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1. Introduction 
1.1 Overview of Study 

Moreton-in-Marsh is a market town within the Cotswolds District in Gloucestershire, lying within the 
Cotswolds National Landscape. It is situated on the strategic A429, mid-way between Cirencester 
and Warwick, and is bisected by the A44 running between Evesham and Oxford. The town has a 
local railway station with regular services to London, Hereford, and Worcester. 

There has been significant growth of new housing within the last decade in the Moreton-in-Marsh 
area, and further development is proposed as part of the new Cotswold Local Plan (2026-2043). The 
low-capacity nature of the strategic link roads that pass through the historic centre, coupled with 
interactions with town centre parking, a high percentage of heavy goods vehicles and low town 
centre roundabout capacities result in traffic congestion. This is exacerbated further by a significant 
number of pedestrians crossing the High Street (A429) throughout the day using the signalised 
crossing. In the absence of mitigating measures, additional local plan housing will likely exacerbate 
the existing issues. 

An options identification and appraisal process to identify solutions to the current and predicted 
future transport challenges commenced in 2024 with a Phase 1 Feasibility Study produced by WSP 
in September 2025. Stage one of this process identified a long list of potential options and applied a 
short-listing process to recommend options that should be taken for high-level design and costings 
as well as more detailed transport modelling to inform further options appraisal. 

This technical note forms the second part of this two-stage process. A selection of sustainable, 
behavioural, and infrastructure options identified in phase one are further developed into packages 
and tested using the existing Gloucestershire Countywide Multi Modal Model (GC3M). Selected 
options are taken to initial high-level design and costings to guide future discussion. 

1.2 Context 

Moreton-in-Marsh is a historic market town in the Evenlode Valley, within the Cotswolds District. 
See Figure 1-1 for a map, providing geographic context. As of the 2021 census, it had a population of 
5,015, up 44% from 3,493 in the 2011 census. The town is home to the Fire Service College which 
occupies the site of an old World-War II era airfield to the east of the town. Recent housing 
development have resulted in significant numbers of new dwellings being built to the east (between 
the historic centre and Fire Service College) and to the south (between the A429 and railway line).  

The A429 is a key strategic route passing north/south through the High Street and historic market 
square centre. The A429 is bisected by the A44 at two offset mini roundabouts at the southern end 
of the High Street. The historic nature of the town centre limits options for junction layout 
improvements given a lack of space. Currently, the volume of traffic means both roundabouts are 
close to capacity. The expected growth due to Local Plan developments may result in these 
junctions being significantly over-capacity before any mitigating actions. 
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Figure 1-1 Geographical Context  

Cotswold District Council (CDC) are currently preparing their new Local Plan. Several different 
housing allocations are being investigated for the 2043 local plan time horizon. In addition, there will 
be land allocated for employment and supporting infrastructure alongside the housing growth. 

 
Figure 1-2 Mini Roundabouts 

The existing historic centre currently experiences traffic congestion, especially including and 
between the two mini-roundabouts (Bourton Road/High Street and Oxford Street/High Street) where 
the A44 and A429 meet, see Figure 1-2. The low-capacity nature of the A429 and A44 through 
Moreton-in-Marsh, coupled with interactions with town centre parking, a high percentage of heavy 
goods vehicles and low roundabout capacities result in queued traffic on the roundabout 

Bourton Road/High Street 

Oxford Street/High Street 
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approaches. This is exacerbated further by a significant number of pedestrians crossing the High 
Street (A429) throughout the day using the signalised crossing just to the north of the Oxford 
Street/High Street mii roundabout. 

1.3 Model Summary 

The Gloucestershire Countywide Multi Modal Model (GC3M) owned by Gloucestershire County 
Council has been chosen for the CDC local plan transport evidence base modelling. The GC3M is an 
integrated multi-modal model that includes a Variable Demand Model (in Visum), a Highway 
Assignment Model (in SATURN), and a public transport Model (in Visum). It has a 2019 base year and 
has a forecast years of 2043 for the local plan transport evidence base. The modelled periods 
include morning peak (8am to 9am), inter-peak (10am-4pm) and evening peak (5pm to 6pm). As part 
of the Local Plan work a 2024 present year validation exercise has been undertaken. Given the 
known prevalence of strategic trips and the use of the GC3M model for the local plan work, the 
GC3M is considered the most appropriate tool to undertake strategic transport modelling exercise 
for this Moreton-in-Marsh initial feasibility assessment. 

2. Background and Study Context 
2.1 Overview of the current Highway Infrastructure 

Understanding the current traffic conditions is important for both helping define what the current 
congestion issues are and their likely causes. It also provides a baseline for the current traffic flow 
from which incremental traffic growth from the model can be applied to forecast future conditions. 

2.1.1 Local Highway network 

Moreton-in-Marsh is located on the intersection of the A429 Chippenham to Warwick Road and the 
A44 Oxford to Evesham Road. The A429 follows the route of the Roman Fosse Way for much of its 
length and as such is a linear road with few significant bends or deviations. The extent around 
Moreton-in-Marsh is a typical single carriageway road with a single lane in each direction. The A44 is 
a less direct route due in part to the more elevated topography on either side of the Evenlode Valley. 
Both roads meet at an offset junction within the historic centre of Moreton-in-Marsh where two mini 
roundabouts are separated 95 metres apart. The mini roundabouts are significantly constrained by 
historic buildings on either side which limit further expansion. This is especially true on the northern 
mini roundabout which is located directly adjacent to Redesdale Hall (19C, Grade II listed), Curfew 
Tower (16C, Grade II listed) and White Hart Hotel (19C, Grade II listed). Minor road changes between 
2016-2017 have included the centreline between the two mini roundabouts being replaced with a 
wider strip of dark grey coloured tarmac and the installation of cobbled surfaces to improve the 
delineation of the roundabout turning circle. 

2.1.2 TomTom MOVE Data 

Historic vehicle movement data was extracted from the TomTom MOVE platform. This data is from 
selected vehicles equipped with telematic devices that report GPS derived location via GPRS for 
analysis by TomTom. Therefore, this dataset forms a sample of vehicle movements and may have 
certain biases towards particular vehicle types (potentially favouring newer or commercial 
vehicles). It is however a valuable source of long-term strategic trends in vehicle movement. 

2.1.2.1 Junction Analytics 

The TomTom MOVE Junction Analytics function allows turn counts for junctions to be produced for 
user-defined time periods. The service allows for geofences to be created which represent locations 
where junction movements will be subsequently recorded. Using this capability, one-week 
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observations were made for both mini-roundabout junctions on the A429 within the town centre, 
these being; 
 

• Southern roundabout – A429 (Fosse Way/ High St) / A44 (Bourton Road) 
• Northern roundabout – A429 (High Street) / A44 (Oxford Street) 

 
Data was collected for weekdays during January 2026 and for the following time periods, 
 

• AM – 0700 - 1000 
• IP – 1000 - 1600 
• PM – 1600 – 1900 

 
Note that January is a non-neutral month with regards to data collection. This period was required 
for integration with the project timetable. However, as only movement patterns and percentages 
rather than absolute flows are being analysed, it is not expected to have an adverse impact on 
conclusions established from this data.  
 
The data shows that for the AM period, on the southern roundabout, the majority flow consists of 
south-bound traffic passing straight over the roundabout. A similar level of flow is provided by 
northbound traffic passing straight over the roundabout. 26% of southbound traffic turns right to 
Bourton Road (westbound, towards Broadway), impinging on the northbound flow of the A429 whilst 
most traffic approaching the roundabout from Bourton Road takes the first exit, north on the A429 
towards the northern roundabout. The patterns match observations made during the site visit where 
it was noted that as most movements on this roundabout were straight-ahead and not interacting 
with each other, a high flowrate was maintained. 

 

 
Figure 2-1 Traffic Flows by Turning Movements by Time Period (Southern Mini-Roundabout) 

 
 

Approach Movement AM IP PM 
Bourton Road East Bound 

 
22% 18% 14% 
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East Street East Bound  0% 0% 0% 
High Street North Bound  85% 85% 76% 
High Street South Bound  15% 15% 24% 
East Street West Bound 

 
0% 0% 0% 

Bourton Road West 
Bound 

 42% 0% 18% 

High Street North Bound  58% 63% 62% 
High Street South Bound  0% 37% 20% 
High Street North Bound 

 
32% 35% 34% 

Bourton Road West 
Bound 

 8% 10% 12% 

East Street East Bound  0% 0% 0% 
High Street North Bound  92% 90% 88% 
High Street South Bound 

 
45% 46% 51% 

Bourton Road West 
Bound 

 26% 26% 30% 

East Street East Bound  0% 1% 1% 
High Street South Bound  74% 73% 69% 

Table 2-1 Turning Movements (Southern Mini-Roundabout) 

 
For the northern roundabout, a similar pattern is shown with the majority flows being A429 traffic 
continuing directly over the roundabout. However, there are considerable volumes of northbound 
traffic turning right onto Oxford Street and thus blocking southbound traffic and a smaller though 
notable number of movements from Oxford Street turning right onto High Street northbound.  
 
The PM period again sees very similar patterns. As was confirmed during the site visit, these right-
turning movements on the northern roundabout can lead to occasional traffic building up and 
blocking the southern roundabout. 
 

 
Figure 2-2 Traffic Flows by Turning Movements by Time Period (Northern Mini-Roundabout) 

Approach 
 

AM IP PM 
High Street North Bound Movement 45% 42% 40% 
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High Street North Bound  54% 60% 61% 
High Street South Bound  0% 0% 0% 

Oxford Street East 
Bound 

 46% 40% 38% 

High Street South Bound 
 

35% 33% 34% 
High Street North Bound  0% 0% 0% 
High Street South Bound  76% 76% 77% 

Oxford Street East 
Bound 

 24% 24% 23% 

Oxford Street West Bound 20% 25% 26% 
High Street North Bound  31% 29% 28% 
High Street South Bound  69% 71% 72% 

Oxford Street East 
Bound 

 0% 0% 0% 

Table 2-2 Turning Movements (Northern Mini-Roundabout) 

2.1.2.2 OD Analysis 

The TomTom MOVE OD Analysis function acts like a          “  l c -l  k” analysis. This allows the 
user to identify a specified directed link, and the software will calculate the trips per network link 
that traverse the selected link, as well as indicating the distribution of those trips. The resultant tree-
like network helps identify those links within the network mostly associated with through-trips (this 
does not directly infer trip origin or destination). 

The OD Analysis function was used to identify trips using the A429 link between the northern and 
southern mini-roundabouts in both a north-bound and south-bound direction and repeated for both 
AM and PM time periods. As can be seen in the figures below, there is a very similar pattern in both 
northbound and southbound directions and for both time periods. Longer distance strategic trips 
make up a significant proportion of vehicles travelling through Moreton-in-Marsh. Whilst longer 
distance A429 trips from/towards Cirencester and Warwick make a substantial volume of traffic, 
smaller and more local trip volumes are also associated with the A44 from both Evesham and 
Chipping Norton directions. See Figure 2-3 through to Figure 2-6 for the select link analysis by time 
period and direction on Fosse Way (between the two mini roundabouts). 
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Figure 2-3 Select Link Analysis SB on Fosse Way in Morning Peak 

 
Figure 2-4 Select Link Analysis NB on Fosse Way in Morning Peak 
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Figure 2-5 Select Link Analysis SB on Fosse Way in Evening Peak 

 
Figure 2-6 Select Link Analysis NB on Fosse Way in Evening Peak 
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2.1.3 Manual Traffic Counts 

A manual classified turn count was conducted for a single day on Thursday 27th November 2025. The 
weather was dry and there were no observed traffic incidents directly within the town of Moreton-in-
Marsh. It is noted that temporary traffic lights were in operation on the A429 on the northern 
approach to Stow-on-the-Wold, although this is some 6 kilometres to the south. These were related 
to long-term roadworks and were not judged to significantly impact traffic flow within Moreton-in-
Marsh, especially given the lack of route choice. 

Observations were made for two periods, 

• AM – 0800 - 0900 

• PM – 1700 - 1800 

Figure 2-7 shows observed turning flows for the northern mini roundabout. This shows a greater 
proportion of right turning traffic onto the A44 compared to TomTom MOVE data, especially in the 
AM. These right-turn movements will compromise the flow of southbound traffic straight through 
this roundabout. 

Figure 2-8 shows turns for the southern roundabout. Flows incoming along the A44 Bourton Road 
primarily turn north as a large proportion is expected to be through-traffic on the A44.Whilst the 
largest flows are directly across the roundabout on the A429 which helps to avoid vehicle 
interaction, significant numbers of vehicles are approaching southbound and turning right onto the 
A44; These movements interact with traffic continuing straight ahead on the A429. 

 
Figure 2-7 Manual Turn Count Flows for the Northern Mini Roundabout 

0

50

100

150

200

250

300

350

400

450

500

High Street
North Bound

Oxford Street
East Bound

High Street
South Bound

Oxford Street
East Bound

High Street
North Bound

High Street
South Bound

High Street North Bound High Street South Bound Oxford Street West Bound

AM

PM



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 10 

 

 
Figure 2-8 Manual Turn Count Flows for the Southern Mini Roundabout 

 

2.1.4 Existing Surveys 

During May 2025, additional manual classified count surveys were conducted at the two mini-
roundabouts in Moreton-in-Marsh. These showed similar pattern to the manual survey previously 
described. In addition, queue length surveys were undertaken in both the AM and PM periods with 
queues categorised as between 1-10 and > 10 vehicles.  

For the northern roundabout (junction with London Road) in the AM period, Queues quickly build 
from the north, rapidly exceeding 10 vehicles. Queues from London Road also frequently exceed 10 
vehicles though peak later. Queues from the south rarely exceed 4 vehicles which is unlikely to 
exceed the 95 metres separation between northern and southern roundabouts. 

 
Figure 2-9: North roundabout (AM) - Queue length 
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During the PM period, queues from the East are initially high, exceeding 10 vehicles, before 
decreasing rapidly. Queues in other directions are typically less than 6 vehicles. 

 

 
Figure 2-10: North roundabout (PM) - Queue length 

 

For the southern roundabout in the AM period, queues are less significant, rarely exceeding 10 
vehicles for any arm. However, queuing from the north can exceed 10 vehicles which risks blocking 
back through the northern roundabout. This pattern was observed during the site visit on occasions 
though tended to clear rapidly. 

 
Figure 2-11: South roundabout (AM) - Queue length 

 

For the PM period, queuing from the south, down Fosse Way can regularly exceed 10 vehicles whilst 
again there is a risk of long queues from the north blocking back to the southern roundabout. 
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Figure 2-12: South roundabout (PM) - Queue length 

 

Table 2-3 shows the average vehicle composition for all observed turning movements. OGV1 and 
OGV2 vehicles account for a higher proportion in the AM peak (10%) than in the PM peak (3%). LGV 
proportions are also slightly higher in the AM peak, while bus/PSV volumes remain low at 1% in both 
peaks. 

Table 2-3: Average vehicle type 
 

Car LGV OGV1 OGV2 PSV MCL PCL 
AM 75% 14% 6% 4% 1% 1% 0% 
PM 83% 12% 2% 1% 1% 1% 0% 

 

OGV1 includes rigid vehicles with two or three axles such as larger ambulances, tractors, box vans 
and mid-sized trucks. Absolute numbers of OGV1 and OGV2 vehicles using the A44 at each mini 
roundabout is between 30 and 70 vehicles per hour depending on the period, with the majority being 
OGV1 vehicles. 

2.2 Overview of the Existing Public Transport Network 

2.2.1 Bus 

Moreton-in-Marsh is served by a limited number of bus services that make local stops on the A44, 
A428 and at the railway station.  Services include Routes 1, 1A, 2, 2A, 51 and 51A operated by 
Stagecoach and which provide services to Stratford-upon-Avon via Draycott, Broadway and 
Chipping Norton on a variable one-to-three-hour weekday frequency. Other routes include a once 
per day service to Shipston on Stour (route 6) and an hourly service operated by Pulman Coaches 
between Cheltenham and Chipping Norton. As can be seen from the figure below which shows a 45-
minute walk and bus isochrone from the market square for a weekday morning, the current 
frequency and range of bus services limit the choice of destinations accessible by bus. The lack of 
choice and irregularity in timings is likely to dissuade individuals from Moreton-in-Marsh choosing 
bus as a commuting mode. This is shown in the 2011 (pre-covid) Census commute to work data 
where less than 2% of individuals used bus as a commuting mode of travel of which Stow-on-the-
Wold was the only reported destination. 
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Figure 2-13 Walk and Bus Isochrones from Moreton-in-Marsh Market Square (typical weekday 
morning) 

 

2.2.2 Rail 

Moreton-in-Marsh has a railway station situated to the northeast of the historic centre though now 
largely surrounded by new housing developments.  The station forms part of the Cotswolds Line that 
runs between Oxford and Hereford, with destinations including, 

• London Paddington – Approx. 20 trains per day, Journey time approx. 1 hour 30 minutes. 

• Oxford – Approx. 20 trains per day, Journey time approx. 30 minutes. 

• Worcester – Approx. 20 trains per day, Journey time approx. 1 hour 30 minutes. 

• Hereford – Approx. 15 trains per day, Journey time approx. 30 minutes. 

• Great Malvern – Approx. 15 trains per day, Journey time approx. 55 minutes. 

The isochrones shown in Figure 2-14 show destinations accessible within 1 hour by rail from 
Moreton-in-Marsh with Pershore, Evesham and Oxford being key accessible destinations. 
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Figure 2-14: Rail isochrones from Moreton-in-Marsh 

 

        97 ’ ,  5 m l      the route from Moreton-in-Marsh in the Hereford direction was converted 
to single track.  Improvement work since 2011 has led to the section between Moreton-in-marsh and 
Evesham reopening as a double track line. Future potential improvements include track doubling 
between Wolvercote to Hanborough and Evesham to Pershore which will allow for an increased 
frequency of Oxford to Worcester services to every 30 minutes.  

Work is currently progressing on construction of the Transport Hub adjoining the station carpark 
(Figure 2-15). This will provide additional parking capacity and improve accessibility and facilities for 
public transport. 
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Figure 2-15 Moreton-in-Marsh Transport Hub 

 

The chart below shows ticket sales associated with Moreton-in-Marsh station. After remaining 
relatively flat, usage began to increase from about 2011. This may be attributed to the line 
improvement works as well as the rapid growth in dwellings experienced by the town in this period. 
Usage dropped significantly during the COVID19 pandemic period. Whilst usage has recovered, by 
2023 it was only up to approximately 2015 usage levels, potentially related to increased rates of 
working from home. 

Whilst the latest 2021 census commute to work data is heavily influenced by the impact of the 
COVID19 Pandemic, the older 2011 Census data does not fully reflect the increasing levels of 
patronage for the station. However, 2011 census output area zones associated with Moreton-in-
Marsh showed up to 5.2% of commuters choosing rail; Destinations being principally Oxford and 
London. 

 
Figure 2-16 Moreton-in-Marsh Railway Station Ticket Sales 
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2.3 Overview of Active Travel Provision 

Moreton-in-Marsh lies within the relatively flat Evenlode Valley. Whilst it is situated on or near roads 
with significant vehicular traffic (A429, A44), it does have a growing network of dedicated walking 
and cycling links, with some associated with new housing developments. These are increasing the 
ease with which residents can make short trips to destinations such as local shops and public 
transport connections. Moreton-in-Marsh lies over 5 miles from Stow-on-the-Wold (the nearest 
settlement of significance), cycle times are 22 minutes via the busy A429 Roman Road or 32 
minutes via quieter lanes. The lack of easily cyclable work destinations is evidenced in the 2011 
Census commute to work dataset where only 27 respondents from the Moreton-in-Marsh area 
choose bike as a commute method.   

Moreton-in-Marsh lies within the Evenlode Valley of the Cotswolds and is partl in the Cotswolds 
National Landscape area. Popular with tourists, it offers leisure cycling including routes 442 and 48 
of the National Cycle Network, both of which follow roads shared with vehicle traffic. The location of 
these routes, typically away from areas of population or employment make them of less use for 
commuting purposes. 

 
Figure 2-17: Cycle route in and around Moreton-in-Marsh 

2.4 Overview of Moreton-in-Marsh Parking 

2.4.1 Existing Parking Facilities 

Moreton-in-Marsh has existing parking facilities, located along the High Street, at the Old Markey 
Way and at the Railway Station. 

2.4.1.1 High Street Parking 

The key parking location for the centre of Morton-in-Marsh is currently the High Street between 
Bourton Road to the south and the Co-op supermarket to the north. Parking is organised between 
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areas of parallel and perpendicular bays. These are formed either alongside the High Street or in the 
market square centre. Spaces within the market square are typically marked though other areas are 
un-marked and ad-hoc leading to a level of variability in parking capacity dependant on    v  ’  use 
of space. Whilst some sections appear uncontrolled, others have a limitation of 2 hours parking 
Monday to Friday between 0800 and 1800. There is no parking charge. The diagram below shows 
how spaces are split between areas of the high street noting that counts are estimates based on 
manual counts. 
 

 
Figure 2-18: High Street parking bay locations 

 

2.4.1.2 Old Market Way Car Park 

The Old Market Way car park is a pay and display car park consisting of 50 spaces includes, 
• 3 disabled bays 
• 2 EV charging bays 
• 2 dedicated short stay (20 mins) bays 

 
The car park is intended as a long stay car park with current charges being, 

• 30 mins - £0.80 
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• 1 hour - £1.20 
• 2 hours - £2.40 
• 10 hours - £3.40 

 
Located close to the railway station and High Street, this car park gives additional parking capacity. 

2.4.1.3 Railway station 

The railway station currently has 128 parking spaces. This are in marked bays parallel to the road. 
Parking is charged via either pay & display machine or app purchase. The car park is open 24 hours, 
and pricing is charged at a weekday day rate of £5.00. 
 

 
Figure 2-19: Railway station parking 

 

2.4.1.4 Ad-hoc Parking 

Additional ad-hoc parking opportunities exist within walking distance of the town centre. Mostly 
located on residential streets, these are non-official with limited restrictions though often 
unsuitable due to narrow streets and property access. 

 

2.4.2 Current Parking Issues 

Moreton-in-Marsh has several parking related issues which include key town centre parking 
locations being over-capacity and issues related to the layout of current parking infrastructure. 
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2.4.2.1 Parking Utilisation 

The graphs below represent work undertaken by AtkinsRéalis in 2023 in support of the Transport 
Hub1. This shows levels of short stay (SS), medium stay (MS), and long stay (LS) parking, as well as 
available capacity. This is displayed for AM, interpeak and PM periods for four zones in and around 
Moreton-in-Marsh. 

 

 
Figure 2-20: Parking utilisation survey zones 

 
1 https://moretoninmarshtowncouncil.gov.uk/wp-content/uploads/2024/08/ZoneDataAnalysis.pdf 
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Figure 2-21: Parking utilisation survey results 

The results show availability for Zone A (residential area) dropping during the inter-peak period. This 
likely corresponds to residents using their car during the working day. Such a pattern is not visible 
for the other primarily residential zones of B and C where usage remains consistent for all three 
periods. This may indicate some overspill from congested High Street and railway station parking. 
This is further indicated by zone D that represents High Street and railway parking where all capacity 
is taken for AM and inter peak periods and availability is less than 10% for the PM period. 

Site visits and Historic Google Streetview imagery show that during the 0900 to 1700 period, parking 
at both the High Street and railway station is heavily utilised with little availability. This may result in 
cars queuing onto the A429 obstructing through-traffic or having to make multiple passes down the 
High Street to find available parking. 

2.4.2.2 High Street Parking Layout 

Parking overhanging carriageway 

Existing parking spaces are often small and not of suitable size for modern vehicles. This can lead to 
vehicles overhanging into the carriageway. This reduces road space, with the potential to cause 
visibility hazards for through-traffic. 
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Figure 2-22: Parking overhanging carriageway 

 

Unrestricted parking 

The lack of parking restrictions for significant sections of the High Street leads to long stay parking 
that would be better suited to other locations such as the Transport Hub parking site. It has the 
effect of reducing capacity for short stay users which impacts on accessibility to High Street shops 
and businesses. 
 

 
Figure 2-23: Unrestricted parking 
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Pavement parking overhanging footway 

Similar to issues regarding vehicles overhanging into the road, the areas of perpendicular parking 
often result in vehicles overhanging the pavement. This is a hazard where vehicle / pedestrian 
interaction occurs and restricts the pavement width which is of special concern for pedestrians with 
sight and mobility issues and those with pushchairs. It is also an issue for the free flow of 
pedestrians during periods of significant tourist demand. 
 

 
Figure 2-24: Pavement parking overhanging footway 

 

Parking on Footway and verges 

The limited and ad-hoc nature of parking leads to misuse where individuals may attempt to find 
additional space by parking on grass verges and other spaces not designed for parking. This leads to 
degradation of the surfaces and in addition, such vehicles could be an additional hazard for 
pedestrians and other motorists as vehicle and pedestrian access is narrowed and sightlines 
obscured. 
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Figure 2-25: Parking on Footway and verges 

 

 
Figure 2-26: Parking on Footway and verges 

Both parking design and capacity impact the flow of through-traffic through the town centre. The 
current location of some parking bays that cause larger vehicles to overlap the road causes a 
narrowing of the carriageway, limiting capacity. The over-capacity nature of the High Street car-park 
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and current access from the High Street leads to additional circulation as drivers search for spaces 
whilst the limited access and egress onto the A429 leads to issues with traffic turning and blocking 
back onto the carriageway.  

2.4.3 Planned Schemes 

Several improvement schemes have been developed. Some of these such as the Transport Hub are 
currently being developed. 

2.4.3.1 GCC draft parking zones strategy (2024) 

Contains a proposal for parking zones to be established within Moreton-in-Marsh. This would 
involve an inner zone of controlled parking (7 days a week) to prioritise retail, residents and visitors 
(marked in red). An outer zone would have lower restrictions on use, favouring long stay parking and 
residents (marked in blue). 
 

 
Figure 2-27: Proposed parking zone boundaries 
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2.4.3.2 CDC parking strategy (2025-2028) 

This document seeks to ensure that parking within the Cotswold area will fulfil future needs. 
Through surveys, it identified that most people park for between one or two hours and travel under 
two miles. Shopping is the main driver of parking demand. The document lists as actions to support 
the Town Council to encourage, facilitate or enable the development of appropriate car parking and 
to develop new linear parking on the High Street to avoid vehicle overhang and improve pedestrian 
access. 

2.4.3.3 Transport hub 

The Moreton-in-Marsh Transport Hub is an ongoing project designed to improve town centre parking 
and encourage more active and sustainable transport. The scheme has involved the purchase of 
additional land with construction work currently ongoing. The project will involve a re-planning of the 
existing car park site with, 
 
• 164 spaces (including 9 disabled, 1 staff and 2 Network Rail spaces) 

• 10 electric vehicle charging points including 2 allocated to disabled spaces 

• Cycle and motorcycle parking 

• Taxi rank 

• New drop off area 

• Dedicated bus areas 

• Walkway to town centre 

 

 
Figure 2-28: Transport Hub 

 

The upgraded site will increase parking capacity by approximately 50 vehicles and is expected to 
encourage more long-stay parking, helping free up limited High Street parking for short stay 
purposes. 
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2.4.3.4 Make Moreton Accessible 

The “Make Moreton Accessible” plan has been produced by Moreton-in-Marsh Town Council. It is 
intended to improve the accessibility of Moreton following the introduction of the Transport Hub 
which is expected to divert long-stay parking away from the High Street. The high-level plans intend 
to improve safety and setting with enhancements to road layout and pedestrian access. 

2.5 Overview of the Phase 1 study 

WSP undertook Stage 1 of the Moreton-in-Marsh Feasibility Study in September 2025. The purpose 
of the Stage 1 work was to conduct a high-level options identification and appraisal process for 
solutions to Moreton-in-     ’  c           p       l              c c                . The stage 1 
report forms the first part of a two-part process (this report being the second stage), with the second 
stage including transport modelling, a more detailed route design for a potential new road corridor 
to bypass the town centre, and initial costings and funding options. 

The report outlines existing stakeholder engagement related to Cotswold District Council’  Local 
Plan. This has taken the form of public meetings, surveys and workshops with the last recorded 
event being a community feedback session on the 12th of February 2025. 

A constraints mapping exercise was conducted before an options identification process analysed 
key challenges relating to delivery of new transport infrastructure. This includes environmental, 
engineering and infrastructure, land use, existing transport infrastructure, topography and 
community functions. 

Environmental constraints include the presence of Wolford Wood and Old Covert Sites of Special 
Scientific Interest (SSSI) and Ancient Woodland; Their Impact Risk Zone extends out to Moreton-in-
Marsh town centre. In addition, the area contains numerous heritage assets including listed 
buildings, scheduled monuments, registered parks and gardens and the adjacent Cotswold 
National landscape. Flood risk within the Evenlode Valley is noted. 

Engineering and infrastructure constraints include the presence of existing power infrastructure and 
the requirement for road-based interventions to potentially cross both the River Evenlode and 
railway line. 

The options identification process in Stage 1 involved the collation of a longlist of measures, 
informed from previous studies, Local Plan consultation and community engagement. The longlist is 
categorised into the following themes: 

• Sustainable Measures – 16 options 

• Behavioural Change Measures – 6 options 

• Infrastructure Measures – 9 options 

Many of the identified sustainable/behavioural options are low-cost/low-impact, reasonably generic 
though still of value to include. The highways options are high-value and high-risk though heavily 
constrained by the   w ’  environmental and heritage context. Some options are noted as being 
unlikely to be feasible, such as active travel on Oxford Street being limited by width and safety 
constraints whilst other options such as a new southern railway station are expected to have 
extremely high-cost barriers to adoption. 

From this long-list, a sifting exercise using a Multi-Criteria Assessment Framework (MCAF) assessed 
each option against the following themes, 

• Strategic Alignment, 

• Acceptability, 

• Deliverability, and 

• Affordability 
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For each category, scoring was conducted on a 7-point scale ranging from -3 to +3. Scores were 
summed by category per option with the top 10 options as shown below,
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Table 2-4: Phase 1 MCAF results 

ID Scheme name Scheme Objectives Accessibility Deliverability Affordability Overall Score 
19 Controlled Parking Zone (including parking charges and 

limited waiting restrictions) in the town centre to manage 
traffic demand 

7 0 2 0 9 

10 Improved walking and cycling connections along 
Evenlode Road  

5 2 1 -1 7 

29 Full Eastern Link Road between Fosse Way (A429) north 
and south – Outer Link Road    

10 3 -1 -5 7 

11 Improved connections from the National Cycle Network 
to potential development sites   

5 2 1 -1 7 

14 Increase frequency of existing bus services (double 
existing frequency of all services connecting to Moreton-
in-Marsh). 

4 2 2 -1 7 

1 Active travel link along London Road (A44) up to 20mph 
area  

5 1 -1 1 6 

7 Improve active travel connections to Moreton-in-Marsh 
railway station 

4 2 2 -2 6 

23 Mini roundabouts on Fosse Way (A429) at Fosseway 
Avenue and Redesdale Place  

2 2 2 -1 5 

17 Park and Ride and town centre long stay car park by 
Caravan Park at Bourton Road (A44)  

4 2 0 -1 5 

20 Limiting HGV movements on London Road (A44) to only 
essential vehicles allowing further reallocation of road 
space and traffic calming measures.  

3 0 2 0 5 
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Figure 2-29: Intervention locations 

Whilst the highest attainable score is 28, the highest scoring option only achieved a score of 
9 with low differentiation among the top 10 scoring options.  

It is noted in the text that whilst these options are likely to have the greatest impact on the 
existing and future transport conditions, they are likely to require packaging with other 
measures. 

The GC3M was used to investigate future year traffic conditions for a Do-Nothing model for 
2041 and 2061. In addition, a Do-Minimum (DS) scenario (with Local Plan developments 
though without mitigations) was tested. The DS is a simple spreadsheet model that takes 
DM link flows and applies development trips generated from TRICS derived trip rates and 
distributed based on trip length distributions (TLDs) taken from the National Travel Survey 
(NTS) 

2.6 Overview of the GC3M model 

The Gloucestershire Countywide Multi Modal Model (GC3M) is a strategic transport model 
consisting of, 

• A variable demand model (VDM) – developed using Visum 

• A highway assignment model (HAM) – developed using SATURN 

• A public transport assignment model (PTAM) – developed using Visum 

The model has a base year of 2019 having been calibrated using pre-COVID data and 
represents a neutral weekday. 

The HAM and PTAM consist of three time periods. The HAM covers the following peak hours, 
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• AM peak hour – 0800 to 0900 

• IP average hour – 1000 to 1600 

• PM peak hour – 1700 to 1800  

The VDM covers 24-hours on a neutral weekday and forecast trip generation, trip 
distribution, mode share and time period choice. 

Moreton-in-Marsh is located outside of the Area of Detailed Modelling (AoDM) though within 
the Fully Modelled Area (FMA) though it is still modelled in similar detail to locations within 
the AoDM. 

Moreton-in-Marsh has sufficient network detail within the GC3M with all major roads (A44 
and A429) and some local roads (Todenham Road and Evenlode Road) being modelled. 

Moreton-in-Marsh is located largely within a single model zone which will have an influence 
on the assignment of local trips, especially intra-zonal trips. As part of this study, the zoning 
has been disaggregated and the zonal connectivity reviewed and updated within and around 
Moreton-in-Marsh. 

The GC3M will be used to analyse the relative performance of scenarios. This will be 
achieved by analysing link volumes compared to modelled link capacity and analysing the 
performance of key junctions. It can also be used to extract forecast travel times that will be 
used to compare the impact of scenarios and interventions on the strategic network. 

The GC3M is however a strategic model and as such has several limitations common to 
most similar models at this scale. The lack of a dedicated active travel model and the 
inability to accurately model shorter active trips at a strategic scale necessitates the 
modelling of improvements to the active travel network though broader assumptions 
applied at the demand level. In addition, the model is expected to under-estimate the 
impact of parking related delays to the High Street as such detailed analysis of the 
interaction with parking cars would require microscopic level modelling.  

2.7 Cotswold Local Plan 

Cotswold District Council is preparing a new Local Plan for 2026 to 2043, which will 
establish the planning framework for development and land use across the district. The 
Plan will set out both strategic priorities and locally tailored policies to guide growth and 
change. Moreton-in-Marsh, as a sustainable rural settlement, is proposed to have a 
significant strategic allocation of dwellings which will generate trips that, if left without any 
mitigating actions, would have an impact on the local road network that is currently 
approaching capacity. 

2.8 Key Transport Issues 

The TomTom data clearly shows that strategic through-traffic dominates the A429 at 
Moreton-in-Marsh. The turn count analysis shows right-turn conflicts driving delay at the 
northern mini-roundabout whilst the queue data shows the potential for queue interaction 
as traffic has the potential to block back through the adjacent roundabout. 

The High Street shows lower inter-peak volumes though study visit observations backup 
reports of congestion in this period. This can be attributed to parking related obstructions 
from what is a frequently over-capacity parking location, as well as a higher number of 
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pedestrians crossing the high street using the signalised crossing to the north of the High 
Street / Oxford Street mini roundabout. 

Parking in the town centre is heavily constrained and is having an impact on the smooth 
flow of through-traffic through the town. 

There are currently limited mode alternatives with low bus usage a driver for reduced 
services which then further reduces demand and limited low or no traffic cycle links away 
from busy roads. 

3. Scenario Development 
3.1 Overview of scenarios 

The following three do-something scenarios, shown in Table 3-1, have been identified for 
transport modelling and assessment. The Do Something (DS) scenarios test both 
sustainable interventions and an additional link street which would provide multi-modal 
access for neighbouring sites with a 30mph speed limit. The link street is tested in two 
parts; both the south-east only segment as well as the full eastern route (see section 4 for 
more details regarding the link road). All scenarios are for a 2043 future year which 
coincides with the Local Plan.  

Scenario Scenario Description Details 

DS1 2043 FY Local Plan + 
sustainable interventions 
around Moreton  

Do Something scenario 

Demand testing 1,500 dwellings for local plan 
allocation  

Includes behavioural and sustainable (non-
infrastructure) interventions 

DS2 2043 FY Local Plan + 
sustainable interventions 
around Moreton + south-
east Link street 

Do Something scenario 

Demand testing 1,962 dwellings for local plan 
allocation 

In addition to the behavioural and sustainable 
interventions, to also include a south-east link 
street 

DS3 2043 FY Local Plan + 
sustainable interventions 
around Moreton + Full 
eastern Link street 

Do Something scenario 

Demand testing 3,100 dwellings for local plan 
allocation 

In addition to the behavioural and sustainable 
interventions, to also include a full eastern link 
street 

Table 3-1 Do-something scenario description and details 
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3.2 Behavioural and sustainable Interventions for All Do-Something 
Scenarios 

Table 3-2 summarises the sustainable and behavioural transport interventions included 
within all the Do Something modelling scenarios. The interventions focus on demand 
management, active travel, public transport enhancements, and HGV restrictions. 
Individual interventions are discussed in more detail later in this chapter. 
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Option Name Purpose 

Controlled Parking Zone in the town centre to manage 
traffic demand  

Moving a proportion of 
vehicle trip destinations 
away from town centre. 
Improved parking access not 
impacting A429 through-
traffic 

Park and Stride car park, provisionally located to the 
north of the town centre 

Improved walking and cycling connections along 
Evenlode Road  

Moving short distance local 
trips from car to cycling and 
walking 

Active travel link along London Road (A44) up to 20 
mph area 

3.2.1.1 Blenheim Meadows AT Routes Upgrade 

Active improvements between southern 
developments and town centre potentially via 
upgrade of existing paths via allotments and East St 

Improve active travel connections to Moreton-in-
Marsh railway station  

Increase frequency of existing bus services Moving longer distance trips 
from car to bus and rail 

Bus-Rapid-Transit Route C09/C08 Moreton-in-Marsh 
to Cheltenham 

Moreton-in-Marsh railway station improvements 

Discouraging HGV movements on London Road (A44) 
to only essential vehicles allowing further reallocation 
of road space and traffic calming measures 

Reducing HGV movements 
in the town centre and 
releasing space for active 
travel users 

Table 3-2 Sustainable and behavioural interventions 

 

3.2.2 Parking Interventions 

This includes two interventions, a controlled parking zone and a park & stride site. The 
controlled parking zone includes improvements to parking within the town centre whilst the 
park & stride offers additional parking capacity. 

3.2.2.1 Controlled Parking Zone in town centre 

This option includes parking charges and limited waiting restrictions within the town centre 
to manage traffic demand. The option was shortlisted in the first phase of this work after 
coming top in the long list following the multi-criteria assessment. It scores highly for 
scheme objectives, positively for deliverability and neutrally for acceptability and 
affordability. Whilst some businesses may have concerns regarding restrictions to parking, 
these are likely to be offset by the enhanced parking proposed through the park & stride 
intervention and that already being introduced through the transport hub. It has the 
potential to enhance the historic town centre, making it more attractive to visitors and 
residents by reducing congestion and parking obstructions. It will remove a significant 
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source of town centre congestion where parking vehicles obstruct the flow of A429 traffic 
leading to enhanced journey time reliability. This is a technically and feasibly deliverable 
intervention having been delivered successfully in other town centres with similar issues. 
Concept designs include rationalising car parking along and adjacent to the High Street 
through formalising parking bays and the implementation of a Restricted Parking Zone in the 
central area, avoiding the need for double yellow lines through the historic centre area. This 
would allow for 120 parking bays consisting of 64 parallel and 56 chevron/perpendicular 
bays. 

 . 

Figure 3-1: Potential new parking layout 

TRUST -   
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3.2.2.2 Park and Stride car park 

The Park & Stride intervention was shortlisted in the first phase of work where it is likely to 
enhance the economic vibrancy of the town centre and work effectively with restrictions to 
existing parking. A suitable site located to the north of the town centre could offer 
pedestrian access to the length of the High Street within a 10-minute walk. initial concept 
designs indicate the feasibility of an 84 to 96 space car park, including designated disabled 
parking bays and approximately 4-5 electric vehicle charging points within an acceptable 
sized area of land. In addition to the car park, the intervention would include enhanced 
pedestrian access to the town centre. This would include side road entry treatment such as 
raised and coloured road tables and enhanced footpath surfacing including tactile paving at 
road crossings. 

3.2.3 Active Travel Interventions 

This package of interventions is related to improving active travel links in and around 
Moreton-in-Marsh. They are designed to help connect new and existing areas of housing 
with destinations including the town centre, public transport sites and employment sites. 
These help form a growing network of active travel connectivity around Moreton-in-Marsh 
with low traffic links which should encourage mode shift for local short trips away from cars 
to walking and cycling. The map below shows how these planned interventions form 
connectivity both with themselves, the existing active travel connections, and cycle tracks 
proposed as part of the link road intervention. 

 
Figure 3-2: Active travel interventions 
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3.2.3.1 Improved walking and cycling along Evenlode Road  

This intervention scored well in the first phase of work and 
was shortlisted due to its focus on encouraging mode 
shift, supporting strategic housing and employment 
development and improving air quality and the local 
environment. Whilst there may be some road space 
limitations within the already developed section of 
Evenlode Road, the additional housing developments 
proposed by the local plan will necessitate the widening 
of the section further south allowing for space to be made 
available for active travel. The active travel link will 
connect at the northern end with the proposed London 
Road active travel improvements and at the southern end 
with the active travel provision of the proposed link road 
intervention. This, and other associated proposed or 
existing links will allow low traffic active travel between 
the new developments proposed as part of the Local Plan 
along Evenlode Road to employment sites at the 
Cotswold Business Park, the transport hub at the railway 
station, the northern end of the High Street and facilities 
such as schools planned for the Fire Service College site. 

 

3.2.3.2 Active travel link along London Road (A44) 

 

This intervention would see active travel improvements for 1.2 km from 170 metres west of 
the Fire Service College entrance, west along the A44 to the start of the 20-mph zone. This 
section has been judged to offer suitable space to implement such measures, however the 
approximately 400 metre section further west along Oxford Street to the junction with the 
High Street is too heavily constrained by nearby buildings to offer improvements to be taken 
further. The identified section does however allow for connectivity with other current and 
proposed active links forming a network that would include connectivity from the Business 
Park to the railway station, transport hub and northern section of High Street. 

3.2.3.3 Blenheim Meadows AT Routes Upgrade 

This intervention helps join Moreton-in-Marsh railway station with developments to the east 
of the town. By providing enhancements to existing active travel connections, this helps 
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define a complete and more usable network of low and no vehicle active links. This upgrade 
connects the proposed London Road active improvement to both the station and northern 
part of the high street. It bypasses the narrow section of London Road further west that is 
unsuitable for the installation of cycle facilities and aids connectivity to local plan and 
existing residential areas as well as proposed developments on the Fire Service College site 
and the existing Cotswold Business Park. 

 
Figure 3-3: Blenheim Meadows AT routes upgrade 

 

3.2.3.4 Active improvements between southern developments and town centre 

This additional intervention includes approximately 
one kilometre of enhanced connectivity to existing 
paths, tracks and low traffic roads between the town 
centre and new developments to the south of the 
town. It would run from East Street via Old Town Road, 
Fosseway Avenue and the existing right of way to its 
intersection with the southeast section of the link 
road.  This link will offer a safe and low traffic route for 
active travel for these new developments that avoids 
the busy A429, encourages a shift to active travel for 
short local trips. It also offers low or no traffic 
connectivity between the southern end of the high 
street and active links proposed as part of the link road 
intervention. 
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3.2.3.5 Improve active travel connections to Moreton-in-Marsh railway station 

 

 

This intervention scored well in the phase 1 long list and was proposed for the short list of 
schemes. Consisting of 0.3 km of improvements, this would help link the station and 
transport hub to the high street, improving the existing network of active travel routes. 

3.2.4 Public Transport Interventions 

3.2.4.1 Increase frequency of existing bus services 

This intervention which sees the doubling of frequency for existing services connecting 
Moreton-in-Marsh was shortlisted as part of the phase one work. It will help encourage 
modal shift from car to public transport, support strategic housing and employment and 
improve air quality for the local environment. It would however require suitable funding for 
an increased fleet and staff and a willingness from operators to increase service frequency. 

3.2.4.2 Bus Rapid Transit (BRT) Route to Cheltenham 

Separate work undertaken on behalf of Gloucestershire County Council proposes a 
BRT/Express bus network serving Cheltenham, Gloucester and surrounding areas. The 
current plans include a Cheltenham to Moreton-in-Marsh service with a frequency of 0.75 
buses per hour between 0700 and 1600, and 1 bus per hour between 1600 and 1800. Such a 
service would help shift car traffic to public transport. Whilst this would only be effective for 
a narrow corridor around BRT stops, it is noted that the 2011 census showed nearly 200 
commute trips from Moreton in Marsh to the Stow-on-the-Wold / Bourton-on-the-Water 
area and a smaller number (near 40) travelling as far as Cheltenham. 

3.2.4.3 Moreton-in-Marsh railway station improvements 

Future facilities improvements are planned for Moreton-in-Marsh station. These are yet to 
be fully defined though are expected to make the use of the station and rail travel more 
attractive and help further encourage a modal shift from car use. 

3.2.5 HGV Interventions 

3.2.5.1 Reducing HGV movements on London Road (A44)  

This intervention scored well in Phase One and was shortlisted. It consists of 1.2 km of 
traffic calming with speed cushions between the A44 junction with the high street and the 
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Cotswold Business Village. It should help improve local air quality and the environment. It 
also intersects with the proposed active travel improvements to London Road and extends 
to the High Street junction which is too narrow for active travel improvements thus helping 
reduce and slow traffic. Whilst HGV restrictions may be considered, this would require a 
TRO that may be harder to establish. 

3.3 Behavioural and sustainable Interventions for Full Link Street Do-
Something Scenario 

The following interventions are designed to be applied to the full link street scenario. In this 
instance, the link street will be taking strategic traffic away from the High Street. These 
interventions are designed to encourage and complement this, reducing vehicle 
movements in the town centre and making space available for active travel and public 
realm improvements. Ultimately, it is considered that the full link street is needed to make 
these interventions viable. 

Option Name Rationale 

Installation of additional pedestrian 
crossings and timing update on existing 
crossings to favor pedestrians 

Encourage active travel in the town centre, 
discourages strategic traffic in town centre 
and encourage shift to link street 

HGV weight/size restrictions on A429 in 
town centre to encourage use of link 
road 

Makes HGV traffic use the link street, 
avoiding the town centre. 

Traffic calming measures on A429 in 
town centre (could include shared 
space, speed tables, capacity reduction 
through width/geometry changes etc.) 

Encourages active travel in the town 
centre, enhances the town centre 
environment, encourages strategic traffic 
to use the link road 

Declassification of existing A429, 
classification of link road as A429, 
updated signage encouraging use of link 
road 

Encourages strategic traffic to use the link 
road 

Removal of mini-roundabouts giving 
priority to east/west A44 traffic 

Encourages strategic traffic to use the link 
street, enhances flow of east/west traffic 

Figure 3-4: Additional interventions 

 

3.3.1 Installation of additional pedestrian crossings and timing update on existing crossings 

This intervention is intended to both make active travel easier within the centre of Moreton-
in-Marsh as well as adding a time penalty to favour the link street. There is currently only a 
single pedestrian crossing between the southern mini roundabout and the top end of the 
High Street. Coupled with current high traffic volume, this forms a barrier for pedestrian 
access across the High Street. By adding an additional crossing and adjusting timings to 
favour pedestrians, this will make the town centre more pedestrian friendly and be 
beneficial to local shops and businesses. It will also add delay and variability to drive times 
through the town centre. This will help drive more through traffic to use the link road and 
  c         ’           y v   cl    v         y   m           l    v        l w    p    
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variability of the link road. It would also result in changing the environment of the Town 
Centre to be more pedestrian friendly and focused, changing its sense of place. 

3.3.2 HGV weight/size restrictions on A429 in town centre 

The full link route will give an additional route for strategic north/south HGV movements. 
The current High Street is not suitable for HGV movements as is heavily constrained by 
historic buildings. An HGV restriction located north of the two mini roundabouts would 
force HGV movements to use the proposed link street which would be designed to a more 
modern standard. It should be noted that the link street is intended to be built as part of the 
Local Plan developments with residential frontages. Whilst having HGV movements on a 
residential street may not be fully desirable, it may be a better solution than the constrained 
High Street with its large level of pedestrian activity. This should result in added safety 
benefits. It should be noted that the link street will include dedicated walking and cycle 
infrastructure protecting active users from direct exposure to HGV movements. Whilst such 
a ban may potentially require a TRO, this may be achieved at the same time as the proposed 
re-classification of the link road as the A429. It is noted that there may be some disbenefit 
for HGV traffic travelling east-bound along the A44 and north-bound up the A429 and 
vice/versa. This relatively small volume of traffic (see previous Manual Traffic Counts 
discussion) would be required to route south at the A429 and join the link road adding to 
journey length. 

3.3.3 Traffic calming measures on A429 in town centre 

This intervention is designed to act in a similar way to the proposed additional pedestrian 
crossing facility by adding delay and variability to drive times through the high street and 
thus favouring the link street as a strategic route. It also takes advantage of a reduction in 
traffic volume along the high street allowing potential road-space re-allocation for 
pedestrian use and making the town centre environment more friendly for active use. This 
may be achieved through options including shared space, speed tables, and capacity 
reduction through width/geometry changes etc. 

3.3.4 Declassification of existing A429, classification of link road as A429, updated signage  

The full link street would become the obvious north/south strategic route as it is engineered 
to a modern standard with standard compliant roundabout junctions. The concept design 
includes priority to the link street from the existing A429. Therefore, reclassifying the link 
street as the A429 w  l  m k             v           c   c         v          c         ’  
selection by v   cl    v         y   m .          l         w  l   l     c         ’      
by through-traffic. 

3.3.5 Removal of mini-roundabouts giving priority to east/west A44 traffic 

The link street will largely benefit north/south A429 traffic with no real benefit for east/west 
A44 traffic. With north/south traffic largely moved to the link-street it becomes possible to 
consider converting the two mini-roundabouts to priority junctions that favour east/west 
A44 traffic. This would be beneficial to such east/west movements and additionally add 
delay to north/south movements encouraging use of the link street. In addition, a priority 
junction design may require less space allowing reallocation of limited road space to 
pedestrians in a central part of the town centre. 
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4. Link Street Concept Design 
Development 

4.1 Role of the Link Street 

The link street is intended to act as a residential-facing distributor road for the 
developments proposed as part of the local plan. It will help direct trips associated with 
these new developments away from the historic centre and so reduce the impact of 
additional traffic on the existing min-roundabouts. The link street will also have provision for 
dedicated walking and cycling links achieved using pavements and off-carriageway cycle 
facilities that will connect to current and proposed active links. 

The link street is proposed in two variants. A shorter south-east route will cover the 
quadrant between the A429 Roman Road and the A44 London Road. This section will 
traverse the River Evenlode and existing railway line. A full link street option will complete 
the eastern side by passing through land within the Fire Service College to join Roman Road 
north of the town centre. This full link street will then act as the main through-route for 
strategic traffic passing through the town.  

The route has been selected to make best use of land available for local plan housing 
developments, as well as being aware of environmentally sensitive sites and following an 
alignment that is sensitive to construction costs. 

4.2 Constraints 

Figure 4-1 illustrates the physical and environmental constraints in the vicinity of the 
proposed link street alignment, which is shown in red. The figure identifies key constraints 
including electricity transmission lines, watercourses, Sites of Special Scientific Interest 
(SSSIs), National Landscape, scheduled ancient monuments, historic parks and gardens, 
and SSSI risk zones.  
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Figure 4-1 Link Road Physical Constraints 

The proposed route crosses the River Evenlode and railway line in its southern section. It 
interacts with existing road links on the A429, Evenlode Road, A44 and Todenham Road. Its 
potential alignment runs within the outer bounds of the SSI risk zone of Wolford Wood. 

4.3 Design Principles and Standards 

The concept design for the proposed link street has been developed in accordance with the 
relevant national and local design standards to ensure that the scheme delivers a safe, 
accessible and context appropriate transport corridor. The design approach draws from  the 
Manual for Streets 1 and 2 (MFS) and the Manual for Gloucestershire Streets which place 
great emphasis on balancing movement and place, integration with surrounding 
development, and creating streets that are safe and attractive for all users. The walking and 
cycling design are informed from the Local Transport Note (LTN) 1/20 whilst the Design 
Manual for Roads and Bridges (DMRB) guides alignment and technical design. This all 
reflects both the strategic nature of the connection and its interaction with local movement 
networks. 

Where the link road interfaces with existing local streets and where design objectives 
extend beyond vehicular movement into areas such as placemaking, active travel 
integration, or frontage access, guidance from Manual for Streets 1 and 2 has been applied. 
These documents emphasise the creation of streets that balance movement and place, 
promote lower vehicle speeds where appropriate, and support pedestrian‑friendly 
environments. This ensures that the scheme responds to the specific needs of adjacent 
communities and urban design considerations. 

G v        c  m ’  c mm  m           ‑quality active travel provision, the design 
incorporates the principles of LTN 1/20, which emphasises, direct, safe, comfortable and 

Dorn Roman Town 

Wolford 
Wood SSSI 

Cotswold AoNB 

River Evenlode 

Railway 
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attractive walking and cycling routes. Segregation, junction treatments, and crossing 
facilities have been considered to meet the standards required for inclusive cycling and to 
support mode shift. 

Local priorities and context‑specific requirements have been addressed through reference 
to the Manual for Gloucestershire Streets. This ensures the scheme aligns with county 
policy, integrates with the local transport network, and supports long‑term asset 
stewardship. 

As a new section of highway intended to accommodate through-traffic movements while 
supporting local accessibility, the scheme geometry has been informed by the DMRB 
standards. This includes horizontal and vertical alignment, visibility, drainage, pavement, 
and junction strategy. These standards establish the normal minimum requirements for 
designing roads that form part of the wider highway network and ensure consistency, 
operational performance, and safety. 

The combination of these standards ensures that the concept design is robust, fully 
compliant with national best practice, and sensitive to local context. As the scheme 
progresses into preliminary design, further refinement will be undertaken to meet detailed 
technical requirements, undertake safety audits, and align with stakeholder feedback. 

4.4 Integration with Local Plan Development Sites 

The high-level alignment of the link road has been selected to support the planned growth 
set out in the Local Plan by providing direct connectivity to key development sites, 
facilitating access to the existing highway network and enabling the integration of 
sustainable transport to serve future residential and employment areas.  

4.5 Link Road Alignment Development Process 

The development of the link street alignment has been revised, as initial high level design 
work has progressed. Figure 4-3 illustrates the initial alignment. Here, the route generally 
follows the eastern and southern edges of the town, connecting key approach corridors. 
The alignment passes through currently agricultural land to the south before connecting 
with the A44 London Road corridor to the east of Moreton-in-Marsh.  It then follows the A44 
eastbound to take a route along the eastern side of the Fire Service College site  before 
returning west along Todenham Road and turning north-west towards Fosse Way Road.  

Figure 4-3 illustrates a progression of this alignment that has been identified for testing in 
the modelled scenarios described in this report. This alignment differs in that the route 
takes a significantly more direct route across the Fire Service College site, potentially re-
purposing one of the original runways, before joining Todenham Road. This route removes 
the requirement for two junctions, avoids the need to enhance the existing A44 and 
Todenham Road and reduces the length of the link street by 2.7Km. This will significantly 
reduce construction costs and in the case of the full link street option, offer a more direct 
alternative route to through traffic that will encourage greater usage. 
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Figure 4-2: Initial Full Link Street Alignment 

 
Figure 4-3 Final Full Link Street Alignment 
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4.6 Junction Types and Locations 

Figure 4-4 illustrates the overall scheme extent together with the location of the proposed 
junctions along the link street. Five junctions are identified, providing connections between 
the new link street and the existing highway network. Junctions 1 and 5 form the northern 
and south-western connections to the A429 Fosse Way Road. Junction 2 provides 
connections to Todenham Road while Junctions 3 connects the link street to the A44 
London Road at the eastern approach to Moreton-in-Marsh, supporting east–west 
movements and access to the town centre. Junction 4 provides a connection with Evenlode 
Road. The full link street includes junctions 1-5 whilst the southeast link road only includes 
junctions 3-5. The proposed junctions with their corresponding location as shown in Figure 
4-3 are listed below:  

• Junction 1 - A429 Fosse Way & Link Street 

• Junction 2 - Link Street & Todenham Road 

• Junction 3 - A44 London Road & Link Street  

• Junction 4 - Link Street & Evenlode Road 

• Junction 5 - Link Street & A429 Stow Road 

 

 
Figure 4-4 Link Street Alignment and Junctions 

Principles set out within the Design Manual for Roads and Bridges (DMRB) were used to 
identify the indicative suitability of different junction types at concept design stage. It 
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should be noted that the concept design has been developed in accordance with Manual for 
Streets 1 & 2, Manual for Gloucestershire Streets and LTN1/20 standards to inform the 
provision for pedestrians and cyclists along the route. 

The diagram in Figure 4-5 illustrates the proposed junctions along the link road, showing 
their relative position within the traffic flow thresholds defined for priority junctions, 
roundabouts, and grade-separated junctions. Junctions 1 and 5 fall within the priority 
junction suitability range while the rest of the junctions fall within the roundabout suitability 
range. As shown in the diagram, Junction 3 is likely to experience higher traffic demands 
compared with the other junctions on the link road and may be more sensitive to future 
traffic growth. 

 
Figure 4-5 Link Street Alignment and Junctions 

Figure 4-9Figure 4-6 and Figure 4-7 present the form of the proposed junctions with the 
existing A429 at the northern and southern ends of the link Street. These are priority 
junctions with the link street taking priority. This new alignment will encourage more 
through-traffic to use the link street, especially in its full configuration. 

 
Figure 4-6: Junction 1 - Indicative Form 

 
Figure 4-7: Junction 5 - Indicative Form 

 

Figure 4-8 shows the configuration for other junctions within the proposed link street. These 
take the form of cycle priority roundabout junctions with parallel crossing facilities for 
pedestrians and cyclists, zebra crossing for pedestrians across cycle paths and space for 
cyclists ahead of zebra crossings. 
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Figure 4-8: Junction 2-4 indicative form 

 

4.7 Proposed Street Sections 

The scheme has been split into two main sections, as outlined below, 

• Southeastern Link (2,776m): Links A, B and Junction 3, 4, and 5 

• Full Eastern Link (5,022m): Links A, B, C, and D and Junction 1, 2, 3, 4, and 5 

These sections, comprising the links and junctions identified above, are illustrated in Figure 
4-9.  

 

 
Figure 4-9 Link Street Alignment with Denoted Links/Sections (A-D) 
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The street cross-section for Sections A and D is illustrated in Figure 4-10. The cross-section 
shows an arrangement comprising segregated provision for pedestrians and cyclists 
alongside the two-way carriageway. The layout includes 2m footways on both sides of the 
carriageway, a 3m cycleway, and two 3.2m traffic lanes. This arrangement reflects a 
balance between accommodating vehicular traffic and providing safe, continuous, and 
high-quality infrastructure for active travel users. 

 

 
Figure 4-10 Proposed Street Sections (Sections A & D) 

Similarly, Figure 4-11 shows the street cross-section for Section B, comprising a 2m 
footway on one side of the carriageway, a 3m cycleway and a two-lane carriageway with 
3.2m lanes. This layout still provides dedicated paths for pedestrians and cyclists. 

 
Figure 4-11 Proposed Street Sections (Section B) 

Figure 4-12 presents the street cross-section for Section C. This is broadly consistent with 
that shown for Sections A and D, comprising a two-lane carriageway with 3.2 m lanes, 2.0 m 
footways on both sides, and a 3.0 m segregated cycleway. In this section, the cycleway is 
located on the opposite side of the carriageway. 

Section A & D 

Section B 
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Figure 4-12 Proposed Street Sections (Section C) 

4.8 Design Strategy and Concept Design 

The concept design defines the proposed scheme layout and key components for the 
proposed new link street around Moreton-in-Marsh, and it establishes the overall scope and 
design assumptions. The full new link street extends for approximately 3.7km (of which the 
southeast section is approximately 1.9 kilometres) and includes two bridge structures (over 
the Great Western railway and River Evenlode). The scheme interfaces with the existing 
highway at five locations and includes two sections where the new alignment replaces 
existing parts of the road network (A44 and Todenham Road).  

 
Figure 4-13 Concept Design 

Section C 
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4.9 Initial Cost Estimation 

To support the feasibility assessment and provide an indication of the relative affordability 
of the different link street options, an initial high-level cost estimation exercise has been 
undertaken. The purpose of this exercise is not to establish a definitive scheme budget, but 
rather to provide an order-of-magnitude estimate suitable for comparing options and 
informing future decision-making 

The cost estimates have been derived from the concept designs developed as part of this 
study and are based on the current understanding of the proposed route alignments, 
junction arrangements, highway works, active travel infrastructure and major structures. 
Consideration has also been given to the requirement for crossings of the River Evenlode 
and the railway line, together with associated enabling works. 

At this stage of scheme development, the available information is limited, and a number of 
assumptions have been applied regarding construction methods, extents of works and 
engineering requirements. The estimates should therefore be regarded as indicative only 
and suitable for feasibility and option appraisal purposes. As the scheme progresses, 
further design development, surveys, stakeholder engagement and environmental 
assessment will be required, all of which may influence the final scheme costs.  

A summary of the assumptions, methodology and cost estimates is provided in Appendix A 
- Link Street Cost Estimate and should be read alongside the concept designs presented 
within this chapter.
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Modelling Process 

4.10 Modelling Development Process 

The modelling process investigated several different scenarios in an iterative way with each 
scenario guiding future modelling.  

The initial set of scenarios involved testing 4,000 homes, simulating a theoretical 2061 
build-out beyond the date of the Local Plan. This was intended as a worst-case scenario 
that would stress test the network. The distribution of dwellings was based around 1,712 
dwellings with identified locations as part of the local plan with a further 2,300 dwellings 
beyond the plan period. This identified that without any interventions, the mini roundabouts 
would be totally saturated with volume / capacity ratios (V/C) exceeding 105% for all arms 
on the northern roundabout. It also identified that whilst the sustainable interventions made 
a small improvement, all arms still maintained a V/C above 100%. The south-eastern link 
street was effective at lowering V/C though values were still above 90% in the AM period 
with only the full link street able to significantly reduce V/C on the mini roundabouts, with 
all arms below 60%. It should be noted that at this point in intervention development, the 
northeastern section of the link street was modelled to run to the eastern perimeter of the 
Fire Service College. This increased its length and so also its cost, whilst reducing its benefit 
for through-traffic. 

Further scenario testing involved an adjusted northeastern section of the full link street 
route that passes along a more direct path through the Fire Service College. This will offer 
cost savings and a more attractive and direct route to through-traffic. Demand was 
modelled for a 2043 build out and was subsequently modified to test levels that could be 
more compatible with the road network being tested, 

• DS1 – No link street– 1,500 dwellings 

• DS2 – South-east link street– 1,962 dwellings 

• DS3 – Full link street– 3,100 dwellings 

The development process and results from this final iteration of the modelling exercise is 
presented below. 

4.11 Method used to estimate additional trips 

The methodology for estimating trip rates has been taken from work undertaken for both the 
SLP and Cotswold Local Plan Transport Evidence Base and is described in detail in the 
Spatial Options Assessment Technical Note2. Trip rates adopted for this study were taken 
from the latest Transport Evidence Base values at the time of modelling. 

For the dwelling numbers associated with the different scenarios identified in Section 4.10 
   v ,     p  p       v l pm       v       c              ‘V ll   ’  yp            
definitions established and used for the SLP and Cotswold Local Plan transport evidence 
base. This category is based on surveys from the TRICS database of sites with a population 
of less than 5,000 within one mile. The residential car trip rates used for the village category 
are outlined in Table 4-1. The trip rates used for the employment sites are shown in Table 
4-2. The employment sites trip rate assumes a 50/50 split between B2 (industrial estates – 

 
2 Cotswold Local Plan – Transport Evidence Base – Spatial Options Assessment Note (10/02/26) 
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general industry) and B8 (warehousing – storage and distribution) land use types as has 
been applied for both the SLP and Cotswold Local Plan Transport Evidence Base. 
 

Car 
AM (0800-0900) IP (1000-1600) PM (1700-1800) 

O D Total O D Total O D Total 
0.364 0.128 0.492 0.123 0.129 0.252 0.133 0.303 0.436 

Table 4-1: Residential (Village Type) Car Trip Rates 

 

Car 
AM (0800-0900) IP (1000-1600) PM (1700-1800) 

O D Total O D Total O D Total 
0.013 0.048 0.061 0.204 0.156 0.360 0.060 0.020 0.080 

Table 4-2: Employment Car Trip Rates 

 

 
Figure 4-14: Proposed Moreton-in-Marsh Employment Site 

Figure 4-14 displays the employment site tested in Moreton-in-Marsh. Figure 4-15 shows 
the locations and breakdown of the proposed residential developments for Moreton-in-
Marsh. 
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Figure 4-15: Proposed Moreton-in-Marsh Residential Developments 

The table below represents the breakdown of the proposed residential development shown 
in Figure 4-15 The three scenarios represent different levels of development. It should be 
noted that the dwellings within development Site A are not included in DS1 and 2 and are 
only represented in DS3, where the full link street is modelled. The development sites 
included in DS1 and 2 were selected following analysis to identify the level of residential 
development that could be supported by the corresponding scheme. This identified the 
ability of the southern site, D, to hold more dwellings with less adverse impact on the two 
mini roundabouts. This in part is due to the location allowing direct access to the A429 
south of the centre of Moreton-in-Marsh. 

Development Site 
DS 1 , DS 2 DS 3 

Dwellings Dwellings Dwellings 
A 0 0 1,138 
B 638 638 638 
C 195 195 195 
D 667 1,129 1,129 

Total 1,500 1,962 3,100 
 

4.12 Changes to trip patterns, mode share and distribution 

The proposed developments have been assigned trip distribution patterns and mode shares 
based on the average characteristics of the three adjacent model zones. This approach was 
adopted on the basis that these neighbouring zones are considered representative of the 
proposed development locations in terms of travel behaviour and accessibility. 
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4.13 Integration of new trips into the model 

Trip rates were applied to the proposed dwelling numbers to estimate the corresponding 
number of trips associated with each development. The resulting trip ends were then 
incorporated into the SATURN model by assigning each development to new zones located 
in their appropriate geographic positions within the network. 
 
A furnessing process was undertaken to distribute the trip end across the demand 
matrices. The modelled network was updated to ensure a proper representation of access 
to the surrounding network and the redistribution of demand onto identified relevant model 
links. A similar method was applied to the employment developments.  

4.14 Network Changes for the Link Road 

The proposed link street, highlight with a dark green border in Figure 4-16, was incorporated 
into the SATURN model network. Note that the alignment is consistent with the schematic 
nature of a strategic model. The coding reflects the proposed alignment and connections to 
the existing network. The figure shows the full link street, for DS2, only the southeast 
quadrant is coded. 

 
Figure 4-16: Link Road Modelled on SATURN 
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4.15 Description of the proposed network changes 

The Link Street shown in the section above was modelled as a local street with speed of 30 
mph and 1,600 capacity, capturing traffic associated with the proposed developments and 
providing an alternative route through the study area. This reflects the intention for this to be 
a residential street with local traffic joining from associated dwellings. In addition, Evenlode 
Road was also recoded to simulate a local residential access road serving the proposed 
developments, with adjustments made to the link speed and capacity characteristics.  

 
For DS3, the two mini-roundabouts in this scenario were respectively changed into priority 
junctions as vehicles are expected to shift towards using the new alignment, reducing the 
traffic on the location of the two mini-roundabouts. 
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5. Modelling Results 
5.1 Key performance indicators 

5.1.1 Traffic flow on key links 

The volume to capacity ratio (V/C) is one of the most widely used measures of link 
performance and congestion. It compares the modelled traffic flow (volume) on a link 
against its theoretical capacity as defined in the model. 

  ’  common to compare V/C against thresholds. DfT TAG guidance does not publish official 
threshold values though typically, 

• Low V/C (< 0.50): Free-flow conditions. Vehicles can travel at their desired speed, 
unaffected by others. 

• Moderate V/C (0.50 - 0.79): Stable flow. Drivers notice other vehicles, and 
manoeuvrability becomes slightly restricted, but speeds remain steady. 

• High V/C (0.80 - 0.99): Unstable flow. The link or junction is approaching its limit. 
Minor disruptions can cause significant, sudden queues and delays. 

• V/C >= 1.00: Breakdown flow (Oversaturation). Demand exceeds capacity. Queues 
grow continuously until the demand volume drops back below capacity. 

The following describes V/C for the modelled scenarios in both the AM and PM periods. Link 
capacity has been taken from the GC3M model and has been reviewed within the Moreton-
in-Marsh area as appropriate. Link capacity for the link street intervention assumes a 
residential road with frontages where there may be interaction between passing motorists 
and residents accessing the road. 

5.1.1.1 Do-Something 1 (DS1) Scenario 

Figure 5-1 shows V/C for the DS1 scenario in both AM and PM. This includes the additional 
local plan demand as well as behavioural and sustainable interventions. 

In the AM period, flow in both directions on the A429 south of Moreton-in-Marsh, on the A44 
Bourton Road and on the A429 north of the town is < 0.5 V/C with traffic flowing well.  

Within the town itself, congestion is shown with the link between the mini roundabouts at 
0.89 northbound and 0.70 southbound V/C ratios, respectively. The High Street has a V/C of 
0.75 northbound and Oxford Street is showing severe problems with a V/C of 1.01 on the 
approach to the northern mini roundabout. 

The PM period shows similar trends though slightly lower V/C values. However, each link 
remains in a similar threshold range to the AM. 

For both AM and PM periods, there is shown to be high, unstable flows in and around the 
High Street. Flows are likely to be very unstable due to the risk of disruptions caused by 
adjacent junctions, pedestrian crossings and cars attempting to park or manoeuvre in the 
High Street. There is a significant risk of queues forming and blocking back through the mini-
roundabouts leading to delays on other approaches. Evenlode road shows a low V/C at 
circa 0.10 indicating free-flow conditions. 

A initial test comparing the impact of the behavioural and sustainable interventions in DS 1 
against a do-nothing scenario shows that per average movement, V/C improves by 4% for 
the northern roundabout in the AM period and 2% for the PM period. The southern 
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roundabout shows an improvement of 1% in the AM and 0.3% for the PM period. It can be 
seen that applied alone, the behavioural and sustainable interventions are not capable of 
making significant improvements to traffic flow through the town centre. 

 

AM PM 

  

Figure 5-1: DS1 - V/C 

 

5.1.1.2 Do-Something 2 (DS2) Scenario 

Figure 5-2 shows link V/C ratio for DS2, this includes the southern link street. In the AM 
period, improvements can be seen with southbound traffic between the two mini-
roundabouts at 0.56. Northbound traffic on this link is moderate at 0.56. The High Street has 
moderate V/C in both directions though is higher northbound. Whilst Oxford Street V/C is 
much improved, it is still 0.89 in the westbound direction towards the town.  

PM period performance is similar to the AM. V/C increases in both directions between the 
mini roundabouts though remains moderate. Southbound flow on the High Street increases 
to 0.8 which does increase the risk of queuing whilst Oxford Street is high though slightly 
improved. 

Evenlode road shows a lower V/C from DS1 as local traffic benefits from the southeast link 
road. 

These results indicate that the south-east link road is having a significant impact on 
improving traffic flow throughout the centre of Moreton-in-Marsh. V/C levels are now 
generally moderate and unlikely to cause concern with operation of local junctions. 
However, there is still a risk of southbound traffic queuing on the approach to the northern 
roundabout and queues on the westbound Oxford Street approach.  
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5.1.1.3 Do-Something 3 (DS3) Scenario 

AM PM 

 
 

Figure 5-2: DS3 - V/C 

Figure 5-3 shows V/C for DS3 (with full link street and other associated interventions).  In the 
AM, V/C is low to moderate between the two mini-roundabouts and low on Oxford Street. It 
is low northbound on the high street though moderate southbound. V/C on the full link road 
is low to moderate for all links. PM is similar though noting increased V/C on the A44 
westbound on the approach to the link road roundabout. 

These results indicate the full link street is making a significant benefit to the reduction of 
traffic within Moreton-in-Marsh and is directing significant levels of through traffic away 
from the historic centre. The link street is operating well and well within its design capacity. 
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AM PM 

  

Figure 5-3: DS 3 - V/C 

 

5.1.2 Junction performance 

The two mini roundabouts that form the intersection of the A44 and A429 within the historic 
centre of Moreton-in-Marsh are known as a significant source of congestion due to their 
high throughput and geometry constrained by surrounding buildings which limits capacity 
as described in Section 2.1.1. Existing observations and traffic data indicates these to be 
the junctions currently experiencing poor performance and likely to be significantly 
impacted by further future development. 
 
Junction performance for the two mini roundabouts is calculated for each roundabout arm. 
An adjustment considers the entry width for each arm as well as conflicting flow. Each arm 
is given a turn V/C value, mean queue length in PCU (car-equivalent vehicles) and a mean 
delay in seconds. 
 
DS1 results are shown in Figure 5-4 for the AM period and  Figure 5-5 for the PM period. The 
northern roundabout shows a high V/C of 0.85 and mean queue length for the northern 
approach. This indicates an unstable flow that is at risk of forming queues that can block-
back through the southern roundabout causing further congestion. West bound traffic on 
Oxford Street shows a high V/C as it is likely impeded from joining the roundabout by 
through-traffic on the A429 southbound. Whilst the PM period is improved, there is still a 
significant risk of northbound traffic blocking back through the southern roundabout and 
southbound traffic queuing up the High Street. 
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North Mini Roundabout 

 

South Mini Roundabout 

 

Figure 5-4: DS 1 (AM) - Mini-roundabout performance 
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North Mini Roundabout 

 

South Mini Roundabout 

 

Figure 5-5: DS 1 (PM) - Mini-roundabout performance 
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Figure 5-6 and Figure 5-7 show results for DS 2 (with south-east link street). Severe issues 
have now been resolved, and conditions are good to moderate for all arms. Queues are 
shorter and the risk of blocking back through the roundabouts has been significantly 
reduced. 
 

North Mini Roundabout 

 

South Mini Roundabout 

 

Figure 5-6: DS2 (AM) - Mini-roundabout performance 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 63 

 

North Mini Roundabout 

 

South Mini Roundabout 

 

Figure 5-7: DS2 (PM) - Mini-roundabout performance 

Figure 5-8 and Figure 5-9 show results for DS3. This includes the full link street as well as 
replacing the mini roundabouts with priority junctions. V/C is generally good though is 
moderate on the A429 southbound approach to the northern roundabout. The results 
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indicate that this new junction alignment is running well and is allowing the free flow of A44 
traffic now that more strategic A429 traffic has been re-routed around the link street. 

 
North Mini Roundabout 

 

South Mini Roundabout 

 

Figure 5-8: DS3 (AM) - Mini-roundabout performance 
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North Mini Roundabout 

 

 

South Mini Roundabout 

 

Figure 5-9: DS3 (PM) - Mini-roundabout performance 
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5.2 Impact on Local Parking 

Parking plays a critical role in both the operation of the High Street and the overall 
performance of the transport network in Moreton-in-Marsh. The evidence presented in 
Chapter 2 demonstrates that existing parking conditions are already highly constrained and 
contribute directly to congestion, particularly within the historic core. The modelling results 
in Chapter 6.1 therefore need to be interpreted alongside these existing conditions to 
understand how future traffic flows will interact with parking demand, layout and behaviour. 

5.2.1 Existing parking constraints and their interaction with traffic flow 

The High Street currently operates as a combined traffic corridor and primary town centre 
parking location. Parking is heavily utilised throughout the working day, with the High Street 
car park effectively at or near capacity. 

This over-capacity condition results in several operational issues which directly affect 
traffic flow: 

• Vehicles circulating on the High Street searching for spaces, increasing traffic 
volumes and slowing progression for through-traffic. 

• Vehicles waiting to enter or exit parking spaces, interrupting through-traffic. 

• Physical encroachment into the carriageway where parking bays are undersized, 
reducing effective road width. 

• Informal or ad-hoc parking practices, including footway and verge parking, further 
constraining movement. 

These effects are compounded by the constrained historic street environment, where 
junction capacity is already limited and there is minimal opportunity to increase 
carriageway width. 

As identified in Chapter 2, parking-related activity is therefore a key contributor to 
congestion, particularly during inter-peak periods when traffic demand alone would not 
otherwise suggest severe delay.  

5.2.2 Relationship between modelled flows and parking impacts 

The modelling results in Section 6.1 show that, under the DS 1 scenario (sustainable and 
behavioural interventions only), traffic conditions within the High Street remain close to 
unstable flow conditions, with V/C values of up to 0.89 between the mini-roundabouts and 
high values on Oxford Street. 

Crucially, these strategically modelled results do not explicitly capture the full impact of 
parking activity (e.g. circulation, manoeuvring delays, or temporary obstructions). As such, 
the modelled V/C values are likely to underestimate real-world congestion where parking 
pressure is high. The High Street is therefore likely to continue experiencing frequent stop-
start conditions, increased variability in journey times, and periodic queue formation 
associated with parking manoeuvres and access. 

Given the already over-capacity nature of town centre parking, the addition of Local Plan 
growth without intervention would further intensify parking demand and associated 
disruption. This reinforces the conclusion that parking activity is a key driver of observed 
congestion levels. 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 67 

5.2.3 Impact under south-east link street scenario 

The introduction of the south-east link street (DS 2) results in a reduction in traffic flow 
through the High Street, with V/C values falling to moderate levels (approximately 0.56 
between the mini roundabouts).  

This reduction in through-traffic has two important implications for parking: 

1. Reduced sensitivity of traffic flow to parking disruption 
With lower background traffic volumes, the High Street becomes less prone to 
network-wide instability from localised events such as parking manoeuvres. Queue 
formation remains possible but is less likely to propagate along the High Street. 

2. Potential increase in parking attractiveness 
Improved traffic conditions may make the High Street more attractive for short-stay 
trips, potentially increasing demand for parking unless managed. Without 
intervention, this could offset some of the operational benefits of reduced through-
traffic through increased circulation and manoeuvring activity. This is addressed in 
part by interventions including Park & Stride, and improved parking plan for the 
centre. 

While the south-east link street improves overall traffic conditions, the persistence of 
moderate to high V/C values on the High Street indicates that the High Street remains 
sensitive to disruption. Given existing parking pressures, parking-related activity would 
continue to influence operational performance. 

5.2.4 Impact under full link street scenario 

The full link street scenario (DS 3) produces a more substantial reduction in traffic through 
the town centre, with V/C values falling to low or moderate levels across the High Street and 
Oxford Street. 

This represents a fundamental shift in the function of the High Street; from a strategic 
through-route carrying significant north–south traffic to a more locally-focused street with 
reduced strategic demand. 

In this context, the relative impact of parking becomes more pronounced in shaping local 
traffic conditions rather than strategic network performance. Key outcomes include: 

• Greater capacity to accommodate parking activity 
Lower traffic volumes reduce the likelihood that parking manoeuvres will trigger 
network-wide delay or blockages between the two junctions. 

• Opportunity for reallocation of road space 
With reduced through-traffic, there is greater scope to rationalise parking layouts, 
formalise bays and address issues such as overhang and informal parking, which 
currently constrain capacity. 

• Improved compatibility between movement and place functions 
The High Street can better function as a town centre environment where parking, 
pedestrian activity and local access are prioritised over through-movement. 

However, it is important to note that if parking demand remains unmanaged, localised 
congestion may still occur. Even under lower traffic conditions, high parking utilisation can 
still generate circulating traffic, short-duration obstructions, and conflicts with pedestrians 
and cyclists. 
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5.2.5 Interaction with proposed parking interventions 

The behavioural and sustainable intervention package includes the introduction of a 
Controlled Parking Zone and a Park & Stride facility. These measures are intended to 
directly address the parking issues outlined above by: 

• Reducing long-stay parking on the High Street, 

• Increasing turnover of spaces, 

• Relocating longer-duration parking away from the town centre, 

• Reducing the need for vehicles to circulate in search of spaces. 

In combination with the link street scenarios, these interventions are critical to realising 
the full benefits of reduced through-traffic. Without parking management, 
improvements in traffic flow could be partially eroded by increased parking demand and 
associated activity. 

5.2.6 Summary 

Parking is a key determinant of traffic performance in Moreton-in-Marsh, particularly within 
the High Street. Existing over-capacity conditions generate significant disruption to traffic 
flow through circulation, manoeuvring and physical constraints. 

The modelling results demonstrate that: 

• Under scenarios without a link street, parking pressures will continue to exacerbate 
unstable traffic conditions. 

• The south-east link street reduces traffic volumes but does not eliminate the 
sensitivity of the network to parking-related disruption. 

• The full link street substantially reduces through-traffic, creating an opportunity to 
improve parking operation and rebalance the High Street towards local access and 
place-making. 

Effective parking management is therefore essential across all scenarios. In particular, the 
combination of reduced through-traffic and controlled parking measures offers the greatest 
potential to improve both traffic flow and the overall function of the High Street. 

5.3 Impact on Strategic Journey Times & Bus Routes 

To assess the scenario impact on network journey times, 10 directed journey time routes 
were created. These all either start, end or pass through Moreton-in-Marsh and align with 
local bus services. They all follow the existing A429 through Morton-in-Marsh High Street 
(even when a link street is modelled) to be consistent and to follow the expected path of a 
future bus service. 

Change in journey time is compared against trigger values derived from Traffic 
Commissioner guidance for buses which is also utilised as part of the Cotswold Local Plan 
transport evidence base. 
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Change in bus route end to end 
journey times 

Impact on bus service 
vehicles/frequency 

no 
frequency 
change 

1 less 
bus per 
hour 

>2 
less 
buses 
per 
hour 

0-5 mins Low Low Medium High 

5-10 mins Medium High High High 

>10 mins High High High High 
 

Table 5-1:  Journey time route comparison - time increase (minutes) 

Route From To Km S1-S2 
AM 

S1-S2 
PM 

S1-S3 
AM 

S1-S3 
PM 

1 Moreton-in-
Marsh 

Broadway 
(B4632) 

14 0.0 0.0 0.0 -0.2 

1 Broadway 
(B4632) 

Moreton-in-
Marsh 

14 -0.1 0.0 -0.3 -0.1 

2 Moreton-in-
Marsh 

Stow-on-the-
Wold 

7 1.0 1.0 2.3 1.6 

2 Stow-on-the-
Wold 

Moreton-in-
Marsh 

7 0.6 0.9 1.8 2.3 

3 Moreton-in-
Marsh 

Chipping 
Norton 

13 0.6 0.7 0.1 -0.2 

3 Chipping 
Norton 

Moreton-in-
Marsh 

13 -0.2 0.5 -1.4 -0.3 

4 Moreton-in-
Marsh 

A429/B4035 8 0.0 0.0 0.3 0.4 

4 A429/B4035 Moreton-in-
Marsh 

8 -0.2 0.0 0.3 0.1 

5 Stow-on-the-
Wold 

A429/B4035(w
ithout link) 

15 0.7 1.0 2.4 2.9 

5 A429/B4035 Stow-on-the-
Wold 

15 0.9 1.1 2.9 2.1 

 

Table 5-1 shows the time difference in minutes for, 

• With no link street (S1) and with a southeast link street (S2) 

• With no link street (S1) and with a full link street (S3) 

As expected, travel time west along the A44 to Broadway remains unchanged, so does the 
time travel north to the junction with the B4035 near Shipston-on-Stour. Travel time east 
along the A44 to Chipping Norton reduces by approximately 0.5 minutes with the southeast 
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link street though shows a 1.4-minute improvement west bound in the AM period with the 
full link road. The greatest increase in travel time is to Stow-on-the-Wold with a 0.6-to-1.0-
minute increase with the south-east link street though increasing to 1.6 to 2.3 minutes with 
the full link street. This will be related to the revised priority of the A429 junction with the 
new link road in S2 and the revised layout for the mini roundabouts in S3. 

Whilst general traffic may be able to benefit from the new link street, bus traffic is likely to 
remain on Roman Road and the High Street to serve Moreton in Marsh. The identified 
reduction in travel time is less than five minutes and so falls within the low threshold 
established in the Traffic Commissioner guidance and will be mitigated by an increase in 
service frequency as proposed as part of the public transport interventions. Neither of the 
proposed link street options are therefore considered to have an undue detrimental impact 
on bus service times. 

5.4 Interpretation of results 

The modelling results provide a consistent and coherent picture of the transport challenges 
in Moreton-in-Marsh and the relative effectiveness of the tested intervention packages. 
When considered alongside the existing evidence on traffic behaviour, parking constraints 
and network characteristics, several key themes emerge regarding network performance, 
scheme effectiveness and the role of different intervention types. 

5.5 Overall network behaviour 

Across all scenarios, the results confirm that the existing A429 corridor through the High 
Street is operating close to, or beyond, its effective capacity under future demand 
conditions. Under the DS 1 scenario (behavioural and sustainable interventions only), V/C 
ratios remain within the high to unstable range in the town centre, particularly between the 
two mini-roundabouts and on the Oxford Street approach.  

This indicates that, while demand management and sustainable interventions provide some 
benefit, they are insufficient in isolation to address the operational issues and constraints 
of the existing network. The High Street continues to function as both a strategic through-
route and a local access corridor, and this dual role leads to inherent conflict between 
movement and place functions. 

Furthermore, it is important to recognise that the strategic model does not explicitly capture 
localised disruptions such as parking manoeuvres, pedestrian activity or short-duration 
obstructions. As such, real-world conditions are likely to be worse than the modelled 
outputs suggest, particularly during peak and inter-peak periods when parking demand is 
high and space is constrained. For more detailed analysis of these interactions a micro-
simulation model would need to be developed. 

5.6 Effectiveness of sustainable and behavioural measures 

The results demonstrate that sustainable and behavioural interventions play a valuable 
supporting role in managing demand and encouraging modal shift, but their impact on 
network performance is incremental rather than transformational. These measures help to 
reduce traffic growth and provide alternative travel choices, but they do not materially 
change the underlying capacity limitations of the High Street corridor.  

This reinforces the conclusion from Phase 1 that such interventions are most effective when 
delivered as part of a wider package, rather than as standalone solutions. In particular, their 
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benefits are maximised when combined with infrastructure that reduces through-traffic and 
allows the local network to operate more efficiently. 

5.7 Impact of the south-east link street 

The introduction of the south-east section of the link street (DS 2) represents a step change 
in network performance. The modelling shows a clear reduction in traffic volumes through 
the town centre, with V/C ratios falling to moderate levels across key links and 
improvements in junction performance.  

This indicates that the scheme is effective at redistributing local development-related traffic 
and reducing pressure on the existing High Street corridor. The reduction in traffic volumes 
also decreases the likelihood of network instability and blocking back between the two 
mini-roundabouts, which is a key existing issue. 

However, the results also show that some constraints remain. Key approaches, particularly 
Oxford Street and the northern roundabout, continue to operate at relatively high levels of 
utilisation. This suggests that while the south-east link street addresses a proportion of 
demand, it does not fully resolve the influence of longer-distance strategic through-traffic, 
which continues to pass through the town centre. 

As a result, the High Street remains sensitive to disruption, and the overall performance of 
the network is still influenced by localised factors such as parking activity and junction 
conflicts. 

5.8 Impact of the full eastern link street 

The full link street (DS 3) delivers the most significant improvement in network performance 
across all assessed metrics. The modelling shows that V/C ratios across the High Street, 
Oxford Street and the wider town centre network fall to low or moderate levels, indicating 
stable operating conditions with a reduced risk of congestion and queue formation.  

This reflects a fundamental redistribution of traffic, with a substantial proportion of 
strategic north–south movements diverted away from the town centre onto the new route. 
The link street therefore successfully fulfils its role as a strategic route while also serving 
local development areas. 

Importantly, the reduction in through-traffic enables complementary changes to the town 
centre network, including alterations to junction layouts and the potential reallocation of 
road space. This allows the High Street to transition from a predominantly traffic-dominated 
corridor to a more balanced environment that better supports local access, active travel 
and place-making.  

5.9 Junction operation and network resilience 

The improvements in link performance are mirrored by improvements in junction operation. 
Under scenarios without a link street, both mini roundabouts are shown to operate under 
stress, with high V/C ratios, longer queues and a risk of blocking back between junctions.  

The introduction of the south-east link street significantly reduces these issues, improving 
conditions to good or moderate across all arms.  

Under the full link street scenario, the removal or reconfiguration of the mini roundabouts 
further improves performance, allowing A44 movements to operate more efficiently and 
reducing conflict with A429 traffic.  
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These findings highlight the importance of addressing both link capacity and junction design 
when seeking to improve overall network performance. The results also demonstrate that 
reducing traffic demand on key corridors enhances network resilience, making the system 
less sensitive to disruption and more capable of operating reliably under varying conditions. 

5.10 Relationship with parking and local conditions 

A key insight from the results is the strong interaction between traffic flow and parking 
conditions in the town centre. Even where modelled traffic volumes fall within acceptable 
ranges, the presence of high parking demand and associated activity can continue to 
generate localised congestion and variability in journey times.  

This is particularly relevant for scenarios without a full link road, where the High Street 
remains relatively busy and sensitive to disruption. In these cases, effective parking 
management is essential to ensure that the benefits of reduced traffic demand are not 
offset by increased circulation and manoeuvring activity.  

Under the full link road scenario, the reduction in through-traffic creates an opportunity to 
better manage parking and rebalance the street environment. However, without 
complementary parking interventions, there remains a risk that localised congestion could 
still occur.  

5.11 Implications for scheme development 

The modelling results clearly demonstrate that: 

• Infrastructure is required to address structural capacity constraints, with the 
link street providing the most effective mechanism for reducing through-traffic. 

• Sustainable and behavioural measures are necessary but not sufficient on their 
own and should be delivered alongside infrastructure to maximise their impact. 

• Parking management is a critical component of any overall strategy and is 
required across all scenarios to support network performance. 

• The full link street option provides the greatest overall benefit, offering a 
comprehensive solution that improves traffic flow, enhances network resilience 
and enables broader placemaking objectives. 

Overall, the results support a combined approach that integrates infrastructure provision, 
demand management and local network interventions. This approach provides the greatest 
opportunity to address both current and future transport challenges in Moreton-in-Marsh 
while supporting wider planning and urban design objectives. 
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6. Stakeholder Engagement 
6.1 Gloucestershire County Council 

Gloucestershire County Council, as the statutory highway authority for the Cotswold 
District (including Moreton-in-Marsh) has been engaged as a stakeholder at key stages in 
this piece of work. They were involved in drafting the original scope of the commission and 
have been engaged with in the modelling process. This engagement has taken the form of a 
round table exercises conducted on-line where results of the modelling were shared and 
discussions about the impact and direction of the work took place. 

These discussions helped shape the behavioural and sustainable interventions package, 
allowing it to better reflect achievable and realistic interventions. Comments regarding the 
importance of parking availability and access to the centre of Moreton in Marsh helped the 
development of the parking interventions. These ensure that the town centre businesses 
are still served by a wide range of high-quality parking locations that encourage access 
whilst no longer detracting from the through-movement of traffic through the historic 
centre. Discussions regarding the impact of any potential link street on the flow of buses 
helped guide the analysis on the impact on strategic journey times. Whilst some routes 
were shown to be negatively impacted, these are well within the adopted criteria and will be 
mitigated by an increase in bus frequency as proposed within the interventions. 

It is expected that the good working relationship achieved with Gloucestershire County 
Council will be continued as this work is further progressed. 

6.2 Network Rail 

Engagement has also been undertaken with Network Rail. Feedback was received via email 
on 29 February 2024 and 11 February 2026, reiterating earlier comments provided to the 
project team.    w  k    l’  c mm       v    c     p  m   ly    design and asset 
protection considerations associated with the construction of a road bridge over the 
railway. They noted that, where a new public bridge is proposed, consideration would be 
given to whether there are opportunities to stop up or divert existing level crossings in the 
vicinity, subject to feasibility and network requirements. 

In addition, it was confirmed that any new bridge would be required to accommodate 
potential future overhead electrification, requiring a minimum gauge clearance of 5.1 m 
(from the top of rail to the underside of the bridge structure). Network Rail also advised that, 
should the scheme progress, a range of legal agreements would be required, and they 
highlighted potential financial implications associated with land value uplift, particularly 
where a new bridge facilitates or enhances development opportunities adjacent to the 
railway. It was also advised that more detailed engineering advice on bridge design and 
construction methodology would typically require the establishment of an asset protection 
agreement, which would incur additional costs and would be progressed should the 
scheme move beyond feasibility stage. 

Network Rail confirmed on 11 February 2026 that no further comments were required at this 
stage beyond those previously provided, noting that their position remains unchanged.  
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6.3 Environment Agency 

Early engagement has been undertaken with the Environment Agency (EA) to support the 
development of the feasibility study and to understand potential environmental 
considerations associated with the proposed link road. 

An initial discussion was held via Microsoft Teams on 20 February 2026, involving 
representatives from the Environment Agency, Cotswold District Council, and the project 
team. The purpose of the meeting was to provide a high‑level overview of the proposed 
scheme and to enable the Environment Agency to outline potential requirements and 
considerations at this early stage. 

During the discussion, it was made clear that the project is at an initial design stage, which 
was acknowledged by the Environment Agency. They expressed their willingness to engage 
as the project develops. 

Initial observations raised by the Environment Agency included flood risk and scour around 
river crossing, and the potential for PFAS risk at Fire College. These matters have been 
noted as key environmental considerations and will be subject to further assessment and 
consultation as the design is progressed beyond feasibility stage. 
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7. Conclusions 
This initial feasibility study has assessed a range of infrastructure, behavioural and 
sustainable transport interventions to address existing and future transport challenges in 
Moreton-in-Marsh, associated with Local Plan growth and increasing strategic traffic 
demand. 

It should be noted that this study does not in itself confirm if the land is available, it simply 
tests the feasibility of the most promising options, should it come forward in the future, any 
scheme would need to be subject to more detailed work. 

7.1 Key findings 

The analysis confirms that the current highway network, particularly the A429 corridor 
through the High Street and its two mini-roundabouts, is operating close to capacity under 
present conditions and is forecast to experience significant deterioration without 
intervention. Strategic north–south through-traffic, combined with constrained junction 
geometry and high levels of parking activity, creates a network that is highly sensitive to 
disruption and prone to congestion. 

Sustainable and behavioural interventions, including parking controls, active travel 
improvements and public transport enhancements, provide important supporting benefits. 
These measures help to manage demand, encourage modal shift and improve local 
accessibility. However, the modelling demonstrates that, in isolation, they are not sufficient 
to address the underlying structural capacity constraints of the network. 

7.2 Performance of link road options 

The introduction of new infrastructure in the form of a link street provides a step change in 
network performance by redistributing traffic away from the historic town centre.  

• South-east link street 
The south-east link street delivers a significant improvement in traffic conditions, 
reducing volumes through the High Street and improving junction performance at the 
mini-roundabouts. V/C ratios fall to more moderate and acceptable levels, reducing the 
likelihood of queuing and blocking back between junctions. While some constraints 
remain, particularly on key approaches such as Oxford Street, overall network 
performance is substantially improved, and the risk of severe congestion is reduced. 

• Full eastern link road 
The full link street option provides the greatest overall benefit in transport terms. It 
results in a fundamental redistribution of strategic north–south traffic, with significant 
reductions in flow through the town centre. This leads to stable operating conditions 
across the network, improved junction performance and enhanced opportunities to 
rebalance the High Street towards local access, active travel and place-making.  

 

7.3 Balance of performance and deliverability 

While the full link street delivers the best network performance, it is also the most complex 
and costly option. The route length and requirement to cross key physical constraints such 
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as the railway and River Evenlode mean that the full scheme is likely to present significant 
challenges in terms of cost, deliverability and funding. 

In contrast, the south-east link road represents a more proportionate intervention which 
would directly serve the proposed development sites. It achieves a large proportion of the 
transport benefits associated with the full link street, particularly in terms of relieving 
pressure on the town centre and improving network resilience, while being shorter and 
more likely to be deliverable within realistic funding constraints. 

7.4 Role of complementary measures 

Across all scenarios, the importance of complementary interventions is clear. In particular: 

• Parking management is essential to address the significant impact of parking 
activity on High Street operation and to ensure that improvements in traffic flow are 
not offset by circulation and manoeuvring. 

• Active travel and public transport enhancements are important in supporting 
mode shift and improving accessibility for residents, particularly in the context of 
planned housing growth. 

• Town centre interventions become increasingly viable where traffic volumes are 
reduced, enabling improvements to public realm, safety and overall town centre 
function. 

7.5 Implications for Local Parking 

Parking is a key factor influencing both traffic conditions and the operation of the High 
Street in Moreton-in-Marsh. The analysis undertaken as part of this study demonstrates that 
the interaction between parking demand and traffic flow remains important across all 
scenarios, although the nature of this interaction changes significantly depending on the 
level of infrastructure intervention provided. 

Under DS1 (Sustainable and Behavioural Measures Only), the High Street continues to 
operate under high levels of traffic demand and remains highly sensitive to parking-related 
disruption. Vehicles searching for spaces, waiting to manoeuvre into bays, or emerging from 
parking spaces would continue to have a disproportionate impact on traffic flow. Given the 
constrained nature of the High Street and the existing over-capacity parking conditions, 
parking activity would remain a significant contributor to congestion and journey time 
variability. Parking management measures would therefore be essential simply to maintain 
acceptable operating conditions. 

Under DS2 (South-East Link Street), reduced through-traffic lowers the sensitivity of the 
network to parking-related disruption. Parking manoeuvres and circulation traffic would still 
affect conditions on the High Street, but the risk of these impacts escalating into broader 
network-wide congestion would be significantly reduced. Improved traffic conditions may 
also increase the attractiveness of the High Street as a destination, potentially placing 
additional pressure on parking demand which may be helped by appropriate parking 
management measures and the provision of alternative parking facilities such as the 
Transport Hub and potential Park & Stride. 

Under DS3 (with the full eastern link street), the reduction in strategic through-traffic 
fundamentally changes the relationship between parking and traffic flow. The High Street 
becomes considerably less sensitive to parking activity, as lower traffic volumes mean that 
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parking manoeuvres are less likely to create significant delay or network disruption. At the 
same time, the reduced traffic environment creates opportunities to improve the quality 
and operation of town centre parking through formalised layouts, better management and 
public realm enhancements. The attractiveness of the High Street as a local destination is 
also likely to increase, supporting local businesses and town centre vitality whilst reducing 
the adverse transport consequences associated with parking demand.The link street 
options provide a substantial improvement, whilst the sustainable and behavioural 
measures alone are unlikely to adequately address existing parking-related traffic issues. 

7.6 Implications for Local Plan Housing Delivery 

A critical component of this study is to understand the extent to which the transport 
network can support the scale and distribution of housing growth proposed within the Local 
Plan. The modelling scenarios (DS1, DS2 and DS3) provide a clear indication of the 
relationship between infrastructure provision and the level of development that can be 
accommodated without resulting in unacceptable transport impacts. 

Do Something 1 (DS1)– Sustainable and Behavioural Interventions Only (1,500 
dwellings) 
Under Scenario DS1, development is limited to 1,500 dwellings, primarily associated with 
sites B, C and a reduced proportion of Site D, with no allocation at Site A. The modelling 
results demonstrate that, even at this reduced level of growth, the network continues to 
operate under high to unstable conditions within the town centre, particularly along the 
High Street corridor and at the northern mini-roundabout. The strategic nature of the model 
is expected to underestimate issues related to blocking back and parking related problems 
in the town centre. This indicates that the existing network, even when supported by 
sustainable and behavioural interventions, has limited capacity to accommodate further 
growth at this scale. As such, DS1 is somewhat beyond the upper bound of development 
that could be supported without new infrastructure and would likely constrain Local Plan 
ambitions both in terms of scale and spatial distribution. 

Do Something 2 (DS2) – South-East Link Street(1,962 dwellings) 
Scenario DS2 increases development capacity to 1,962 dwellings, incorporating additional 
growth at Site D while still excluding Site A.  
The introduction of the south-east link street significantly improves network performance, 
reducing traffic volumes through the town centre and bringing most links and junctions into 
moderate and stable operating conditions. This demonstrates that the south-east link street 
enables a meaningful uplift in housing delivery, allowing a broader range of Local Plan 
allocations to come forward while maintaining acceptable network performance. However, 
the persistence of some higher stress locations (notably Oxford Street and the northern 
roundabout) indicates that this scenario does not fully mitigate the influence of strategic 
through-traffic. As a result, further large-scale expansion beyond this level of growth would 
likely reintroduce network instability.  

From a planning perspective, DS2 therefore represents a balanced and deliverable 
scenario, supporting a substantial proportion of the Local Plan housing requirement while 
remaining proportionate in terms of infrastructure cost and complexity. It enables delivery 
of multiple sites (B, C and D) with improved accessibility and reduced impact on the historic 
core. 

Do Something 3 (DS3) – Full Eastern Link Street (3,100 dwellings) 
Scenario DS3 accommodates the full tested development quantum of 3,100 dwellings, 
including the introduction of Site A alongside Sites B, C and D.  
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The full eastern link street delivers a step change in network performance, diverting a 
significant proportion of strategic traffic away from the High Street and resulting in low to 
moderate V/C ratios across the network. This creates a stable transport environment 
capable of supporting the full scale of Local Plan growth tested, including more peripheral 
or larger strategic allocations such as Site A. Importantly, this scenario also enables a 
                               ’    l ,  ll w             c     m        c  v ly      l c l 
access and place-based environment rather than a strategic corridor. This has wider 
benefits for urban design, active travel and town centre vitality, alongside the capacity to 
support higher levels of development. As a result, this option should continue to be 
explored beyond the plan period, with safeguarding for an efficient route for this section 

On this basis, while the full link street provides the greatest flexibility for accommodating 
long-term housing growth, the south-east link street offers a proportionate and pragmatic 
solution, enabling a substantial level of development consistent with Local Plan objectives 
while maintaining deliverability in terms of cost and environmental constraints. 

7.7 Scenario Comparison 

A complete comparison overview for the tested scenarios is presented in Table 7-1. 

Table 7-1: Scenario comparison overview 

Assessment Area DS1 – Sustainable 
& Behavioural 
Measures Only 

DS2 – South-East 
Link Street 

DS3 – Full Eastern 
Link Street 

Development 
Capacity Tested 

1,500 dwellings 1,962 dwellings 3,100 dwellings 

Traffic Relief in 
Town Centre 

Limited 
improvement. High 
Street and northern 
mini-roundabout 
remain under 
significant pressure.  

Significant 
improvement. 
Considerable 
reduction in traffic 
through the town 
centre.  

Significant 
improvement. 
Strategic traffic 
largely diverted away 
from the High Street.  

High Street 
Operation 

Remains close to 
unstable conditions 
and sensitive to 
disruption.  

Operates well 
under moderate 
conditions.  

Operates under low 
to moderate stress 
with substantially 
improved conditions.  

Mini-Roundabout 
Performance 

High V/C and 
queueing risk 
remains, particularly 
at the northern 
roundabout.  

Significant 
improvement with 
shorter queues and 
better operation.  

Traffic reduction 
enables alternative 
junction 
arrangements and 
improved operation.  
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Assessment Area DS1 – Sustainable 
& Behavioural 
Measures Only 

DS2 – South-East 
Link Street 

DS3 – Full Eastern 
Link Street 

Accommodation 
of Strategic 
Through-Traffic 

No change. Strategic 
traffic continues 
through the town 
centre.  

Some benefit. 
Some locally 
generated traffic 
diverted 

Strong benefit. 
Provides an 
alternative route for 
strategic north-south 
traffic.  

Support for Local 
Plan Growth 

Limited. 
Performance 
suggests this 
scenario is beyond, 
or very close to, the 
practical limit of 
development 
without new highway 
infrastructure.  

Good. Supports a 
meaningful 
increase in housing 
growth while 
maintaining 
acceptable network 
performance.  

Good. Supports the 
full scale of growth 
tested within the 
study.  

Impact on 
Parking & High 
Street Function 

Existing parking 
issues remain a 
significant source of 
congestion and 
operational 
instability. 

Parking-related 
impacts reduced 
but remain an 
influence on 
network 
performance. 

Opportunity to 
improve parking 
management, public 
realm and High Street 
function through 
reduced through-
traffic. 

Town Centre 
Placemaking 
Opportunities 

Limited 
opportunities due to 
continued traffic 
volumes.  

Some opportunities 
for improvement as 
traffic volumes 
reduce.  

More opportunities 
for public realm 
enhancement, active 
travel and town 
centre renewal.  

Relative Cost Low Medium High 

Relative Delivery 
Complexity 

Low Medium High 

Key Advantages Lowest cost; 
quickest to 
implement; 
supports 
sustainable travel 
objectives.  

Delivers substantial 
transport benefits; 
supports additional 
housing growth; 
more proportionate 

Greatest transport 
benefits; 
accommodates 
highest growth; 
transforms town 
centre conditions; 
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Assessment Area DS1 – Sustainable 
& Behavioural 
Measures Only 

DS2 – South-East 
Link Street 

DS3 – Full Eastern 
Link Street 

and deliverable 
than the full route.  

provides long-term 
strategic solution.  

Key 
Disadvantages 

Does not adequately 
resolve existing 
capacity issues; 
limited growth 
potential.  

Does not fully 
remove strategic 
traffic from the 
town centre.  

Highest cost; greatest 
environmental, 
engineering and 
delivery challenges; 
longer 
implementation 
timescale.  

Overall 
Assessment 

Insufficient as a 
standalone solution.  

Balanced and 
pragmatic option 
for the Local Plan 
period.  

Long-term transport 
solution for Moreton-
in-Marsh.  

 

8. Overall conclusion 

The study demonstrates that a combined approach is required to address both current and 
future transport challenges in Moreton-in-Marsh. Sustainable and behavioural measures 
alone are not sufficient, and some form of infrastructure intervention is required to reduce 
through-traffic and improve network performance. 

The full eastern link street provides the most comprehensive transport solution and delivers 
the highest level of network benefit. However, when considering cost, complexity and 
deliverability alongside transport performance within the Local Plan period to 2043, the 
south-east link street represents a balanced and pragmatic option. 

On this basis, the south-east link street, supported by a package of parking, active travel 
and public transport interventions, is considered to provide an acceptable and realistic 
  l               w ’  immediate transport challenges, while retaining the potential for the 
full eastern link street should additional funding or requirements emerge. 
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Appendix A – Link Street Cost Estimate 
The cost estimates presented in this appendix have been prepared solely for the purposes of this initial feasibility 
study and are intended to provide an indication of the potential order-of-magnitude costs associated with the 
proposed interventions. The estimates have been developed using the information available at the time of 
assessment and are based on concept-level designs only. 

The estimates should therefore be considered indicative and suitable only for strategic comparison of options. As 
the scheme progresses through subsequent stages of design and development, further engineering, environmental, 
land, utility and stakeholder information will become available which may materially affect the anticipated costs. 

Consequently, the estimates presented are intended to inform strategic decision-making and support comparison 
of the relative affordability and deliverability of the scenarios tested within this study.



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 82 

 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 83 

 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 84 

 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 85 

 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 86 

 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 87 

 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 88 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 89 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 90 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 91 

 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 92 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 93 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 94 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 95 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 96 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 97 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 98 



 

Moreton-in-Marsh Initial Feasibility Study | Report cityscience.com 99 

 

 

 

 




