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Dear Mr Grayling, 
 
We are pleased to enclose the Outline Business Case for the Melton Mowbray Distributor 
Road (MMDR) and we thank you for the support given to us so far; in particular the £1.9m 
from the Department for Transport to develop this vitally important project.  
 
The evidence within the Outline Business Case clearly demonstrates that the MMDR will 
reduce congestion, improve journey times and provides high value for money (with a Benefit 
Cost Ratio in excess of 3.0). By addressing existing and future transportation issues in the 
town of Melton Mowbray, the MMDR has a key role to play in continuing to ensure that the 
town thrives as a óRural Capital of Foodô and that existing businesses are able to operate as 
effectively and efficiently as possible. 
 
Furthermore, there is a considerable need for additional housing across Leicester and 
Leicestershire. As the main urban area in the borough, Melton Mowbray is a key focus for 
significant growth. The MMDR will support delivery and acceleration of a nationally significant 
level of housing and employment; more than 6,000 jobs and 5,000 new houses by 2036, with 
2,250 dwellings and 3,000 jobs in the short term to 2026 through the sustainable 
neighbourhoods to the North and South of the town.  
 
The MMDR is strongly supported by Leicestershire County Council (it is one of the Councilôs 
top transport infrastructure priorities), Melton Borough Council, the Leicester and 
Leicestershire Enterprise Partnership and all Districts through the development of the 
Strategic Growth Plan. Local residents and businesses have also long pressed for the town 
to be óbypassedô and there is strong local support for the project, too, including from. Sir Alan 
Duncan MP, County Councillors, public transport providers and the business sector, 
including large businesses, such as Jeldwen, Samworths, SJ Haulage and Truframe. 
Additionally, Highways England has noted resilience benefits to their network (A46/A1) from 
the Melton Mowbray Distributor Road. 
 
We are confident that there is a strong and robust case for the continuation of vital 
investment in the MMDR. As a demonstration of this confidence, Leicestershire Council and 
Melton Borough Council have already committed their own £4m of funding to this project and 
are committed to continue work on it beyond submission of the Outline Business Case, such 
that we would be in a position to begin construction of the MMDR in summer 2020. The two 
authorities are also proactively working to conclude an agreement to cash-flow developer 
contributions in advance of their receipt, thereby enabling the accelerated delivery of housing 
growth whilst simultaneously delivering the necessary transportation infrastructure without 
placing an undue upfront financial burden on developers.  
 
We await your positive decision in anticipation. 
 
Yours sincerely 
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1 INTRODUCTION 

1.1 BACKGROUND 

1.1.1 This document represents the Outline Business Case (OBC) for the Melton Mowbray Distributor 
Road (MMDR) Scheme. 

1.1.2 This scheme is designed to tackle longstanding congestion and traffic related problems in Melton 
Mowbray, enabling and facilitating the acceleration of significant housing and employment growth.  

1.1.3 Melton has a historic and constrained town centre network that is at the convergence of six major 
routes. Levels of congestion are some of the highest on a per mile basis on the County, with a 
significant cause of the congestion in the town being through and cross-town traffic; with high levels 
of LGV and HGV movements. 

1.1.4 The Local Plan incorporates highly significant levels of growth, with over 4,500 dwellings and 6,000 
jobs to be delivered in the plan period.  This represents a growth in the town of over 35%, and a 
necessary acceleration of housing delivery that the MMDR enables and then sustains- particularly in 
terms of delivery of the Northern and Southern Sustainable Neighbourhoods and associated 
employment land, as the prime focus for growth in the town. 

1.1.5 Alongside current levels of congestion, numerous planning applications, totalling 2,500 dwellings are 
already approved, submitted or coming forward in the town as part of the overall housing and 
employment growth in the Local Plan, and why the scheme is needed now. 

1.2 PURPOSE OF DOCUMENT 

1.2.1 This document has been developed to support the schemeôs submission to Department for Transport 
(DfT) as part of the Large Local Majorôs Fund; for which the scheme received support from the DfT to 
develop an OBC in late 2016. 

1.2.2 The OBC presented in this document for the MMDR scheme has been developed in accordance with 
DfTôs Transport Business Case guidance, and therefore sets out how  the scheme is: 

Ą  Supported by a robust case for change that fits with wider policy objectives (the Strategic 
Case); 

Ą Demonstrates value for money (the Economic Case); 

Ą Financially affordable (the Financial Case ï accounting analysis); 

Ą Commercially viable (the Commercial Case ï procurement issues); and 

Ą Achievable (the Management Case ï deliverability assessment). 

 

1.3 DOCUMENT STRUCTURE 

1.3.1 The remainder of the document is structured as follows: 

Ą Chapter 2: DfT Submission Checklists 

Ą Chapter 3: Executive Summary of Outline Business Case 

Ą Chapter 4: Scheme Description & Overview 

Ą Chapter 5: The Strategic Case 

Ą Chapter 6: The Economic Case 

Ą Chapter 7: The Financial Case 
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Ą Chapter 8: The Commercial Case 

Ą Chapter 9: The Management Case 

Ą Chapter 10: Summary and Conclusions 
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2 OUTLINE BUSINESS CASE 
SUBMISSION CHECKLISTS 

2.1 LARGE LOCAL MAJOR SCHEMES: BID FOR CONSTRUCTION FUNDING 
PART TWO: CHECKLIST 

Please complete this checklist by referencing locations where the relevant material can be found in the OBC 
document 

2.2 STRATEGIC CASE 

Item Section/Page 

A detailed description of the physical scope of the scheme OBC- Section 4.1, 
5.2 and Appendix A 

The objectives of the scheme OBC- Section 5.7 

A description of the process by which the scheme came to be identified as 
the preferred option for meeting those objectives including why alternative 
options were discarded 

OBC- Section 5.8-
5.15 

OAR- Annex 1 

How the objectives of the 
scheme align with national 
transport objectives 

We do not expect all schemes 
to meet all of these objectives 
so please mark n/a if 
necessary. 

 

1. to ease congestion and provide upgrades 
on important national, regional or local 
routes 

 

OBC- Section 5.3, 
5.5, 5.23 

2. to unlock economic and job creation 
opportunities 

 

OBC- Section 5.6, 
5.23 

3. to enable the delivery of new housing 
developments 

OBC- Section 5.6, 
5.23 

For schemes that directly aim to facilitate commercial or housing 
development on specific sites, details of the sites, current planning status, 
status of developer commitment and the expected impact of the scheme  

 

OBC- Section 5.6 

The impact the scheme 
would have on  

The Strategic Road Network OBC Section 5.2, 
5.5; 5.5.50 

Access to planned HS2 stations or sites n/a 

Access to International Gateways OBC Section 5.5; 
5.5.50 

Details of public consultation activities on the scheme to date, and key 
findings including how any key questions/concerns have been addressed. 

OBC Section 5.18-
5.22 

Consultation Report- 
Annex 10 
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ECONOMIC CASE 

As well as referencing the location of these within the OBC, please supply each of the following documents 
and refer to Annex A for the checklist of appraisal and modelling supporting material. 

Item Section/Page 

Option Assessment Report (OAR) OBC Strategic Case- 
Chapter 5 

Complete Document- 
Annex 1 

Data Collection Report OBC Economic Case 
ï Chapter 6 

Complete Document- 
Annex 3 

Local Model Validation Report (LMVR) OBC Economic Case 
ï Chapter 6 

Complete Document- 
Annex 4 (Local 
LMVR) 

Annex 9 (Additional 
information on same 
Model) 

Present Year Validation Report (if required) N/A 

Forecasting Report OBC Economic Case 
ï Chapter 6 

Complete Document- 
Annex 7 

Economic Appraisal Report OBC Economic Case 
ï Chapter 6 

Complete Document- 
Annex 8 

Social and Distributional Impacts Assessment OBC Economic Case 
ï Chapter 6 

Complete Analysis 
and Proforma-  
Annex 8 

MANAGEMENT CASE 

Item Section/Page 

Governance structure  

including SRO, Project Board, Project Manager, and other key roles, and resourcing 
levels  

OBC- Section 9.4 
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Detailed Project Plan  OBC- Section 9.5,  

Appendix J 

Risk Management  

 

Detailed Risk Register OBC- Section 9.8, 

Appendix D 

Narrative to explain the most significant risks, 
how they are being managed and their 
potential impact on time and budget 

OBC- Section 9.4 -
9.8 

Risk management strategy OBC- Section 8.6- 
Commercial 

OBC- Section 9.8 

Project Assurance e.g. Gateway Reviews OBC- Section 9.6 

Evaluation 

Outline evaluation plan including a statement of core evaluation objectives 

OBC- Section 9.9-
9.10 

 

COMMERCIAL CASE 

Item Section/Page 

Description of the preferred procurement strategy  OBC- Section 8.2, 
8.3 

Rational for the selection of preferred procurement route against possible 
alternatives 

OBC- Section 8.3, 
8.4, 8.5, 8.6 

Explanation of how costs and risks will be shared throughout the contract OBC- Section 8.7 

FINANCIAL CASE 

Item Section/Page 

Detailed cost breakdown OBC- Section 7.2, 

Appendix C 

Independent surveyor's report verifying cost estimates OBC- Section 7.4, 
Appendix E 

Details of and justification for inflation assumption used. OBC- Section 7.5 

Quantified Risk Assessment 

All scheme costings should include an amount for risk, based on the results of a 
Quantified Risk Assessment (QRA) which should be proportionate to the nature and 
complexity of the project. 

OBC- Section 7.4 

EAR- Appendix A; 
Annex 8 

Evidence of commitment for any third party contributions OBC Section 7.8; 
S151 Officer Letter 

 



 
 

7 
 

2.3 ANNEX A: CHECKLIST OF APPRAISAL AND MODELLING SUPPORTING 
MATERIAL 

 

Option Assessment 

Item Section/Page 

An Option Assessment Report to include steps 1 
to 8 set out in WebTAG ï the transport appraisal 
process. 

OBC Document  Summary: 

¶ Chapter 5- Section 5.7 to 5.15 

 
Complete OAR Document: 

¶ Annex 1 

¶ Sections 1-8 for the 8 WebTAG Stages 

 

Modelling 

Item Section/Page 

An Existing Data and Traffic Surveys Report to 
include: 

 

 Details of the sources, locations (illustrated 
on a map), methods of collection, dates, days 
of week, durations, sample factors, estimation 
of accuracy, etc. 

LLITM 2014 Base Model Specification Report: 

¶ Chapter 3 

PR205 - LLITM 2014 Base Data Collection Report: 

¶ Chapter 2 (traffic counts) 

¶ Chapter 3 (roadside interviews) 

¶ Chapter 4 (mobile phone data) 

¶ Chapter 5 (journey times) 

¶ Chapter 6 (bus ETM data) 

¶ Chapter 7 (rail LENNON data) 

¶ Chapter 8 (bus passenger interviews) 

¶ Chapter 9 (rail passenger interviews) 

¶ Chapter 10 (public transport service data) 

Details of any specialist surveys (e.g. stated 
preference). 

n/a 

Traffic and passenger flows; including daily, 
hourly and seasonal profiles, including details 
by vehicle class where appropriate. 

PR205 - LLITM 2014 Base Data Collection Report: 

¶ Section 2.7 

TN001 - MMDR Annualisation Factors: 

¶ Chapter 1 

MMDR ï OAR Refresh: 

¶ Chapter 2 

Journey times by mode, including variability if 
appropriate. 

PR205 - LLITM 2014 Base Data Collection Report: 

¶ Chapter 5 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Chapter 2 

¶ Chapter 5 

PR202 - LLITM Public Transport LMVR: 

¶ Section 5.2 

Details of the pattern and scale of traffic 
delays and queues. 

MMDR ï OAR Refresh: 

¶ Chapter 2 

Desire line diagrams for important parts of the 
network.  

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Figures 4.2-4.4 

Diagrams of existing traffic flows, both in the 
immediate corridor and other relevant 
corridors. 

MMDR ï OAR Refresh: 

¶ Chapter 2 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Figures 4.14-4.16 

An Assignment Model Validation Report to 
include: 
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 Description of the road traffic and public 
transport passenger assignment model 
development, including model network and 
zone plans, details of treatment of congestion 
on the road system and crowding on the 
public transport system.   

LLITM 2014 Base Model Specification Report: 

¶ Chapter 2 

¶ Chapter 6 

¶ Chapter 8 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Chapter 4 (model dimensions) 

¶ Chapter 5 (calibration validation data) 

¶ Chapter 6 (network development) 

¶ Chapter 7 (matrix development) 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Chapter 3 

PR202 - LLITM Public Transport LMVR: 

¶ Chapter 2 (model overview) 

¶ Chapter 3 (network development) 

¶ Chapter 4 (matrix development) 

Description of the data used in model building 
and validation with a clear distinction made 
for any independent validation data. 

LLITM 2014 Base Model Specification Report: 

¶ Chapter 3 

¶ Chapter 5 

¶ Chapter 7 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Chapter 5 (calibration validation data) 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Chapter 2 

PR202 - LLITM Public Transport LMVR v3: 

¶ Chapter 3 

¶ Section 6.2 

¶ Chapter 8 

Evidence of the validity of the networks 
employed, including range checks, link length 
checks, and route choice evidence.  

LLITM 2014 Base Model Specification Report: 

¶ Chapter 6 

¶ Chapter 8 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Section 6.5 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Chapter 3 

PR202 - LLITM Public Transport LMVR v3: 

¶ Section 5.2 

¶ Section 5.3 

Details of the segmentation used, including 
the rationale for that chosen. 

LLITM 2014 Base Model Specification Report: 

¶ Section 4.4 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Section 4.7 

PR202 - LLITM Public Transport LMVR v3: 

¶ Section 3.6 

Validation of the trip matrices, including 
estimation of measurement and sample 
errors. 

LLITM 2014 Base Model Specification Report: 

¶ Chapter 5 

¶ Chapter 7 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Chapter 7 

¶ Chapter 10 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Chapter 4 

PR202 - LLITM Public Transport LMVR v3: 

¶ Chapter 6 
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Details of any 'matrix estimation' techniques 
used and evidence of the effect of the 
estimation process on the scale and pattern 
of the base travel matrices. 

LLITM 2014 Base Model Specification Report: 

¶ Section 5.7 

¶ Section 7.12 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Chapter 7 

¶ Chapter 10 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Section 4.5 

PR202 - LLITM Public Transport LMVR v3: 

¶ Chapter 7 

Validation of the trip assignment, including 
comparisons of flows (on links and across 
screenlines/cordons) and, for road traffic 
models, turning movements at key junctions. 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Chapter 11 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Chapter 5 

PR202 - LLITM Public Transport LMVR v3: 

¶ Chapter 8 

Journey time validation, including, for road 
traffic models, checks on queue pattern and 
magnitudes of delays/queues. 

PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Chapter 11 

LLITM 2014 Base Local Melton Highway LMVR: 

¶ Chapter 5 

PR202 - LLITM Public Transport LMVR v3: 

¶ Section 5.3 

Detail of the assignment convergence. PR201 - LLITM 2014 Base Highway Model LMVR: 

¶ Table 3.7 

Present year validation if the model is more 
than 5 years old.  

n/a 

A diagram of modelled traffic flows, both in 
the immediate corridor and other relevant 
corridors. 

MMDR ï OAR Refresh: 

¶ Chapter 2 

A Demand Model Report to include:  

 Where no Variable Demand Model has been 
developed evidence should be provided to 
support this decision (e.g. follow guidance in 
WebTAG M2 Variable Demand Modelling ï 
section 2.2). 

n/a 

Description of the demand model. PR203 - LLITM 2014 Base Demand Model 
Development Report 

¶ Chapter 1 

¶ Chapter 2 

Description of the data used in the model 
building and validation. 

PR203 - LLITM 2014 Base Demand Model 
Development Report 

¶ Chapter 3 

¶ Chapter 4 

Details of the segmentation used, including 
the rationale for that chosen. This should 
include justification for any segments 
remaining fixed. 

PR203 - LLITM 2014 Base Demand Model 
Development Report 

¶ Chapter 2 

Evidence of model calibration and validation 
and details of any sensitivity tests. 

PR203 - LLITM 2014 Base Demand Model 
Development Report 

¶ Chapter 7 

Details of any imported model components 
and rationale for their use. 

PR203 - LLITM 2014 Base Demand Model 
Development Report 

¶ Chapter 4 (CTripEnd/DELTA) 

¶ Chapter 5 (supply model) 

Validation of the supply model sensitivity in 
cases where the detailed assignment models 
do not iterate directly with the demand model. 

n/a 
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Details of the realism testing, including 
outturn elasticities of demand with respect to 
fuel cost and public transport fares. 

PR203 - LLITM 2014 Base Demand Model 
Development Report 

¶ Chapter 7 

Details of the demand/supply convergence. PR203 - LLITM 2014 Base Demand Model 
Development Report 

¶ Section 8.3 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Section 6.3 

A Forecasting Report to include:  

 Description of the methods used in 
forecasting future traffic demand. 

LLITM 2014 Base Model Specification Report: 

¶ Chapter 11 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Chapter 2 

Description of the future year demand 
assumptions (e.g. land use and economic 
growth - for the do minimum, core and variant 
scenarios). 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Chapter 3 

An uncertainty log providing a clear 
description of the planning status of local 
developments 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Tables 3.6, 3.7, 3.8 

Description of the future year transport supply 
assumptions (i.e. networks examined for the 
do minimum, core scenario and variant 
scenarios). 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Tables 3.3, 3.4, 3.5 

Description of the travel cost assumptions 
(e.g. fuel costs, PT fares, parking).    

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Tables 3.2 

Comparison of the local forecast results to 
national forecasts, at an overall and sectoral 
level. 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Chapter 4 

Presentation of the forecast travel demand 
and conditions for the core scenario and 
variant scenarios including a diagram of 
forecast flows for the do-minimum and the 
scheme options for affected corridors. 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Chapter 4 (Core Scenario) 

¶ Chapter 5 (With Scheme) 

If the model includes very slow speeds or 
high junction delays evidence of their 
plausibility. 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Chapter 4 

¶ Appendix C 

An explanation of any forecasts of flows 
above capacity, especially for the do-
minimum, and an explanation of how these 
are accounted for in the modelling/appraisal. 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Chapter 4 

¶ Appendix C 

Presentation of the sensitivity tests carried 
out (to include high and low demand tests). 

LLITM 2014 Base MMDR OBC Forecasting Report: 

¶ Chapter 6 
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Cost Benefit Analysis 

 

Item Section/Page 

A clear explanation of the underlying assumptions 
used in the Cost Benefit Analysis. 

LLITM 2014 Base MMDR OBC EAR: 

¶ Chapters 2-11 

Information on local factors used.  For example the 
derivation of growth factors and annualisation 
factors in TUBA (to include full details of any 
calculations). 

LLITM 2014 Base MMDR OBC EAR: 

¶ Section 3.3 (local TUBA annualisation 

factors) 

¶ Section 4.3 & 4.4 (local accident rates) 

A diagram of the network (if COBALT used). LLITM 2014 Base MMDR OBC EAR: 

¶ Figure 4.1 

Information on the number of junctions modelled (if 
COBALT used), for both the do-minimum and the 
do-something. 

Combined link and junction approach used for 
accident appraisalï detail of network extent shown 
in Figure 4.1. 

Details of assumptions about operating costs and 
commercial viability (e.g. public transport, park and 
ride, etc.). 

LLITM 2014 Base MMDR OBC EAR: 

¶ Section 2.4 (monitoring & maintenance) 

Full appraisal inputs/outputs (when used, COBALT 
and/or TUBA input and output files in text 
format should be supplied). 

See TUBA, CoBA-LT and QUADRO folders in the 
MMDR Worksheets Submission Folder including 
input and output files for: 

¶ TUBA 

¶ CoBA-LT 

¶ QUADRO 

Evidence that TUBA/COBALT warning messages 
have been checked and found to be acceptable. 

LLITM 2014 Base MMDR OBC EAR: 

¶ Section 3.7 (TUBA) 

¶ Section 4.6 (CoBA-LT) 

Spatial (sectoral) analysis of TEE benefits. LLITM 2014 Base MMDR OBC EAR: 

¶ Section 3.6 

¶ Figure 3.8 

¶ Figure 3.9 

Details of the maintenance delay costs/savings. LLITM 2014 Base MMDR OBC EAR: 

¶ Section 5.3 

Details of the delays during construction.  LLITM 2014 Base MMDR OBC EAR: 

¶ Section 5.2 

Appraisal tables (AMCB, PA, TEE) in excel format. See TEE PA AMCB folder in MMDR Worksheets 
Submission Folder 

 
 

Economic Case Assessment 

Item Section/Page 

A comprehensive Appraisal Summary Table in 
excel format. 

See AST folder in MMDR Worksheets Submission 
Folder 

Assessment of Economic impacts. OBC Document- Economic Case 

¶ Chapter 6 

Economic Appraisal Report  

¶ Annex 8 

 

Economic impacts worksheets. See WebTAG worksheets folder in MMDR 
Worksheets Submission Folder 

Assessment of Environmental impacts, to include 
an environmental constraints map. 

OBC Document- Economic Case 

¶ Chapter 6- Section 6.10- 6.14 

Economic Appraisal Report  

¶ Annex 8 
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Environmental impacts worksheets. See WebTAG worksheets folder in MMDR 
Worksheets Submission Folder 

Assessment of Safety impacts and the assumed 
accident rates presented (when used, COBALT 
output should be provided). 

OBC Document- Economic Case 

¶ Chapter 6- Section 6.7 

Economic Appraisal Report  

¶ Annex 8 

 

Assessment of Social impacts. OBC Document- Economic Case 

¶ Chapter 6- Section 6.14 onwards 

Economic Appraisal Report  

¶ Annex 8 

 

Assessment of Distributional impacts. OBC Document- Economic Case 

¶ Chapter 6- Section 6.22 onwards 

 
LLITM 2014 Base MMDR OBC EAR: 

¶ Chapter 11 

¶ EAR Appendix- DI Screening Proforma 

 

Social and distributional impacts worksheets 
(including DI screening pro forma). 

See WebTAG worksheets folder in MMDR 
Worksheets Submission Folder 

Cost pro forma See TEE AMCB PA folder in MMDR Worksheets 
Submission Folder 
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3 EXECUTIVE SUMMARY OF OUTLINE 
BUSINESS CASE 

 

3.1 SCHEME DESCRIPTION & OVERVIEW 

3.1.1 The Melton Mowbray Distributor Road (MMDR) is part of the Melton Mowbray Transport Strategy, 
and represents the preferred option to overcome existing traffic congestion and traffic related 
problems in the town, enabling future growth in the town. 

3.1.2 The scheme is a 6.9km, single carriageway road that extends from the A606 Nottingham Road at the 
north-western edge of the town to the A606 Burton Road in the south, crossing Scalford Road, 
Melton Spinney Road, A607 Thorpe Road and B676 Saxby Road to Burton Road.  

3.1.3 It will provide connection to a developer-led masterplan to the south of Melton Mowbray, which in 
turn connects to the A607 Leicester Road. The scheme will create new junctions with the radials on 
its route and provide crossings over the railway line and the River Eye.  

3.1.4 Walking and cycling facilities are to be provided alongside the carriageway for the full extent of the 
route. The location of the proposed scheme and of key adjoining roads is shown below. DfT funding 
is being sought for the part of the road shown in blue, that is, from Nottingham Road to Burton Road.  

3.1.5 The Southern section, shown in orange, will be provided by the developers as part of the current 
planning application for 1,450 dwellings and associated employment to the south of Melton 
Mowbray. 
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3.2 BACKGROUND 

3.2.1 Congestion in the centre of Melton Mowbray has been a long standing issue recognised by both 
Leicestershire County Council and Melton Borough Council; this can be dated back to the late 1990ôs 
and early 2000ôs, and through successive Local Transport Plans. 

3.2.2 However, the issue has become increasingly pronounced and is likely to be exacerbated further, 
both in terms of recent trends in traffic growth, and in light of the significant levels of growth planned 
for the town as part of the emerging Local Plan.  

3.2.3 Historically, options considered have generally been developed to tackle existing congestion issues, 
rather than simultaneously focusing on improving network conditions and accommodating and 
accelerating the high levels of housing and employment growth now proposed in the town. 

3.2.4 Importantly, a significant number of dwellings (totalling more than 2,500) are currently part of active 
planning applications in the town - as part of the emerging Local Plan delivery of over 4,500 
dwellings in Melton Mowbray.  

3.2.5 It is both the current levels of congestion in Melton Mowbray, and the active nature of these 
applications that make the scheme a priority, and why it is needed now. 

3.2.6 Importantly, this scheme is just one part of a wider Melton Mowbray Transport Strategy, which will 
include other measures to address localised traffic issues, public transport improvements, walking 
and cycling connectivity. 

3.3 STRATEGIC CASE 

EXISTING ISSUES 

1) HIGHLY SIGNIFICANT LEVELS OF CONGESTION  

3.3.1 Melton Mowbray experiences congestion at numerous points in the town centre and along key 
approach routes to the town centre. This is on almost all radials, and at a number of critical junctions.  

3.3.2 The extent of congestion is therefore right across the town, and covers all cross-town routes. This 
represents a key point in terms of the need for intervention.   

3.3.3 This congestion arises due to the extent of through traffic, intra-town traffic, and traffic with 
destinations in Melton Mowbray itself, alongside network capacity that is limited by the number (and 
historic scale) of cross town routes, as well as geographical constraints from the river and rail line 
that funnel traffic to a limited number of key junctions. 

3.3.4 On a delay per mile basis Melton Mowbray has one of the highest levels of delay of any area in 
Leicestershire, including the City of Leicester, and this is exacerbated when incidents arise on the 
Strategic Road Network (A46/A1) to the west and east of the town respectively. 

2) TOWN CENTRE JUNCTION DELAYS 

3.3.5 The volume of through traffic passing through Melton Mowbray town centre results not only in 
congestion on links but also significant delays at numerous junctions across the town centre, as 
shown below.  
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3.3.6 Market days present a particular problem whereby the strong visitor economy to Melton Mowbray 
interacts with current levels of local and through-traffic demands. This results in levels of traffic being 
particularly high on these days, with capacity limitations on the network leading to consistent delay 
problems even outside of traditional peak periods.  

3.3.7 Importantly, many vehicles have to pass through several of these junctions to reach, or cross, the 
town centre, so the overall level of delay experienced by through traffic is significant. For example, 
traffic crossing the town centre north-south or east-west would encounter three or four of main delay 
locations respectively, resulting in a typical (neutral day) delay of 4-5 minutes in total on this part of 
the journey. 

3.3.8 To give these values some context, the centre of Melton Mowbray is little more than 500m across, 
and alongside the scale of delay, this also creates network resilience issues; with limited route 
choice, and no alternatives across the town centre that donôt already experience delay themselves. 

3) HIGH LEVELS OF THROUGH TRAFFIC  

3.3.9 Through traffic, via Melton Mowbray town centre, is one of the main contributors to heavy congestion 
during the peak periods. 

3.3.10 Of all routes, the largest concentration of through traffic movement is along the A606 axis, 
constituting more than 40% of total traffic on that route. This is also the most congested on a 
delay/mile basis and is highly susceptible to variability given it is the only recognised northbound 
route through the town. The percentage of through traffic in the east-west direction is also high, at 
over 30% on these routes. 

3.3.11 LGV and HGV proportions of through traffic are higher still, and typically between 50-90% of through 
traffic, depending on the corridor, but again with the A606 Axis as the corridor with the highest levels 
of through traffic movements. 

4) HGV MOVEMENTS THROUGH THE TOWN CENTRE 

3.3.12 The centre of Melton Mowbray faces two traffic problems related to Heavy Goods Vehicle (HGV) and 
Light Goods Vehicle (LGV) movements.  

3.3.13 First, the industrial area to the east of the town centre generates a significant number of HGV and 
LGV movements, many of which use the town centre to access or egress manufacturing premises 
(particularly for the industrial estate in the east of the town).  

3.3.14 Secondly, there are a significant number of through traffic HGV and LGV movements, with non-
Melton Mowbray destinations. Both types of HGV and LGV movement create problems in the town 
centre, including safety, noise and air quality problems, with Melton an axis for HGV movements in 
all directions, but particularly for traffic towards the A1, and A14 to eastern coastal ports as a result 
of the strong manufacturing base of the town, and surrounding area.  

3.3.15 HGV and LGV through traffic volumes are forecast to increase significantly and will be a major 
component of the overall projected growth in through traffic, especially given Melton Mowbrayôs 
growth as a designated Food Enterprise location.  
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5) FUTURE TRAFFIC-RELATED IMPACTS IN TOWN CENTRE AND VILLAGES  

3.3.16 In the future, traffic-related problems and issues are likely to extend beyond the town centre. As the 
traffic grows in the future, and as the developer-link road to the south is built out during the 2020ôs, 
forecasts suggest that without the scheme, there would be a significant rise in vehicle movements 
through adjacent local villages. 

3.3.17 This creates additional concerns in the context of traffic volumes, safety, and severance through 
some rural villages adjacent to Melton Mowbray itself- notably Asfordby, and Kirby Bellars. 

IMPACTS OF DOING NOTHING 

1) A CONTINUATION OF CURRENT TRANSPORT PROBLEMS 

3.3.18 Without the scheme, the problems and issues identified will continue and likely worsen. This means 
that roads will remain congested, with some of the highest levels of delay per mile in the County - 
impacting on both local residents, and those from a wider catchment seeking to make longer 
distance movements to/from Leicester, Nottingham, Loughborough, the M1 or A1. 

3.3.19 Melton Mowbray will continue to have high levels of through traffic - through traffic that impacts on 
residents as a result of the routes that such traffic is forced to take, as well as additional rat-running, 
and further impacts on the attractiveness of the town to the visitor economy, curtailing the extent and 
attractiveness of the historic market town centre. 

3.3.20 This is particularly the case given the proportion of traffic that is HGV and LGV ï both as a 
percentage of overall traffic, and absolute volumes - with the corresponding noise, safety, severance 
and air quality problems also brought by these movements; alongside significant forecast growth of 
such movements in the future. 

3.3.21 As a result of the current network configuration converging on several key junctions, and with the 
geographical constraints provided by the river and rail line, resilience of the network will remain poor 
with corresponding impacts on reliability. This will be exacerbated as Melton Mowbray continues to 
grow, with impacts over time also extending to adjacent villages as well as the town centre, if no 
improvements are delivered. 

2)  DELIVERY OF HOUSING, JOBS AND ECONOMIC GROWTH  

3.3.22 As noted in the Leicester and Leicestershire Strategic Economic Plan, Melton Mowbray is a thriving 
market-town, with a strong housing market and industrial base, offering significant local employment 
opportunities. Unemployment is exceptionally low against UK averages at <1%. 

3.3.23 The town is the main economic centre for the Borough of Melton, providing a base for the larger 
employers and functioning as the key retail, leisure and service destination for the residents of the 
Borough.  

3.3.24 Significant levels of growth are anticipated for the town within the emerging Local Plan, with 4,500 
dwellings and 6,000 jobs to be delivered in the plan period.  This represents a growth of over 35% in 
the plan period and importantly, and demonstrative of Melton Mowbrayôs current vitality, over 2,500 
dwellings associated with the emerging Local Plan total are already being actively put forward by 
developers through the planning process; and that makes the time for investment now. 

3.3.25 Despite previous investment in highway improvements, there continues to be significant traffic 
problems in the town and by virtue of this insufficient residual highway capacity to accommodate 
planned growth. In recent years this has become a constraint on the townôs growth; with MBC, as the 
Local Planning Authority, having been advised by the County Council, as the Local Highway 
Authority, to consider refusing a number of planning applications on the grounds of severe traffic 
impacts. 
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3.3.26 As a result, doing nothing will lead to the above problems and issues slowing (and potentially 
actually curtailing) the significant levels of economic growth, job creation and housing delivery 
proposed. 

3.3.27 Investment will also enhance the vitality of the town centre, with the removal of traffic providing 
opportunities for town centre regeneration and renewal of the urban fabric, as well as providing 
opportunities for walking/cycling and better bus travel times to ensure that the new housing growth 
has greater sustainable travel opportunities than those offered presently; and is particularly important 
given the level of growth in the town. 

ALTERNATIVE OPTIONS 

3.3.28 The Melton Mowbray Distributor Road scheme has been developed as the best performing option to 
overcome existing traffic congestion and traffic-related problems, and tackle future traffic issues, to 
enable the townôs future growth. The scheme has been developed from an evidence and objective-
led optioneering process, assessing a range of options across modes, and different scales and 
route(s) of highway intervention in coming to the final preferred scheme. 

3.3.29 Over 60 different potential interventions, covering a wide range of scheme types, were assessed 
against a range of criteria to identify the better performing options.  This assessment was derived 
from the evidence base, and used local Melton Mowbray transport stakeholder reference groups as 
part of the decision making process.  

3.3.30 The results demonstrated that strategic highways interventions (of various kinds) performed as the 
highest ranking options, and as the only category of options able to provide benefits to both current 
and future residents, and ensure sufficient longer-term capacity to underpin the ambitious growth 
proposals in the emerging Local Plan. 

3.3.31 Testing of a range of more strategic highways options demonstrated that an Eastern Distributor 
Road was clearly the preferred option for solving congestion problems in the town and for 
accelerating housing delivery and economic growth (this was shown through assessment of 
transport user benefits, costs, wider economic benefits and a range of locally-led objectives). 

3.3.32 As a result of this evidence, during the summer of 2016, Leicestershire County Council, Melton 
Borough Council and the Leicester and Leicestershire LEP submitted a bid to the DfT to seek 
funding towards the further development of the Distributor Road scheme.  

3.3.33 The scheme presented in this OBC has been subject to further optioneering through 2017 as part of 
the OBC development process, using an updated transport model, and updated datasets, that shows 
the same comparative transport user benefits between the options, reinforcing the earlier evidence 
through further independent study.  

3.3.34 In addition, within the identified corridor the scheme design has been optimised, taking account of 
costs, land ownership issues and environmental considerations, with a view to securing planning 
permission in the first half of 2018. 
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KEY BENEFITS OF THE PREFERRED SCHEME 

3.3.35 The preferred scheme is the most effective at tackling the following problems in the town, both now 
and in the future: 

Ą Highly significant levels of congestion; 

Ą High levels of through traffic, with very limited route options; 

Ą Delay at all key junctions in the town centre; 

Ą A large number of HGV and LGV movements to and through the town centre;  

Ą Consequent constraint to jobs, housing delivery and economic growth; 

Ą Future negative externalities in adjacent villages as the town, as traffic grows beyond the 
constraints of the town centre; and 

Ą A limited ability to enhance public transport, walking and cycling, without removing traffic from 
the town centre first. 

Ą Severance of the town centre from other parts of the town, impairing its ability to prosper and 
grow 

3.3.36 The scheme is consistent with Local, Sub-Regional and National policies, with a particular benefit of 
the scheme being accelerated housing delivery in support of the 4,500 dwellings and 6,000 jobs in 
Melton Mowbray proposed as part of the Local Plan. The Local Plan has recently been submitted for 
Examination in Public and is expected to be adopted in Spring 2018.  

3.3.37 The scheme also supports the Leicester and Leicestershire Strategic Growth Plan to 2050, and that 
sees Melton as a future Growth Node in the County through to 2050. 

3.3.38 Melton is a vibrant, attractive and thriving market town, with a strong manufacturing base, significant 
visitor economy and is a national and international centre of food manufacturing activities. 
Unemployment in the town is exceptionally low and the scheme helps support delivery of a further 
30ha of employment land for business expansion in Melton- as well as resolving current and future 
HGV issues in the town created by its manufacturing and agricultural base. 

3.3.39 The OBC and associated Options Reports indicate that on both quantitative and qualitative bases, 
that an Eastern MMDR scheme represents the preferred solution.  

3.3.40 The preferred scheme has: 

Ą A highly significant increase in the level of user benefits compares to the next nearest option 
(60%); 

Ą The greatest benefit for through traffic, and thus to the town centre and critically constrained 
junctions as a result; 

Ą Support through Consultation results, with a majority of Melton residents expressing that they 
agreed with the preferred route; 

Ą A lower cost than a similar route to the west, with consequential impacts on the Economic Case 
and ability of government to fund (and afford) the scheme; 

Ą The ability to deliver the full extent of housing and employment growth proposed in the emerging 
Local Plan; unlike the Northern or Southern sections on their own; 

Ą Scored more highly on almost all qualitative scheme objectives than alternative options, 
assessed from the perspective of three different transport groups; and 

Ą The greatest opportunity to support walking, cycling public transport and urban realm 
improvements in the town as a result. 
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3.3.41 LLITM modelling and analysis of traffic movements in 2036 demonstrates the benefit of the scheme 
below:  

3.3.42   

 

3.4 ECONOMIC CASE 

3.4.1 The Economic Case identifies all of a schemeôs impacts, and the resulting value for money, to fulfil 
HM Treasuryôs requirements for appraisal and to demonstrate value for money in the use of 
taxpayersô money.  

3.4.2 The Economic Case has been driven by use of the latest version of the LLITM Model (2014 Base), 
supported by DfT and industry standard software usage. The model and appraisal approach has 
been built in accordance with the Department for Transportôs modelling and appraisal guidance 
(WebTAG), and has been independently assured in terms of its development and usage. 

3.4.3 The economic appraisal has been tailored to reflect the needs of the MMDR Outline Business Case, 
and has specifically monetised: as part of the Benefit Cost Calculation: 

Ą Transport User Benefits (including travel time and vehicle operating cost savings) 

Ą Safety 

Ą Noise 

Ą Air Quality 

Ą Greenhouse Gases 

Ą Active Mode Travel Benefits 

Ą Changes in delays during maintenance 

Ą Delays during construction 

3.4.4 These form the core Benefit Cost Ratio (BCR) for the scheme. 

3.4.5 Additional valuations of other objectives has also been monetised as part of the Economic Case, and 
these are included in the schemeôs adjusted BCR. 
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3.4.6 These benefits of the scheme include: 

Ą  Journey Time Reliability Benefits 

Ą  Wider Economic Impacts  

3.4.7 In line with HM Treasuryôs appraisal requirements, the impacts considered are not limited to those 
directly impacting on the measured economy, nor to those which can be monetised. The economic, 
environmental, social and distributional impacts of the proposal have been examined, using 
qualitative, quantitative information in the Economic Case. These include impacts on: 

Ą Landscape 

Ą Townscape 

Ą Water 

Ą Biodiversity 

Ą Historic Environment 

Ą Security 

Ą Severance 

SCHEME BENEFITS 

3.4.8 The Economic Case reports the sum of the above calculations. The total present value of scheme 
benefits is estimated at £107m (in DfTôs 2010 values and prices). 

3.4.9 This is calculated using the above approach for the scheme benefit calculations. 

SCHEME COSTS FOR ECONOMIC APPRAISAL 

3.4.10 Scheme costs used in the Economic Case are as per those developed in the Financial Case detailed 
in the next section, and built up from detailed construction, land (inc Part 1 claims), preparation and 
supervision costs associated with the schemeôs design; supported by ECI involvement, and 
monitoring and evaluation costs. 

3.4.11 Risk allowances have been determined through a detailed Quantified Risk Analysis (QRA), and 
along with inflation to the year of forecast expenditure are both included in the appraisal. 

3.4.12 In addition, and as per DfT requirements, a further 15% Optimism Bias has been applied to the risk 
adjusted capital costs of the scheme, with additional uplifts for structures cost components (23%). 

3.4.13 Future costs of maintaining the new infrastructure have also been calculated, termed the capital 
costs of maintenance, and these have also been added to the costs used in the Economic Case. 

3.4.14 These calculations lead to a present value of scheme cost (PVC) of £55.5m (in 2010 values and 
prices), excluding private sector contribution and do-minimum costs. 

3.4.15 When these are taken into account the PVC is £43.5m (2010 values and prices) respectively. 
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BENEFIT COST RATIO (BCR) 

3.4.16 The core Benefit Cost Ratio for the scheme has been calculated on the basis of the scheme benefits 
and scheme costs above. 

3.4.17 This results in the outturn BCR for the scheme being 2.45. 

3.4.18 The scheme will also generate an additional £29m of journey time reliability and wider economic 
benefits not incorporated in the initial BCR. With these included, the adjusted BCR is 3.12. 

3.4.19 A Value for Money Statement is included in the Economic Case, as required by DfT, and which 
confirms this is High Value for Money in the most likely, core scenario.  

3.4.20 As expected, the majority of the benefits generated by the MMDR scheme are associated with travel 
time savings for business and non-business road users. The results show strong time savings in the 
2-5 minute category, which is both important, and in line with expected ranges from the problem 
identification. Improvements in Noise, Local Air Quality, changes in indirect taxation, physical activity 
also provide a small contributions to the total monetised benefits of the scheme.  

3.4.21 Negative benefits are expected from greenhouse gas emissions, accidents and scheme delays 
during construction However, these changes are minor compared to the total value of benefit. It is 
anticipated that the scheme will have a slight adverse effect on the local landscape and its 
tranquillity, and in passing close to locally important heritage sites.  

3.4.22 The scheme will also have the potential for a moderate adverse effect on Historic Environment and 
slight adverse on the landscape, water environment and biodiversity sub-objectives; with severance 
and journey quality being slight beneficial.  

3.4.23 As a result of the above assessments, it is considered that the non-monetised impacts above lead to 
an overall slight reduction in the value for money of the scheme overall, although the scale of these 
will not significantly impact the VFM category. 

3.4.24 A range of sensitivity tests have been carried out to understand the impact of alternative growth 
forecasts, and to test the robustness of base data ï all tests show the scheme will be high value for 
money.  All results are reported in the AST for the scheme, and include detailed distributional 
analysis as required by guidance.  

3.5 FINANCIAL CASE 

3.5.1 Scheme costs for the Financial Case have been built up from detailed construction, land, preparation 
and supervision costs associated with the schemeôs design; supported by ECI involvement. 

3.5.2 The base scheme costs are £63.5m in 2017 prices, and include land costs, preparation costs, 
construction costs and supervision costs. 

3.5.3 The OBC includes a detailed breakdown of the base scheme costs into these spend areas, including 
an anticipated profile by year for each spend area. To these base costs, risk allowances have been 
added (as determined through a detailed Quantified Risk Analysis), along with inflation to the year of 
forecast expenditure. 

3.5.4 An independent surveyor's report verifying cost estimates has been submitted as part of the OBC. 

3.5.5 The total local contribution towards the risk adjusted scheme cost is 22.1%, comprised of local and 
cashflowed private sector contribution in advance of their receipt 

3.5.6 A signed letter from LCCôs Section 151 Officer has been included as part of the OBC submission 
confirming the above. 
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3.6 COMMERCIAL CASE 

3.6.1 The Commercial Case provides evidence on the commercial viability of a proposal and the 
procurement strategy that will be used to engage the market. It presents evidence on risk allocation 
and transfer, contract timescales and implementation timescale as well as details of the capability 
and skills of the LCC team delivering the project. 

3.6.2 LCC have considered a full range of procurement options to secure best value through ensuring a 
strong, fair and open competition, in line with best practice for managing public money.  

3.6.3 The Preferred Option for procurement and delivery is the Midlands Highways Alliance (MHA) 
Framework.  

3.6.4 The benefits of this route for both LCC and ensuring taxpayer value have been made clear in the 
Commercial Case. These benefits are as follows: 

Ą Obtain contractor experience and input to the construction programme to ensure the 
implementation programme is robust and achievable. This thereby reduces risks to a level that is 
óas low as reasonably practicableô. 

Ą Allow mobilisation quickly and allows greatest time and opportunity for ECI to achieve lowest 
outturn cost. 

Ą Use of an NEC3 Option C contract, with mature and well established risk allocation and transfer 
between parties; along with established tolerances to provide greater cost and programme 
certainty, along with a pain/gain mechanism to incentivise delivery against both programme and 
target cost. 

Ą The ability to measure performance through the MHA framework and management tools, with 
significant previous experience and demonstrable best value of this procurement route. 

3.6.5 The Commercial Case, using existing details from the MHA framework, describes how LCC, and 
named and resourced personnel will set-up, run and manage the procurement activities, and will 
place risk with the party best placed to manage or mitigate that risk, or manage the consequences 
should they transpire. 

3.6.6 Through to procurement and as part of scheme delivery, the contractor will produce a priced risk 
register.  This will be reviewed as part of the process of target setting and decisions made on the 
mechanism for sharing risk between the contractor and LCC, ensuring that the proposed allocation 
provides the best value for money for the project for both LCC and DfT. 

3.6.7 The above approach builds on LCC experience with such delivery mechanisms on recently and 
successfully delivered schemes, with a clear understanding between contractor and authority of how 
they work and what their processes are. This is not just in terms of roles, but also agreed standards, 
mechanisms and clarity over risk and risk allocation and transfer through the design and construction 
phases. 
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3.7 MANAGEMENT CASE 

3.7.1 The Management Case demonstrates that LCC has successfully procured and delivered a number 
of similar projects of varying sizes and complexity.  

3.7.2 The knowledge gained and the strategic procedures developed/adopted during the delivery of these 
schemes will be used for the delivery of the MMDR, using similar team structures and experienced 
personnel, who are confirmed as available and committed to the MMDR project. 

3.7.3 Opportunities will be taken, wherever possible, to improve delivery processes by acting upon the 
lessons learnt from recent schemes. 

3.7.4 The Project Governance Structure for any scheme undertaken by LCC consists of a three tier 
structure as follows: 

Ą The Programme Board ï Provides governance at the overall programme level via a Programme 
Board. 

Ą The MMDR Project Board ï Provides governance for the specific MMDR delivery project.  

Ą Delivery Teams ï Responsible for particular issues, topic areas or activities spanning two or 
more of the component projects via a series of Working Groups  

 

3.7.5 To ensure the successful delivery of the schemes within its jurisdiction LCC has established a 
governance structure the MMDR project.  This will include both internal audit, and external project 
assurance, with the SRO, Ian Vears, having direct responsibility for these for the MMDR Project. 

3.7.6 LCC recognises that effective risk management is vital, and a continual process involving the 
identification and assessment of risks.  A risk and opportunity register was developed May 2017, and 
will continue to be reviewed and updated on a monthly basis to consider risks associated with the 
preferred scheme, and to provide up-to-date input in line with the Project Governance. 

3.7.7 Carillion Tarmac Partnership (CTP) were appointed through the Midlands Highways Alliance Medium 
Schemes Framework contract to work with Leicestershire County Council (LCC) and their designers, 
AECOM, to deliver an Early Contractor Involvement (ECI) service for the proposed Melton Mowbray 
Distributor Road (MMDR). Invested knowledge will be retained to support detailed design, prior to full 
procurement. 

3.7.8 A Benefits Realisation Plan has been prepared, linked to the scheme objectives and desired 
outcomes. This will be used by LCC to ensure that the benefits and dis-benefits from the project to 
can be planned, tracked, managed, and realised (or mitigated).  

3.7.9 An Outline Monitoring and Evaluation Plan has also been prepared, and this plan will be used to help 
demonstrate whether the scheme objectives identified in the Strategic Case are being achieved in 
terms of the desired ñmeasures for successò.  In addition, the Management Case also highlights the 
ongoing stakeholder management plans and the future communication strategy plans and 
programme.   

3.7.10 The Management Case concludes that LCC has a track record of successfully procuring and 
delivering projects of varied size and complexity, and in relation to the MMDR scheme in particular 
has the adequate project management, governance and assurance systems in place, alongside 
resources required, to deliver the MMDR. 
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4 SCHEME DESCRIPTION & OVERVIEW 
4.1 SCHEME DESCRIPTION 

4.1.1 The Melton Mowbray Distributor Road (MMDR) is part of the Melton Mowbray Transport Strategy, 
and represents the preferred option and alignment from a comprehensive options assessment 
exercise to reduce congestion in the town, enable and accelerate housing and employment delivery 
as part of the Local Plan. 

4.1.2 The scheme consists of the construction of a single carriageway road, to the east of Melton 
Mowbray.  

4.1.3 The route extends from the A606 Nottingham Road at the north-western edge of the town to the 
A606 Burton Road in the south, crossing Scalford Road, Melton Spinney Road, A607 Thorpe Road 
and B676 Saxby Road to Burton Road 

4.1.4 It will provide connection to a developer-led masterplan to the south of Melton Mowbray, which in 
turn connects to the A607 Leicester Road. The scheme will create new junctions with the radials on 
its route and provide crossings over the railway line and the River Eye. 

4.1.5 The location of the proposed scheme and of key adjoining roads is shown in Figure 4-1.  

4.1.6 DfT funding is being sought for the part of the road shown in blue in Figure 4-1, that is, from 
Nottingham Road to Burton Road. The Southern section, shown in orange, will be provided by the 
developers as part of the current planning application for 1,450 dwellings and associated 20ha of 
employment to the south of Melton Mowbray. 

Figure 4-1: Scheme Location & Context 

 

4.1.7 Further detailed scheme plans, alignments and drawings are included in Appendix A. 
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4.2 SCHEME BACKGROUND 

4.2.1 Congestion in the centre of Melton Mowbray has been a long standing issue recognised by both 
Leicestershire County Council and Melton Borough Council; and this can be dated back to the late 
1990ôs and early 2000ôs, and through successive Local Transport Plans.

1
 

4.2.2 However, the issue has become increasingly pronounced and is likely to be exacerbated further, 
both in terms of recent trends in traffic growth since the recession, and in light of the significant levels 
of growth planned for the town as part of the emerging Local Plan.  

4.2.3 Historically, options considered over this period have generally been developed to tackle existing 
congestion issues, rather than simultaneously focusing on improving network conditions and 
accommodating and accelerating the high levels of housing and employment growth now proposed 
in the town. 

4.2.4 Importantly, a significant number of dwellings (totalling more than 2,500) are currently part of active 
planning applications in the town - as part of the emerging Local Plan delivery of over 4,500 
dwellings in Melton Mowbray.  

4.2.5 It is both the current levels of congestion in Melton Mowbray, and the active nature of these 
applications that make the scheme a priority, and why it is needed now. 

4.2.6 In 2015 and 2016, work undertaken on the Transport Strategy Evidence Base and the Melton 
Mowbray Options Appraisal Report (OAR) highlighted current levels of congestion, significant levels 
of through traffic and limited spare capacity for growth as critical issues facing the town. 

4.2.7 The OAR tested a range of smaller-scale public transport, walking and cycling, demand 
management and inner bypass improvements in close proximity to the town centre. 

4.2.8 This led to an assessment, against a range of criteria, of over 60 different potential interventions for 
the town across these modes to identify the better performing options.  This assessment was derived 
from the evidence base, and used local Melton Mowbray transport stakeholder reference groups as 
part of the decision making process.  

4.2.9 The results demonstrated that strategic highways interventions (of various kinds) performed as the 
highest ranking options, as the only category of options to provide benefits to both current and future 
residents, and able to ensure sufficient longer-term capacity to underpin the ambitious growth 
proposals in the emerging Local Plan- as a key part of the locally-derived objectives used in the 
OAR. 

4.2.10 Testing of a wide range of more strategic highways options demonstrated that an Eastern Distributor 
Road was the preferred option for solving congestion problems in the town and for accelerating 
housing delivery and economic growth (this was shown through assessment of transport user 
benefits, costs, wider economic benefits and a range of locally-led objectives).  

4.2.11 As a result of this evidence, during the summer of 2016, Leicestershire County Council, Melton 
Borough Council and the Leicester and Leicestershire LEP submitted a bid for £2.8 million to the DfT 
to seek funding towards the further development of the Distributor Road scheme.  

4.2.12 In November 2016, the government announced it would support the development of a business case 
for the proposed Distributor Road with £1.9 million of public funds, with the scheme also forming a 
key part of the emerging Local Plan, currently under examination.  

                                                      
 
1
 A Melton Bypass scheme was developed by Leicestershire County Council as part of Local Transport Plan 2 covering 

the period 2006-2011. This proposed road was not allocated regional transport funding in 2009, but Leicestershire 

County Council continued to study further options for a Melton by-pass as part of Local Transport Plan 3 for the period 

2011-2026. 
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4.2.13 The OAR (presented to DfT as part of this submission in 2016, and refreshed in 2017 on the basis of 
a new model also being available for the OBC) informed the development of the current MMDR 
scheme.  

4.2.14 The scheme presented in this OBC has been subject to further optioneering through 2017 as part of 
the development process.  Within the identified corridor the scheme design has been optimised, 
taking account of costs, land ownership issues and environmental considerations, with a view to 
securing planning permission in the first half of 2018. 

4.2.15 This scheme is just one part of a wider transport strategy for the town which will include other 
measures to address localised traffic issues, public transport improvements, walking and cycling 
connectivity. 
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5 THE STRATEGIC CASE 

 

5.1 INTRODUCTION 

5.1.1 This Outline Business Case is being submitted as part of the DfTôs Large Local Majors Fund. 

5.1.2 The Strategic Case is discussed in detail under the following sub-headings, which are derived from 
DfT guidelines as part of the recommended 5 cases: 

Ą Existing Arrangements 

Ą Identified Problems and Issues 

Ą Scheme Objectives 

Ą Option Assessment Report 

Ą Strategic Fit 

Ą Political Support 

Ą Stakeholders 

Ą Internal or External Business Drivers 

Ą Synergy 

Ą Conclusion 

5.2 EXISTING ARRANGEMENTS: MELTONôS LOCATION & NETWORK 
CONNECTIVITY 

5.2.1 The town of Melton Mowbray is located in the Borough of Melton in the north-eastern corner of the 
county of Leicestershire, 20 miles north-east of Leicester, 20 miles south-east of Nottingham and 15 
miles east of Loughborough.  

The Melton Mowbray Distributor Road scheme has been developed as the preferred option to 
overcome existing traffic congestion and traffic-related problems in the town centre thereby 
enabling its future growth (as set out in the Local Plan). The scheme has been developed from 
an evidence and objective-led optioneering process, assessing a range of options across 
modes, and different scales and route(s) of highway intervention in coming to the preferred 
scheme. 
 
Melton is a vibrant, attractive and thriving market town, with a strong manufacturing base, 
significant visitor economy and a national and international centre of food manufacturing 
activities. The MMDR is a key infrastructure scheme detailed in the Local Plan, and the scheme 
supports the delivery of 4,500 dwellings in Melton through to 2036, as well as the ambitions of 
the Strategic Growth Plan for Leicester and Leicestershire through to 2050.  
 
Local Unemployment in the town is <1%, and the scheme also helps facilitate business 
expansion, job creation and the delivery of a further 20ha of employment land expansion in 
Melton- as well as resolving current and future HGV issues in the town created by its 
manufacturing and agricultural base. 
 
The scheme is in line with National, Sub-Regional and Local policies, with a particular benefit of 
the scheme being accelerated housing delivery in support of the 4,500 dwellings in Melton 
Mowbray proposed as part of the Local Plan, that has recently been submitted for Examination 
and expected to be adopted in Spring 2018. 
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5.2.2 The population of the town is just over 25,000, which represents just over half of the 50,000 people 
who live in the Borough of Melton. 

5.2.3 The size of Melton Mowbray is important with respect to the proposed growth of the town in the 
emerging Local Plan, and as part of current planning applications.  

 

5.2.4 With over 6000 dwellings up to 2036 proposed for the borough of Melton as a whole by the emerging 
Local Plan, 65% of which are intended to take place in the town of Melton Mowbray, the size and 
population of Melton Mowbray will increase considerably. At present, planning applications are being 
progressed in locations both North and South of the town. 

5.2.5 In terms of travel patterns, around 1,000 people commute to the Borough of Melton to work from 
Charnwood and Leicester, and around 500 commute to the Borough from Rushcliffe and Rutland. 
Conversely, around 1800 residents of the Borough of Melton travel to work in Leicester, while 
roughly 1000 commute to Charnwood, 1000 to Rutland, 850 to Nottingham.  

5.2.6 Overall, there is a current net outflow of 4,000 people from the Borough of Melton to other districts 
for work trips, with around 6,000 people commuting into the Borough for work and 10,000 leaving it. 
This contributes to the through-traffic issue in Melton Mowbray: since not all employment is located 
in the centre of the town, in-commuters must cross the town to reach employment locations on the 
edge of the town. The scale of commuting in and out of the town is also factor behind the scale of 
future employment provision (50ha and 6,000 jobs proposed for the borough of Melton) which will 
help provide an enhanced local labour market for the town of Meltonôs key industries, and its national 
and international importance and reputation for food production in particular. 
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5.2.7 In terms of connectivity to other key economic centres in the Midlands, the town is connected to 
Nottingham and Oakham by the A606 and to Leicester and Grantham (and the A1) by the A607.  

5.2.8 These routes provide the strategic connectivity to Melton Mowbray, but are also a key source of 
through-traffic issues; especially in terms of access to Leicester, Nottingham and the A1. 

5.2.9 The same radials also serve the townôs residential neighbourhoods. The main industrial area is to the 
east of the town centre, and is served by the B676 and the A607. Melton Mowbrayôs manufacturing 
and food production activities are typically located in this area, and include some of the countryôs 
largest food producers, including Just Egg Chilled Foods, Quadex, Pukka Pies, Sundeen and Mars.  

5.2.10 These businesses serve a national and international marketplace, and as a result also generate 
significant HGV and LGV movements.  

5.2.11 Market days present a particular problem whereby the strong visitor economy to Melton Mowbray 
interacts with current levels of local and through-traffic demands. This results in levels of traffic being 
particularly high on these days, with capacity limitations on the network leading to consistent delay 
problems even outside of traditional peak periods.  

5.2.12 Melton Mowbray is not directly served by the Strategic Road Network, but it is located roughly ten 
miles by car from the A46 to the west and 13 miles from the A1 to the east.  

5.2.13 This proximate location leads to significant re-routing of traffic through the town, particularly when 
accidents or incidents occur on the A46 or M1. 

5.2.14 In addition, Melton is at a key strategic intersection of various major A roads. Indeed, the A606 and 
A607 routes through the town are both proposed in the draft Major Road Network for the Midlands, 
under development by Midlands Connect. This is to be submitted to DfT in early 2018 as part of the 
proposed DfT consultation of the Major Road Network, itself developed from the Rees-Jeffreys Road 
Fund report in 2016.  

5.2.15 The importance of this is that the MRN comprises approximately 3,800 miles of local authority A-
roads which carry 43% of Englandôs traffic and that therefore provides a critical function in meeting 
the transport and economic needs of the country.   

5.2.16 Melton Mowbray is at the heart these routes, and their convergence through its historic and 
constrained town centre. 

5.3 EXISTING ARRANGEMENTS: TOWN CENTRE CONSTRAINTS  

5.3.1 The local highway network in Melton Mowbray consists of seven key radial routes, which are shown 
in Figure 5-1. These include the A606 and the A607, which bisect the town, along with Scalford 
Road, Saxby Road (B676), Dalby Road (B6047) and the A6006, which terminate in or on the edge of 
the town centre.  

5.3.2 The River Eye and the railway line (a key east-west link between Birmingham, Leicester, 
Peterborough and Cambridge) both bisect the town just south of the town centre in two parallel lines 
running from east to west.  The river and railway line create constraints for vehicular traffic in the 
town, and as a result of these physical constraints there are only a small number of routes (2) 
possible for crossing the railway and river to access, or travel through, the town. 

5.3.3 This results in three north-south routes crossing the railway line (A607, Dalby Road B6047, and 
A606) and two north-south routes crossing the river (A607 and A606).  

5.3.4 However, and importantly, traffic on any of these routes is funnelled onto the A607 in the town centre 
where there is significant congestion and delay from the convergence of these routes to a few key 
junctions. These include the junctions of the A607/A6006 (4), the junction of A607/ Leicester Road 
(2), the junction of A607/Thorpe Road (1), which are all circled red in Figure 5.1 overleaf. 



 
 

31 
 

 

Lorry turning from Leicester Street A606 to Leicester Road A607 

 

 

             A606 Nottingham Road queuing with lorry mounting the pavement  
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A6006 Asfordby Road, looking towards Melton Town Centre 

 
 

 

B676 junction with A607 Thorpe End 
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5.3.5 Once these junctions reach capacity, further congestion issues are then experienced at a range of 
other junctions on the approaches to the town centre, and including the following locations as also 
highlighted in Figure 5.1. 

1. A607/Thorpe End 

2. A607/Leicester Street 

3. A607/Snow Hill 

4. A607/A6006/A606 

5. A607/Scalford Road 

6. A607/B6047 Dalby Road 

7. A606/Mill Street 

8. A606/Ankle Hill 

9. B6047/Warwick Road 

 
 

Figure 5-1: Map of Melton Mowbray town centre, showing key traffic pinchpoints (1-9) 
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5.4 EXISTING ARRANGEMENTS: PUBLIC TRANSPORT & ACTIVE MODES 

5.4.1 Melton Mowbray has a railway station, located south of the town centre, which is used for longer 
distance trips. Situated on the Birmingham to Peterborough line, there are direct services to 
Stanstead Airport, Cambridge, Ely, Peterborough, Nuneaton, Leicester and Birmingham New Street. 
However, there are no railway stations in the suburbs of the town or in the surrounding towns and 
villages; therefore local public transport is comprised solely of bus services.  

5.4.2 Public transport currently plays a limited role in meeting the transport needs of the town and there is 
limited ability to enhance public transport services.  

5.4.3 In the 2011 Census, for residents of the Borough of Melton, the mode share for bus was 2% and for 
rail it was 0.1%, compared to 72% for car and 15% for walking and cycling, which demonstrates that 
public transport is currently not popular.  

5.4.4 Whilst there are currently 13 bus services that serve Melton Mowbray, frequencies are generally low 
that require users to plan their journeys in advance (rather than ñturning upò to travel) and offer 
limited flexibility in terms of departure times. Service spans are limited with less frequent services in 
the evenings.  

5.4.5 Bus routes within the town are short with very slow speeds as a result of being part of general traffic. 
Bus journey times are negatively affected by the same congestion encountered by other vehicles.  

5.4.6 Importantly, the majority of bus services, including most of the local town services, are subsidised 
and are on the margins of what is commercially viable. Through the development of the overall 
Melton Mowbray Transport Strategy, opportunities will be explored to improve public transport 
journeys, but on the basis of the evidence above in terms of current usage, and ability to effectively 
improve the bus offer without solving congestion in the town centre first, any increases in trips by 
public transport are only likely to have marginal benefits in terms of tackling the townôs existing and 
future traffic problems in order to support growth. 

5.4.7 Bus services are shown in Figure 5-2. 
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Figure 5-2 Map of bus services in Melton Mowbray (Leicestershire County Council) 

 

5.4.8 Walking is a more appealing alternative to car trips than bus or rail, not least because distances in 
the town are usually relatively short: it is less than three miles from the northern edge of the town to 
the southern edge and around 1.5 miles from east to west.  

5.4.9 However, there are limited, dedicated routes for walkers and cyclists in the town at present, with 
particular issues for pedestrian severance crossing Norman Way, Nottingham Road and Leicester 
Road junctions. The removal of traffic from the town centre, and associated key junctions needing to 
be traversed represents an important consideration of the scheme. 

5.4.10 There are a number of pedestrian pinch points that become particularly apparent on market days. 
Crossing the A607 at Scalford Road to access the town and the market, and vice versa. There are 
often more pedestrians than footway space. The second is pedestrians crossing Leicester Street 
(A606/A607) in the town centre one way system to access the pedestrianised Market Place. There is 
a pelican crossing; however it is not located where most pedestrians attempt to cross. Pedestrians 
tend to use Park Lane and Church Street as this provides direct access to the large car park off 
Burton Road, and keeps them away from the busy, heavily trafficked Burton Street (A606). At the 
point where many pedestrians attempt to cross, the footway is very narrow on the south side of the 
road, and it is also where there is a pinch point in the carriageway making it a narrow pass for two 
cars, which inevitably get very close to the edge of the footway.  

5.4.11 There are also issues regarding the crossing of Wilton Rd which is significant as it has a sizeable car 
park and bus drop off location on its west side, but the town centre is east. Crossing points are not 
ideally located here and a refuge aligned with the entrance to the car park encourages pedestrian 
crossing across 3 lanes of traffic. 

5.4.12 Any improvements to town centre traffic conditions, will also offer significant corresponding benefits 
for the public transport offer in Melton Mowbray too. 
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5.5 IDENTIFIED PROBLEMS AND ISSUES 

5.5.1 As part of the process of developing the transport strategy for Melton Mowbray, detailed feasibility 
studies have been undertaken to evaluate the existing and future problems and issues prevailing 
within the town without any transport intervention - and to consider a range of potential transport 
measures as the emerging Local Plan has developed. 

5.5.2 These studies include: 

Ą Melton Transport Strategy Evidence Base (Stage 1 ï Through Traffic Analysis, 2014);  

Ą Melton Transport Strategy Evidence Base (Stage 2 ï Non-Through Traffic Analysis, 2014);  

Ą Melton Transport Strategy Evidence Base (Stage 3 ï Analysis of Traffic at Points of Interest, 
2015);  

Ą Cumulative Development Impacts Assessment (2014); and  

Ą Option Appraisal Report (2016, refreshed in 2017 with the new LLITM model).  

5.5.3 These documents have been used, together with the recently updated LLITM model (in 2017 to a 
2014 base), to inform and evidence the current traffic-related problems and issues in Melton 
Mowbray.  

5.5.4 This refreshed evidence, alongside that being presented in the Strategic Case, is also detailed in the 
2017 Options Assessment Report- Annex 1. 

5.5.5 The model validation report for the LLITM 2014 Base Model has been made available to DfT as part 
of the submission, alongside a Local LMVR that highlights the performance of the (same) model in 
the vicinity of the Melton Mowbray to specifically support the OBC. 
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1) HIGHLY SIGNIFICANT LEVELS OF CONGESTION  

5.5.6 Melton Mowbray experiences congestion at numerous points in the town centre and along key 
approach routes to the town centre. This is on almost all radials, and at the critical junctions identified 
in the previous section.  

5.5.7 The extent of congestion is therefore right across the town, and covers all cross-town routes. This 
represents a key point in terms of the need for intervention. 

5.5.8 Further, Melton Mowbray experiences high levels of congestion. Melton Mowbray has one of the 
highest levels of delay per mile of any area in Leicestershire, including the City of Leicester (HPIG 
Report, 2015).   

5.5.9 This congestion arises due to the extent of through traffic, intra-town traffic, and traffic with 
destinations in Melton Mowbray itself, alongside network capacity that is limited by the number (and 
historic scale) of cross town routes, as well as geographical constraints from the river and rail line 
that funnel traffic to a limited number of key junctions. 

5.5.10 As well as issues at these junctions, the slow speed of traffic through the centre of Melton Mowbray 
also encourages rat-running - especially through the historic centre, via routes such as Chapel Street 
and King Street that are not intended for such purposes.  

5.5.11 Traffic data for Melton Mowbray, shown in Figures 5-3 to 5-6, reveals the extent of the congestion 
problem. On these maps, red indicates slow-moving traffic (<10mph) while green indicates smooth 
traffic flow. 

5.5.12 These plots show that traffic congestion is demonstrated on all links in the town approaching the 
town centre, and across the whole extent of the town centre on a typical AM and PM peak. Vehicle 
movements are particularly slow on the A606 (north and south of the town), the A607 (east and west 
of the town) and on the western and southern sides of the town centre.  

5.5.13 Figure 5.5 indicates that on market-days there are significant levels of congestion even in the inter-
peak, in addition to those experienced in the AM and PM peaks. Vehicle movements are slow in the 
town centre and on the northern radials across large parts of the day. 

5.5.14 To demonstrate this above is actually traffic-related congestion, Figure 5.6 shows a typical off-peak 
hour in Melton Mowbray by comparison.  

5.5.15 It is noted that travel speeds are consistently green across the town and town centre in the off-peak; 
demonstrating that the AM and PM peak patterns, as well as non-traditional peak hours on market 
days are reflective of the constraint placed on traffic by the town centre network. Many routes show 
at least a 20mph difference between peak and off-peak speeds. 
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Figure 5-3: AM Peak hour Speeds- Melton Mowbray 

 

Figure 5-4: PM Peak hour Speeds- Melton Mowbray 

 
 

Legend 
            Average speed <10mph 
 
            Average Speed 10mph-25mph 
  
           Average speed >25mph or more 
 

            Traffic Speed not available 

Legend 
            Average speed <10mph 
 
            Average Speed 10mph-25mph 
  
           Average speed >25mph or more 
 

            Traffic Speed not available 
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Figure 5-5: Inter-Peak Hour- Melton Mowbray on Market Days 

 

 

Figure 5-6: Off-Peak Hour- Melton Mowbray (No delays) 
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5.5.16 This pattern is created as a function of traffic volumes, through a constrained market town centre. 
Indeed, traffic volumes have seen significant increases in recent years, with traffic volumes in the 
town being significantly higher than previous 2008 pre-recession peaks.  

5.5.17 To analyse this further, traffic data on a number of key links into the Melton Mowbray town centre 
have been obtained from LCC for the periods 2008 and 2016, to understand recent traffic growth in 
and around Melton town centre. 

Traffic counts have been obtained for the following links, shown in Figure 5-7 

5.5.18 Figure 5-7 and a summary of the counts provided in Table 5-1: 

Ą Melton Spinney Road; 

Ą Scalford Road; 

Ą Burton Road; 

Ą Saxby road; 

Ą Dalby Road; 

Ą Leicester Road; and  

Ą Nottingham Road. 

 

Figure 5-7: Traffic Counts Location  
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Table 5-1 2008 and 2016 Traffic Counts on Key Links (Vehicles) 

Direction AM PM 24h AM PM 24h AM PM 24h

22104 Melton Spinney Road, N of Thorpe ArnoldIN 97 99 926 92 134 1088 -5% 35% 17%

22104 Melton Spinney Road, N of Thorpe ArnoldOUT 46 86 948 64 87 1103 39% 1% 16%

22105 Scalford Road, N of Clark Drive IN 134 123 1393 112 126 1340 -16% 2% -4%

22105 Scalford Road, N of Clark Drive OUT 120 120 1321 111 115 1288 -8% -4% -2%

22106 Burton Road, Burton Lazars IN 492 447 5597 443 524 5655 -10% 17% 1%

22106 Burton Road, Burton Lazars OUT 445 513 5682 512 452 5462 15% -12% -4%

23831 Saxby Road, E of Lag Lane IN 210 165 2087 277 292 3367 32% 77% 61%

23831 Saxby Road, E of Lag Lane OUT 127 170 1912 187 196 2412 47% 15% 26%

24652 Dalby Road, N of Kirby Lane IN 217 191 2294 226 238 2478 4% 25% 8%

24652 Dalby Road, N of Kirby Lane OUT 196 166 2129 195 196 2295 -1% 18% 8%

22208 Leicester Road, E of Kirby Bellars (A607)IN 692 697 7595 671 695 7700 -3% 0% 1%

22208 Leicester Road, E of Kirby Bellars (A607)OUT 684 650 7874 594 676 7955 -13% 4% 1%

22108 Nottingham Road, N of St Barts Way IN 395 412 4597 402 491 4637 2% 19% 1%

22108 Nottingham Road, N of St Barts Way OUT 344 392 4686 438 385 4706 27% -2% 0.4%

IN 2237 2134 24489 2223 2500 26265 -1% 17% 7.3%

OUT 1962 2097 24552 2101 2107 25221 7% 0% 2.7%

Two-Way 4199 4231 49041 4324 4607 51486 3% 9% 5.0%

2008 2016 % Growth

Total On All Routes

Site 

Number
Location

 
         * No 2016 data, 2015 data used instead 

5.5.19 A comparison of the two sets of counts (i.e. 2008 & 2016) shows that the overall traffic into Melton 
town centre has shown an increase from 2008 pre-recession peaks to 2016 of over 5% on a two-way 
basis; with a 7.3% increase in all-day traffic levels into the town.  

5.5.20 The highest percentage increase traffic into the town centre is experienced on Saxby Road, followed 
by Melton Spinney Road and then Dalby Road.  

5.5.21 Importantly, the primary, and already congested routes have the least amount of traffic growth in the 
AM and PM peaks. These are Burton Road, Leicester Road, Nottingham Road and Scalford Road. 
Such a pattern is highly demonstrative of significant rat-running through the town given existing peak 
hour constraints and congestion on main routes to/from and through the town. 

5.5.22 Indeed, more detailed analysis of the above table indicates no traffic growth in the AM or PM peak 
for trips in the direction of most congestion (inbound to Melton in the AM Peak and outbound from 
Melton in the PM peak), whilst the opposing direction and all-day traffic totals continue to see strong 
traffic growth. 

5.5.23 The above highlights the extent of current congestion issues surrounding the town centre, and shows 
that commuters are generally avoiding the use of these key routes as a result. 
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2) TOWN CENTRE JUNCTION DELAYS 

5.5.24 The volume of through traffic passing through Melton Mowbray town centre results not only in 
congestion on links but also significant delays at several junctions.  

5.5.25 There are two peak traffic movements: one related to school traffic, within and across the town; and 
another, in the more traditional peak hours, related to commuting and through traffic in the town. 

5.5.26 Figure 5-8 from the LLITM SATURN model shows the average level of delay at pinch points in the 
town centre in the AM peak in 2014. 

Figure 5-8 Node delays in the AM Peak in Melton Mowbray Town Centre in 2014      

 

5.5.27 It should be noted that these are presented as demand weighted averages of the turning movements 
- rather than maximum delays observed for any turning movement - as well as being an average 
across the peak hours, in a neutral month. 

5.5.28 The analysis therefore tends to underestimate peak hour congestion, but serves to highlight the 
capacity related delays at a number of key junctions in and around the town centre. 

5.5.29 As an average across all turning movements, the A607/ Nottingham Road junction, Scalford Road, 
and Thorpe End junctions all experience 1.5 minutes average delay; with right and straight ahead 
movements at these junctions higher than this average. 

5.5.30 Other junctions typically experience between 30 seconds to 1 minute of delay, as an average across 
all turning movements.  

5.5.31 Importantly, it should also be noted that many vehicles have to pass through several of these 
junctions to reach, or cross, the town centre, so the overall level of delay for through journeys 
extends significantly beyond these levels.  

5.5.32 For example, traffic crossing the town centre east-west or north-south would encounter three or four 
of the main pinch points and delay locations respectively, resulting in a typical (neutral day) delay of 
4-5 minutes in total on this part of the journey. 

5.5.33 To give these values some context, the centre of Melton Mowbray is little more than 500m across. 
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5.5.34 Alongside the scale of delay, this also creates network resilience issues; with limited route choice, 
and no alternatives across the town centre that donôt already experience delay themselves. 

5.5.35 To highlight this, journey time survey data carried out in 2014 on key routes across Melton Mowbray 
town centre has been obtained from LCC and reviewed to understand the level of delays and speeds 
currently experienced in and around the Melton Mowbray town centre.  

5.5.36 The key routes for which journey time data has been obtained are shown in Figure 5-9 and a 
summary of the data in terms of journey time, average speed and delays provided in Table 5-2. 

Figure 5-9 Melton Mowbray Town Centre ï Journey Time Survey Routes in 2014  

 

 

 

 

 

 

 

 


