers of that success? 

 What is holding back further growth and greater productivity? 

 

Continued growth depends on continued recruitment of talent in an internationally competitive 
market, and this is hampered by the increasing challenges of congested infrastructure and 
unaffordable housing.  This pressure on the housing market has increased the size of commuter 
zones in turn placing more pressure on the local transport infrastructure.  In this context, it is true 
that the corridor desperately requires better connectivity to the growth centres along the route, but 
this will only have the desired effect if there is a commensurate improvement in the connectivity 
into the heart of those key growth engines i.e. the centres of Oxford, Cambridge and Milton Keynes 
centre. Connecting each node of the corridor to their commuter hinterlands is the first priority. 
 
Improving links between Oxford and its satellite towns is critical to the University for enabling its 
12,500 staff to commute conveniently to work, especially as the majority of staff do not live within 
Oxford.  This means that staff who cannot afford to live in Oxford due to high house prices also have 
the inconvenience, wasted time and cost of having to undertake an often lengthy journey on the 
congested local road and rail network to get to work whether travelling by car, bus or train. Specific 
problems for the University which hold true for other local employers and businesses in the City 
include: 
 

 Connecting Oxford with its outlying centres of population and housing market, especially 
Didcot, Abingdon, Witney, Bicester and Banbury.   

 Poor access and unreliable journey times from these settlements continue to present 
recruitment and retention problems, especially for the University’s world leading clinical 
research at the John Radcliffe and Churchill Hospitals and the Old Road Campus in 
Headington. 

 

In particular, what planned or new infrastructure improvements would best support growth and 
promote innovation over the long term?  

 
Given that currently just 1-2% of journeys on the highways corridor are the full length from Oxford 
to Cambridge, the East-West rail project would be the logical focus of investment for delivering a 
strategic link between each City centre.   
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This would have the great advantage of delivering business travellers direct from one City centre to 
the next. In addition, East-West Rail could potentially offer substantial future benefits for rail-freight 
to connect the ports of Felixstowe and Harwich into onward rail-freight distribution centres, 
removing freight and HGVs from the road network. 
 
However, this corridor level investment needs to be accompanied by localised investment on 
numerous smaller scale schemes: 
 

 focussed investment to target critical pinch points in the Highways Network at key junctions 
around the key Cities of Oxford, Cambridge and Milton Keynes, to better connect them with 
their local housing-employment market; 

 Traffic management controls within the City centres to reduce congestion by discouraging 
through traffic; 

 sustainable transport solutions including Mass transit, new rail stations, guided busways, bus 
priority and junction improvements within the local labour market hinterland of Oxford, 
Milton Keynes and Cambridge which will offer good value for money and high benefit:cost 
ratios; 

 Serious investment in sustainable, active travel modes within the City regions of each corridor, 
particularly connecting parkway rail stations and Park & Rides to the centres of each City.  
Specifically this means a wholesale change in funding for traffic segregated cycle routes.  
Cycling has huge potential to replace short car trips within the Cites and their hinterlands.  
Both Oxford and Cambridge already have a well-established culture of cycling which provides 
strong evidence that cycling can enable cities to deliver high economic value and meet travel 
needs sustainably; 

 Integration of demand management and smart technologies into all highways projects so that 
traffic flows can be controlled using pricing signals and the future benefits of autonomous 
vehicles can be realised; 

 Embracing zero emission fuel technologies through the provision of recharging/fuelling 
infrastructure; and 

 Measures to reduce the emissions of both carbon and harmful air pollutants arising from any 
new transport infrastructure and mitigation of environmental impacts including noise, visual 
amenity and biodiversity.  The unique urban and rural character of the corridor must not be 
undermined by transport infrastructure. 

 
Does the Corridor require better connectivity to the other major centres of growth?  
 

There has been no strong evidence presented to date that the economies of Oxford, Milton Keynes 
and Cambridge have a clear interaction; whether this is due to poor connectivity or simply because 
they operate efficiently as separate markets largely independent of each other is unknown.  The 
question more usefully asked would be to understand how economic growth can best be unlocked in 
Oxford, Cambridge and Milton Keynes, either within local markets or across the corridor.  At the 
present time, local upgrades would be beneficial which better connect the local housing and 
employment markets.  Major new road capacity on the corridor, perhaps in the form of an 
expressway or motorway, needs to consider the risk of it merely becoming an alternative through  
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route for the M25, which by providing good cross corridor connections to London-bound rail nodes 
could inadvertently enable London to consume more of the labour market, further worsening 
affordability for those on non-London salaries. 

 

 
Q2. Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognisable economic corridor? If so: What factors unite the area? Would greater emphasis on 
corridor-wide planning and decision making benefit local communities and local economies?  

 Would the same emphasis on coordinated planning and decision making provide wider 
benefits for the UK economy?  

 Should adjacent towns and cities be incorporated into the corridor in terms of growth and 
infrastructure planning?  

 
 

Oxfordshire does not have the necessary flexibility in its labour pool to support employment growth 
locally and will rely on population growth and in-commuting to provide it with required workforce. 
Travel to work patterns (2001-2011) show an increase in inbound commuters from outside the 
district mainly by car. Within Oxford commuting by bicycle and on foot has increased by almost a 
third and bus use increased by 11%. Outbound commuters from Oxford to other destinations, such 
as London, have increased by train and bus. This combination further compounds networks with 
congestion and high levels of demand.  
 
The Innovation Engine also lists a number of measures that could significantly improve the rate of 
growth in the area if better supported with infrastructure and a collaborative approach, including: 
 

 Accommodating additional growth in the Knowledge Spine running between Harwell, 
Oxford and Bicester to accommodate high tech business and employment. 

 Improving the capacity of the strategic and local transport infrastructure, including fast 
public transport services, growth and developing business networks. 

 Encouraging increased institutional investment building upon Oxford’s strong, and 
nationally significant, sector propositions including life sciences, advanced engineering, 
satellite and space related technology and the creative and digital sector. 

 Meeting the demand for housing and commercial premises to respond to the urgent needs 
of the growing business base and economy. 

 Providing strong public and private sector leadership to realise Oxfordshire’s potential 
through a new and agreed governance structure. 
 

Collectively we have made progress against of a number of these measures over the last 3-years and 
delivered strong economic growth in Oxfordshire. There are currently 37 strategic sites proposed by 
districts across Oxfordshire which in total will deliver more than 42,000 new homes. However, 
sustaining this level of increase will not be possible without greater investment and flexibilities to 
support delivery of the programme of infrastructure investment; unlock land and ensure that local 
authorities have the levers and capacity to bring forward sites for development.  
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Key transport infrastructure challenges are: 
 

 Oxford’s transport networks have historically been developed to provide access to the city 
centre. As a medieval city, Oxford’s often narrow streets are, in many areas, unsuited to 
motorised vehicles. Peak period congestion is a persistent problem, with traffic building at 
bottlenecks which cannot realistically be entirely removed. Our priority therefore is to 
ensure there is a concurrent and equally important need placed on local infrastructure 
needs as part of a corridor wide-approach (the last mile) to support existing residents and 
businesses. Our partner cities across the corridor share similar challenges 

 

 The current rail and road connections do not support close physical connections between 
the key areas of Bicester, Oxford and Science Vale Oxford, and this is important in reducing 
the travel-time between and across these investment locations. Demand forecasts 
undertaken for Oxfordshire’s 2013 Rail Strategy suggest that trips to Oxford Station could 
grow by as much as 70% by 2026, largely as a result of the improved connections and 
infrastructure proposed by Network Rail and the operators. Catering for this level of growth 
will require a marked improved in access to the station from across the city, as well as major 
improvements to Oxford Station itself. Similarly, the A34 is at capacity and suffers from 
severe journey time reliability problems which in turn cause major delays to users.  
 

 We recognise that influence and planning for transport does not stop at the city or county 
boundary. Transport strategy relies on public transport being attractive enough to offer an 
alternative to the private car on journeys across Oxford outside of the city centre; for travel 
within other towns; and on inter-urban journeys. To achieve this, it will need to be very high 
quality, easy to use and offer seamless integration on journeys involving different types of 
transport. 

 
 
Q3. Describe your vision to maximise growth, maintain a high quality environment and deliver 
more jobs and homes across the corridor over the next 30 years:  
 

 What does that mean for growth and infrastructure investment in your area?  

 What steps are currently being taken to realise that vision and what more needs to be 
done?  

 What value could new cross-corridor intercity road and rail links bring? How do these 
compare to other transport initiatives e.g. Intra City links or under infrastructure priories?  
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The University is of the view that Intra-City and local links to the city nodes should be given greater 
priority for infrastructure investment than cross-corridor intercity links.  The focus for investment 
has been suggested by The University in question 1; a mix of targeted pinch point road capacity 
upgrades, local rail upgrades, mass transit, bus priority and localised traffic management measures, 
Park & Ride, cycling and future proofing infrastructure for autonomous vehicles and alternative 
fuelling provision.  Investment in highways capacity must be accompanied by demand management  
 
East-West rail is clearly the preferred inter-city solution offering rapid city door to door connections. 
 

Expressway investment as the sole inter-city solution would be unbalanced and likely encourage 
more longer distance car-borne trips, causing more gridlock further out on the approach to Oxford 
and exacerbate existing air quality problems and lock the area into a carbon intense transport 
system.  In this case demand management would need to be deployed as part any scheme to reduce 
the risk of induced demand.   

 

The NIC might well consider that the solutions to poor connectivity and transport networks at 
capacity are also to be found in non-infrastructure interventions such as demand management, 
including road user charging and parking controls and behaviour change.  These can be very effective 
controls; The University charges staff 1.25% of salary to park at their workplace, rising to 1.75% by 
2018 to equalise the cost of parking with using the City’s Park & Ride services.  This has enabled the 
University to reduce parking spaces by 50% in the last ten years, freeing up valuable land for the 
University’s development in the City.  Demand management is therefore also part of the solution to 
dealing with Intra-city congestion; evidenced by the fact that both Cambridge and Oxford are 
proactively committed to workplace parking levies in their Local Transport Plans with the latter 
aiming for implementation by 2020. 

 
Behaviour change interventions such as personalised travel planning and effective marketing and 
promotion of all travel options have proven very effective in managing travel demand and shifting 
trips to sustainable modes.  The DfT has assembled comprehensive evidence and case studies in this 
field. 
 
All transport infrastructure proposals should contain the objective to reduce the transport emissions 
of carbon and air pollutants; these should be given equal weight to the modelled benefits of the 
infrastructure measure on economic growth.  This is essential to transition the corridor to a low 
carbon economy and provide a healthy place where people continue to want to live and work. 
 
 
Q4. Are there lessons to be learnt from previous initiatives to maximise the potential of the 
corridor?  
 
Today we find ourselves in a much changed environment with growth in some parts of the Corridor 
in danger of grinding to a halt because of shortage of housing, high land values, damage to the 
quality of life, skills shortages etc. Other parts of the Corridor have land available for housing and 
commercial development and a high skilled workforce. By linking these areas together to form a 
cohesive and powerful economic geography of scale and the key to this is the investment in  
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infrastructure including broadband. However, we do not suggest that we see some areas as housing 
supply for other areas, rather that the connectivity can bring high knowledge jobs into more parts of 
the corridor, and longer distance travel can be a supplement to local transport enhancements 
around innovation hotspots. 

 
Q5. Are you aware of any examples of UK or international good practice for example in respect of 
new technology local frameworks or the built environment that are relevant to this review?  
 
Yes of course there are examples of such good practice. Here in the Corridor itself we would point to 
the innovation ecosystems around Oxford and Cambridge as internationally leading good practice.  
However we would also point to innovation districts such as: 
 

 Boston, Massachussetts: the co-location of world-leading institutions such as Harvard, the 
University of Massachusetts, Boston University and MIT has underpinned the region’s 
competitiveness in several fields (e.g. the Boston Biotech Cluster is often cited as the leading 
biotech cluster in the world). 

 

 Eindhoven-Leuven-Aachen triangle (ELAt): ELAt is a cross-border network which links the 
knowledge regions Eindhoven, Leuven and Aachen with one another, forming a European 
technological top region. ELAt aims to promote a knowledge economy via cross-border and 
interregional cooperation. The partners in the ELAt project are three cities (Eindhoven, 
Leuven and Aachen), two regional public authorities (the Eindhoven Regional Government 
(SRE) and AGIT, the regional development agency of the Aachen region) and one university 
(KU Leuven Research & Development - LRD). 

 
The evidence for the successful development of economic areas strongly indicates that three factors 
are required: 
 

i) Strong, research based universities. 
ii) The presence of significant amounts of venture capital. 

iii) Effective and coordinated local government with ‘enterprise and innovation’ friendly 
policies, including appropriate and effective plans to develop infrastructure. 

 
 
These are areas that  drive their economy through close physical and intellectual connections to 
knowledge institutions and universities.  These clusters are characterised by high densities of 
business and research activities at their core, but their benefits are felt throughout a wider 
hinterland.  They are enhanced by both effective local connectivity and international reach.  
Elements of the corridor already drive our global competitiveness, but we seek to extend this.  
 
In conclusion we have offered a vision for the Corridor that would establish a globally competitive 
knowledge-based economy of a scale that would deliver sustainable success for the area and the 
country. To achieve this we need the Commission to recommend and successive Governments to 
implement a package of investment measures in providing the requisite infrastructure. We believe 
that there is a need to start to use the Corridor in this way as a matter of urgency given the recent  
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economic impact of Brexit. For this we need investment in schemes that have already been 
developed or are in the process of development to avoid delay and build upon the local appetite for 
growth. In particular, the delivery of East West rail and the rail and mass transit connections around 
Oxford and other local hubs should be seen as a priority. We look forward to seeing the findings of 
the Commission following this first consultation exercise and to working with the Commission prior 
to it producing its second report next autumn.  
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 Introduction 

1 The following evidence is a summary of that provided to Plan MK: Strategic Development 

Directions (Jan 2016) as part of its consultation process.  It is intended to provide the NIC with 

evidence of landowner appetite and interest in delivering large scale and properly planned 

growth within the O2C corridor which would be made possible if a co-ordinated framework of 

strategic growth and infrastructure were demanded from the adjoining local authorities in this 

area, a sustainable approach to planned growth which since the revocation of regional planning 

in 2011 has been so lacking in the central part of the central O2C corridor. 

2 Wavendon Residential Properties LLP and Merton College Oxford own 135 acres of land 

forming the Wavendon Golf Academy which is located north and south of Lower End Road, 

east of the village of Wavendon immediately to the south east of Milton Keynes, comprising a 

9 hole golf course and club house to the north of Lower End Road which is allocated for housing 

as part of the Strategic Land Allocation (SLA) committed under the Adopted MK Core Strategy 

(2013) and benefits from outline planning permission for approximately 400 homes.  Also 

included is the site of the 18 hole golf course to the south of the SLA which has been promoted 

for development through Milton Keynes Council’s emerging Plan:MK document.  Figure 2 

shows the location of the 18 hole course.  Plan:MK is Milton Keynes Council’s replacement of 

the adopted Core Strategy.  The 18 hole land and other strategically located land in the 

immediate area is being promoted by other landowners and have been included within one of 

four future Development Directions options published by Milton Keynes Council in the Plan:MK 

Strategic Development Directions Consultation (January 2016). (https://www.milton-

keynes.gov.uk/assets/attach/34810/PlanMK%20Strategic%20Development%20Directions%2

0Consultation%20Document%20revd.pdf) 

3 We made a case to MK Council for planned expansion of the city to the south east earlier this 

year, urging the Council to develop a strategic (cross border) framework for growth based on 

‘completing the grid’ network (both grey and green infrastructure) in this part of Milton Keynes, 

but also urging the Council to engage more proactively with strategic infrastructure providers 

such as the DfT, Network Rail and the Treasury in order to dovetail any decisions about local 

plan growth with the wider growth and infrastructure decision-making currently being drawn up 

by these infrastructure agencies. 

4 The commentary below is designed to provide the NIC with detailed evidence in response to 
Q 3 of the call for evidence, showing how co-ordination of infrastructure and a positive approach 

to growth at a strategic level could unlock private investment in the O2C at the local level – 

using SE Milton Keynes as an example - which at present is ‘waiting in the wings’. 

  

https://www.milton-keynes.gov.uk/assets/attach/34810/PlanMK%20Strategic%20Development%20Directions%20Consultation%20Document%20revd.pdf
https://www.milton-keynes.gov.uk/assets/attach/34810/PlanMK%20Strategic%20Development%20Directions%20Consultation%20Document%20revd.pdf
https://www.milton-keynes.gov.uk/assets/attach/34810/PlanMK%20Strategic%20Development%20Directions%20Consultation%20Document%20revd.pdf
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The Case for the Strategic Planning of South East Milton Keynes 

Advantage 1:  Strategic Planning ‘Pedigree’ 

5 The potential for the south eastern expansion of the new city has already been examined from 

a planning policy perspective, having been favourably assessed for growth and change in the 

recent past: the Growth Study underlying the Deputy Prime Minister's Sustainable Communities 

Plan 2003 led on to the South East Plan (2009) providing for major expansion of Milton Keynes.  

This included a “sustainable urban extension” of around 5,000 homes and associated uses in 

SE MK, extending into what was then the adjoining Mid-Beds District (now Central Bedfordshire 

Unitary Council).   

6 In that context MK Council published a Draft Core Strategy Pre-Submission Version (February 

2010).  This identified the land as part of a larger “Strategic Development Area” (SDA) extending 

east from Wavendon Gate and Old Farm Park to the M1 Junction 13.  The extent of the 

proposed allocation was based, in part, upon the need to meet the South East Plan’s housing 

requirement for 41,360 dwellings between 2006 and 2026 (2,068 dwellings per annum). 

 

Figure 1:  Extract of Milton Keynes Draft Core Strategy Pre-Submission Version Feb 2010 

7 In response to the decision to abolish the Regional Spatial Strategies, MKC withdrew the Draft 

Core Strategy Pre-Submission Version (Feb 2010) with its strategic land allocations, replacing 

this plan with a new version incorporating a reduced housing requirement of 28,000 dwellings 

to 2026 (1,750 dwellings per annum) and consequent reduction in housing land allocations.  
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This reduction included the removal of the SDA in the south east in favour of a much smaller 

Strategic Land Allocation (SLA).  The land and other land to the east was proposed to revert in 

status to "open countryside".  This arrangement survived Examination and is embedded in the 

Core Strategy (2013).  MKC prepared a Development Framework for the SLA which was 

adopted as the Strategic Land Allocation Supplementary Planning Document (November 

2013).  The majority of the SLA is now the subject of permissions or resolutions to approve for 

development, subject only to completion of legal agreements.  The remainder is currently 

coming forward in a piecemeal fashion by way of individual development proposals. 

Advantage 2:  Solving Unresolved Local Issues and ‘Fixing the Grid’  

8 It is clear that whilst the current extent of the SLA (in two discrete land parcels) allocated the 

requisite number of new homes, schools and public greenspace required in policy, the decision 

to not continue with a longer term SDL allocation south to the rail line and east to the M1 meant 

that the safeguarding and delivery of a number of important infrastructure connections have 

not been secured. 

9 The current pressures on the grid system in this part of MK are well known locally, and arise 

principally from the unsuccessful merging of strategic through-traffic moving east-west through 

the city (A421) with local traffic attempting to move north-south from settlements south east of 

city (including Woburn, Woburn Sands, Aspley Guise and the Brickhills) into MK. 

10 This manifests itself most noticeably in two ‘pinch points’ centred around two key roundabout 

junctions on the A421 (see Figure 2 below).  Recent improvements to the Kingston Roundabout 

have improved the function of the roundabout for the strategic east west movements but have 

increased the delay on Newport Road for both private vehicles and public transport, even before 

the additional traffic from the SLA build-out is factored in. 
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Figure 2: ‘Pinch Points’ in the current Milton Keynes Grid Road System affecting South East 
Milton Keynes 

11 Unlike the rest of the grid road network within Milton Keynes, the ability for the grid road system 

in South East MK to facilitate the ‘spreading of through traffic’ to relieve these ‘pinch points’ is 

compromised because of the ‘missing links’ of the grid between the A421 west of M1 J13 and 

the H10 dual carriageway which provides access through south MK to the A5 (see Figure 2 

above). 

12 As it stands, although grid road reservations are in place south from the A421 and east from 

the H10/V11 roundabout (the black ‘stubs’ shown in Figure 2 above), there is no safeguarded 

reserve or planned link between the two.  As a consequence, the existing peak hour congestion 

along Newport Road between Wavendon and the A421 is set to continue.   

Advantage 3:  Improvements for Woburn Sands  

13 Local congestion and delay at Woburn Sands is also expected to increase through the planned 

East West Rail upgrades to the rail corridor running through the town.  These upgrades will 

result in the Woburn Sands Level Crossing -  already shut for 8 minutes per hour – closing for 

16 minutes per hour, with no improvements currently proposed by Network Rail to mitigate 
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increased queueing (indeed, we understand that no improvements to the roads immediately 

adjacent to the level crossing on Station Road are possible due to lack of space).   

14 Woburn Sands Station and level crossing are to be retained within the East West Rail upgrade 

in its current location and the station forms an important transport facility for the town.  However, 

the station has no parking provision for commuters, compromised public transport accessibility 

and poor quality station buildings and general facilities, and so in its current form would not be 

able to realise the full range of benefits to local people from the improved service delivery which 

the EWR upgrade will deliver. 

15 In its current form, the investment being committed by Network Rail to the East West Rail 

corridor though improved crossing points over/under the rail line is not planned to provide wider 

benefits to the town in relieving local congestion or providing improved facilities for the station.   

16 Together with adjacent landowners we have engaged with East West Rail as part of its 

consultation processes to explore the potential for tying together the planned upgrades to the 

crossing points with a solution for congestion in Woburn Sands.  This solution would release 

some wider benefits as part of longer term growth opportunities as well as providing Network 

Rail with a way in which it can resolve recognised congestion issues arising from East West 

Rail. 

17 As part of the current Network Rail improvements to crossing points along the Bletchley to 

Bedford section of the East West Rail line, the existing at-grade Woodleys Farm Crossing (the 

farm crossing of the rail line west of Woburn Sands) is to be replaced with an overbridge which 

also incorporates the diversion of the Fisherman’s Path level crossing.  Network Rail currently 

propose to implement this improvement through a Transport and Works Act Approval and 

Compulsory Purchase of land.  

18 With some adjustment, this proposal offers an opportunity to help resolve the Newport Road 

level crossing constraint, which is otherwise not resolvable by Network Rail on land within the 

town.  We have suggested to Network Rail as part of the EWR consultation process that with a 

small adjustment to the current Network Rail proposal for Woodleys Farm overbridge already 

proposed, a new road crossing of the rail line could be provided which is capable of being 

extended to provide an alternative route to Newport Road for road traffic into and out of Milton 

Keynes, thereby allowing Network Rail to alleviate the pressure on Newport Road/Station Road 

arising from the doubling of the barrier ‘down time’ through Woburn Sands as a result of the 

improved East West Rail services (see Figure 3 below).   



Response to NIC Call for Evidence 
August 2016   

Wavendon Residential Properties LLP / 
 Merton College Oxford  

  
 

 

2 August 2016  

  

Figure 3:  Suggested improvements to Woburn Sands Station and rail crossing points to resolve congestion arising 
from East West Rail which could be safeguarded and enabled as part of a growth and infrastructure strategy for SE MK 

19 This has the following advantages: 

• The slight re-positioning of the road crossing of the railway at Woodleys Farm provides 

Network Rail with a solution to the increased congestion through Woburn Sands, enabling 

a new link and alternative route from Bow Brickhill Road northwards back into the MK grid 

road system to provide an alternative north-south route into Milton Keynes, thereby 

significantly reducing through traffic through Woburn Sands level crossing; 

• Providing a relocated Woburn Sands station and/or car park to the west of the existing 

station, with dedicated parking and highway access off the new road crossing as well as 

retaining local access via the town.  This could accommodate the extended platforms 

required by Network Rail as part of the current East West Rail (Phase 2) requirements, but 

would retain a station within walking distance of Woburn Sands, thereby not 

disadvantaging existing local residents by removing the station from the town.   

20 These suggested alternative proposals for the Woodley’s Farm Crossing and a relocated station 

and/or car park facilities are capable of being delivered as part of Network Rail’s committed 
improvement works if a planned growth and infrastructure strategy for South East Milton 
Keynes was put in place in the next stage of Plan:MK (due out December 2016).   
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21 Without the type of strategic infrastructure improvements set out above, it is evident that the 

ongoing issues of concern locally will remain unresolved, and with the building out of the SLA 

are likely to be exacerbated over the next few years.  These will include: 

(a) the non-delivery of grid road extensions (already reserved in part through the SLAs but 

not built or currently planned as strategic routes) to connect H10 and the A421; 

(b) adverse impact of the committed East West Rail improvements on increased level 

crossing barrier ‘down time’ and increased car parking pressure around Woburn Sands 

Station as the frequency and speed of train journeys improves; 

(c) increased delay/congestion through Woburn Sands and along Newport Road to the 

Kingston Roundabout on the A421 from SLA development. 

Advantage 4:  Creating Green Buffers for Existing Settlements  

22 In addition to – or perhaps as a consequence of? – the lack of planned grid road connections 

in this part of Milton Keynes, there is a lack of a planned and defined green infrastructure 

network for this area.  The ‘green grid’, so evident through the rest of Milton Keynes in its linear 

parks and teardrop lakes, does not extend further than the established urban area of Old Farm 

Park and Wavendon Gate and we are not aware of any longer term proposals to extend or 

connect this green infrastructure network with the wider area as part of the co-ordinated ‘green 

and blue’ infrastructure planning in this area.    

23 However, there is a clear desire on the part of the local Parish and Town Councils – expressed 

through neighbourhood planning activity over the last few years - to maintain and enhance the 

identity and setting of existing settlements in this part of Milton Keynes by way of some sort of 

‘green buffer’ around each settlement (through landscape, open space and/or woodland). 

24 Because of the lack of a long term framework in this area in current planning policy, the 

continued threat of speculative piecemeal planning applications on land adjacent to / around 

Wavendon and Woburn Sands is eroding opportunities to establish such robust and long term 

‘green buffers’ around these settlements, which together would help define a green 

infrastructure network for the area. 

25 A clear growth framework for South East Milton Keynes established through Plan:MK and its 

policies would enable such green buffers to be fixed, protected and managed as part of the 

planned infrastructure network.   

 

Advantage 5:  Harnessing Wider Infrastructure/Funding Opportunities 

26 Added to the local issues evident in South East Milton Keynes is the recent confirmation of the 

government’s investment in strategic transport infrastructure as part of the Oxford to 
Cambridge Expressway.   
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27 Whilst definitive project proposals are some way off, south Milton Keynes lies firmly at the heart 

of the O2C study area and will inevitably be examined for its ability to accommodate strategic 

route improvements.  

28 We advised MKC that it would be inadvisable for Plan:MK to either ignore or object to such 

considerations.  Investment in new or improved roads as part of this work is likely to be 

considerable and could co-ordinated with MK’s infrastructure funding if this unlocked delivery 

of complementary growth and economic investment in the area. 

29 We therefore suggested to MKC that engagement with DfT and their advisors is maximised 

over the next few months so that any synergies between this project and Plan:MK can be 

exploited. 

30 Similarly, we urged the Council to be explicit in its dialogue with East West Rail in the context 

of Plan:MK to explore the potential for linking EWR’s planned upgrades to existing at-grade 

crossings along the rail corridor to present a co-ordinated case with the need to secure 

additional road links back in to the grid road system as part of proper strategic planning and 

local plan preparation.  

 

Towards a South East Milton Keynes ‘Growth Area’  

31 The ability for the current SLA areas to be required to deliver additional strategic road 

improvements in the wider area is now passing.  However, the safeguarded grid corridor 

extensions safeguarded in the MK SLA Supplementary Planning Document (SPD) do still offer 

an opportunity to ‘tie back’ new grid roads into the MK grid system provided they are not 

compromised by the detail of current built development proposals. 

32 Plan:MK offers an opportunity (maybe the last) to secure and safeguard the necessary 

infrastructure improvements for this part of Milton Keynes in a comprehensive way. 

33 The rationale for why SE MK should be ‘strategic’ rather than ‘piecemeal’ expansion relates to 

the ability to collectively redress the current problems of MK strategic infrastructure capacity 

and connections and help integrate with wider planned infrastructure upgrades (EWR and 

potentially the O2C expressway connection through MK). 

34 Given present day pressures on public finances, the ‘missing links’ and ‘green buffers’ are 

highly unlikely to be funded and built unless they facilitate and support a significant scale of 

new development.   

35 We advocate that any such requirement needs to be set out clearly and up front in primary local 

plan policy and not left to SPD to secure delivery.   

36 Specifically, we suggest that a strategic ‘expansion framework’ allocation should be made 

at South East Milton Keynes (preferably to be adopted within the emerging plans of both the 

MK and Central Beds administrative areas) which would:  
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• facilitate a connection between the H10 extension and the A421 to allow through 

movements (east-west) to remain on the grid road network and reduce traffic levels on the 

local roads in the area for use by local traffic; 

• deliver a road bridge crossing of the rail line west of Woburn Sands, facilitating station 

and car parking improvements and providing a ‘bypass’ of the town and an additional route 

into MK from the south via the existing/extended grid road system; 

• provide an additional link from Newport Road through the SLA to A421, helping to relieve 

the Newport Road/A421 junction;  

• fix and safeguard green buffers around Wavendon and Woburn Sands, preserving the 

rural character and integrity of the existing settlements whilst allowing new development in 

the wider area to support and/or expand existing and new facilities and services within 

them, in much the same way as the original villages of MK are treated.   

 

37 he Plan above shows how such an ‘Expansion Framework Allocation’ could be made at a local 

plan level which determines the structuring elements of a strategic growth framework taking 

into account decisions about strategic road and rail projects, which would then allow more 

detailed infrastructure development proposals to be drawn up in consultation with the local 

population within a clear and justifiable context. 
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The Benefits of Comprehensive vs Piecemeal Planning 

38 Development pressures are not going to evaporate in and around Milton Keynes; with the 

presumption in favour of sustainable development and pressures of demonstrating an 

achievable five year housing land supply, coupled with investment in strategic infrastructure in 

the area and its proximity to the edge of the New City, any number of individual and speculative 

smaller scale applications for development are likely to continue to be drawn up and submitted 

on the edges of Woburn Sands and Wavendon if no comprehensive plan is made for this 

quadrant of Milton Keynes.  

39 Comprehensively planned, sites and funding for the requisite supporting infrastructure can be 

programmed, fixed and delivered in a timely manner.  Otherwise, it is unlikely that a series of 

smaller scale schemes will provide either land or funds sufficient to build the infrastructure 

needed in the timescale required, and may well remove any remaining opportunity to redress 

the problems currently being experienced in the local area.   

 

Creating Defensible Boundaries  

40 The Bletchley to Bedford railway forms a robust southern boundary to South East Milton Keynes 

at present.  However, current proposals for EWR include improvements to crossing points along 

the line which if properly planned and integrated with growth and development proposals (as 

we have advocated to EWR as part of its consultation processes), could deliver funding for local 

improvements to road and rail infrastructure which would otherwise be lost. 

41 There is good potential (with proper advance planning of infrastructure) to both tie back into - 

and to deliver the missing links of - the grid system (grid corridor and green grid) in South East 

Milton Keynes as part of creating long term boundaries and edges to the city. 

 

Timing of Development in South East Milton Keynes  

42 Critically, some of the decision making which has a bearing on the ability of this part of the 

Borough to be properly and cost-effectively planned and delivered is already happening.  There 

is a real risk that without fast and decisive action through Plan:MK, some avenues of joint 

infrastructure funding (for example) will be lost in the next 12-24 months. 

43 Therefore, we suggest that as a minimum, a ‘framework plan’ for the planned growth of South 

East Milton Keynes (along the lines set out in Figure 8 above) be embedded in the next round 

of Plan:MK consultation, so that there is something concrete and of material weight with which 

to lobby other agencies making decisions on strategic infrastructure investment in this area. 

44 The Wavendon Residential Properties LLP and Merton College Oxford land benefits from close 

proximity to the existing built area of Milton Keynes, Woburn Sands and abuts the SLA and all 

the services and facilities therein, including existing and permitted primary schools, secondary 
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school and local centres.  The land lies south of Lower End Road and to the east of Newport 

Road.   

45 The land is unconstrained and has been previously identified as a location for growth through 

both the South East Plan and draft Core Strategy.  The land could come forward independently 

or as part of a wider strategic extension to Milton Keynes concluding this quadrant of Milton 

Keynes, and development of this quadrant of Milton Keynes provides opportunities to resolve 

problems of strategic access in terms of both road and rail.   

Summary  

46 We are aware that, for South East Milton Keynes, the piecemeal approach to development in 

successive local plans, the recycling of previously developed land, and speculative planning 

applications is continuing to increase local uncertainty and stress in this part of MK.  The 

opportunity through the NIC for a longer range vision and co-ordinated infrastructure and growth 

strategy provides an opportunity to settle the future of areas within the corridor such as the 

south east corner of the Borough in a considered manner.   

47 We strongly advocate that the NIC produce a growth strategy for the O2C corridor with the aims 

of settling the future of areas such as South East Milton Keynes, thereby avoiding closing doors 

for future infrastructure schemes through inevitable pressure for piecemeal development from 

speculative developers and providing certainty for existing residents along the corridor in terms 

of an agreed strategy for combined infrastructure and growth;  
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West Oxfordshire District Council Response 

 

Cambridge – Milton Keynes – Oxford: ‘growth corridor’ 

call for evidence 

 

National Infrastructure Commission 

 

 

 
Question 3.1: Many places across the Cambridge – Milton Keynes – Oxford corridor have very 

successful local economies and are perceived as highly desirable places to live. 

 what have been the key drivers of that success? 

 what is holding back further growth and greater productivity? 

 in particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 
 does the corridor require better connectivity to other major centres of growth? 

1. Oxfordshire generates output to the value of about £20.5bn (ONS, 2014) from around 400,000 jobs in 

30,000 enterprises.  Oxfordshire performs well on key metrics of productivity and is consistently in the 

upper echelons of league tables relating to the UK’s economic performance.   

2. West Oxfordshire is an integral part of the Oxfordshire economy.  It has a resilient economy and 

performs well in employment growth terms.  It has a well-balanced industrial structure with good 

representation in both the light industrial and private service sectors. There are a number of key 

knowledge based businesses including Siemens, Renault F1 Team and Owen Mumford. Its resident 

workforce is well qualified and employment rates are very high, although a number of residents work 

outside the district with Oxford as the principal commuting destination.   

3. The Oxfordshire Local Enterprise Partnership is currently reviewing the Strategic Economic Plan for 

Oxfordshire.  One of Oxfordshire’s key assets, as recognised in the Strategic Economic Plan Refresh 

consultation document, is the beautiful environment and the quality of natural capital resources.  Other 

benefits flow from this asset, Oxfordshire has a wealth of heritage and cultural attractions which bring in 

millions of visitors every year.  

4. The Strategic Economic Plan Refresh also recognises, as another key driver, that Oxfordshire is home to 

some of the UK’s principal resources for high quality, knowledge-based, economic growth. These include:   

 The University of Oxford, which is among the top 5 in the world 

 Oxford Brookes University, which is among the best of the newer universities nationally 

 A unique grouping of ‘big science’ and other research facilities at Culham and Harwell  

 Some outstanding and fast-growing businesses with names recognised around the world 

5. In general terms Oxfordshire has an enviable location, being close to London and a major global hub 

airport at Heathrow.  However, the Strategic Economic Plan Refresh, finds that both the road and, to a 
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lesser extent, rail networks are congested, and that further improvements to increase capacity are 

needed. 

6. These issues are covered in detail in Oxfordshire County Council’s Local Transport Plan for 2015 to 

2031. This recognises that although Oxfordshire’s transport system continues to be upgraded, it will face 

a major challenge to cope with the number of new homes and jobs expected in the county over the 

coming years by the Strategic Economic Plan. It notes that public transport is currently crowded in many 

areas and roads are congested, especially in the peak hours.   

7. In West Oxfordshire a key issue is congestion on the A40.  A West Oxfordshire Economic Snapshot was 

published in January 2015 and this stated that the A40 as an important investment corridor which requires 

upgrading in order to deliver future growth.   

8. The A40 is currently a single carriageway primary route between Witney and Oxford.  The Local 

Transport Plan states that it carries a daily flow of between 23,000 and 30,000 vehicles per day, well 

above the road's link capacity. This is exacerbated by junction capacity issues at Eynsham/Cassington and 

Wolvercote.  This results in congestion on the route for much of the day, including at weekends. During 

school term times the average journey speed on the A40 between Cassington and Wolvercote in the 

morning peak is 17 mph, while on the worst days it can be as low as 10 mph.  The Local Transport Plan 

also recognises that although current bus services have achieved a notable success in attracting people 

who are travelling from Witney and Carterton to Oxford city centre, there is still considerable scope for 

increasing bus use in journeys to the rest of the city. 

9. Congestion on the A40 has been described as a "foot on the windpipe" of West Oxfordshire's economy 

by the Rt. Hon. David Cameron MP.  The West Oxfordshire Economic Snapshot highlights that the 

District’s weaknesses include perceptions around accessibility, and particularly congestion along the A40. 

10. Through the Local Growth Fund, funding of £35m has already been secured towards a new park & ride 

facility at Eynsham together with a new eastbound bus priority lane along the A40 towards Oxford to 

alleviate peak time congestion.  The City Deal agreed funding towards a new road linking the A40 to the 

A44, bypassing Oxford’s Wolvercote roundabout.  Oxfordshire County Council has also recently 

identified a package of further long-term improvements to the A40 but these are not yet funded.  Taken 

together these projects and proposals will facilitate greatly improved public transport connectivity into 

central Oxford and to the important employment locations in eastern Oxford, and will dual the A40 from 

Witney to Eynsham.  The District Council would like to see further improvements to the A40 in the 

longer term to dual the road from Eynsham to Oxford. 

11. Improvements to the A40 will help support the sustainable growth of West Oxfordshire, both in terms of 

employment growth and housing growth.  With these improvements the District could play a stronger 

role in the growth of the Oxford Sub-Region and the wider Cambridge – Milton Keynes – Oxford growth 

corridor.  West Oxfordshire District Council is currently preparing changes to its Local Plan, which will 

focus additional housing and employment along the A40 corridor. 

12. There is poor connectivity from Witney and Carterton south, given the limited number and capacity of 

bridges crossing the Thames and the relatively poor standard of the A415 and the A4095.  This constrains 

West Oxfordshire’s economic interactions with the Science Vale area south of Oxford and with Swindon.     

13. One of the other key infrastructure issues in West Oxfordshire is the North Cotswold Line, which 

provides rail access from West Oxfordshire to Oxford, London and Worcester.  Ridership on the line is 

increasing fast and yet the potential of the line hasn’t yet been fully realised.  The Oxfordshire Local 

Transport Plan is seeking to complete the redoubling of this line and to develop Hanborough station into 

a local interchange and park & rail facility, with additional platform and parking.  Great Western Railway 

and other stakeholders have a vision to improve train frequencies to half hourly and improve running 

times.  This will provide better connectivity to other major centres of growth. 
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Question 3.2: Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form 

a recognizable economic corridor? If so: 

 what factors unite the area? 

 would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? 

 would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy? 

 should adjacent towns and cities be incorporated into the corridor in terms of growth 
and infrastructure planning? 

14. Although there are important similarities and interrelationships between Oxford and Cambridge, 

Cambridge, Milton Keynes and Oxford do not currently act as a strong and recognizable economic 

corridor.  These places all currently have stronger relationships with London than they do with each 

other.  This reflects the current lack of rail connectivity between the places and the lack of a coherent and 

high capacity highway connection.  There must be significant unrealised potential in joining the economic 

sub-regions along the corridor more effectively. 

15. A greater emphasis on corridor-wide planning and decision making would benefit local communities and 

local economies.  The corridor passes through the areas of a large number of Highways Authorities.  A 

more effective corridor-wide approach to infrastructure planning and decision making could realise 

significant benefits. 

16. The Cambridge, Milton Keynes and Oxford areas already make a notable contribution to the UK 

economy.  However, coordinated planning and decision making could enhance future economic growth 

providing wider benefits for the UK economy 

17. Adjacent towns and cities should be incorporated into the corridor in terms of growth and infrastructure 

planning.  In West Oxfordshire for example, Witney, Carterton and Eynsham are all part of a wider 

‘Oxford’ economy.  The potential of places such as these to deliver both housing and economic growth 

needs to be recognised, as does the challenges in terms of infrastructure. 

 

Question 3.3: Describe your vision to maximise growth, maintain a high quality environment, 

and deliver more jobs and homes across the corridor over the next 30 years: 

 what does that mean for growth and infrastructure investment in your area? 

 what steps are currently being taken to realise that vision, and what more needs to be 

done? 

 what value could new cross-corridor intercity road and rail links bring? How do these 

compare to other transport initiatives e.g. intra-city links, or wider infrastructure, 

priorities? 

 

18. West Oxfordshire District Council has an emerging new Local Plan which is currently at Examination.  

The Inspector’s preliminary findings asked the Council to review its housing target and to address unmet 

housing needs from Oxford City Council. 

19. The Oxfordshire Strategic Housing Market Assessment (April 2014) has identified a high level of future 

housing need in the county, 5,000 dwellings a year are needed up to 2031. A significant proportion of this 

need is in Oxford City, and yet tight administrative boundaries mean that growth potential within the City 

is limited. The Oxfordshire Growth Board is leading a collective process to determine the apportionment 

of the unmet housing need between the various Council areas. It is likely that West Oxfordshire will need 

to provide for a significant amount of this need. 
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20. The vision of the Local Plan is to meet the needs of West Oxfordshire’s communities without significant 

change to the intrinsic character of the District.  The area needs to continue to be one of the best places 

in which to live, work, play and visit. 

21. The Council intends to publish significant changes to the Local Plan in October.  These are likely to 

increase the District’s housing target, add additional housing and employment sites, and make specific 

provision for a proportion of Oxford City’s unmet housing need.  The Council will review its 

Infrastructure Delivery Plan alongside these changes. 

22. Enhancements to the A40 and the North Cotswold line are two of the key infrastructure priorities for 

the District if it is to grow sustainably.  The Council intends to introduce a community infrastructure levy 

to help fund infrastructure but this in itself will be insufficient to meet future challenges.  A wider 

approach linking West Oxfordshire into a Cambridge, Milton Keynes and Oxford growth corridor could 

help unlock wider funding sources allowing West Oxfordshire’s potential as part of the growth corridor 

to be realised. 

 

Question 3.4: Are there lessons to be learnt from previous initiatives to maximise the potential 

of the corridor? 

 

23. The most notable current initiative is East West rail, which will ultimately reinstate direct rail services 

between Oxford and Cambridge, and also serve Milton Keynes and Bedford as well as other locations.  

While this is an important and beneficial initiative it is being developed without considering the need for 

strategic highways improvements in the corridor or a wider strategy for economic development.  

 

 

Are you aware of any examples of UK or international good practice, for example in respect of 

new technology, local frameworks or the built environment, that are relevant to this review? 

 

24. No specific examples known that are relevant to the Cambridge, Milton Keynes and Oxford corridor and 

the work of the National Infrastructure Commission. 

Links 

25. A copy of the Oxfordshire Local Enterprise Partnership Strategic Economic Plan Refresh consultation 

document can be found on the following link: 

http://www.oxfordshirelep.com/sites/default/files/Final-v3-website_0.pdf 

26. The Connecting Oxfordshire: Local Transport Plan 2015-2031 can be found on the following link: 

https://www.oxfordshire.gov.uk/cms/content/connecting-oxfordshire-2015-2031-ltp4 

27. The West Oxfordshire Economic Snapshot and its addendum are on the following links: 

https://www.westoxon.gov.uk/media/1023551/West-Oxfordshire-Economic-Snapshot-Jan-2015.pdf 

https://www.westoxon.gov.uk/media/1234732/ECON-1a-West-Oxfordshire-Economic-Snapshot-

Addendum.pdf 

28. Details of Oxfordshire County Council’s decision taken on the long-term strategy for A40 are at: 

https://www.oxfordshire.gov.uk/cms/news/2016/may/decision-taken-long-term-strategy-a40 

http://www.oxfordshirelep.com/sites/default/files/Final-v3-website_0.pdf
https://www.oxfordshire.gov.uk/cms/content/connecting-oxfordshire-2015-2031-ltp4
https://www.westoxon.gov.uk/media/1023551/West-Oxfordshire-Economic-Snapshot-Jan-2015.pdf
https://www.westoxon.gov.uk/media/1234732/ECON-1a-West-Oxfordshire-Economic-Snapshot-Addendum.pdf
https://www.westoxon.gov.uk/media/1234732/ECON-1a-West-Oxfordshire-Economic-Snapshot-Addendum.pdf
https://www.oxfordshire.gov.uk/cms/news/2016/may/decision-taken-long-term-strategy-a40
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29. A link outlining the vision for the North Cotswold Line is below: 

https://www.gwr.com/about-us/media-centre/news/2016/february/prime-minister-welcomes-

shared-vision-for-future-of-rail-in-north-cotswolds 

30. The West Oxfordshire Local Plan can be found on the following link: 

http://www.westoxon.gov.uk/localplan2031 

31. The Oxfordshire SHMA can be found on the following link. 

http://www.southoxon.gov.uk/sites/default/files/2014-04-14_Final%20SHMA%20Report.pdf 

 

32. Details of the Oxfordshire Growth Board are at. 

https://www.oxfordshire.gov.uk/cms/content/oxfordshire-growth-board 
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https://www.gwr.com/about-us/media-centre/news/2016/february/prime-minister-welcomes-shared-vision-for-future-of-rail-in-north-cotswolds
http://www.westoxon.gov.uk/localplan2031
http://www.southoxon.gov.uk/sites/default/files/2014-04-14_Final%20SHMA%20Report.pdf
https://www.oxfordshire.gov.uk/cms/content/oxfordshire-growth-board
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National Infrastructure Commission  
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1-8-2016 

 

Dear Sir/Madam 

 

Cambridge – Milton Keynes – Oxford “growth corridor” call for evidence 

Response from Woburn Sands and District Society 

 

Woburn Sands and District Society, founded in the 1960’s  is a conservation charity 

representing local communities in both Milton Keynes Unitary Authority area and Central 

Bedfordshire area.  We have considered the Cambridge – Milton Keynes – Oxford ‘growth 

corridor’ call for evidence and the questions posed and would respond, as far as Milton 

Keynes is concerned as follows: 

 

Many places across the Cambridge – Milton Keynes – Oxford corridor have very 
successful local economies and are perceived as highly desirable places to live. 

 what have been the key drivers of that success? 

 what is holding back further growth and greater productivity? 

 in particular, what planned or new infrastructure improvements would best support 

sustainable growth and promote innovation over the long-term? 

 does the corridor require better connectivity to other major centres of growth? 

  

Key Drivers for success 

 Milton Keynes is a new town built in what was open countryside close to the M1. It is 

seen as an attractive town to live in, brilliantly  designed, albeit from a design made in 

the 1970’s, and has the space to grow with less of the problems associated with more 

traditional towns. It was is seen as a green town, set in open countryside.  One of the 

main reasons it had “diamond” status under the old Regional Strategies to deliver the 

houses needed for the last 20 years but there are high levels of deprivation due to low 

salaries and low skills – except that developers are not building.  

 Milton Keynes is an important regional retail centre. 

 

What is holding back further growth and greater productivity? 

 MK’s resident workforce, whilst young is less qualified than other communities, and 

predominately of low skills. It is below national average as far GCSE and A level 

attainment and those qualifying for university leave MK and rarely return. MK has 

well regarded vocational college but despite repeated attempts has no university 

beside the Open University.  Therefore it does not attract investment that needs high 

skills, other than ?IT, and administrative – Northampton on the other hand is a 



relatively high skilled town, with its own university and attracts investment and start 

ups.  

 Milton Keynes is in danger of becoming a sprawling dormitory town, and a logistic 

and warehousing town with subsequent further increase in low skill, low paid jobs. 

 Most of the land around MK is owned by a small number of national house builders, 

or they have an option to buy. MK has allocated sites, and permitted planning 

applications for just under 22,000 dwellings yet the developers are failing to deliver 

and are building homes well below the annual target of 1,750 dwellings per year 

seeking to keep house prices as high as possible by restricting supply and seeking 

more permissions on other greenfield sites. (Note another site owned by Gallaghers to 

the north of the urban city has just been proposed for a “daughter” settlement of up to 

20,000 homes – currently mainly greenfields and farm land. Messrs Gallaghers also 

own farm  land to  the south of MK which they are pushing for permission to “build” 

2,000 homes)  If the national builders record is anything to go by in Milton Keynes 

these additional sites will be built just as slowly as previous permitted development 

and most of the land will be “banked”  

 The design of MK with spread out employment sites and grid roads and squares, does 

not lend itself to investment in public transport – it was a town built for the car and is 

suffering now because of increasing congestion due to increases in traffic flows. 

 

What planned or new infrastructure improvements would best support sustainable growth and 

promote innovation over the long-term? 

 We broadly support the east west rail link although we would have preferred the link 

to be via MK rather than Bletchley to the south of MK central. However there are 

problems associated with this link at Woburn Sands, a rural town, where there is no 

rail track solution to the problems of increased rail traffic on the current railway 

crossing and the knock on consequences both to the high street and surrounding rural 

roads from increased rail crossing closure. 

 Over half of Milton Keynes unitary authority area is east of the M1 and is rural and 

we deplore the fact that MKC is promoting the A421 as the “expressway” east west 

road link complete with multiple roundabouts, rather than promoting a northern 

route/bypass –which would provide better links to Northampton and the potential to 

expand development east of the M1within its own authority area. See previous 

reference to Messrs Gallaghers proposal for a daughter settlement to North of Milton 

Keyens.  

 Milton Keynes badly needs an east west bypass where through traffic can be 

separated from MK destination traffic rather than attempting to use existing roads 

with their multiple roundabouts and grid road intersections. 

 Milton Keynes needs to move away from its car based transport system and develop 

the more innovative transport. In addition it needs to invest in centralising business 

activity in the centre of MK rather than dotted about the town and increase the 

residential density of the centre MK to develop the vibrant city centre that it dreams 

of.  

 Milton Keynes needs to look to sustainably develop its own area first before looking 

to surrounding authorities to absorb its development needs. We are a little tired of 

Milton Keynes protecting its own substantial rural area at the expense of other 

authorities rural areas. 

 

Does the corridor require better connectivity to other major centres of growth? 



 We are unable to comment beyond the need to promote improved rail links to the 

North, South West and the East.  

 

Does the Cambridge – Milton Keynes – Oxford area, including Northampton, form a 
recognizable economic corridor? If so: 
What factors unite the area? 

 We are not aware of any outside the historical and academic links between Oxford 

and Cambridge.  

 

Would greater emphasis on corridor-wide planning and decision making benefit local 

communities and local economies? 

 Whilst there is no doubt the infrastructure delivery needs some co-ordination that can 

be delivered under the “duty to co-operate”, we see no need to return to the same top 

down planning of the regional or similar planning system, which did not benefit local 

communities and local economies. We see no benefit in adding yet another tier of 

planning complicating the already resource constrained local authorities need to 

prepare Local Plans. Asking local authorities what they require in the way of 

infrastructure to deliver their local plans and then co-ordinating that delivery – a 

bottom up approach - is a better way to deliver commitment rather than resistance to 

yet another top down planning approach.    

 

Would that same emphasis on coordinated planning and decision making provide wider 

benefits for the UK economy? 

 See above. The “duty to co-operate” under the existing NPPF is sufficient to co-

ordinate sustainable corridor wide infrastructure 

 

Should adjacent towns and cities be incorporated into the corridor in terms of growth and 

infrastructure planning? 

 This is for each member of the corridor to consider – they know their areas and what 

links would be beneficial. 

Describe your vision to maximise growth, maintain a high quality environment, and 
deliver more jobs and homes across the corridor over the next 30 years: 
What does that mean for growth and infrastructure investment in your area? 

 Milton Keynes and Central Bedfordshire are preparing Local Plan, linking and 

negotiating where appropriate to plan for the next 15-20 years -  hopefully a little less 

one sided than in the past. Milton Keynes has a long history of wanting to unilaterally 

expand into other authority areas without consultation or negotiation whilst protecting 

its own substantial rural area.  There is no need to plan for longer due to the 

uncertainty in respect of requirements beyond that – other than for nationally critical 

infrastructure requirements, such as energy with its longer term delivery.   

 

What steps are currently being taken to realise that vision, and what more needs to be done? 

 See answer to the last question 

 

What value could new cross-corridor intercity road and rail links bring? How do these  

compare to other transport initiatives e.g. intra-city links, or wider infrastructure, priorities? 

 As previously stated the proposed “express” way through Milton Keynes using the 

existing A421 will be anything but an expressway with its many roundabouts/grid 

road intersections. All that will do is add to the congestion and traffic queues at peak 



times.  What is required is a bypass separating through traffic from MK destination 

traffic – which would deliver a fast east west express way. A northern bypass would 

improve the links to Northampton and enable development in MKs substantial rural 

area. A bypass to the South to Junction 13 would cause difficulty as the newly 

improved  J13 is close to capacity for the developments already planned in the area.  

 As previously stated we are broadly supportive of the east west rail link, however 

there are issues in respect of this being routed to Bletchley rather than central Milton 

Keynes, and the difficulty of increased rail traffic especially freight on the rail 

crossing at Woburn Sands – for which no solution has as yet been found.  

Are there lessons to be learnt from previous initiatives to maximise the potential of 
the corridor? 
A bottom up approach is critical to the success of realising the potential of the corridor  with 

negotiation and co-operation between authorities.  Not top down imposition as before. Local 

authorities can co-operate if they are committed to the same vision – an example of which is 

the MK Bedford waterway which three authorities are committed to and have agree the route 

but we are not certain that all authorities are committed to the Oxford – Milton Keynes-

Cambridge corridor beyond the EW Rail link which is supported by all authorities despite its 

issues.  This corridor is a Government construct that is being imposed and a number of 

authorities have difficulty seeing the benefit to their areas. 

 

Are you aware of any examples of UK or international good practice, for example in 
respect of new technology, local frameworks or the built environment, that are 
relevant to this review? 
No 

 

We hope you find our comments helpful 

 

Yours sincerely  

 

 

F M Fry 

Vice Chair, Woburn Sands and District Society 

http://www.woburnsandsanddistrictsociety.org/default.asp 

[Address redacted] 
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	We welcome the opportunity to respond to your call for evidence on the Oxford – Milton Keynes – Cambridge ‘growth corridor’ in order to maximise this as a single, knowledge intensive cluster that competes on a global scale, whilst protecting the area’...
	Our response follows the numbering sequence of your call for evidence:
	Does the corridor require better connectivity to other major centres of growth?
	We would like to see an extension to the corridor which includes other centres of growth, particular along the A14 eastwards through Bury St Edmunds and Ipswich to Felixstowe.  Bury St Edmunds is a fast growing economy which could be connected better ...
	Ipswich is the county town of Suffolk and has a population of over 350,000 in its catchment area. The town’s two largest private sector employers are both in the insurance sector (AXA and Willis) and BT’s global research and development HQ (Adastral P...
	Government has committed £80m to construct a crossing and new road infrastructure across the wet dock at Ipswich Waterfront. The scheme will be a catalyst for economic growth and regeneration worth more than £6.5billion to the local economy, attractin...
	The Port of Felixstowe is Britain’s biggest and busiest container port and one of the largest in Europe.  It  handles more than four million containers (44% of all UK’s containers) and welcomes approximately 3,000 ships each year, including the larges...
	Together with its unrivalled rail and road links connecting the port to distribution hubs in the Midlands and elsewhere in the UK, Felixstowe plays a pivotal role in keeping the UK’s trade moving, and delivers real benefits to customers, the community...
	We would also want to see improved connectivity along the A11 Technology Corridor from Cambridge via Thetford to Norwich and there are significant plans to capitalise on road improvements on the A11 to deliver jobs and growth in communities along that...
	We would also support improvements to the corridor to the north connecting Cambridge with Ely through to Kings Lynn.
	Should adjacent towns and cities be incorporated into the corridor in terms of growth and infrastructure planning?
	We would welcome the opportunity for greater coordination of infrastructure planning from Cambridge east towards Ipswich along the A14 corridor; from Cambridge north-east along the A11 corridor; and north towards Ely along the A10 corridor.
	Describe your vision to maximise growth, maintain a high quality environment, and deliver more jobs and homes across the corridor over the next 30 years.
	The New Anglia LEP Strategic Economic Plan sets out our ambitions to create 95,000 new jobs, 15,000 new businesses, 117,000 new houses and to close the gap in productivity from the national average – all by 2026 – and we are well on the way to achievi...
	The LEP’s programmes have had a direct impact on the economy of the East, unlocking over £200m of private sector investment, helping to create 350 new businesses and around 4,500 new jobs in the last two years.  Over 300 businesses have been supported...
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