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1 Introduction 
 
1.1 Northamptonshire County Council published their second Local Transport Plan 

(LTP2) in March 2006.  Growth was included as one of the planôs seven 
objectives, highlighting the importance that meeting the needs of the growth 
proposed as part of the Milton Keynes and South Midlands (MKSM) sub-regional 
strategy had for transport policy in the county.   

 
1.2 However, in order to submit LTP2 to the Department for Transport by the 

required date, it was not possible for the County Council to develop their growth-
related policies to the extent that they had wished.  This was because spatial 
planning policies for both West and North Northamptonshire were at an early 
stage of development, and it had not been possible for the Council to fully 
consider the effect they would have in transport terms. 

 
1.3 This Transport Strategy for Growth aims to redress that balance.  It summarises 

and co-ordinates a number of draft documents that were the subject of public 
consultation between February and June 2007 and aims to provide an overall 
review of the countyôs transport policies in the light of the challenges faced in 
Northamptonshire. In particular, it sets in context the prioritised projects that 
resulted from the strategic prioritisation framework and the associated Modal 
Shift Strategy.  As such, it provides a valuable building block in the preparation of 
Northamptonshireôs third Local Transport Plan on which work is due to 
commence in 2008. 

 
1.4 The Transport Strategy for Growth also provides policy input into the land use 

planning process, specifically the two Core Spatial Strategies for North 
Northamptonshire and West Northamptonshire, as well as the Area Action Plans 
for town centres and development areas. It also sets the scene for the investment 
plans being developed by the Countyôs two growth delivery agencies, North 
Northants Development Company (NNDC) and West Northamptonshire 
Development Corporation (WNDC).   

 



 

 

2 The context for transport strategy 

2.1 The governmentôs Sustainable Communities Plan identified the Milton Keynes 
and South Midlands (MKSM) area as one of four growth areas for the greater 
south east.  Following this, a Sub-Regional Strategy for the area (which covers 
Northamptonshire, Milton Keynes, Aylesbury Vale, Luton and Bedfordshire) was 
prepared.  It has since been incorporated within the Regional Spatial Strategy for 
the East Midlands adopted in March 2005.   

2.2 The Regional Spatial Strategy sets out a long-term spatial Vision for the sub-
region towards the year 2031, with specific guidance to 2021.  It also sets out 
guidance on the scale location and timing of development, the associated 
infrastructure, and the delivery mechanisms needed to achieve the governmentôs 
vision for sustainable communities.  The Regional Spatial Strategy is currently 
being reviewed and a draft Strategy was published for public consultation in 
March 2007. This extends the strategies specific guidance to 2026. 

 
2.3 Northamptonshire is a key component of the MKSM growth area, providing half 

the MKSM requirement.  The 200,000 new houses and 170,000 jobs proposed in 
MKSM by 2021 is bigger than the Thames Gateway.  For the purposes of 
managing delivery of the growth Northamptonshire has been split into two areas: 
Å North Northamptonshire comprises the area covered by Corby, Kettering, 

Wellingborough and East Northamptonshire Councils. The draft Regional 
Strategy says it should accommodate 66,075 new dwellings between 2001 
and 2026, with 54,575 incorporated at the neighbouring growth towns of 
Corby, Kettering and Wellingborough.  This growth would increase the 
population of North Northamptonshire by 85,000 (from 285,000 in 2001 to 
370,000 in 2021) by 2021.  The Regional Strategy sets the goal of 
achieving 43,800 new jobs by 2021. 

Å West Northamptonshire comprises the area covered by Daventry, 
Northampton and South Northamptonshire Councils. The draft Regional 
Strategy says it should accommodate 62,125 new dwellings between 2001 
and 2026, with 40,375 incorporated in the Northampton Implementation 
Area.  This growth would increase the population of West 
Northamptonshire by 69,000 to 2021 (from 346,000 in 2001 to 415,000 in 
2021).   

 
2.4 The Transport Strategy Framework for Northamptonshire prepared by MRC 

McLean Hazel in October 2006 assessed a long-list of transport projects against 
regional and sub-regional objectives, including the Regional Spatial Strategy and 
the Regional Transport Strategy. The resulting prioritised list of projects is shown 
in Appendix 1. 

. 
2.5 A further transport strategy framework is currently being prepared for all the 

MKSM authorities, to be considered, approved and overseen by the newly 
created MKSM Strategic Transport Board. This prioritisation will identify key 



 

 

MKSM strategic transport schemes that particularly address growth blockages 
and facilitate economic development. It will also become the basis for a MKSM 
Transport Investment Plan.  



 

 

3 The changing nature of transport policy 
 
3.1 Northamptonshire is no stranger to growth.  As part of the investment which the 

new and expanding towns brought into the county, there was significant 
investment in new and improved road infrastructure during the 1970s and 1980s. 
A large number of village bypasses were built together with new roads such as 
the A45 from Northampton to Wellingborough and the A14.  The new and 
expanding towns required new roads within their limits, and also contributed to 
the financial costs of many of the inter-urban road improvements.  While road 
traffic grew considerably during this period, public transport use and cycling and 
walking continued a slow but inexorable decline. 

 
3.2 As the size and shape of towns has changed so has the nature of travel.  As 

towns get bigger, travel distances inevitably increase.  Strict zoning of 
development land also made it difficult for people to live near to where they work. 
Retail and leisure activity has dispersed from town centres.  Increasingly rural 
villages are acting as residential dormitories for the urban areas rather than 
simply functioning as part of a largely agricultural rural economy.  Many people no 
longer choose to live close to where they work, but choose to live in a location 
that maximizes available job opportunities, eg by living near a motorway. 

 
3.3 As land-use and transport planning has become more car dominated, it has 

become increasingly difficult for many people to make the journeys they need by 
walking, cycling or public transport.  As the car has become almost an automatic 
choice for journeys, many people have little knowledge of the alternatives that 
may be available.  Not only does this further encourage car use, but by reducing 
opportunities for physical exercise exacerbates the health problems in an 
increasingly sedentary society and encourages climate change. 

 
3.4 Increases in traffic growth rates in the late 1980s led to proposals for a major 

expansion in the national road-building programme.  This was at the same time 
that there was an increasing concern about the environmental impact of road 
construction.  By the mid-1990s it had also been demonstrated that by 
encouraging more traffic road building often failed to achieve the desired 
objectives.  There were also increasing concerns about the impact of out-of-town 
retail and business parks on historic town centres.  There was therefore a 
marked moved away from trying to tackle transport problems by just building 
roads to a more comprehensive approach which included all available options. 

 



 

 

3.5 Government transport policy was most recently set out in the white paper ñThe 
Future of Transportò in July 2004.  This re-stated the need for ña transport 
network that can meet the challenges of a growing economy and the increasing 
demand for travel, but can also achieve our environmental objectives.  This 
means coherent transport networks with:  
Å the road network providing a more reliable and freer-flowing service for 

both personal travel and freight, with people able to make informed 
choices about how and when they travel; 

Å the rail network providing a fast, reliable and efficient service, particularly 
for inter-urban journeys and commuting into large urban areas; 

Å bus services that are reliable, flexible, convenient and tailored to local 
needs; 

Å making walking and cycling a real alternative for local trips;  
Å ports and airports providing improved international and domestic links.ò 

 
3.6 This Transport Strategy for Growth therefore encourages the use of public 

transport, walking and cycling, and supports the development of town centres 
which provide easily accessible jobs and other facilities. Strong urban areas act 
as economic hubs, creating and attracting people, jobs and investment. Particular 
focus is placed on Northampton which will strengthen its role as county town and 
work to develop its own ócity-regionô within a polycentric system connecting it in 
particular to the other three growth towns, Corby, Kettering and Wellingborough. 
To achieve this, Northampton must enhance its place competitiveness to attract 
more employers and investors.  

 
3.7 The strategy also needs to balance environmental and economic concerns. The 

Eddington Transport Study has highlighted the crucial link between transport and 
the economy. It also stressed the need for transport to address three key areas: 
urban areas and catchments, inter-urban corridors, and international linkages, 
particularly focusing on reducing congestion and reliability. This Transport 
Strategy for Growth will help to provide the necessary linkages and connectivity 
to allow for economic growth. 

 
3.8 It is very important that the housing growth in Northamptonshire is matched with a 

growth in accessible jobs for the future sustainability of the area. 
Northamptonshireôs key employment is currently in logistics and manufacturing 
areas. However, the Regional Economic Strategy proposes diversification and 
growth by attracting knowledge-based, financial and other high value added 
employers as well as improving its service sector jobs. All these sectors demand 
good strategic linkages and physical connectivity will have to be enhanced at all 
levels: international, national, regional and local, as well as virtual connectivity. 
By addressing these issues of connectivity at different spatial levels, as well as by 
contributing towards the economic growth of the county, this Transport Strategy 
for Growth addresses the key messages from the Eddington Transport Study. 

 
3.9 The link between climate change and the effect on the economy has been made 

through the Stern Review.  The trend for increased importance of climate change 
in government policy is set to continue with experts estimating that at some time 



 

 

in the next decade the global demand for oil will start to exceed supply because 
of the demand from the growing economies of India and China. By emphasizing 
the importance of sustainable modes of transport, this Strategy will help to 
address the issue of climate change and reduce the effects of pollution for the 
population of Northamptonshire. By helping to address the issue of climate 
change in this Transport Strategy for Growth, the aim is also to ensure that the 
economy of the county can flourish to support the growth agenda. 



 

 

 

4 The challenge of growth 
 
4.1 The growth proposed in the county will lead to an increased demand for travel.  In 

North Northamptonshire, a 51% increase in the number of households between 
2001 and 2021 will lead to a 58% increase in the demand for travel.  With the 
continuation of existing transport policies and land-use patterns it is forecast that 
this would increase car use by 79%.  By 2031, car use could be 107% more than 
in 2001. 

 
4.2 Modelling of traffic growth to 2021 has not surprisingly shown that growth on this 

scale could not be accommodated on the existing network.  Key congestion 
points are shown to be the areas around town centres, along the key radial 
routes and on the roads around the urban area. 

 
4.3 An integral part of the proposals for all the countyôs growth towns is the 

regeneration of their town centres so that they play an increased role as 
destinations for retail, leisure and employment activity.  Since the towns will also 
be growing, there is likely to be an above-average increase in demand for travel 
to town centres.  Many of the road corridors giving access to town centres are 
already at capacity at peak times and provide an unfriendly environment for 
pedestrians and cyclists.  Since the demolition required to allow the roads to be 
widened would not be acceptable, the only solution is to find ways of conveying 
more people on the existing corridors.  

 
4.4 While it would be possible to widen all the roads between and around the 

countyôs main towns, the cost would run into billions of pounds, and would be 
inconsistent with both national and regional transport policy which is to 
accommodate as much demand as possible by alternative means. 

 
4.5 It is far easier to build measures encouraging sustainable travel choices into new 

development areas than to do so within the existing built-up area.  The council 
has therefore determined two specific targets: 
Å a 20% modal shift for new developments  
Å a 5% modal shift for existing areas 

4.6 While this would reduce the growth in car traffic in North Northamptonshire from 
79% to 62% this does not mean that we are being anti-car.  In fact, this would still 
represent a very significant increase in the proportion of total trips which are 
being made by car. 

 
 



 

 

5 Modal shift strategy and Smarter Choices 
 
5.1 As set out in section 4, achieving a substantial rate of modal shift will be key to 

ensuring that population and employment growth can be delivered.  Modal shift 
has already been identified as key to unlocking capacity on the A14 around 
Kettering and enabling growth in North Northamptonshire, and a similar situation 
is likely to exist at key locations in West Northamptonshire. 

 
5.2 The targets of 20% for new development and 5% for existing areas are not 

arbitrary numbers, they have been chosen as challenging but realistic targets 
following a review of best practice.   New developments provide the greatest 
scope for achieving modal shift because it is possible to design in appropriate 
measures from the start, and a figure of 20% does not seem unreasonable for the 
larger developments in the bigger towns.  It is much more difficult to achieve the 
same scale of change in existing areas, and a 5% target has been set there. 
Again, this figure is felt appropriate for the larger towns.  In practice, there will be 
a wide variation both in the scale of development proposals and the sizes of 
towns and villages affected.  In applying modal shift targets to individual 
developments, appropriate targets will need to be determined on a site by site 
basis.   

  
5.3 In order to encourage modal shift, higher quality alternatives to the private car 

need to be introduced.   This is justified because of the increased numbers of 
people who are forecast to be walking, cycling or using public transport.  Further 
information on proposed measures for these modes are found in section 8 
(walking), section 9 (cycling) and section 10 (public transport).   

 
5.4 Persuading people to make different travel choices has never been easy.  

Smarter choices are new techniques for influencing peopleôs travel behaviour 
towards more sustainable options such as walking, cycling, traveling by public 
transport and car sharing.  They are also sometimes called ósoftô measures.  
There is no hard and fast definition of what constitute ósmarter choicesô but they 
include: 

 

¶ Giving people better information about their existing travel options; 

¶ Marketing sustainable travel options more effectively, so they are better 
used; 

¶ Providing incentives for changing behaviour such as smartcards; 

¶ Making improvements to the way services are organized, so they better 
meet the needs of a particular group of people; 

¶ Providing new transport services, very closely focused on a particular 
target market such as a workplace or residential area; and 

¶ Providing new options that reduce the need to travel at all. 
 

Research commissioned by the Department for Transport found that an intensive 
smarter choices programme over 10 years could cut traffic significantly: 



 

 

 

¶ Urban peak-hour traffic could be cut by 21% and off-peak traffic by 13% 

¶ Non-urban peak-hour traffic could be cut by 14%, and off-peak traffic by 
7%. 

 
Use of similar techniques in the three Sustainable Travel Demonstration Towns 
of Darlington, Peterborough and Worcester produced an 11-13% reduction in car 
trips in the target area over a 18-24 month period. 
 

5.5 The use of such approaches on a large scale is still a fairly new technique.  We 
also need to understand the best combination of measures to understand modal 
shift in Northamptonshire.  We are therefore proposing to jointly undertake, along 
with the Department for Transport, a research project to monitor our interventions 
and determine which are worthy of wider application, both in Northamptonshire 
and further afield. 

 
 

 
 



 

 

6 Strategic connectivity 
 
 
6.1 Transport connectivity relates to the ability of people and goods to connect 

spatially and temporally, as well as the interconnectedness of different transport 
modes.  Good international, national, inter-regional and intra-regional connections 
are vital for economic growth.  It is important to note that transport connectivity 
concerns much more than just transport infrastructure projects.  It focuses on the 
ease of movement and includes soft measures such as travel demand 
management to reduce congestion.  Therefore, good connectivity means 
predictable and reliable movement of people and goods that can be achieved by 
a combination of improved transport infrastructure and travel demand 
management. 

 
6.2 Northamptonshire is located at the heart of the national motorway network, and 

has 5 major airports within 2 hours drive time.  However, rail connectivity to 
London, the North and Europe is limited and there is no single ólocalô airport 
where accessibility improvements can be focused.  Many strategic transport 
improvements are outside the control of the County Council. For example, the 
logistics and manufacturing sectors require good access to Felixstowe, the 
Haven ports and London.  Improving these links requires action by the Highways 
Agency or Department for Transport for rail improvements.  

 



 

 

 
 
 

6.3 But by identifying and prioritising key improvements, we can work together with 
regional agencies or with MKSM partners to raise the profile these improvements 
within the national context.  Consequently the following strategic links have been 
prioritised : 

 

¶ M1 Junction 19 improvements - providing a link between the A14 and the 
southbound M1; 

¶ A14 Kettering Bypass Collector Distributor Roads ï segregating the local and 
strategic traffic using the A14; 

¶ Fast rail services between Northampton and London ï to improve 
Northamptonôs competitive advantage; 

¶ West Midlands rail franchise improvements ï improving Northamptonôs 
access to Birmingham, North-West England and other destinations including 
international rail and air services. 

¶ East Midlands rail franchise improvements ï improving access from Corby, 
Kettering and Wellingborough to London and other destinations including 
international rail and air services. 

 
6.4 The remainder of this strategy document concentrates on the local and regional 

connectivity needs. 



 

 

 
 
 



 

 

7 Walking 
 
7.1 Walking makes up a much larger proportion of trips (albeit generally short ones) 

than most people recognise.  Walking has also declined by a much lesser extent 
than either cycling or bus use, as shown by these surveys of Northampton carried 
out in 1962 and 2002 : 
 

Table 7.1 - Northampton ï Comparison of 1962 and 2002 Modal Splits 
 

 1962 
(Internal trips only) 
(85% of all trips) 

2002 
(All Trips) 

Car 23.2%  72% 
Foot 29.1%  20% 
Bus & Coach 22.1%  5% 
Motorcycle 4.2% 

}25.2% 2% 
Pedalcycle 21.0% 
Rail -  1% 
Other 0.3%  0% 

Total 100.0%  100% 

 
7.2 There are many shorter trips made by car which could be made on foot, but are 

not.  In some instances, this is because footpaths have not been provided where 
people wish to walk.  Such instances can often be recognised at appropriate 
times of year by a muddy track worn into the road verge.  In other cases, the 
walking environment is poorly maintained, unattractive, perceived as unsafe and 
compromised by giving motorised vehicles precedence in transport planning.  
Busily trafficked roads can create severance either by physically preventing or 
severely impeding walking routes.  Audits will be undertaken to identify current or 
potential desire lines and instances where footways or footpaths need to be 
provided or improved.  The audits will be undertaken on an area by area basis, 
with priority given to town centres and other major trip attractors, as well as areas 
close to major new developments or where there is a need for major traffic 
reductions to accommodate growth. 
 

Policy WA1 - Walking audits of areas should be undertaken to identify 

current or potential desire lines and instances where new or improved 

footways are required.  

 
7.3 Where there are significant levels of unmet demand, or where the connectivity 

and accessibility of new development needs to be considered, walking master 
plans can be drawn up either for towns or individual neighbourhoods.   

 

Policy WA2 ï Walking master plans will be developed after consultation 

with each local planning authority and local cyclists.  These prioritised 

maps will reflect the results of walking audits and will be used to develop 

the improvement programme. 



 

 

 

Policy WA3 - Future opportunities for routes in new developments will be 

identified by reference to walking master plans, and safeguarded through 

the planning process. 



 

 

8 Cycling 
 
8.1 The proportion of pedal cycles in traffic in Northamptonshire is currently very low, 

around 1%.  There is little remaining ñcycling cultureò or expectation by other road 
users to find people using bikes as transport in the county.  The task of 
popularising cycling is therefore a difficult one.  The profile of cycling as a mode 
of transport needs to be raised as an integral part of implementing the Transport 
Strategy for Growth. 

 
8.2 Facilities for cyclists need to be of a high quality in order to attract and retain 

users.  For cycling to be an attractive alternative to (in particular) the private car, 
cyclists need routes which are: 
Å Coherent - linking significant trip origins and destinations and continuous, 

not coming to a sudden end; 
Å Direct - detours and delays deter use especially by commuting cyclists; 
Å Attractive - lighting, personal safety, aesthetics and noise are important; 
Å Safe - casualties must be minimised but also the perception of traffic 

danger must be reduced if cycling is to be encouraged; 
Å Comfortable - well-maintained surfaces regularly swept and reasonable 

gradients are necessary.  Complicated manoeuvers at road crossings 
make routes much less convenient. 

Secure cycle storage and other facilities are also needed at destinations to make 
cycling convenient. 

 
8.3 Cyclists vary in competence and, to make similar journeys, may require different 

routes.  While experienced cyclist may be happy to use relatively busy roads, 
children and inexperienced cyclists needs routes with lower traffic levels or off-
road provision.  The Safer Routes to Schools programme can be used as the 
basis from which to build this secondary network. 

 

Policy CY1 - Cycle master plans will be developed after consultation with 

each local planning authority and local cyclists.  These prioritised maps 

will reflect the results of cycle reviews and cycle counts and will be used to 

develop the improvement programme. 
 

Policy CY2 - Future opportunities for routes in new developments will be 

identified by reference to cycle master plans, and safeguarded through the 

planning process. 
 

 



 

 

9 Public Transport 
 

Buses 
 

9.1 With the level of growth proposed in Northamptonshire, for buses to retain just 
their existing share of journeys an increase of 60% in passenger journeys would 
be required by 2021 (compared to 2001) and a 100% increase by 2031.  Such a 
level of growth could be obtained by continuing the bus patronage target 
trajectory contained in LTP2: 

 

BUS PATRONAGE TRAJECTORY 2001-2031

75

100

125

150

175

200

225

2001 2006 2011 2016 2021 2026 2031

In
d

e
x

 2
0

0
1

=
1

0
0

  
9.2 In fact, as explained in section 4 in order for the levels of overall travel demand to 

be met, there is likely to need to be an even higher increase.  However, these 
figures provide a useful starting point for planning purposes. 

 
9.3 Experience of successful initiatives in Northamptonshire and elsewhere in the 

country shows that  the strongest potential for growth in traffic is on existing high-
frequency services.  This basically means the main urban and inter-urban 
services.  

 
Inter-Urban Bus Services 
 

9.4 The effects of growth on the inter-urban network are slightly easier to understand 
than on the urban network, because they are less likely to be directly dependent 
on the location of new developments within towns.  At present, the key growth 
towns (Corby, Daventry, Kettering, Northampton, Towcester and Wellingborough) 
are all linked to at least one other town by a 30-minute frequency service.  Similar 
frequency services also serve some of the smaller towns.  By 2021, if travel 
demand had increased by 60% it would not be at all unreasonable to assume that 



 

 

these services could have increased from a 30-minute to at least a 20-minute 
frequency.   

 
9.5 Similarly there may be some current hourly services, which may justify an 

increase to a ½-hourly frequency, and some services with less than an hourly 
frequency that might be brought up to that level.  Equally, there may be some 
existing hourly services which do not have an obvious potential to grow. The 
table below shows those services which might run at a greater than hourly 
frequency by 2021: 
 
To run every 15 minutes: 

 

X4 Northampton ï Wellingborough - Kettering - Corby 

19 Kettering - Rothwell - Desborough 

 

To run every 20 minutes: 

 

D1/D2 Northampton ï Daventry 

45 Northampton - Ecton - Wellingborough - Irthlingborough 

X46 Northampton ï Wellingborough - Rushden - Raunds 

88/89 Northampton ï Towcester 

500 Brackley - Farthinghoe - Banbury 

 

To run every 30 minutes: 

 

D3 Northampton ï Bugbrooke 

X4 Milton Keynes - Northampton - Wellingborough - Kettering - Corby - Oundle ï 

Peterborough 

X7/~ Northampton ï Brixworth 

M50 Kettering ï Rushden ï Bedford 

89/~ (Northampton or Daventry -) Towcester - Milton Keynes 

96 Daventry - Long Buckby 

 

 

 

Policy PT1 ï The Council will work in partnership with bus operators to 

achieve continued patronage growth on inter-urban services. 
 
9.6 Hourly or better buses would serve most of the larger villages in the county 

together with some smaller places.  This is often because either a village is 
fortuitously located on a route between two big towns, or because it is possible 
for a route to serve a number of villages.   

 
Rural Bus Services  

 
 
9.7 The Councilôs Accessibility Strategy (2006) proposes a series of feeder bus 

routes (which could be flexibly-routed and/or demand-responsive) linking into the 
core network at key hubs. It is hoped to introduce the first pilot scheme in South 
Northamptonshire shortly, to be followed by other schemes in East 
Northamptonshire and the Welford/Clipston/Welland area.   



 

 

 
9.8 Experience with these schemes will allow us to gauge whether they are a better 

way of serving villages off the main hourly network, not only for those villages 
which have little or no service at present, but also for those that are only able to 
sustain (for example) a 2-hourly service. 
 

Policy PT2 - Following experience with feeder bus services, the Council 

will need to decide the best way to serve the villages off the hourly (or 

better) service network. 
 

Urban bus services 
 

9.9 Growth in the urban areas will be much more heavily influenced by the precise 
location of development sites.  For most large urban extensions, the best way of 
effectively serving them by public transport will be to provide a high-frequency (at 
least every 10 minute) service linking then by the most direct route to the town 
centre, with bus priority, real time information and smart card integrated ticketing.  

 

Policy PT3 ï large urban extensions, will be linked by the most direct route 

to the town centre by a fast, reliable and high-frequency (at least every 10 

minute) service with bus priority, real time information and smart card 

integrated ticketing. 
 
9.10 The County Councilôs Accessibility Strategy contains an ñIntegration with Land-

use Planning toolboxò that enables the accessibility of any development location 
to be determined.  This will be play an important part in facilitating the design of 
effective bus services.   The development of Accessibility Action Plans for the 
urban areas will help to identify areas which currently have poor access to bus 
services, and help to encourage modal shift. 
 
Quality Bus Partnerships and Bus Rapid Transit 
 

9.11 In order to implement these ambitious proposals, the Council will continue to work 
in partnership with bus operators through the existing countywide Quality Bus 
Partnership, establishing separate partnership agreements for individual routes or 
parts of the network where necessary. 

 
9.12 The extension of the Quality Bus Corridor concept will be a key part of the 

strategy for improving both urban and inter-urban bus services, with bus priority 
measures being introduced to enable more reliable and shorter journey times 
despite increased general traffic levels.   

 
9.13 For the highest frequency services, we will seek to introduce the concept of Bus 

Rapid Transit to offer a quality and reliability of service which is as close as 
possible to that which would be offered by a rail-based system.  We will explore 
opportunities for bus-only roads or sections of guided-busway, especially in new 
development areas.  However, we consider it unlikely that a rail-based local 
transport system will be justified in Northamptonshire, even with the levels of 



 

 

growth predicted.   
 
Railways  
 

9.14 The new East Midlands and West Midlands rail franchises awarded in June 2007 
will deliver most of the short-term improvements to rail services for which the 
Council pressed in the Local Transport Plan: 
Å Reintroduction of through passenger services from Corby to London; 
Å Restoration of all-day through services between Long Buckby and London 

Euston; 
Å Reintroduction of two trains per hour between Northampton and 

Birmingham New Street; 
Å Introduction of regular through trains between Northampton and North-

West England. 
 

9.15 While the new franchises will deliver many of the countyôs aspirations, remaining 
concerns include the relatively slow journey times between Northampton and both 
London and Birmingham and capacity restraints on all the routes serving the 
county.  There is also a need to consider in more detail the capacity increases 
which will be required to satisfy the latter stages of the growth period. 
 

9.16 In July 2007 the government issued a new White Paper óDelivering a Sustainable 
Railwayô, setting out their policy on railways up to 2014.  The Council intends to 
review their rail strategy  in the light of the new franchises and white paper in time 
to form part of the third Local Transport Plan for the period 2011-2016.  It may 
make sense to carry out this review alongside other authorities in the Milton 
Keynes & South Midlands growth area, particularly for projects such as the 
possible re-opening of the Northampton - Bedford line which affects three local 
transport authorities and three government office regions. 
 

Policy PT4 - The County Council will develop a new rail strategy for 

inclusion in the third Local Transport Plan. 
 
Enabling Effective Interchange 
 

9.17 The two key components needed to turn a disparate collection of bus or rail 
routes into an integrated system are good interchange between routes and 
modes and through ticketing.  Town centres act as the focus for most bus routes 
and are key points where bus stations or other high-quality interchange facilities 
should be provided.  Good interchange also needs to be provided between bus 
services and the rail network. 
 

Policy PT5 - High quality interchange facilities should be provided at: 

Å Corby, Daventry, Kettering, Northampton, Towcester and 

Wellingborough town centres; 

Å all railway stations served by regular bus services; 

Å any other points with significant interchange between routes or 

modes, or where it is desired to develop such facilities. 



 

 

 
9.18 Through ticketing, inter-available between routes, operators or modes, can help 

to reduce much of the inconvenience involved in interchange and can help to 
increase travel by public transport.  The County Council has worked with 
operators to developed the Buzz Card in Northampton, and day tickets are also 
available in some of the countyôs other towns.  The availability of Plus Bus 
ticketing, which adds bus travel to a rail ticket, may be extended by the new 
franchisees.  
 

Policy PT6 - The Council will continue to work with operators to develop 

integrated ticketing schemes. 
 



 

 

10 Parking 
 

Parking in town centres 
 
10.1 Regeneration and expansion of town centres forms a key part of the overall 

approach to sustainable growth in Northamptonshire.  While this will lead to more 
people wishing to access the town centres, there is little point in providing 
additional public car parking spaces within the town centres where the road 
network does not have the capacity to cope with significant number of additional 
vehicles. 
 

Policy PK1 ï We will work with Northampton Borough Council and the 

West Northamptonshire Development Corporation to develop a joint 

Parking Strategy for Northampton. 

 

Policy PK2 ï For other towns, increased public car parking should only be 

provided in town centres where it can be accommodated on the road 

network. 

 
10.2 As the town centres grow, it is likely that some existing public car park sites may 

be identified as suitable sites for redevelopment.  There may also be a need to 
replace some current on-street parking facilities if these are removed as part of 
improvements to the public realm.  Replacement provision, which is more likely to 
be multi-storey to reduce land-take, should be located on the radial roads to act 
as interceptor car parks to encourage people to park without circulating the town 
centre and complete their journey to their final destination on foot. 
 

Policy PK3 - New or replacement car parks should be located on radial 

routes to act as interceptor facilities. 
 

10.3 The main focus for provision of any extra car parking spaces (in Northampton) 
will be in edge of town park & ride sites.  These will be introduced on a phased 
basis on the most heavily trafficked routes into Northampton, and then possibly in 
other towns.  Park & ride sites are likely to be the main focus for all day parking, 
and also for a proportion of medium-stay trips.  Pricing mechanisms of both park 
& ride and town centres car parks should be designed to encourage such usage. 
  
 

Policy PK4 - Park & Rides sites should be introduced on a phased basis on 

the most heavily trafficked routes into Northampton, and then possibly in 

other towns. 
 

10.4 The conventional focus of park & ride is on edge of town parking sites linking to 
the nearest town centre.  This can, however, result in a large number of private 
vehicles travelling along main inter-urban routes wishing to access the same park 
& ride site.  In principle, there is no reason why they could not be grouped 



 

 

together at a more distant park & ride site.   
 

10.5 A similar effect could be achieved by providing a park & ride (or kiss & ride) site 
at a location on one of the main inter-urban bus routes, to provide access from a 
number of surrounding villages to the bus service to one or more main towns at a 
greater frequency than could be provided directly to the villages. 
 

Policy PK5 - further consideration should be given to the introduction of 

inter-urban park & ride sites, and the introduction of a pilot scheme(s). 
 

10.6 The level of parking provision in both housing and residential developments is 
critical to ensuring that sustainable transport policies are followed.  Providing too 
much parking is not only inefficient in land-use terms, but also can simply 
encourage greater car use.  However, a balance needs to be struck, as too little 
parking provision can in some cases result in congestion and safety problems as 
people try to find somewhere else to park.  While it is simple to say that different 
parking standards should apply in the centre of town to remote rural areas, those 
are only the extremes of a wide spectrum.  The ACCESSION software use for 
the Councilôs Accessibility Strategy provides a means of assessing the relative 
levels of public transport provision in different areas.  The Council has worked 
with the local planning authorities to develop a methodology which will allow the 
appropriateness of parking standards to be tested on a site specific basis based 
on the quality of alternative provision, both now and in the future. 
 

Policy PK6 - The Council will maintain an accessibility-based tool for local 

planning authorities to use in determining parking standards.  



 

 

11 Estate layouts 
 
11.1 The design of estate layouts, both residential and commercial, is critical to 

ensuring that a high-quality alternative to the car can be offered.  Or to express it 
in a different way, a poor estate layout can make use of the car more convenient 
by making it difficult to walk, cycle or access public transport.   

 
11.2 For public transport to be a viable option it is important that it passes close to as 

much of the development as possible.  But equally, the route needs to be as 
direct as possible to minimise running times.  This will both make the service 
more attractive and by minimising costs (in terms of the numbers of vehicles 
required) increase the chance of the service becoming commercial at a high 
frequency.  Since it is unlikely that even a large sustainable urban extension will 
be served by more than one bus route, the design of an effective public transport 
route in close proximity to as much of the development as possible should be a 
primary consideration in layout design. 
 

11.3 In contrast there are likely to be a number of walking and cycling routes to allow 
effective movement both within the development and in terms of linking the 
development to the existing walking and cycling networks.  Whether such 
provision is on- or off-road, it needs to be as direct and safe as possible to make 
it attractive to potential users. 
 

11.4 Roads need to be designed to allow for effective and safe movement of cars, 
cyclists and pedestrians around the development.  They also need to be 
designed to allow for other larger vehicles, such as buses and delivery vehicles.  
In commercial developments, design for heavy goods vehicles is obviously 
essential.  There is a compromise between accommodating larger vehicles and 
designing roads that encourage speeding.  It is better to design roads that 
encourage modest speeds rather than to have to install physical traffic calming 
features. 
 

11.5 The Council produced a draft Transportation Design Guide for Residential 
Developments for consultation in December 2006.  Since that time the 
Department for Transport has published the new Manual for Streets which 
updates much of the guidance on which our Draft Guidance had been drawn.  
We intend to work with the Commission for Architecture and the Built 
Environment, local planning authorities and developers to draw up new Guidance 
on Residential Estate Layouts which will draw upon the new Manual for Streets 
and other examples of best practice, as well as taking into account the comments 
received from the consultation on the previous draft. 
 

11.6 The Guidance should make clear how it will be applied across the full range of 
development from large urban extensions to infill development, and from the 
largest towns to the smallest villages. 
 



 

 

Policy EL1 - The Council will work with the Commission for Architecture 

and the Built Environment, local planning authorities and developers to 

draw up new Guidance on Residential Estate Layouts. 



 

 

12 Core road network 
 
12.1 The Councilôs most recent statement of policies for the core network of inter-

urban roads was set out in the Local Transport Plan.  This linked short-term 
priorities for improvement in the road infrastructure to a long-term view of the 
countyôs roads in 2031. 

 
12.2 While concentrating development in the main towns should help to reduce the 

increase in travel demand from rural areas themselves, it is still likely to result in 
a significant increase in the demand for movement between the main towns.  
While development of the inter-urban bus network and demand management 
measures such as travel plans can help to reduce the scale of the consequent 
growth in car traffic, there is still likely to be a strong growth in traffic on the core 
inter-urban routes. 

 
12.3 The Traffic Management Act 2004 provides the Council with many of the tools we 

need to ensure that our roads can operate as efficiently as possible.  Our state of 
the art NetCoM traffic control centre provides us with much of the technology we 
need.  Over the coming years we need to use these powers and harness the 
technology to achieve the aims outlined in this strategy. 

 
12.4 The Council is currently taking the A43 Corby Link Road and A509 Isham Bypass 

through statutory processes which, subject to successful conclusion, should see 
both roads built in the period 2008-2010.  The A509 Isham to Wellingborough 
Improvement is also being progressed to a slightly later timescale.  Completion of 
these new roads would see all Northamptonshireôs main growth towns served by 
high-quality dual carriageway roads, with the exception of Daventry. 
 

12.5 The table below identifies the current status of the road schemes included in 
Transport Prioritisation Framework.  The schemes are split by the (most likely) 
scheme promoters rather than funding source as some schemes may draw their 
funding from a variety of public and private-sector sources. 

 
 (Likely) Scheme Promoter 

 Highways Agency NCC Developers 

óCommittedô schemes M1 Junction 19 A43 Corby Link Road 
A509 Isham Bypass 

Wellbroô East Distributor 

Schemes under active 
development 

M1 Junction  16 
A45 Stanwick ï Thrapston 

A509 Isham ï Wellôbro A5 Towcester Bypass 
A427 Weldon Bypass 

Additional schemes not yet 
in forward programmes 

A14 Kettering Bypass 
A43 Rôdabouts, Towcester 
A45 Grade- Sep Jcns 

A43 Nôpton ï Kettering 
A45 Weedon Flore 
A361 Dav-M40 tfc mgt 
B4036 L Buckby ï A5 

Kettering Eastern Ave 
Rothwell Link Road 

 
12.6 The County Council is currently working with both the Highways Agency and 

developers to ensure that the additional schemes identified above can be brought 
forward and included in future programmes.   

   
12.7 Of the County Council promoted schemes that are not yet included in forward 



 

 

programmes, the A361 (Daventry ï M40) traffic management scheme and the 
B4036 (Long Buckby Station ï A5) Improvements are relatively simple schemes 
which can be introduced at an appropriate time following a short period of public 
consultation and scheme development.  However, the A43 Northampton to 
Kettering Improvements and A45 Weedon, Flore and Upper Heyford Bypass are 
much more complex (and expensive) schemes which will take several years to 
progress through consultation, design and statutory processes.  In addition, some 
fairly detailed work needs to be undertaken on them at an early stage in order 
that they can be considered for forward programmes of regional funding. 

 
12.8 Traffic flows on the A45 are such that there is already a strong prima face case 

for the villages of Upper Heyford, Flore, Weedon and Dodford to be bypassed.  
Analysis of proposals for Daventry has shown that any development options for 
the town only strengthen that case further.  Subject to available funding, the 
process of review and consultation could start in the first part of 2008 once staff 
resources are freed from current schemes. 
 

12.9 The situation with the A43 is more complex.  Not only do the cases for Moulton 
Bypass and the Moulton to Kettering Dualling really need to be reviewed 
together, but the case is also strongly affected by uncertainty at both ends.  At 
Kettering, any dualling scheme would need to link into future improvements to the 
A14.  At the Northampton end, proposals for increasing the capacity of the A43 
needs to be reviewed both alongside the capacity (and therefore potential need 
for improvements to) the existing Round Spinney roundabout and also possible 
improvements to the ring road on the north side of the town.  Final assessment of 
the need for such improvements is further complicated until there is clarity about 
the location of development in Northampton.   
 

12.10 The greater complexity of the scheme means that it possible that the A45 could 
be built before the A43 scheme could start on site.  It is therefore proposed that 
subject to satisfactory consultation and option testing the A45 Weedon, Flore and 
Upper Heyford Bypass should be progressed as the Councilôs next priority 
scheme after the A509 Isham to Wellingborough Improvement, with improvement 
to the A43 between Northampton and Kettering following once sufficient 
information is available for the scheme to be assessed. 
 

Policy CR1 - The Councilôs priority order for the development of further 

inter-urban road improvements is: 

1. A509 Isham to Wellingborough Improvement 

2. A45 Weedon, Flore and Upper Heyford Bypass 

3. A43 Northampton to Kettering Improvement 
 
12.11 The Transport Prioritisation Framework has also identified a number of schemes 

where further evidence and/or investigation is needed before the scheme can be 
prioritised.  This is particularly true of a number of schemes in West 
Northamptonshire, where further information on the location of housing and 
employment development is required before the prioritisation can be completed. 
The priority order given in policy CR1 will need to be reviewed when that 



 

 

information is available.  In particular, it is recognized that further improvements 
to the ring road on the north side of Northampton will be needed (Northampton 
Northern Orbital Improvements) to support any further development on the north 
side of the town.  But until further information is available concerning the location 
of development and its consequent impact on the road network, it is impossible to 
determine either the extent of such a scheme or its potential for developer 
funding. 

 
 
 



 

 

13 Town Strategies 
 

13.1 Draft town strategies for Corby, Kettering and Wellingborough were included in 
the suite of Transport Strategy for Growth documents subject to consultation 
between February and June 2007.  After carefully considering the responses to 
the consultation, we have decided that it is not appropriate to ask the council to 
formally adopt these documents as County Council policy.  

 
13.2 The documents will remain a useful piece of technical work that can guide the 

formulation of more detailed proposals along with other stakeholders.  However, 
we need to do more work before we can be definitive about exactly what we need 
to do.  In particular, we need to work alongside the local planning authorities who 
will be drawing up the Area Action Plans for town centres and major development 
areas.  In doing so, we will be mindful of the comments received during the 
consultation. 

 
13.3 Because we recognize it is useful to set out our thoughts on the transport needs 

of individual town in one document, we still intend to produce town strategies for 
Northampton, Daventry and Towcester.  However, these documents will be 
drafted to better fit their new role.  We may issue similar documents for other 
towns, or reissue those for Corby, Kettering and Wellingborough  if we feel that it 
would be of benefit. 

 
13.4 To provide an illustration of how the various measures set out in this document 

might have practical effect in the major towns, we have included in Appendix 2 a 
series of key diagrams (together with accompanying notes) showing how we think 
the measures might have effect in some of the towns. 

 
 
 



 

 

14 Rural areas 
 

14.1 The increase in traffic arising from the growth proposals make it more important 
to ensure that the impact of this traffic on rural areas is managed, and where 
necessary mitigated.  Although based on the congestion strategy set out in the 
Local Transport Plan, the following approach is  
considered more appropriate for rural areas: 
Å Firstly, provide high-quality alternatives to the car where sufficient demand 

exists to make such alternatives viable; 
Å Secondly, encourage as much of the remaining traffic as possible to use 

the core road network (set out on page 124 of the Local Transport Plan), 
upgrading the roads and providing bypasses where this is justifiable; 

Å Thirdly, managing the minor road network to discourage use by through 
traffic, particularly heavy vehicles. 

 
14.2 The second point has already been covered in section 5.7 above, the first and 

third are covered below. 
 
Rural Areas and Alternatives to the Car 
 

14.3 Although some limited development will take place, the rural areas of the county 
are not expected to see major growth.  While it is desirable to make such 
development as sustainable as possible in transport terms, the scope is limited 
both by the scale of development and the availability of sustainable transport 
alternatives in many villages. 
 

14.4 The best alternatives are likely to be available for those villages situated on the 
core inter-urban bus network and served by buses at an hourly frequency or 
better.  These are therefore likely to be the most suitable villages in transport 
terms to see (what is the term) development, although clearly the local planning 
authorities will need to take a wider range of factors into account in directing 
development.  
 

Policy RA1- As transport authority the Council will generally prefer any 

rural development to be concentrated in those villages situated on the core 

inter-urban bus network and served by buses at an hourly frequency or 

better. 
 

14.5 Trip length means that the opportunities for modal shift to walking and cycling in 
rural areas is likely to be limited, other than for trips entirely within the village.  
The Rights of Way Improvement Plan contains proposals for the further 
development of inter-village routes.  The provision of bespoke facilities for trips 
entirely within villages is unlikely to be appropriate, except for the provision of 
footpaths where they are currently not provided (particularly on busy roads) and 
the provision of cycle stands at destinations.   
 

14.6 However, for those villages within a short distance of the main towns, there is 
greater scope for cycling in particular.  Obvious examples include major trip 



 

 

attractors (such as school and business parks) close to the edge of the towns, if 
these draw trips from the surrounding villages.  As cycling networks expand 
within the towns, there may be scope for extending them into the surrounding 
rural areas either by the upgrading of roadside/verge footpaths or by the use of 
lightly-trafficked minor roads. 

 

Policy RA2 ï Urban cycle networks will be extended into the surrounding 

rural areas either by the upgrading of roadside/verge footpaths or by the 

use of lightly-trafficked minor roads. 
 

14.7 Many opportunities exist for leisure walking and cycling in rural areas.  This is 
likely to have a limited direct impact in terms of modal shift, but can make a major 
contribution to encouraging healthier lifestyles.  It can also form a relatively easy 
introduction to walking or cycling which may later encourage people to walk or 
cycle for other purposes.  Walking and cycling in the rural areas will also form 
part of the improvement in green infrastructure improvements required to ensure, 
inter alia, that there are sufficient leisure opportunities for the increased urban 
populations. 
 

Policy RA3 - The County Council will continue to improve provision for 

walking and cycling in rural areas, particularly through development of the 

Rights of Way network. 
 
Managing Traffic in Rural Areas 
 

14.8 As traffic grows and the main roads become busier, there is likely to be an 
increased tendency for traffic to attempt to órat-runô via the minor roads.  This 
needs to be discouraged because of both the environmental impact on the 
communities affected and the damage that heavy vehicles in particular can cause 
to the fabric of both the villages and the roads. 
 

14.9 Rather than impose piecemeal traffic calming, the most effective solution is likely 
to arise from area wide traffic calming/weight limit zones.  These would need to 
be introduced over time, being prioritised on the basis of both the existing and 
future problems.  Where appropriate, they might include proposals for Quiet 
Lanes or similar re-engineering measures.  The schemes would need to be 
designed in partnership with local communities and businesses. 
 

14.10 Enforcement has historically been a major problem with the introduction of such 
proposals, particularly for weight limits.  Technological developments, such as 
Automatic Number Plate Recognition (ANPR) cameras, are likely to make 
enforcement easier, although legislative changes may also be needed. 
 

Policy RA4 - Draw up a prioritised list of traffic calming/weight limit zones, 

with the highest priority schemes to be tackled in the next Local Transport 

Plan. 



 

 

15 Other LTP priorities 
 

15.1 This Transport Strategy for Growth has concentrated primarily on areas covered 
by the Congestion and Growth objectives of the existing Local Transport Plan.  
The immediate impact of growth on other LTP objectives is either less immediate 
or less significant.  A brief commentary on each objective follows.  Where 
necessary, new policies and proposals will be developed for inclusion in the next 
Local Transport Plan. 

 

15.2 Accessibility ï While the existing Accessibility Strategy concentrates on the 
needs of those for whom transport causes problems of social exclusion, typically 
because they do not have access to a car, the ñIntegration with Land-Use 
Planning Toolboxò was designed with growth in mind to help inform the location of 
developments.  The feeder bus services proposed for the initial rural priority 
areas are seen as an integral part of encouraging a culture of bus use across the 
county.  Through its contribution to modal shift, the strategy is still considered to 
be appropriate in light of the growth proposals, although it will need to be further 
developed once the initial priority areas have been tackled.    

 

15.3 Safety - The impact of growth on road safety is only likely to become apparent in 
the longer term,  Where increased traffic volumes result in a reduction in traffic 
speeds, this is likely to have a beneficial effects in reducing casualties numbers 
and/or their severity.  The many improvements  proposed as part of this strategy 
will provide scope for appropriate safety improvements to be included.  No 
significant issues are apparent at present.  However, the Council and Road 
Safety Partnership have an excellent track-record of identifying trends and 
problems as they arise, and the developing casualty figures will continue to be 
closely monitored in the coming years. 

 

15.4 Environment - The most obvious environmental impacts of traffic growth are the 
noise and air quality effects of increased traffic.  The proposals set out in this 
strategy will help to mitigate many of these effects, however more detailed work 
is needed to quantify the impacts and identify any remaining problem areas.   

 
15.5 As part of its strategy for tackling existing Air Quality Management Areas, the 

Council has developed an Air Quality Model for the county.  When the proposals 
in this strategy have been developed further, particularly those for West 
Northamptonshire, it will be possible to use this model to understand more fully 
the impacts of growth on local air quality. 

 
15.6 While the impacts of growth in global air quality are almost bound to be negative, 

one of the reasons for concentrating growth in Sustainable Communities is that it 
can maximise the mitigation measures possible.   

 
15.7 New infrastructure proposals will need to be designed so as to take account of 



 

 

their environmental impact, with suitable mitigation measures provided where it is 
not possible to design out the impact. 

 

15.8 Healthier Travel - The increased emphasis given to walking and cycling in this 
strategy will further the objectives of the Healthier Travel strategy. 

 

15.9 Maintenance - The growth proposals will increase the maintenance requirements 
of the highway network.  Most obviously, traffic growth will increase the wear and 
tear on the counties roads.  This is particularly the case with heavy vehicles, 
where one heavy good vehicle causes the same damage to the road surface as 
1,000,000 cars.  As part of the further development of this strategy the long-term 
effects on maintenance expenditure need to be quantified.  In addition to the 
long-term impacts, the impact of construction traffic also needs to be considered. 
 Where this needs to use minor roads, contribution towards reconstruction of the 
carriageway may be needed.     



 

 

16 Marketing and Information 
 

16.1 Providing high quality alternatives to the car, or any other form of travel option, is 
useless if potential users do not know that the option exists.  While there are 
many journeys for which the car may be the only viable option, there are many 
others where an alternative is available but people are not aware of what is on 
offer.   
 

16.2 In recent years, the County Council in partnership with operators, has done much 
to improve the standard of bus service publicity material, ranging from 
conventional timetable booklets and displays at stops through to new technology 
such as real-time displays and SMS text-messaging.  In terms of walking and 
cycling, a number of maps and guides have been produced, but provision has 
been rather piecemeal.  The range of products available needs to be extended, 
and kept up to date. 
 

16.3 Much of the material produced to date will be primarily read by those who already 
use, or are actively considering using alternatives to the car.  If the modal shift 
targets set out in this strategy are to be achieved a much more proactive 
approach needs to be taken to marketing alternatives to the car user.  Maximum 
impact will be obtained by linking this obtained by linking such promotion to other 
initiatives such as Green Travel Plans or (inter)national marketing campaigns 
such as Green Transport Week or In Town Without My Car Day.  In some areas, 
it will be necessary to make improvements to the alternatives before such 
campaigns can be meaningful in the local context. 
 

16.4 As well as information on alternatives to the car, we need to harness the 
technology we already have and provide more effective information on drivers 
about incidents and congestion so they can make informed choices about their 
journeys.   
 

Policy MI1 ï we will use marketing campaigns and technology to provide 

better information about alternatives to the car and the operation of the 

road network.   
 

16.5 Information on available travel choices will be of great help to those purchasing 
new houses, particularly if they are new to the area.  In large developments, a 
travel choices centre should be provided to provide help with travel planning and 
information on public transport, walking and cycling.  It can also play a key role in 
the operation of smart card systems, travel incentives and car clubs.  In smaller 
developments a full range of travel information should be provided as part of the 
home owners starter pack.  
 

Policy MI2 - In large developments, a travel choices centre should be 

provided to provide help with travel planning and information on public 

transport, walking and cycling.  In smaller developments a full range of 

travel information should be provided as part of the home ownerôs starter 



 

 

pack.  

17 Funding and Prioritisation 
 

17.1 The costs of improving the transport system to accommodate growth will be 
considerable.  There is also almost as wide a range of potential solutions to the 
problem, as there are people or organisation making the suggestions. 
 

17.2 Rather than carry out a conventional transport appraisal, the Transport Strategy  
Framework has initially taken a policy-based approach to determine whether the 
schemes meet the housing, economic, social and environmental of the growth 
agenda.  This has helped to distill the initial (very) long list into a shorter (but still 
extensive) list of measures. 

 
17.3 As part of the further development of this Strategy, the short -list has been further 

reviewed, both in terms of consultation responses and coherence with the 
strategy as a whole.  This has resulted the provisional funding schedule shown in 
Appendix 3.  Many schemes will need to be subjected to a much more rigorous 
and detailed appraisal, including option testing in a transport investment plan.   
 

17.4 This schedule will need to be regularly reviewed in the years ahead. 
 
Funding 
 

17.5 To fund mainstream transport improvements, the County Council receives around 
£7 million each year from central government.  There is a separate funding pot 
for major schemes costing over £5million, with around £80million per annum 
available for all local authority and regional trunk road schemes in the East 
Midlands.  Most investment in new buses is carried out commercially by the 
private operators, while there are separate funding streams for the rail industry. 
 

17.6 The amounts required to fund this strategy will be considerably in excess of those 
available from these mainstream sources.  Developers can be required to make 
reasonable contributions to transport infrastructure and services as part of their 
planning permission.  But that contribution cannot be so high that it makes the 
property unsaleable.   
 

17.7 The government has made additional money available for growth areas through 
the Community Infrastructure Fund (purely for transport) and the Growth Area 
Fund (which covers a wider range of disciplines).  This funding has been 
released in tranches, the current one being for the period 2006-2008.  The 
government has recently indicated that further such funding will be available, but 
the amounts available will not be known until after the Comprehensive Spending 
Review later in 2007. 
 

17.8 There will also be some scope to review existing LTP priorities from 2008/09, 
particularly within existing identified budgets, but more so looking towards the 
next LTP.  This is particularly appropriate where measures tackle both existing 
problems and those associated with growth, such as the provision of bus priority 



 

 

in Northampton. 

 



 

 

APPENDIX 1 ï PRIORITISED TRANSPORT SCHEMES 

Road   

M1 M1 J16 ï Section 278   
Capacity improvements at Junction 16 

M1 J19 Junction rebuild 
Complete reconstruction of the M1/M6/A14 junction to remove current capacity 
and safety concerns including enabling the currently impossible A14 to/from 
M1 (South) movement 

A5 Towcester Bypass (A5 SW Relief Road) including new junction on A43 ï 

County Council scheme, developer led. 
Construction of a new road between the A5 near Towcester Racecourse and 
the A43 north of the A413 junction, providing a bypass to Towcester.   

A14 A14 Kettering Bypass Collector Distributor Roads  
Provision of a separate carriageway to take ólocalô traffic between junction 7 
(A43 Northern Bypass) and junction 9 (A509) of the A14, together with 
widening to dual 3 lanes of the section from junction 9 to junction 10 (A6).  As 
part of the schemes the east-facing slip roads at junction 7 would be closed, 
junction 8 (A43 Northampton) would be closed entirely and at junction 9 the 
west-facing slip roads would be closed.  Traffic wishing to make these 
movements would use the Collector Distributor Roads. 

A43 A43 Roundabouts, Towcester 
Improvements (probably a flyover on the A43) at the junction of the A43 with 
the A5 north of Towcester, combined with similar improvements to the 
A43/Brackley Road junction. 

A43 Northampton to Kettering Improvements     
Improvements to the capacity of the A43 between the Round Spinney 
Interchange in Northampton and the A14 Collector-Distributor Road  at 
Kettering.  Possible improvements include dualling, bus priority measures, a 
Moulton bypass and a grade-separated (fly-over or dive-under) junction at 
Round Spinney.  It is likely that improvements at the Northampton end will 
need to be considered alongside improvements to Northamptonôs orbital 
routes. 

A43 Corby link road and dualling    
Construction of a dual-carriageway linking the A6003 between Kettering and 
Corby with the A43 near Stanion, inter-alia providing a bypass to the village of 
Geddington 

A45 

 

A45 Weedon, Flore and Upper Heyford Bypass (and dualling throô to 

Daventry)  
Provision of a bypass to Weedon, Flore and Upper Heyford.  This would 
probably be constructed as a dual-carriageway and could be continued through 
to Daventry. 

A45 Grade-Separated Junctions (Wilby Way and Chownôs Mill)    
Provision of a grade-separated (probably fly-over) junctions on the A45 to the 
west of Wellingborough where it joins the A509 North-West Bypass (Wilby 
Way) and at the junction with the A6 (Chownôs Mill). 



 

 

A45  Stanwick to Thrapston duallingï not committed, RSS8 timetable 

2011/2016 
Dualling of the A45 (Trunk Road) between the end of the current dual-
carriageway section at Stanwick and the A14 at Thrapston.   

A361 A361 Daventry ï M40 traffic management and downgrade to B road    
Downgrading of the A361 to a B road together with traffic calming/management 
measures to discourage use by through traffic and limit impact on villages of 
Byfield, Chipping Warden and Wardington) 

A427 A427 Weldon Bypass 
Link road to the north-east of Weldon  between the A43 (near the Priors Hall 
development) and the A427 to the east of Weldon. 

A509 A509 Isham Bypass 
Provision of a dual carriageway bypass to Isham, improving connectivity 
between Kettering and Wellingborough.  

A509 Isham to Wellingborough Improvement 
Further improvements to connectivity between Kettering and Wellingborough 
by the provision of a dual carriageway link between Isham Bypass and 
Wellingborough North-West Bypass, also bypassing the village of Great 
Harrowden. 

B4036 B4036 (A5-Long Buckby station) road improvements    
Improvements to Long Buckby railway  station and the road linking it to the A5 
to improve access from Daventry to the rail network. 

- Kettering Eastern Avenue 
A single carriageway road to serve the east of Kettering urban extension and 
mitigate the effect of additional traffic on the villages of Warkton and Weekley. 

- Wellingborough Eastern Distributor Road   
Provision of a new road serving the WEast development and providing a link 
between the A509 and A45 to the east of Wellingborough using parts of the 
existing North-West Bypass and Northen Way. 

- Rothwell Link Road    
Construction of a link road between Rothwell and the A6 bypass. 

Bus  

 Quality Urban Bus Network 
As part of the town strategies, improve the bus networks in the growth towns 
and provide high-quality services to urban extensions.  Measures to include 
enhanced frequencies, evening and Sunday services, improved marketing, 
new vehicles, bus priority measures, real time information and enhanced stop 
infrastructure. 

 Quality Inter-Urban Bus Network 
Improvements to the bus network linking Northamptonshireôs main towns 
including such as enhanced frequencies, evening and Sunday services,  
improved marketing, new vehicles, bus priority measures, real time information 
and enhanced stop infrastructure. 

Development of rural service routes (current daily, but less than hourly) 
Improvements to the network of bus services to Northamptonshireôs villages, 
raising frequencies and providing services to villages which currently have 



 

 

none.  This may involve ófeederô services linking in to the core Inter-Urban 
network. 

Rail   

WCML Provision of 2-fast rail services per hour from Northampton to London 

Euston in under 45 minutes 
Enhancement of rail services between Northampton and London so that 
journey times and frequencies are comparable with other towns at a similar 
distance from London. 

West Midlands rail franchise December 2008 service alterations 
Service improvements scheduled for December 2008 as part of the new West 
Midlands rail franchise, including: 

¶ Increase of frequency of service between Northampton and Birmingham 
back to 2 per hour, restoring a previous service cut.  

¶ Provision of an (at least) hourly through train throughout the day 
between Long Buckby and London. 

¶ A new hourly London ï Crewe via Northampton service.  

MML East Midlands rail franchise December 2008 service alterations 
Service improvements scheduled for December 2008 as part of the new West 
Midlands rail franchise, including: 

¶ Provision of additional seating capacity on services serving Kettering 
and Wellingborough, by provision of a third hourly stopping train. 

¶ Reopening of Corby station, together with through passenger  services 
between Corby and London.   

- Rail Station interchange/parking stations 
Improvements to interchange and car parking facilities at all rail stations to 
improve access to the national rail network, and by interchange to international 
rail and air services.   

Transport Demand Management Measures 

 Transport Demand Management at journey origins and destinations ï 
new housing developments, employment, retail and leisure locations ï 
marketing, information, smartcards, travel plans, incentives and/or road 
charging 
Provisions of a range of measures (as outlined in Guidance on Creating 
Lasting Modal Shift) that will lead to a reduction in the proportion of trips made 
by the private car. 

 Joint parking strategy for all Northampton parking 
Joint strategy with Northampton Borough Council and West Northamptonshire 
Development Corporation to consider the scale, price and nature of provision 
of town centre parking, including park & ride. 

 Smartcard ï integrated ticketing 
Promotion of a multi-modal multi-use Smartcard for a range of uses (not just 
transport) across the county.   

 HOV priority on A45 
Provision of a dedicated lane for High Occupancy Vehicles (buses and cars 
with more than a specified number of occupants) to speed their progress past 



 

 

queues leaving the westbound A45 at the Barnes Meadow (A428) interchange 
in Northampton. 

 Rural traffic calming/weight limits 
A series of area-wide measures to mitigate the effects of additional traffic, 
particularly heavy vehicles, on rural areas. 

Town Strategies 

 Wellingborough Town Strategy 
The strategy identifies a range of improvements to serve development to the 
north and west of the existing town, including bus priority measures to serve 
the WEast development and railway station.  Changes to the inner ring road 
facilitate additional traffic, but also enable an expansion of the town centre.   

 Kettering Town Strategy 
The town strategy proposes improvements to the road, bus and walking and 
cycling networks to serve development to the east of Kettering, together with 
measures to improve the operation of the town centre and railway station. 

 Corby Town Strategy 
The town strategy proposes improvements to existing junctions and new roads 
to serve development areas together with improvements to walking, cycling 
and public transport. 

 Northampton Town Strategy 
The Northampton town strategy still has to be developed in detail. However an 
outline Transport Vision includes the completion and improvement of the outer 
ring road and extensive improvements to public transport, walking and cycling 
within the existing built up area.   

 Daventry Town Strategy 
The Daventry town strategy needs to be finalised once a preferred 
development option is known.  However, it is likely to include junction 
improvements, limited road widening and a small amount of new road 
construction.  Public transport, walking and cycling improvements will also be 
required.   

 Towcester Town Strategy 
Minor highway works, public transport, walking and cycling improvements will 
be required in addition to major improvements to the A5 (bypass) and A43 
(junctions) listed as separate schemes. 

 

 

Table 1a ï Further schemes that may be prioritised subject 

to further evidence and/or investigation 

Road 

M1 M1 J15a new south-facing slips    
Provision of south-facing slips to reduce conflicting movements on A43  ï 
prioritisation awaits outcome of modelling work in West Northamptonshire to 
determine justification in terms of likely traffic flows. 

A45 A45 London Road widening to D3AP in Northampton 
Widening of road between Queen Eleanor (A508) junction and M1 junction 15 



 

 

 to 3 lanes in each direction ï prioritisation awaits outcome of modelling work in 
West Northamptonshire to determine justification in terms of likely traffic flows. 

A361 A361 Improvements North of Daventry    
Improvements to the A361 between Daventry and Kilsby to accommodate 
additional traffic ï prioritisation awaits outcome of modelling work in West 
Northamptonshire to determine justification in terms of likely traffic flows. 

A422 A422 Farthinghoe Bypass   
Provision of a bypass to the A422 at Farthinghoe ï prioritisation awaits 
outcome of modelling work in West Northamptonshire(and possibly Milton 
Keynes)  to determine justification in terms of likely traffic flows.  

A508 A508 Roade Bypass    
Provision of a bypass to Roade ï prioritisation awaits outcome of modelling 
work in West Northamptonshire to determine justification in terms of likely 
traffic flows. 

A508 Upgrade from Northampton NW bypass to A14   
Upgrading and possible dualling of the A508 between Northampton and the 
A14 ï prioritisation awaits outcome of modelling work in West 
Northamptonshire to determine justification in terms of likely traffic flows. 

A605 A605 (A14-A1) Dualling    
Dualling of the A605 between the A14 at Thrapston and the A1 west of 
Peterborough ï justification requires further consideration of future strategic 
role of A605 versus A43.  

- Northampton Northern Orbital Improvements 
Further improvements/completion of the outer ring road ï scope and extent of 
scheme to be determined once the location of development is known. 

- Northampton: Eagle Drive to Ransome Road link    
New link connecting Ransome Road redevelopment area to the A45 and 
providing new linkage towards town centre ï prioritisation awaits outcome of 
modelling work in West Northamptonshire to determine justification in terms of 
likely traffic flows. 

Bus 

 Feeder Services around the rural service spine 
Provision of feeder bus services around rural service spine proposed in East 
Northamptonshire ï prioritisation requires further detailed work. 

Rail  

 New rail freight terminals  
Possible locations include Northampton and Wellingborough.  Prioritisation 
requires further evidence of strategic need. 

Further rail improvements    
Further rail improvements to be prioritized in new rail strategy (to be prepared 
for next Local Transport Plan) including further enhancements to existing 
services, possible new stations and line re-openings.   

Cycling  

 Extend cycle network to rural areas 
Extend existing and proposed cycle networks in the urban areas to serve 



 

 

surrounding villages ï requires further examination of likely use to determine 
justification. 

TDM Measures  

 A14 Access controls at Kettering 
Introduction of access controls to discourage or prevent local traffic using A14 
around Kettering ï unlikely to be required if other proposed measures are 
successful. 



 

 

APPENDIX 1b - ALTERATIONS TO TRANSPORT PRIORITISATION FRAMEWORK 

(DECEMBER 2006) FOLLOWING CONSULTATION 
 

Part 1 - Prioritised Schemes For Inclusion in Growth Strategy 
 

Schemes added 
 
 
Scheme 

 
Reason for addition 

 
Kettering Eastern Avenue 

 
Consultation responses - mitigation of 
effects of growth on local communities 

 

Quality Urban Bus Network 

 
To provide greater clarity for proposals 
already in Town Strategies. 

 
Rural Traffic Calming/Weight Limits 

 
Mitigation of effects of growth in rural 
areas 

  

Schemes deleted 
 
 
Scheme 

 
Reason for deletion 

 
115: Provision of evening and Sunday 
services on all core bus routes 

 
More sensibly included as part of 
improvements to urban and inter-urban 
bus networks.  

133: Real time information 
 
143: Reopening of Northampton - 
Wellingborough rail line 

 
Consultation responses suggesting 
alternatives (eg Northampton - Bedford) 
- moved to schemes requiring further 
evidence and/or investigation. 

 

Schemes re-titled 
 
 
Previous title 

 
New title 

 
Reason for change 

 
9: A5/A43 roundabout 

 
A43 junctions Towcester 

 
To include other junctions 
potentially requiring 
improvement 

 
49: A43 Round Spinney 
Grade-Separation 

 
A43 Northampton to 
Kettering Improvement 

 
Merged into one scheme 
as need to be 
investigated together  

50: A43 Moulton Bypass 
 
52: A43 Northampton to 
Kettering Dualling 
 
7: A45 Stanwick to 

 
A45 Stanwick to 

 
To separate scheme in 



 

 

Thrapston dualling and 
grade-separated junctions 

Thrapston Dualling RFA prioritisation from 
other proposals 

 
40: A45 Wilby Way 
Junction Grade-
Separated Junctions 

 
A45 Grade-Separated 
Junctions (Wilby Way and 
Chownôs Mill) 

 
To include proposal 
removed from scheme 7 

 
21:A509 Isham Bypass 
and Isham to 
Wellingborough 
Improvement 

 
A509 Isham Bypass 

 
To separate two schemes 
being progressed to 
different timescales 

 
A509 Isham to 
Wellingborough 
Improvement 

 
136: Restoration of half-
hourly service to 
Birmingham New Street 

 
West Midlands rail 
franchise December 2008 
service alterations 

 
To bring together a 
package of proposals 
being implemented 
together  

137: Restoration of 
through services between 
Long Buckby and London 
Euston 
 
138: Provision of hourly 
through service between 
Northampton and North-
West England 
 
139: Provision of 
additional capacity on 
Midland Main Line 
services calling at 
Kettering and 
Wellingborough 

 
East Midlands rail 
franchise December 2008 
service alterations 

 
Re-titled to reflect revised 
proposals since 
prioritisation first carried 
out. 

 
163: Northamptonshire 
Airport Rail Links 
improvements with high-
quality PT hubs 

 
Rail station 
interchange/parking 
improvements 

 
To bring together 
proposals likely to be 
implemented together at 
individual stations 

 
206: Review of rail station 
parking 

 

Part 2 - Schemes That Require Further Evidence And/or Investigation 
 

Scheme added: 
 
Scheme 

 
Reason 

 
Northampton Northern Orbital 
Improvements 

 
Consistency with inclusion of orbital 
road improvements for other towns.   

 



 

 

 

Scheme deleted: 
 
 
Scheme 

 
Reason 

 
Upgrade M1 J14 -J19 to D4M 

 
Advice from Highways Agency - scheme 
not realistic proposal 

 

Schemes re-titled 
 
 
Previous title 

 
New title 

 
Reason for change 

 
145: New rail freight 
terminal in Northampton 
area 

 
New rail freight terminals 

 
Schemes combined to 
take holistic view of rail 
freight provision in 
Northamptonshire.  

146: New rail freight 
terminal in 
Wellingborough area 
 
149: New station on 
Northampton loop south 
of Northampton (M1 Park 
& Ride) 

 
Further rail improvements 

 
Schemes drawn into 
wider review of future rail 
strategy 

 
160: Corby to 
Peterborough/Leicester 
passenger rail re-opening 
 
200: A14 Road User 
charging at Kettering 

 
A14 Access Controls at 
Kettering 

 
Title changed to reflect 
wider range of possible 
measures 



 

Northamptonshire Transport Strategy for Growth 
Draft for Cabinet 10 September 2007 

Appendix 1c TSFG Delivery Programme 

Scheme 

Cost 

(£m) Funding Status 07/08 08/09 09/10 10/11   11-16     16-21   21-26 26-31 

PRIORITISED SCHEMES FOR INCLUSION IN THE GROWTH STRATEGY 

Road Schemes                               

M1 Junction 16 Improvements 20 Dev                           

M1 Junction 19 Improvement 180 NTR TPI Scheme                         

A5 Towcester Bypass 18 Dev Under Investigation                         

A14 Kettering Bypass Collector Distributor Roads 185 NTR Under Investigation                         

A43 Junctions Towcester 26 RFA/SIP Under investigation                         

A43 Northampton to Kettering 60 RFA+SIP 

For future 

investigation                         

A43 Corby Link Road 25 RFA+Dev In programme                         

A45 Weedon, Flore and Upper Heyford Bypass 30 RFA 

For future 

investigation                         

A45 Grade Separated Junctions 40 RFA+Dev 

For future 

investigation                         

A45 Stanwick to Thrapston Dualling 30 RFA 

On hold pending 

funding                         

A361 Daventry-M40 traffic management and downgrade to B 

road 5 LTP+SIP 

For future 

investigation                         

A427 Weldon Bypass 5 Dev Under investigation                         

A509 Isham Bypass 15 RFA In programme                         

A509 Isham to Wellingborough Improvement 16 RFA Under Investigation                         

B4036 (A5 - Long Buckby Station) Road Improvements 3 SIP 

On hold pending 

funding                         

Wellingborough Eastern Distributor Road 10 Dev Under Investigation                         

Kettering Eastern Avenue 30 Dev Under Investigation                         

Rothwell Link Road 5 Dev Under Investigation                         

Rural traffic management/weight limit zones 5 LTP+SIP 

For future 

investigation                         

Bus Schemes                               

Quality Inter-Urban Bus Network 30 LTP+SIP Under Investigation                         

Development of rural service routes 30 LTP+SIP Under Investigation                         

Rail Schemes                               

London Midlands franchise committments   DfT Rail Committed                         

East Midlands franchise committments   DfT Rail Committed                         

Passenger rail services for Corby   DfT Rail/NR Committed                         

Rail station interchange/parking improvements 14 LTP/SIP/TOC Under Investigation                         

Fast trains from Northampton to London in under 45 minutes   tbc 

For future 

investigation                         

TDM Measures                               

TDM at journey origins and destinations 8 LTP+SIP+Dev Under Investigation                         

Joint strategy for all Northampton parking 5 LTP+SIP+Dev Under Investigation                         

Buzz smartcard - Integrated ticketing 4 LTP+SIP+Dev Under Investigation                         

HOV priority on A45 10 SIP Under Investigation                         

Town Strategies - Generic outline for Corby, Daventry, Kettering, Northampton, Towcester, Wellingborough                   

Road improvements around town centre 180 LTP+SIP+Dev Under Investigation                         

Junction improvements inc in 38 LTP+SIP+Dev Under Investigation                         

New road links 50 SIP+Dev 

For future 

investigation                         

Enhanced urban bus network 40 LTP+SIP+Dev Under Investigation                         

                

Extend bus services to new developments 10 Dev Under Investigation                         

Enhanced walking network 12 LTP+SIP+Dev Under Investigation                         

Improved facilities for cyclists 13 LTP+SIP+Dev Under Investigation                         

Improved streetscape in town centres 50 SIP+Dev Under Investigation                         
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Design of new developments 10 Dev Under Investigation                         

Travel choices centre in new developments 5 Dev Under Investigation                         

SCHEMES THAT REQUIRE FURTHER EVIDENCE/INVESTIGATION 

Road Schemes                               

A508 Roade Bypass   tbc 

For future 

investigation                         

A508 Upgrade from Northampton NW bypass to A14   tbc 

For future 

investigation                         

A361 Improvements North of Daventry   tbc 

For future 

investigation                         

M1 J15a new south-facing slips   tbc 

For future 

investigation                         

A45 London Road Widening to D3AP in Northampton   tbc 

For future 

investigation                         

A422 Farthinghoe Bypass   tbc 

For future 

investigation                         

A605 (A14-A1) Dualling   tbc 

For future 

investigation                         

Northampton: Eagle Drive to Ransome Road Link   tbc 

For future 

investigation                         

Bus Schemes                               

Feeder services around the rural service spine   tbc 

For future 

investigation                         

Rail schemes                               

New rail freight terminals   tbc 

For future 

investigation                         

Further rail improvements   tbc 

For future 

investigation                         

Cycling schemes                               

Extend cycle network to rural areas   tbc 

For future 

investigation                         

TDM Measures                               

A14 Access Control Measures at Kettering   tbc 

For future 

investigation                         
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APPENDIX 3 ï TOWN STRATEGY MAPS 
 

Kettering  
 

1 A14 J7-J9 Collector-Distributor Roads 
Construction of collector-distributor roads parallel to the existing A14 to 
accommodate local traffic.  No entry or exit from A14 between Junction 7 and 
Junction 9. 

2 A14 J9-J10a Widening  
Widening of A14 to dual 3-lanes between Junction 9 and new Junction 10a.  
Closure of existing junction 10 

3 Modal Shift Strategy (Existing Areas and Infill Development) 
Implementation of the Modal Shift Strategy to produce at least a 5% shift from 
single-occupancy car trips for existing development, and up to a 20% shift for 
any new developments, depending upon their scale.  

4 Modal Shift Strategy (Major New Developments) 
Implementation of the Modal Shift Strategy to produce a 20% shift from single-
occupancy car trips for the East of Kettering Sustainable Urban Extension. 

5 Kettering Eastern Avenue 
A single-carriageway road to serve the East of Kettering Urban Extension and 
mitigate the impact of the development on the villages of Warkton and Weekley. 
(Indicative alignment only). 

6 Public Transport Access to East of Kettering 
Two possible routes for providing priority public transport access between the 
East of Kettering Urban Extension and the town centre. 

7 Town Centre 

¶ Priority given to access to and movement within town centre 

¶ Improvement of streetscape as part of regeneration of town centre. 

¶ Parking strategy 

8 Station Quarter 

¶ Improved access between town centre and railway station 

¶ New bus interchange at railway station 

¶ Improved parking facilities for railway station 

9 Inner Circulatory Route 

¶ Improved access to town centre 

¶ Increased capacity for vehicles circulating town centre 

10 Possible Inner Circulatory Route Extension 
Possible extension of Inner Circulatory Route to east of town centre 

11 Radial Routes 
Capacity improvements and walking, cycling and public transport enhancements 
as required. 

12 Junction Improvements 
Walking, cycling and public transport facilities and priority enhanced where 
possible. Capacity improvements where necessary, particularly focused on 
circulatory routes. 

13 Other Principal Roads Improvements as required 
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Kettering Town 

Strategy Map 
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Wellingborough 

 

1 Town Centre 

¶ Priority given to access to and movement within town centre 

¶ Improvement of streetscape as part of regeneration of town centre. 

¶ Parking strategy 

2 Revised one-way system 
Extension of the existing one way system to the North to enable the growth of 
the Town Centre.  

3 Bus Interchange Area 
Improved bus interchange facilities on Church Street 

4 Bus Priority access to WEast 
Bus priority route along Midland Road, connecting the Town Centre to both the 
Rail Station and the WEast development. 

5 Radial Routes 
Capacity improvements and walking, cycling and public transport enhancements 
as required. 

6 Modal Shift Strategy (Existing Areas and Infill Development) 
Implementation of the Modal Shift Strategy to produce at least a 5% shift from 
single-occupancy car trips for existing development, and up to a 20% shift for 
any new developments, depending upon their scale. 

7 Junction Improvements 
Walking, cycling and public transport facilities and priority enhanced where 
possible. Capacity improvements where necessary, particularly focused on 
circulatory routes. 

8 New Link Road 
Possible North-South link to either the East or West of the Rail track to relieve 
congestion to the Eastern side of the town. 

9 A509 Isham to Wellingborough Improvement   

10 A509 Park Farm Way Dualling 
Dualling of Park Farm Way between the A4500 and the A509 Isham to 
Wellingborough Improvement 

11 Modal Shift Strategy (Major New Developments) 
Implementation of the Modal Shift Strategy to produce a 20% shift from single-
occupancy car trips for the East of Kettering Sustainable Urban Extension. 

12 Wellingborough Eastern Distributor Road: 
Development road associated with the WEast development. 
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Wellingborough Town 

Strategy Map 


