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The Oxford-Cambridge expressway.  An 
analysis of the ‘aspirational 
development’ modelling in the Corridor 
Assessment Report of 2018 
 

‘All models are wrong, but some are useful’.  G.E.P. Box 1919-2013 
 

Summary 
 

 The Oxford-Cambridge Expressway, and the associated “Arc” of development along 
it, are seen by its advocates as an opportunity for ‘transformational growth’ for the 
region. 

 This document describes that part of Highways England’s Oxford Cambridge 
Expressway Corridor Assessment Report (CAR) which calculates the amount of new 
housing development, workers and jobs that might be facilitated (‘un-locked’) by 
building an expressway between Oxford and Cambridge1. 

 No precise route for the expressway is described in the CAR, but 13 junctions for it 
are imagined in preferred Corridor B (the focus of the present document).  This is 
about one junction per 12kms of expressway (total expressway distance between 
Oxford and Cambridge is c. 148kms). 

 The model for development in the Corridor Assessment Report is vehicle-based 
(cars, vans, lorries) and assumes that the amount of new, expressway-facilitated 
development is ultimately limited by the capacity of each expressway junction to 
handle peak-time traffic. 

 The first step is to calculate the number of new houses that will be built around each 
junction (up to 4kms away) arising from all approved Local Plans (which, in Oxon’s 
case, run to the mid 2030s).  This is referred to as the ‘reference case’.  Between 
6,500 and 6,900 new houses per junction will be built under the reference case, with 
a population about equal to that of Kidlington’s (Oxon) in the 2011 census (i.e. pop. 
13,723, approx 6,000 houses).    

 A traffic model is then run in which the total volume of traffic is based on present 
day traffic figures plus all the ‘new’ traffic that will arise from developments already 
in Local Plans.  This model therefore generates the traffic flow at each expressway 
junction under ‘reference case’ conditions.    

 The ‘spare capacity’ of each junction is then defined as the difference between 85% 
of maximum expressway junction capacity (a figure beyond which congestion slows 
down traffic movement) and the reference case scenario (with a small addition 
allowing for intensification of existing planned development due to the expressway’s 
presence). 

 It is assumed that the spare capacity then determines the amount of additional 
development that could be ‘un-locked’ by the expressway. Spare capacity (i.e. of 
traffic using the junctions) is first turned into an estimate of houses imagined to 
‘generate’ that traffic (using a conversion factor relating vehicles to houses), then of 
workers inhabiting those houses.  This additional development again occurs within 
4kms of each junction (a distance corresponding to a 5 to 10 minute journey time).  

 The total number of new houses arising from this spare capacity is between 300,000 
and 360,000 across the Corridor.  

                                                             
1 The CAR uses the terms ‘houses’ and ‘homes’ interchangeably, and this practice is followed here, too.   
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 Thus, the total of reference case plus expressway development involves between 
390,000 and 455,000 new houses across the corridor; or between 30,000 and 35,000 
houses, equivalent to two new ‘Abingdons’ or two new ‘Bicesters’, per expressway 
junction.  This development, however, is not evenly spread along the Corridor. 

 A different model is used to predict how many jobs might be generated locally using, 
as one of the inputs, the development scenario from the CAR.  These job figures 
appear to match very closely the growth in the work force predicted around each 
junction. 

 The land-take of the development proposed in the CAR will raise the proportion of 
urban coverage around each expressway junction from an average of 14% at present 
to 33%, assuming the (high) housing densities used in the model (43 houses per 
hectare, or hph); or the land-take could increase to as much as 43% at housing 
densities typical of many local plans and rural areas at present (26 hph). 

 The effect of East West Rail’s (EWR) proximity to the expressway is minimal under 
the scenarios examined by HE.  In fact, because the model assumes (i) travel by train 
will reduce the use of expressway junctions by cars (people are expected to bus, 
walk or cycle to the train stations), and (ii) that housing densities can increase near 
to train stations, the total amount of development actually increases in areas where 
the expressway and EWR are close together, but only by between 3% and 8%.   This 
small impact of EWR is less due to the fact that EWR is insignificant for development 
and more due to the fact that a vehicle-based model is not set up to realise the 
development potential of a quite different form of transport. 

 Across the entire corridor, the total number of new expressway houses in the 
approach used here is, at most, 360,000.  This should be compared with the 553,000 
new expressway houses proposed in the original NIC document ‘Partnering for 
Prosperity’.  The ‘shortfall’ of 190,000 will have to be met, if at all, by non-
expressway growth across the entire ceremonial counties of the expressway.  

 There are very large differences between the amount of development predicted for 
each expressway junction, from 7,000 workers for ‘Abingdon’ to 82,000 workers for 
‘East of Oakley’, determined in part by the amount of development already near 
each junction.  Because the objective of the expressway is to unlock as much 
potential for development as possible, the final selection of Corridor B as the 
preferred option was in part determined by the sparsely inhabited rural areas in the 
Oxfordshire/ Buckinghamshire border regions.   

 Using Highways England’s own figures (1.27 workers per dwelling and 2.33 people 
per dwelling) a worker population of 82,000 ‘East of Oakley’ means a total 
population of 150,000, equal to that of Oxford City in 2017 (154,600). 

 The large amount of development East of Oakley, and also at the adjacent junctions 
of ‘East of Oxford’ and of ‘Twyford’, make Corridor B3 (totals of 443,000 workers and 
475,000 jobs) far more attractive than Corridor B1 (377,000 workers and 415,000 
jobs) for expressway development on these grounds alone (i.e. of development 
enabled by the expressway).   

 In the particular case of Oxfordshire, however, because of the large numbers of 
workers and jobs proposed for ‘Wendlebury’ and ‘South of Bicester’, Corridor B1 (5 
proposed expressway junctions) enables 145,000 workers and 167,000 jobs, and 
Corridor B3 (3 junctions) ‘only’ 88,000 workers and 100,000 jobs. 
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Introduction 
 
This document attempts to describe how Highways England (HE) calculated the ‘aspirational 
development’ possible through the construction of the Oxford to Cambridge expressway.  
Although the precise route of the expressway is not yet known, it is clear that the HE 
modelling exercise made some broad assumptions not only about the route, but also about 
the location of expressway junctions.  In the present document, statements in the Corridor 
Assessment Report (CAR) 20182 are in italics and comments in normal text.  The histograms 
for individual sites (at the end of the present document) come from the main body of the 
CAR (p.248 for Corridor B1, p. 249 for B2, and p. 250 for B3). The method used and a 
summary of results across the Corridor is given in CAR Appendix C3, from which come all the 
direct quotes in the present document (specifically Section 2, ‘Enabled Development 
Methodology’, p.4 onwards).  The CAR assessed the suitability of three corridors, A, B and C, 
for expressway development, using seven ‘overall strategic objectives’ (Connectivity; 
Strategic Transformation; Economic Growth; Skills and accessibility; Planning for the future; 
Environment; and Innovation) and four ‘strategic delivery assessments’ (Constructability; 
Consentability; Stakeholder acceptance; and Flexibility), and concluded that Corridor B was 
the best to take forward for further study (the ‘preferred Corridor’).  The CAR Appendix C 
calculations described in the present document contributed to the Economic Growth 
criterion of the overall strategic objectives. 
 
A map of Corridor B is available on the Highways England website4.  The corridor has two 
sub-options near Oxford City; sub-option B1 starting near Abingdon and going around the 
West side of the city (probably in part using the existing A34, which would need upgrading) 
and sub-option B3, also starting near Abingdon and going first South of the City and then 
turning North, passing over the M40 and heading in the general direction of East of Bicester.   
 
The Corridor Assessment Report vehicle-based Development ‘Model’ 
 
We start off with some assumptions about the situation being modelled: 

 Development in the study area is generally assumed to be supply constrained and not 
demand constrained, i.e. in overall terms if development comes forward there will 
generally be the demand for it. The NIC suggests there may be demand for 1 million 
new homes in the area by 2050. This is therefore the theoretical upper limit on 
development enabled by the Project. 

 We assume that Expressway junctions will be located at key intersections with the 
existing strategic road network and close to existing settlements. 

 Enabled housing development is assumed to generally take place within 4km (5-10 
minute drive time on local roads) to each Expressway junction. Enabled employment 
development can also take place in this area but is also anticipated to take place in a 
wider area (e.g. nearby town centres).  

                                                             
2 http://assets.highwaysengland.co.uk/roads/road-
projects/Oxford+to+Cambridge+expressway/Corridor+Assessment+Report.pdf 

3 http://assets.highwaysengland.co.uk/roads/road-
projects/Oxford+to+Cambridge+expressway/Growth+and+Economic+Assessment+Report+-+Appendix+C.pdf 

4 http://assets.highwaysengland.co.uk/roads/road-
projects/Oxford+to+Cambridge+expressway/Map2+Preferred+and+common+corridors.pdf 
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In many places the CAR talks about 'development' without specifying jobs or houses.  In fact, 
the modelling exercise undertaken for this part of the Report is purely traffic-driven, with 
houses, people and jobs being derived from the traffic figures.  
 
The model was prepared and run as follows: 
 
a) The Development Database 

 A development database was prepared of all known planned, promoted and 
allocated development sites within the enabled growth areas of each Oxford to 
Cambridge Expressway corridor. 

 Promoted sites are removed, duplicated sites combined (assuming largest site areas, 
and largest development potential is retained, and smaller sites removed), under 
construction development discounted where likely to be complete in 2018, and gaps 
in the development database filled. This provides the ‘Reference Case’ for the 
development potential in each corridor. 

The database is therefore of allocated and permitted development along the corridor, 
including sites already in plan (i.e. in Oxon’s case, sites in the Local Plans to the mid 2030s).  
‘Promoted sites’ are those offered for development to local authorities by developers and 
promoters, but which are not yet included in any Local Plans.  These promoted sites are 
removed from the development database for the present round of modelling (i.e. for 
Corridor selection), but may be included at a later stage, as specific route options are 
investigated (in Project Stage 1B, route selection)    

b) The Traffic Model 

Highways England used its South East Regional Transport Model (SERTM) to model traffic 
flow in the region.   The SERTM is based on traffic surveys, on information about end-to-end 
journeys (origin-destination matrices) and on a representation of the existing highways 
network.  It describes peak and inter-peak traffic conditions for different ‘market segments’, 
vehicle types and trip purposes. 
 
The SERTM model was run using the national traffic conditions calculated by a different 
model, the Trip End Modelling Program (TEMPRO).  TEMPRO is ‘updated at various points in 
the cycle of local authority planning periods and as such includes the most relevant planning 
forecasts for each authority’, including information on the Strategic Housing Land 
Availability Assessment (SHLAA) and any available Local Plans.  Thus, the SERTM model was 
run using traffic assumed to be inclusive of committed and allocated sites at a local 
authority level.  
 
‘That is to say that traffic impacts in the forecast years are reflective of a growth scenario 
which does not specifically account for a development that is dependent (unlocked) on the 
introduction of the (expressway) Project’.   
 
This is referred to below as the ‘SERTM no-project’ condition. 
 
c) Areas considered for expressway Transformational Development 
 
The proximity of sites to expressway junctions is the key to the next steps:  
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 Draft Allocated sites within 4km of each Expressway junction are then treated with 
development intensification assumptions. This provides an indication of the potential 
intensification impact of the Oxford to Cambridge Expressway. 

The ‘Draft allocated sites' referred to here include all of the allocated and permitted sites in 
the development database (where no developmental details are available for these, the 
model assumes their development potential). These draft allocated sites are considered for 
intensified development in the expressway modelling exercise.    
 
A total of 13 junctions along the Corridor B routes between Oxford and Cambridge is 
considered in this round of modelling (i.e. approximately one junction every 12 kms of 
expressway), and their approximate location can be imagined from the labels they are given 
in the CAR, because no other, more precise information about their location is given in the 
CAR (see the map and histograms at the end of this document).  Obviously each location will 
have a different amount of existing development, or locally planned future growth.   
 
The ‘Reference Case’ of No Expressway 
 
Development is first considered in the absence of the expressway.  This defines the 
’reference case’ from which the potential of the expressway to ‘un-lock’ more development 
will be calculated.  In the reference case, under historically-determined growth rates, and 
taking account of existing Local Plans (i.e. SERTM no-project conditions), there is an increase 
of between 85,000 (Corridor A) and 90,000 (all other corridor options) houses in the area 
under consideration (i.e. the areas up to 4kms away from all junctions in each Corridor from 
Oxford to Cambridge).  This means an average of between 6,500 and 6,900 new houses per 
junction are already being planned in the absence of the expressway.  This is equivalent to 
just over one ‘Kidlington’ (pop. 13,723; approx 6,000 houses) per junction.  It should be 
noted that, in Oxfordshire’s case, the rate of growth of the County’s housing stock under 
current Local Plans to the mid 2030s is approximately twice that of the national figure to 
2050.  In other words, Oxfordshire is already headed for very significant development in the 
absence of the expressway.  
 
The potential of the Expressway to facilitate and ‘un-lock’ more development 
 
The expressway is considered to have two effects; first an intensification near to expressway 
junctions of the development that is already going ahead (i.e the reference case); and 
second an ‘unlocking of new unallocated sites for development’.   The first effect is minimal, 
adding between 5,000 and 10,000 extra homes along each corridor (i.e. fewer than 1,000 
homes per expressway junction).  The second effect is very much larger, and depends upon 
the capacity of each expressway junction to handle more vehicles over and above the 
reference case plus the intensification effect.  
 

 We have carried out a broad-brush initial assessment of junction capacity and spare 
capacity. Spare capacity is taken to be the difference between total indicative 
capacity and capacity net of wider assumed traffic demand and data from the 
National Trip End Model (NTEM) on assumed development. We assume that NTEM 
accounts for 75% of the growth identified in the development database (reference 
case) i.e. this development does not require additional capacity provided by the 
Oxford to Cambridge Expressway. The remaining 25% reference case growth is 
counted against the overall Oxford to Cambridge Expressway junction capacity 
figures. 
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The NTEM is a model of traffic growth based on projections of future populations derived 
from historical trends of growth rates and assumptions about future trends in these rates 
(NTEM appears to differ from TEMPRO, because the former is based on predictions into the 
future whereas the latter considers only sites already known to be in plan, or under 
consideration).  In the present case, much of the growth imagined in the NTEM model (75%) 
has already been accounted for in the reference case (i.e. of no expressway) and, it is 
assumed, does not require any additional road capacity.  Thus only 25% of NTEM growth is 
allocated as an additional load on the expressway (it accounts for permitted and allocated 
growth coming forward after that already included in the TEMPRO figure).  
 
‘Spare capacity’ at each expressway junction is defined as the difference between two 
numbers a) the total maximum capacity (the ‘indicative capacity’) the junction could handle, 
and b) the traffic demand from the reference case (i.e. existing development plus planned 
development and its intensification) plus the 25% of NTEM growth not accounted for by the 
reference case.   
  

 The growth potentially enabled by the Project is assumed to broadly be constrained 
by the spare capacity of each junction. This is based on the number of journeys 
during peak time which can enter and exit the junction, with a conversion factor to 
provide an estimate for number of homes, and an allowance to achieve 85% of total 
capacity to ensure the normal functioning of the junction. 

 
 
So here we have the idea that development uniquely ‘un-locked’ by the expressway (i.e. 
‘aspirational growth’) is constrained by that estimate of spare capacity (i.e. for vehicles) at 
each expressway junction.  Note the model uses a conversion factor to turn an estimate of 
spare capacity (of the expressway junction for traffic) into a houses estimate (this factor 
varies with the type and density of development in the area around each junction, and is 
based on existing house and car numbers).  Note also the 85% limit, so that the junctions 
don't grind to a halt. 

 The capacity of each junction to accommodate new homes is broadly assumed to be 
independent of the capacity of each junction to accommodate new jobs. Specifics will 
depend on locations and commuting patterns. 

Here again we see the model is concerned with cars and houses first (we haven't yet talked 
about workers!), and not about jobs.  Human beings seem to be ‘bit players’ in a danse 
macabre between vehicles and expressway capacity that is going on in the Highways 
England model. 

 The spare capacity of each junction has only very broadly been estimated and actual 
spare capacity could vary substantially from the figures used in this initial analysis. 
Results could vary for example if it is concluded that the Project generates more 
traffic travelling through the region from and to locations outside the region on the 
road than current assumed. 

This is a statement about the uncertainty of the estimate of spare capacity and therefore, 
presumably, about houses and jobs that follow on from it.  Note the caveat about 'traffic 
travelling through the region'.  Well, it will, won't it?  Isn’t that what the expressway is for? 
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 The differences in capacity between the different corridors are largely a consequence 
of the underlying assumptions on how the different locations of the junctions will 
impact on capacity. These assumptions could vary significantly in the light of further 
work. 

Broadly speaking, junctions which are farther away from any current conurbation will have 
more spare capacity, and so can sustain more expressway-related development, than 
junctions that already have considerable development nearby.  This is a recipe for 
destroying yet more countryside, ecosystems and the ecosystem services they provide for 
us. 

 Growth potential should be considered in the context of the property market and 
economic development potential of each corridor though given the scale of 
development and long time frames there is significant potential for new property 
market and economic development characteristics to emerge. 

 Intensified development is compared to junction capacity in each area. Where 
junction capacity is less than the ‘Reference Case’ then no impacts are expected. 
Where junction capacity is less than the total intensification impact of the Oxford to 
Cambridge Expressway then the intensification impact is capped to junction capacity. 
When junction capacity is higher than the intensification impact of the Oxford to 
Cambridge Expressway, the remaining junction capacity is identified as new 
unallocated development enabled by Oxford to Cambridge Expressway. This provides 
the ‘Oxford to Cambridge Expressway Case’ as both intensification on existing sites, 
and as new unallocated development (e.g. unplanned new towns or settlements). 

The unallocated development, here and elsewhere, refers to development that the 
expressway can ‘unlock’ by its presence. Across all three corridors considered in the CAR, 
unallocated development (including the relatively small contribution of intensification) 
amounts to between 300,000 (Corridor B1) and 360,000 (Corridors C1 or C2) new homes in 
addition to those of the reference (no expressway) case (350,000 for Corridor B3).  Thus, 
‘natural’ (i.e. reference-case) growth across the corridor plus additional growth unlocked by 
the expressway will put between 390,000 (B1) and 455,000 (C1,C2) new houses in the Ox-
Cam Corridor by 2050 (440,000 for B3).  This averages out at approximately 30,000 to 
35,000 new houses (between about 69,000 and 80,000 people) per junction - a community 
more than twice the size of an ‘Abingdon’, or a ‘Bicester’ (33,130 and 32,642 people, 
respectively); and more than half the size of an ‘Oxford City’ (150,200 people5), at each 
junction.  
 
Workers and Jobs along the Expressway 

 Once we have identified the number of existing planned, intensified, and new 
unallocated dwellings proposed for each junction we then estimate the equivalent 
number of population and workers which will be accommodated. From this we 
estimate the number of jobs which would be required to support this incoming 
population, and then convert this number of jobs into the employment floorspace 
required to deliver jobs growth. 

The projected workforce at each junction is calculated on the basis of 2.33 people per 
dwelling and 1.27 workers per dwelling (Appendix C, p. 15), presumably based on local or 

                                                             
5 All population figures from the 2011 census; https://en.wikipedia.org/wiki/Oxfordshire 
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national statistics. So, Highways England is calculating the numbers of workers available 
locally on the basis of expressway houses; and expressway houses on the basis of spare 
capacity of the expressway for vehicles.  Talk about doing things entirely the wrong way 
round....!   
 
Elsewhere the Report allows for the employment districts to be in a larger area than the 
4kms surrounding each junction (see third bullet point on p.3).   
 
As a separate exercise, Cambridge Econometrics has applied its Local Economic Forecasting 
Model (LEFM) to Corridor development, to work out how many jobs might be generated in 
the region in future6.  The LEFM develops future growth predictions in 45 separate sectors 
and requires two exogenous inputs; a) information on peak commuting travel times under 
each corridor option (derived from traffic modelling) and b) the physical growth (houses) 
realised in each corridor option.  The end result is a ratio of jobs (from LEFM) to resident 
workforce (from the CAR model) of between 1.12 (Corridor A) and 1.06 (Corridors B2/B3, C1 
and C2/3).  Thus, if the models are to be believed, most workers will be able to find jobs 
locally and will not need to do much, or any, long-distance expressway commuting. 
 
Land-take of the Expressway developments 
 
The Report then considers the land required for expressway development of houses and 
jobs: 

 The land take of the modelled unplanned growth is then estimated based on the 
density and floorspace assumptions. This identifies the total land required for 
development under each corridor option and each scenario. 

 All growth modelling is undertaken for each junction, before being aggregated up 
and summarised at the overall corridor level. Section 3 of this report presents the 
summary results for each corridor. 

 
The CAR concludes that there is no shortage of land around each junction.  CAR Appendix C, 
Table 3.3, suggests that on average each junction has about 86% ‘unallocated greenfield 
land’ around it at present, and about 14% ‘existing urban area’.  The same Table then gives 
estimates of the land-take of the different phases of growth (reference case, then 
expressway).  The present figure of about 14% urban area will rise to about 33% with all 
future proposed development (i.e. reference case plus expressway enabled land-take of 
currently unallocated greenfield land).  Even this high figure, however, is probably an under-
estimate because, although the reference case land take for new houses is calculated at 
about 26 houses per hectare (hph) (a figure in line which much past development outside 
urban areas), the land-take for expressway-enabled development assumes building at 43 
houses per hectare – a very much higher figure.  If the more than 300,000 expressway-
enabled houses are built at the reference case density (i.e. 26hpa), the urban area around 
expressway junctions rises from 33% to about 43%; in other words, more than three times 
the existing urban coverage around each junction. Examples of housing density (photos plus 
plans) are shown in this referenced document7. 

                                                             
6 https://www.camecon.com/wp-content/uploads/2018/12/CE-SQW-CaMkOx-corridor-report-NIC.pdf 

7 https://windmz.dartford.gov.uk/media/20180606320100Housing%20Density%20Paper%202018.pdf 
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The above figures of houses per hectare assume that all the CAR expressway land-take is for 
expressway houses only.  It seems that the land-take figure includes an estimate also for 
jobs (i.e. work-places), in which case the houses per hectare figure will increase 
proportionately.  Of course, the total land-take remains the same. 
 
The effect of the East-West Railway (EWR) 
 
The final stage of modelling considers the effect of East West Railway (EWR) 
 

 A ‘EWR and Oxford to Cambridge Expressway Case’ scenario has been run which 
considers the additional intensification which could be enabled on sites which are 
within 3km of the EWR stations and 4km from an Oxford to Cambridge Expressway 
junction. This follows a similar approach as outlined above, but with higher 
development densities (+60% for residential density, and +20% for employment land 
density). 

 
These seem to be quite high 'add-on' values for sites near both the expressway and EWR. 
Not all expressway junctions will be near to EWR, so the effect of any shift to EWR will vary 
along the Corridor. 

 Sensitivity testing is also undertaken to assess the impact of modal shift from road to 
rail where the Oxford to Cambridge Expressway junctions and EWR align. This is 
based on the assumption that there could be 20% increase in spare capacity at 
Oxford to Cambridge Expressway Junctions when aligned with EWR, resulting in an 
increased scale of development. 

So, if folk travel by train, there will be more spare capacity at each expressway junction, so 
we can have MORE cars, houses and people with EWR than without it!   
 
The impacts of EWR on the previous calculations for the expressway are minimal.  EWR adds 
between 3% (Corridor A) and 8% (Corridor B1) additional expressway-only development (i.e. 
excluding the reference case and intensification), and reduces land-take by between 0.6% 
and 1.7% only (because of the assumed higher density of development).  One should not, of 
course, conclude from this that EWR is un-necessary.  In a vehicle-based model, EWR adds 
only little to development (in fact allowing more such development to take place).  Had a 
modelling exercise been carried out with EWR effectively replacing the expressway (with 
EWR stations taking the rôle of expressway junctions), the conclusion might have been 
reversed; the expressway adds little or nothing to development enabled by EWR. 
 
The CAR currently assumes that every expressway junction has the same capacity, but it also 
notes that capacity can be increased if a major settlement such as a large new town is to be 
located nearby. 
 
Variation in the amount of development at each junction along the Expressway 
 
The results from the CAR model suggest a very variable amount of development around 
each expressway junction, in Corridor B’s case from as few as 7,000 workers (12,000 jobs) at 
‘Abingdon’ (Routes B1 and B3) to as many as 82,000 workers (83,000 jobs) ‘East of Oakley’ 
(Route B3 only).  Using Highways England’s own figures (1.27 workers per dwelling and 2.33 
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people per dwelling) a worker population of 82,000 ‘East of Oakley’ means a total 
population of 150,000, equal to that of Oxford City in 2017 (154,600 people). 
 
The large amount of development East of Oakley, and also at the adjacent junctions of ‘East 
of Oxford’ and of ‘Twyford’, make Corridor B3 (443,000 workers and 475,000 jobs) far more 
attractive than Corridor B1 (377,000 workers and 415,000 jobs) for expressway 
development on these grounds alone (i.e. of development enabled by the expressway).  This 
contributed to the overall higher ranking of Corridor B3 over B1 for selection on the grounds 
of ‘Dependent Development, including jobs and houses’ in the Economic Growth Rating part 
of the CAR, and was one of the key factors contributing to the overall final choice by 
Highways England of Corridor B as the preferred Corridor for further study. 
 
In the particular case of Oxfordshire, however, because of the large numbers of workers and 
jobs proposed for ‘Wendlebury’ and ‘South of Bicester’, Corridor B1 (5 proposed expressway 
junctions) enables 145,000 workers and 167,000 jobs, and Corridor B3 (3 junctions) ‘only’ 
88,000 workers and 100,000 jobs. 
 
CAR modelling compared with NIC aspirations for the Corridor 
 
The 5th Studio Report for the National Infrastructure Committee (NIC) titled ‘Cambridge, 
Milton Keynes and Oxford, Future Planning Options Project: Final Report’8 includes a map 
(p. 21) showing the expressway-related housing targets (labelled ‘Additional development 
required to meet the Transformational Scenario’s Housing and Population Targets by 2050’ 
in the 5th Studio Report), as well as the houses already in plan or those required to catch-up 
with previous housing targets.  The total of all new houses across the expressway region to 
2050 on this map (i.e. all of the above three categories) is 1,021,000 – similar to the ‘one 
million houses’ target of the original NIC proposal 9.  The total of just expressway-related 
houses in the 5th Studio Report is 553,000, or about half of the one million total.   
 
The CAR modelling exercise reported in the present document accounts for, at most, only 
360,000 expressway-enabled houses, implying that something in excess of 190,000 more 
new houses associated with the expressway scheme must be located somewhere other than 
directly along the expressway – i.e. probably more generally throughout the counties 
affected directly by the expressway, and in adjacent counties as well.  No part of any county 
along the expressway will be immune.  In fact, p. 1 of the NIC Report (Ref 8) says that the 
Arc affects the whole of the ‘ceremonial counties’ along the expressway.   
 
Taking just Oxfordshire as an example, the 5th Studio Report allocates 170,000 expressway 
houses to the county.  The total numbers of expressway-enabled houses on expressway 
junctions within Oxfordshire are 114,173 for route B1 and 69,291 for route B3 (using the 
CAR factor of 1.27 workers per dwelling), leaving a difference of 56,000 (B1) or 101,000 (B3) 
houses to be distributed across the rest of the county.  For comparison with these figures, 
the Oxfordshire Housing and Growth Deal10 is a commitment by the county to build 100,000 

                                                             
8 https://www.nic.org.uk/wp-content/uploads/171122-NIC-Final-Report-5th-Studio-optimised.pdf 

9 https://www.nic.org.uk/wp-content/uploads/Partnering-for-Prosperty.pdf 

10 
https://www.oxford.gov.uk/info/20283/oxfordshire_growth_board/1236/oxfordshire_housing_and_growth_d
eal 
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homes within current Local Plans to the mid 2030’s, a figure which will increase the county’s 
existing housing stock by about one third.   
 
At time of writing (May 2019) the West Oxford District Council11 website returned no hits at 
all for the search term ‘expressway’. 
 
 

 
 
Map of possible expressway routes, and Histograms of Expressway Proposals 
 
Possible expressway routes are shown at the end of this document.  The CAR is quite 
specific about places where the expressway might join an existing road but is less specific 
elsewhere (e.g. ‘it then goes West of Abingdon airfield’).  Thus, the routes shown here are 
guesses, based on this limited information.  The map shows four possible routes for B3 
North and East of the M40.  Three of these routes join the M40 at a new junction 
approximately 11km along the M40, north-bound from Junction 8A (Wheatley Services).  
This junction (hidden beneath the ‘South of Bicester’ histogram on the map) is specified in 
CAR Appendix G12.  Evidence has come to light since the publication of the CAR that the 
Ministry of Defence (MoD) now intends to retain all of its land at and between Arncott and 
Piddington.  Therefore, the route north-eastward from this junction (suggested by the CAR, 
and indicated by the middle of the three red lines on the map) is unlikely to be followed (it 
would cut straight through the MoD land).  Two alternatives from the same new junction 
are shown, going West and East of Arncott and Piddington, but it seems equally likely the 
new junction might instead be shifted, either to the North or South.   
 
The fourth route for B3 on the map passes through the ‘Wheatley gap’ and heads more 
directly towards Twyford/Calvert.  It is a route, unconstrained by the M40, which would 
unlock the greatest potential for development in this area. 
 
It must be emphasised again that routes on this map are suggestions only.  Highways 
England has said that nothing is presently decided, and that it may even seek alternatives 
outside the preferred Corridor if there are too many difficulties inside. 
 
On the map, blue dots indicate possible junctions on the B1 route option and yellow dots 
junctions on the B3 option.  The locations of these junctions on the routes have been 
chosen on the basis of the histogram labelling in the Corridor Assessment Report, pp 248 to 
250 (second page below). The numbers of expressway ‘un-locked’ workers and jobs at each 
junction (from the CAR) are shown on the map by the adjacent histograms.  Junction 
locations on the map are also approximate (for example, there will probably be only one 
junction along the M40; the two currently shown are defined in different parts of the CAR). 
 
 
 
 
David Rogers                                                                    Olivia Field (Chair, No Expressway Group) 

                                                             
11 https://www.westoxon.gov.uk/ 

12 http://assets.highwaysengland.co.uk/roads/road-
projects/Oxford+to+Cambridge+expressway/Traffic+Modelling+and+Appraisal+-+Appendix+G.pdf 
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david.rogers@zoo.ox.ac.uk 
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Histograms taken directly from the Corridor Assessment Report (CAR) pp 248,249 and 250 resp. 

 


