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8Di.1
Does the proposed strategy appropriately identify and respond to the differing circumstances within the sub-region, within the context of its environmental attributes?

The proposed strategy identifies the differing circumstances of the sub-region as a whole in terms of it being a key gateway to Europe, but peripheral to London, South East England and the rest of the UK.  This description can be filtered down to particularly apply to Dover, its port being the key gateway to Europe within the sub-region and the town and wider district being remote from the rest of the region and London.
Dover’s circumstances are somewhat unique in that the main access to the busiest international passenger ferry and Ro-Ro port in Europe is the same road which goes right through the middle of the town, forming part of the town’s gyratory system.  £55 billion of goods pass through the port each year carried by over 2 million lorries and over 13 million ferry passengers use the port annually.  The majority of these passengers and goods pass straight through the town without benefiting local facilities.  However, Dover district has some of the most deprived wards in the country and the town centre offer is in dire need of revitalisation.  
Whilst the proposed strategy individually identifies the needs of the gateway and the needs of a struggling urban area, it does not consider them jointly.  There is no clear attempt to understand the national/international role which the port plays within a small local urban setting and the benefits one should be able to bring to the other.  Dover has an enviable heritage and world-class branding such as the White Cliffs of Dover.  The opportunity afforded by this when combined with the potential economic throughput of the port is recognised locally but should also be recognised at a regional level within the South East Plan.
An important consideration is the environmental impact of the port (air quality and congestion) caused by the dual role which the main A20 access road to the port and through the town performs.  The proposed strategy refers to land-side infrastructure in terms of supporting growth in port activity and highlights the reintroduction of a rail link into the port.  It also mentions CTRL domestic services as a means of providing better access to Dover itself and assisting in its urban renaissance.  Whilst the Port of Dover supports the encouragement of rail-based initiatives as a means of tackling the above issues, the proposed strategy must recognise the limitations of rail and acknowledge that road based solutions are going to be required to make a real difference to congestion and air quality in Dover.

Dover’s traffic includes a high concentration of international freight traffic and so whilst we recognise that the South East Plan’s focus is on reducing dependency on the roads, it must be understood that the majority of the traffic coming through Dover is of a different order.  Even with the various road to rail initiatives and other levers to try and shift the traffic off the roads, the Port’s forecasts show a doubling of road based freight traffic in the next 30 years.  Market forces will continue to drive the movement of goods by HGV and the Port of Dover will have to handle a large proportion of this as it is the shortest and most efficient gateway for freight to travel between the UK and mainland Europe.  This is an important point in terms of understanding Dover’s circumstances and the environmental characteristics surrounding it.  Understanding that market forces are driving the traffic to and through Dover and its Port is essential.  The Port does not positively generate the traffic.  It is coming anyway.  Therefore the environmental issues which exist are not, in one sense, of the Port’s making.  The Port’s gateway role has been promoted by its geography.  The Port must tackle the growing HGV traffic through, primarily, facilities which will serve increased HGV traffic e.g. port freight traffic regulation and Western Docks redevelopment.
We suggest that the wording of the first sentence of Policy EKA5, first point, is slightly altered to reflect the above discussion:

“Appropriate development of the Port of Dover will be supported to facilitate growth of freight……”
Dover has significant demographic issues which must be tackled positively if the district is not to go into further decline.  A reducing and ageing indigenous population will mean fewer children or working age adults.  The proposed strategy recognises that the urban area of Dover is in particular need of regeneration and economic revitalisation.  However it is cautious over the level of housing development which will assist with achieving this and does not recognise the particular demographic issues that exist in the Dover area.  We are concerned that Dover district will be left in a worse situation should the level of growth neither be enough to inject life and confidence into the local economy or warrant improvements in infrastructure provision.  We do not want to be left in a situation where there is some growth but nothing to support it.  This is a concern to the Port as a current major source of employment and regarding its development plans, which will require a significant number of construction workers as well as more operational and other staff once it is built.
The proposed strategy refers to committed business floorspace and additional employment locations.  For Dover, the issue is not so much about what is already committed or achieving more employment locations.  As demonstrated in section 2.22, Dover is second only to Ashford in terms of business floorspace committed.  The issue is more about getting sites serviced and ready to receive companies wishing to locate to the district.  This is important, as it is regarding housing growth, in terms of the perception of Dover.  Serviced sites and a positive growth agenda will be much more attractive to potential investors than a slowly growing area with no sites ready to occupy.  This perception should be linked to an earlier comment regarding Dover’s positioning as the gateway to Europe.
8Di.2
Does draft RSS make appropriate provision for significant growth in economic activity (Policies EKA3-7, RE5)?

The draft RSS was written at a time when the decision to bring fast CTRL domestic services to Dover had not been taken.  Dover had viewed a positive decision as critical to the regeneration of the area and, indeed, since the decision has been made, there are signs that both people and businesses are now considering Dover much more seriously and favourably as a place in which to live, work and invest.
The draft Strategy does recognise the need for economic diversification within Dover as well as better access to London and support for growth of the Port.  However, now CTRL domestic services are confirmed for Dover and the Port is progressing with its major development plans (to include significant commercial opportunities) alongside major town centre redevelopment and business park site development, Dover is working for a step change in economic fortunes which must be mirrored by the level of housing growth required to support this.  We do not think that the housing quantities proposed for Dover will be sufficient to do much more than address the issue of falling household size, i.e. housing roughly the same number of people but through a greater number of dwellings.
The proposed strategy acknowledges the key issue for the Port as being the provision of landside infrastructure to support the increasing port activity.  Whilst the Port can develop within its confines, it is critical that the road access to it is adequate.  It is worth noting that our current traffic levels are significantly ahead of where we expected them to be (HGV freight traffic is at levels previously forecast for 2014) and, as such, we are having to progress the development of a second ferry terminal in the Western Docks now.
The key issue is therefore ensuring that landside infrastructure is in place at the right time to ensure that growth in economic activity can be harnessed and accommodated.  We would wish to see the connection made in the draft RSS between the rate of growth in port-bound traffic and the landside infrastructure bringing it to the Port.  In other words there needs to exist a degree of flexibility so that as port-related traffic reaches certain levels, and particularly if reached sooner than anticipated, it triggers a response in terms of adequate port access and hinterland connections.  Dover (Port and town) cannot afford to be in a position where the Port has developed its facilities to handle the increased traffic, but the landside infrastructure has not been provided in time as the draft RSS is too inflexible.
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