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EIP INTO DRAFT SOUTH EAST PLAN

REGIONAL TRANSPORT STRATEGY – MATTER 3.3

STATEMENT ON BEHALF OF KENT INTERNATIONAL GATEWAY LTD.

Does the Plan give enough emphasis to freight, logistics and distribution (Policies T10-T13)?

1.
Our reasons for concluding that more emphasis should be given to this subject were adequately summarised in our letter to the Panel Secretary of 28 September (Appendix 1 to this Statement). 

Should there be greater specificity on the location of intermodal freight interchanges (Policy T13)?

2.
Before explaining why the approach of the Plan towards the location of intermodal interchanges is unsatisfactory, it is revealing to note that the Policy (T13) identified by the Panel as the one relevant to the subject is now proposed to be deleted by the regional planning body, without any amendment to either Policy T11 or T12, or the addition of any new policy (Copy of relevant proposed policy changes agreed at Planning Committee of 27 September forms Appendix 2 to this Statement).  

3.
In this Statement, we first outline the factors, in addition to the clear thrust of Government policy already referred to, that make it important to create an effective regional policy framework to stimulate the provision of facilities.  Secondly, we explain why the current response of the Plan is inadequate.  Thirdly, we propose an alternative more effective policy approach.  

Need for adequate facilities

4.
To achieve the sustainability benefits of a shift of freight from road to rail, it is essential to ensure that a sufficient quantity of rail linked sites is actually available to occupiers.  In illustration of this, around 1m sq m of new large warehouses, above 10,000 sq m floor area, are built in this country annually, of which some 20% are in the Greater South East.  It follows that in the 20 year Plan period to 2026, around 4m sq m of such buildings will be required in the Greater South East Region, at least half of which is formed by the current South East regional planning area itself, representing a total indicative site area of some 500 ha.  The Regional Spatial Strategy (RSS) should include a policy framework capable of ensuring that a substantial proportion of this total is integrated with rail freight terminals.

5.
Such sites need to be:- 

-
On railway routes with the required capacity for the forecast rail freight, with adequate loading gauge to accommodate modern intermodal freight carriage equipment.  The minimum gauge to accommodate modern standard 9’ 6’’ high containers on wagons used regularly on international services is W9.  

-
On sites well related to the motorway or strategic road network, where there is capacity for the forecast traffic; and

-
Of such a scale that the quantity of rail freight generated will foster a comprehensive range of rail destinations and thus capture a progressively large share of the freight market.  The former Strategic Rail Authority (SRA) recommended a minimum site area of 40 hectares.  To maximise the benefits of an intermodal terminal, sites should ideally be significantly larger.  

6.
The co-location of rail freight terminals and large scale warehousing is also crucial because:- 

-
The funding of intermodal terminals is unlikely to be forthcoming unless revenue can also be earned from adjoining warehouse development.  

-
The key to making freight carriage by rail competitive with road is for at least one end of the journey, preferably both, to be adjacent to rail.  This eliminates the need for either lengthy transport from a warehouse to a rail terminal at one end, or lengthy delivery to warehousing from a rail terminal at the other end.  Achieving this at least at one end will cut the length of haul over which rail freight can be competitive from around 400km to 200km.  This would radically expand the number of freight trips that could be attracted from road to rail.  

-
The great majority of rail freight for non-bulk goods will require both warehousing and intermodal rail carriage infrastructure.  Traditional rail freight in customised vans or wagons is only attractive to a very restricted number of non-bulk flows, for example, white electrical goods, steel and mineral water, produced on a large scale at rail connected plant.  

7.
To create the economic conditions we have described that are necessary to tip the balance in favour of rail, it is essential to increase significantly the numbers of appropriate large scale, rail located, warehousing sites.  To adopt a merely passive policy approach, or to set an arbitrary figure for a region of, say, 3 facilities without specifying their scale, in our view will be ineffective and fail to achieve the objectives of Government policy.  


Shortcomings of policy approach of draft South East Plan

8.
We accept that RSS in principle should not include detail better formulated in local development documents (LDDs), but the policy approach as drafted is far too passive and unspecific to achieve the progress required by the Government in the rail freight field.  Arguably, the policies as drafted are simply ‘safe’ and would not advance the achievement of national policy at all.  With the proposed deletion of Policy T13, the only noticeably positive element in the policies is the inclusion of the words ‘and promote’ in Policy T11(ii), in the context of advice to policy makers on sites likely to maximise freight movement by rail and water.  For the reasons set out in our 28 September letter, we do not consider this creates a sufficiently positive regional planning framework to lead to the permission or allocation of appropriate sites at the local level, especially given the large and potentially controversial nature of the facilities in question.  

9.
There is a vital role for regional policy in this respect.  The facilities in question are large in scale and often by necessity on greenfield land.  They generate significant activity in and around the site and can give rise to local resistance.  Their development, however, is of regional importance.  If the issue is left to the local development framework process with no strategic guidance, the strategic objective of developing a network of facilities may never be achieved.  

10.
Underlining these points, appropriate regard should be paid to the specific advice to regional planning bodies of Planning Policy Statement (PPS) 11 on Regional Spatial Strategies (RSS) that these should provide a broad locational strategy for the region, taking into a range of matters including transport and infrastructure (para. 1.5).  Policies ‘will need to be sufficiently detailed to provide clear guidance for LDDs and/or other regional or local strategies and programmes’.  Also, the RSS states that particular consideration should be given to spatial issues, such as ‘identifying the broad location’ of new multi-modal rail freight interchanges and rail and distribution centres of regional or sub-regional significance, ‘to encourage modal shift of freight from road to rail’ (Annex B, para.30).  Such an approach has, for example, been taken in the revision of the RSS for the North West, which has specific locational guidance resulting from multi-agency study.  

Suggested more effective approach

11.
The South East Plan needs to contain policies which both:- 

-
contain clear relevant criteria which will challenge local planning authorities, to address whether they can allocate specific sites in LDDs and to take a positive and informed approach to individual planning applications; and

-
as far as possible, identify advantageous broad locations for intermodal rail freight interchange facilities, on the basis of which specific site definition will proceed in LDDs, or for which the merits of the individual planning applications can be confidently assessed.  

12.
In terms of appropriate policy criteria, we consider that the existing draft policies should be amended to include consideration of intermodal interchange sites relative to:-

-
The adequacy of railway freight capacity;

-
A minimum for the railway loading gauge of W9;

-
Good relationship to proposed markets and London, it being important that facilities can intercept international freight bound for destinations beyond the Region before it passes through the most congested parts of the network; locations with handling facilities on the main corridors from the ports or the Eurotunnel shuttle will also assist in reducing the environmental impacts of port development;

-
Sufficient physical scale;

-
Absence of harm to the amenities of neighbouring land uses;

-
A good relationship to a Regional Hub Town; 

-
The ability of employees to access the facility by public transport; and

-
Locational consideration also recognising the need to avoid green belts, SSSIs and Areas of Outstanding Natural Beauty (AONBs).  

13.
In relation to the latter consideration, regard should be paid to the cautionary advice of the South East Regional Transport Strategy EiP Panel Report of September 2003, which stated in paragraph 5.3.4 that:-

“We are conscious of the sensitivities that there will be in finding appropriate rail and road linked sites given the extent and importance of the Metropolitan Green Belt”.

14.
In terms of identifying broad locations, the draft South East Plan is able to take this process significantly further forward.  The draft Plan already contains the essential starting point, with the identification of the important rail corridors in Policy T12.  The process can then be logically progressed by reference to data on available capacity for rail freight in the various corridors and the standard of loading gauge.  Thus, it is clear from the diagrams from Network Rail’s September 2006 consultation daft Freight Route Utilisation Strategy reproduced in our Appendix 3, that the particular corridor with most advantage in these terms is Dover/Channel Tunnel to London.  This suitability is reinforced by the availability of strategic road capacity in the corridor, indicated by the separate diagram in the appendix, prepared by MDS Transmodal on 2005 data.  This corridor should, therefore, be the priority in terms of identifying broad locations for rail freight interchange facilities, giving a ‘kick-start’ to the development of a suitable network in the Region as a whole over the Plan period.

15.
Extending this broad analysis by applying the relevant locational criteria we have outlined in paragraph 12 above, an appropriate broad location clearly emerges on the east side of Maidstone, close to M20 Junction 8 and the Ashford to Maidstone East railway.  A sketch plan of the proposal being pursued by Kent International Gateway Ltd is attached as Appendix 4.  This demonstrates the essential relationships to the railway and major road network and the site layout principles that would enable a successful rail freight interchange facility to be created.  

16.
The lack of appropriate alternatives is confirmed by a detailed site search exercise undertaken against the relevant criteria on behalf of Kent International Gateway Limited by MDS Transmodal.  A copy is attached as Appendix 5 to this Statement.  

17.
In conclusion, we consider that the draft Plan should be amended in the ways already set out in our original representations submitted on 23 June 2006 (relevant extract attached as Appendix 6).  
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