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1.0 INTRODUCTION

1.1

1.2

1.3

a) Context

The proposal by Kent International Gateway Limited (KIG) is
a type of development requiring formal Environmental
Impact Assessment (EIA), having regard to the relevant
Regulations (Town and Country Planning (Environmental
Impact Assessment) (England and Wales) Regulations
1999). This is because the nature, size and location of the
scheme make it likely to have significant effects on the
environment. The Environmental Statement (ES) is the
document which fulfils the requirement for EIA. The
Regulations also require that the ES includes a Non-
Technical Summary (NTS) of the information it contains,
which is the function of this document.

In summary, an ES must cover the following matters:-

A description of the development and its main expected
residues and emissions, e.g. of air, or soil pollution, noise
and vibration;

The main alternatives considered by the applicant, taking
into account the environmental effects;

The main aspects of the environment likely to be significantly
affected, such as population, water, air and landscape;

The likely significant environmental effects, both positive and
negative and the forecasting methods used;

The mitigating measures envisaged to prevent, reduce, or
offset any significant adverse environmental effects; and

Any difficulties encountered in compiling the required
information.

b) Rail Freight Interchange Background

The development is for a rail freight interchange, comprising
an intermodal transfer area of 6.5 hectares, with associated
large-scale warehousing and subsidiary commercial space,
totalling 374,000m2. The site is some 112.3 ha in overall
area, situated on the south east side of Maidstone,
immediately west of M20 junction 8. The Ashford to
Maidstone East railway line divides the site into northern and
southern parts and separates the western part from
Bearsted, a community on the east side of the town. The
situation of the site and the nature of the scheme are shown
on the location plan, site plan and illustrative Masterplan
provided on pages 5 and 6.

1.4 The intermodal area is a hard surfaced secured zone,

1.5

1.6

1.7

served by new railway sidings and large cranes to a height
of 25m. This facility enables container freight trains from
either direction to be loaded and unloaded and the
containers temporarily stored in-situ, or transferred to new
warehousing close-by, to await onward transfer by road or
rail, often after a consolidation process. Consolidation
enables large loads of the same item to be broken down
and integrated with items from other loads, to satisfy the
particular requirements of manufacturers, distributors or
retailers elsewhere in the country. In the case of the two
largest warehouses on the attached illustrative masterplan
totalling 171,000m?, new railway sidings enter the
buildings themselves, enabling goods to be loaded and
unloaded in the interior without transfer to and from the
intermodal area.

The need to retain goods at the facility for a period of time
and to consolidate loads means that the warehousing
needs to be located close to the new sidings and the
intermodal area. The large scale of buildings is required
because of the large quantities of storage space
necessitated by rail freight transport. The scale is also
required to make a range of rail services and destinations
economic, this being necessary to attract business,
underpin viability and allow for progressive growth in rail
freight as the market develops.

The scheme responds to the strong thrust of Government
policy, re-emphasised by the July 2007 rail White Paper, to
encourage a shift in freight carriage from road to other
more sustainable transport modes, in particular rail. This
is part of the drive to reduce carbon emissions and combat
climate change. Road freight distribution is one of the
fastest growing sources of CO, emissions and, without
effective policy change, lorry transport is predicted to
continue to increase substantially over the coming years.
A reduction in lorry freight movement is also sought
because of the need to reduce environmental intrusion
and physical damage in both urban and rural areas.

In order to be effective, a strategic rail freight site has two
fundamental requirements:-

i) A very close relationship to a trunk road serving a
major established freight corridor, at a point where
there is spare road capacity. It is thus able to draw
lorry freight traffic off the road system effectively and
conveniently. This also facilitates freight deliveries in
the local area.




1.8

1.9

1.1

i) Immediate access to a railway line with diverse wider
connections, sufficient freight train capacity and a
high standard of 'loading gauge'. The latter is the
physical clearance in terms of bridges, cuttings and
embankments to enable passage for the various
different kinds of UK and European freight wagons.

In the context of these essential requirements, the KIG site
is situated adjacent to Junction 8 onto the M20 motorway.
The motorway is relatively uncongested at this point,
becoming significantly more so to the west towards the
M25 and London. The M20 is a key route through the
London to the Channel freight corridor, the country's
busiest. Being at a position well advanced from the
Channel towards London and its surrounding towns, the
site is well placed to serve this particular regional market as
well as the rest of the country.

The site connects to the Ashford to Maidstone East railway
line, which not only has ample rail freight capacity on
account of the provisions of the Treaty which established
the Channel Tunnel, but also has a high standard of loading
gauge (W9). Trains coming from the Continent via the
Channel Tunnel, a key anticipated market, can access the
site via Ashford. To the west, the railway line serving the
site provides straightforward access to the UK's spinal rail
networks, via connections around the west of London.

A national distribution centre function is expected to
predominate at KIG, but, as noted above, the scheme
would also perform a regional distribution centre role.

c) KIG Site and Layout

The site consists of undulating farmland, generally open at
the eastern and western ends and with outcrops of
woodland in the centre. The land is Grade 3, out of five, in
the former MAFF agricultural land classification and is of
relatively low quality. To the north of the site on the opposite
side of the motorway and Channel Tunnel Rail Link
(CTRL), the land rises to form the Kent Downs Area of
Outstanding Natural Beauty (AONB). The lower part of the
slope contains substantial tracts of woodland, which limit
views over the application site from the higher ground to
the north. Similarly, the central southern part of the site is
well screened by the retained woodland along the
boundary, known as Common Wood.

Vehicular access to the proposed scheme would be solely
from the A20, at a point close to the motorway junction.
This avoids intrusion of traffic into residential areas. The
northern and southern parts of the development would be
connected together by a new road bridge over the railway
line. New railway sidings would be taken off the railway line

into the northern part of the development. These would
allow fully versatile rail connections, with 775m trains able
to arrive and depart from both directions without back-
tracking movements.

The sidings would connect directly into the two largest
warehouse buildings in the north western part of the site
and also into the fully secured intermodal transfer area,
located in the central northern part of the site facing the
motorway. The intermodal area, being open, is a potential
source of noise and light intrusion, but, positioned as
proposed, it would be as far as possible from the residential
area and largely surrounded by the large warehouse
buildings that would act as a visual and acoustic buffer.

Other warehouse buildings and smaller subsidiary
commercial and service buildings would be positioned
across the southern part of the site. These would be
conveniently connected to the intermodal area via the
proposed internal road network and the new bridge over
the railway. The lighter commercial zone would occupy the
south easterly end of the development at the site access.

In view of the undulating character of the site and the large
area of the floor-plates of the main buildings, the
construction of the development would entail substantial
earth-moving. The proposed strategy, nevertheless, is to
follow the prevailing pattern of levels across the site. The
strategy also seeks to achieve a broad balance between
the cut and fill quantities, to avoid excessive transport off-
site of excavated material.

Surface water drainage would be managed by the
provision of three large balancing pond systems,
corresponding to the three water catchment areas across
the site. Foul drainage would be via connections to existing
off-site treatment facilities.

The proposals include a comprehensive landscaping
strategy, both to screen or filter views into the site and to
enhance its amenity and setting. The proposals include
landscaped corridors north/south through the western and
central parts of the site.
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d) Phasing

1.18 The intended sequence of overlapping stages is as

follows:-

- Initial ecological and preparatory works;

- Creation of accesses onto to the A20, internal
construction routes and new bridge over railway;

- Formation of intermodal rail transfer area and new
railway sidings, with cut material transferred to south

of railway, to provide fill for plots A-C and E-F;

- Creation of, first, development platforms A-D at
eastern end of site and then plots E and F; and

- Creation of rail connected plots 1 and 2, with some
cut and fill.

e) Operation

1.19 In full operation, the KIG facility would be able to

accommodate up to 12-13 freight trains per day and
handle around 200,000 containerised freight units per
year. The site as a whole would potentially operate 24
hours a day, although activity would typically be less on
Saturday afternoons and Sundays. Up to around 3,500
jobs of diverse kinds would be created. In terms of effect
on road freight movement, it is estimated that the KIG
scheme would lead to a reduction of 60 million HGV
kilometres travelled per year.

f) Alternatives considered and reasoning behind
chosen site and layout

1.20 Before deciding upon the current location, the applicant

1.21

carried out an extensive assessment of possible
opportunities in the region to determine whether they could
meet the need for a Rail Freight Interchange (RFI) to serve
the greater South East. The sites assessed were not
necessarily rail linked at present, but their suitability for
inclusion in the short-list of potential sites was dependent
on the practicability of a straightforward link to an adjacent
rail line of suitable loading gauge. The area of investigation
was the entire South East of England, comprising an area
to the east of a line drawn between Lymington in the south
and Chipping Norton in the north and to the south of a line
drawn between Chipping Norton and Manningtree in the
east.

The initial work was carried out on the Landranger series
of Ordnance Survey maps (1:50,000 scale). This was
considered to represent, on a reasonable scale, major

1.22

1.24

1.25

road and rail routes and to show adequately potentially
available RFI sites.

In order to develop a long list of available sites a number
of criteria were used, which a potential Rail Freight
Distribution Park would have to satisfy. These were:-

At least 50 ha of development land available;

Good rail access (high standard of loading gauge
and sufficient rail freight capacity);

Good quality access to the highway network;

A suitable configuration (for rail sidings allowing
full length trains, intermodal terminal facilities and
large scale warehousing);

A need for the facility (demand from the logistics
market);

Acceptable relationship to neighbouring potentially
sensitive land uses (e.g. residential);

Good access to labour;

Topography (enabling satisfactory gradients for
rail);

No rail access across roads (except for minor
roads);

Watercourses (presence of major ones could
discount sites);

Presence of major woodland/built-up areas.

The study initially identified a 'long list' of 120 sites within
the search area that fulfilled most of the minimum
requirements. All were evaluated and 33 sites were
identified and included in a 'short list'. The KIG application
site clearly emerged as the optimum one and the only site
available to serve effectively the Channel Tunnel/Dover to
London corridor, giving it enhanced priority.

Nevertheless, the KIG site will only fulfil part of the need,
which is assessed by the applicant as around 8 such
facilities in the south east comprising an adequate
geographical network. Accordingly, several of the short
listed sites that are less optimal than KIG are likely to be
required to come forward at some stage. Accordingly, they
should be regarded as additional sites, not alternatives to
the optimal KIG application site.




1.26

1.27

1.28

1.29

1.30

In terms of design alternatives within the confines of the
site itself, the principal decision has been between locating
the intermodal facility on the north side of the railway as
proposed, or at the south eastern end of the site, south of
the railway. The position on the north side has been
chosen on the basis that it gives a higher quality
arrangement in terms of the geometry and engineering of
the new railway sidings; it provides a balanced position
relative to the pattern of distribution buildings; it assists in
protecting residential amenity; and it avoids visual
dominance of the entry zone of the development. The
entry zone is important to the immediately perceived
character of Maidstone on arrival via junction 8 and lends
itself to buildings of appropriate architectural effect.

g) Planning background

The urgency of making provision for major rail freight
interchange facilities to accelerate the modal shift from
road to rail has been highlighted by the Government in key
statements and also in Planning Policy Guidance 13 on
Transport and the July 2007 White Paper: Delivering a
Sustainable Railway. More recently, the July 2007 White
Paper: Delivering a Sustainable Railway includes
forecasts of a 30% growth in rail freight over the next 10
years, which the Government seeks to achieve through
the provision of the necessary facilities and incentives.

The requirement for new facilities in the South East
Region is specifically recognised in the Draft South East
Plan. The Panel Report on the Examination of the draft
Plan issued in August 2007 supports a positive approach
to identifying rail freight interchange sites in the Region
and also emphasises that 'regional hub' towns, including
Maidstone, should be centres for investment in transport
and infrastructure.

Additionally, the July 2006 Adopted Kent and Medway
Structure Plan supports the further development of
facilities that assist in transferring freight to rail.
Specifically, it provides for an intermodal facility to serve
the Channel Tunnel Corridor, in which the application site
lies.

The December 2000 Adopted Maidstone Borough-wide
Local Plan includes the application site within special
landscape area designation, with the western end also
within the strategic gap to the Medway Towns urban area.
In preparing local development documents to supersede
the Local Plan, however, the Structure Plan makes
provision for local authorities to reappraise both of these
notations in the light of identified development
requirements. Also, Planning Policy Statement 7 on
Sustainable Development in Rural Areas, issued in 2004,

1.31

1.31

requires local planning authorities to consider the
justification for retaining local landscape designations,
such as special landscape areas. In relation to the
definition of the strategic gap, the recently adopted
Structure Plan indicates the significance of the M20 as the
edge on the Maidstone side.

In relation to the local development framework for
Maidstone Borough, the Core Strategy Preferred Options
document proposes provision for major housing and
employment development at Maidstone. This is to be
secured through a balanced approach of urban
regeneration and sustainable greenfield development on
the edge of the urban area, with a particular focus on the
eastern and south eastern edge and the M20 corridor.
The application site is within the identified general areas of
search for land for major growth of the town. The
emerging Core Strategy also confirms that the boundaries
of the special landscape area are to be reviewed in the
light of future development needs and that the key area in
respect of the strategic gap commences on the north side
of the M20, beyond the boundary of the application site.

h) Environmental Statement coverage

The main aspects of the environment likely to be significantly
affected by the development and the types of significant
environmental effects upon them are as follows:

- Landscape and visual conditions (effects arising from
construction of large buildings, hard surfaced areas and
freight handling infrastructure on largely undeveloped
site, with associated alterations to ground form, tree
cover and lighting conditions);

- Ecology (effects arising from alterations to habitat
through built development and operational activity);

- Traffic and access conditions (effects arising from
additional vehicles using the site in both the construction
and operational phases; also, the positive wider effects
of reducing lorry freight traffic on the UK's roads);

- Air quality (effects arising from emissions from vehicles
and buildings in the construction and operational
phases of the development on the local area; also,
positive effects over the wider area in terms of reducing
lorry traffic and its emissions);

- Noise conditions (effects arising from trains, road
vehicles and freight handling activity in the operational
phases of the scheme and vehicles and plant during the
construction phases);
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1.32

- Cultural heritage (effects arising from construction
activities on below ground archaeological remains and
from new development on the setting of listed buildings
and conservation areas);

- Ground and soil conditions (effects arising from
construction and excavation operations on existing
geology and soil conditions; the potential need to export
or import soil or other ground material; also, the
migration of any ground contamination through
development);

- Drainage and flood risk conditions (effects arising from
water run-off from buildings and hard standing
introduced to largely undeveloped site; also,
implications of building and excavation on percolation to
aquifers);

- Effects on the population in terms of socio-economic
conditions (effects arising from jobs created in
construction and operational phases; the demand for
materials and resources; and the wider and
economic social benefits of reducing lorry traffic on
the Country's roads and providing more efficient
distribution systems);

- Energy usage (effects arising from lighting, heating,
freight handling and other building services).

A summary of these aspects of the environment, together
with the potential environmental effects of the
development upon them, the proposed mitigating
measures and any residual environmental effects, is
provided in each of the following sub-sections of this NTS
document.
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SECTION 2: TRAFFIC AND ACCESS
CONDITIONS

21

2.2

23

24

25

The baseline position in terms of transport and access in
the vicinity of the site is described in Chapter 5 of the ES.
It covers the relevant stretches of the road network and
junctions, walking and cycling facilities and public
transport provision.

The relevant parts of the road network are identified as the
following:-

- A20 west of Roundwell;
- Roundwell;

- A20 west of site access;
- A20 east of site access;
- A20/M20 link;

- B2163 Eyhorne Street;

- B2163 Penfold Hill;

- A20 east of B2163;

- M20 east of Junction 8;

- M20 west of Junction 8.

In terms of walking and cycling provision, the baseline
assessment notes the current absence of dedicated cycle
facilities in the immediate vicinity. It also notes that,
although there are footways on both sides of the A20 near
the site, these are in a poor state in parts. With regard to
public transport, reference is made to the bus services
between Bearsted and Maidstone and those along the A20
past the site, which are assessed to be fairly basic in terms
of the stop facilities. Additionally, details are given of the
railway services to Ashford, Maidstone and London
available at Bearsted station, which is a short distance
from the western end of the site. Hollingbourne station on
the same railway line is further away, but still reasonably
accessible on foot, from the eastern end of the site.

Traffic flows are provided by the ES in the base year of
2007 on each of the relevant stretches of road identified in
the assessment. These flows are based on data agreed
with Kent County Council (KCC) and are derived from a
number of sources. For the A20 and Roundwell, data is
from actual Annual Average Daily Traffic Flow (AADT)
counts. For the A20 and M20 link, data is derived by
averaging the two weekday peak hours and converting
this to an AADT. For the M20 mainstream, traffic
information is from the KCC model.

The base traffic flows on the relevant parts of the road
network are then assessed for the future years of 2011
and 2016, without the effect of KIG. These years are
chosen because 2011 is predicted to be the peak year for
construction activity and 2016 to be the year by which the

2.6

2.7

2.8

2.9

2.10

KIG scheme could be built and operating, subject to
market circumstances. Traffic flows are adjusted upward
to these future years by applying anticipated growth rates
from the National Trip End Model (NTEM) published by the
Department for Transport (DfT).

The effects of the KIG scheme are assessed by adding the
predicted traffic generation from the development in both
its construction and operational phases to the base flows
for 2011 and 2016 respectively. In the construction stage,
the traffic generation is essentially construction personnel
and lorries delivering materials, plus some lorry
movements to transfer residual earth off-site when this
cannot be re-used in the overall ground remodelling
strategy. In the operations stage, traffic generation
predictions take account of the anticipated freight lorry
movements related to the intermodal area and the
warehousing, plus visitor and employee car movements,
the latter having regard to likely shift patterns.

On this basis, it is found that the additional traffic from
construction activity at its busiest will have only a very
minor effect on traffic conditions on the local road network
over the peak periods. The maximum increases are
predicted to be 6-7% on the links eastwards from the site
access and from the A20 to the M20 motorway.

Such limited and temporary traffic impact levels are not
considered to justify any mitigation in terms of physical
highway improvements. There will nevertheless be some
effect on the local environment. These would be
minimised through careful and accurate construction
planning and management, adoption of environmental
best practices, good neighbourhood policies and regular
liasison meetings with local authorities, all to ensure that
the development is managed in a way which is not
detrimental to the local environment and amenities of
residents.

With regard to the operational stage of KIG, all but two of
the links assessed would have increases in traffic flow of
less than 10%. As would be expected, the more significant
proportional increases in traffic flows (30-32%) are on the
two links between the site and M20 Junction 8.
Nevertheless, on these links, as well as all the others
assessed, significant reserve road capacity would remain,
in no case less than 38%.

In terms of effect on road junctions, all but one of those
assessed would be operating within their capacities, with
the KIG development operating in 2016. The exception is




2.1

2.12

2.13

the junction of the A20 and Willington Street,
approximately 2 km west of the site. This is, however,
already operating 3.4% above its theoretical capacity in
2007 increasing to 13.7% in 2016 without KIG. The
junction will, therefore, require upgrading by the highway
authority in any event. Accordingly, no specific physical
mitigation is proposed in association with the KIG
development.

Similar circumstances exist with the M20 Junction 8.
Three of the four slip roads will be able to accommodate
the KIG additional traffic, but the north west bound on-slip
would be carrying traffic exceeding its existing capacity for
vehicles to merge satisfactorily. Nevertheless, this will be
the case with expected increases in traffic, regardless of
KIG. Consequently, the Highway Authority will need to
undertake an upgrade of the slip road to the next design
configuration.  For this reason, no specific physical
mitigation measures are proposed by the applicant in
respect of the motorway junction.

Nevertheless, other potential measures are proposed, in
order to minimise the transportation and access impact of
KIG. These include:-

- Upgrading of the section of footway along the A20
between Roundwell and the site access to provide a
new 3.5m cycleway/footpath;

- The main routes inside the new development will be
provided with the same footpath/cycleway
infrastructure;

- New footpath/cycleway entrances into the site along
the A20 and at Thurnham Lane, the latter facilitating
access to Bearsted station;

- Negotiation to achieve possible extension of existing
bus services on the A20 to serve the development;

- Negotiation to introduce other new bus services, in
particular in Maidstone town centre to the site,
potentially via Bearsted station;

- New shuttle bus linking the site and Bearsted station;

- In the longer term, new bus stops along the A20 to
serve KIG, in conjunction with planned major growth
at east/south east Maidstone.

Overall, although the KIG scheme will generate significant
traffic, taking account of the improvement works which will
need to be undertaken in any event by the Highway
Authorities at the A20/Willington Street junction and on the
M20 north west bound on-slip road and the localised

walking, cycling and public transport measures proposed,
it is not expected that any significant residual
environmental effects would remain in respect of traffic
and access conditions.
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SECTION 3: LANDSCAPE AND VISUAL
ASPECTS

3.1

3.2

3.3

3.4

3.5

a) Baseline

The baseline information for the landscape and visual part
of the ES in Chapter 6 covers two aspects. First, it
establishes the character and condition of the existing
landscape through an examination of policy factors, existing
appraisal documents and an on-site physical assessment of
the local area. Secondly, the baseline in terms of visual
aspects is established by identifying the main visual
receptor sites around and within the site and recording
existing views through a series of photo-viewpoints.

An important aspect of the landscape appraisal is the
identification of three discrete Local Landscape Character
Units (LLCUs) across the site. These correspond to the
west and east ends of the site, A and C respectively in the
analysis, which are predominantly open fields, dominated
by transport infrastructure and generally regarded as
having low sensitivity. The third LLCU (B) within the
central part of the site, particularly south of the railway line,
is assessed as having medium sensitivity, reflecting the
value of the mature trees, woodland, parkland and pasture
in the area.

The assessment of the impact of the development is
carried out in terms of, first, changes in the fabric, quality
and character of the landscape and, secondly, the visual
impacts relating to specific changes in the character of
views and the effects of those changes on the different
visual receptors, for example residents, user of roads and
rights of way and the setting of cultural heritage features,
such as listed buildings and conservation areas.

b) Landscape Proposals

In assessing impacts, however, it is important to recognise
that the landscape structure for the proposed development
has been created as an integral part of the design process.
Landscape and visual impacts have informed and
redirected the design as it has progressed, in an iterative
way. Accordingly, the landscape and visual mitigation
factors are inbuilt to the scheme. This means there is little
material distinction between impacts and residual impacts
in this case, other than the gradual maturing of planting
softening impact over time.

In view of the large scale of the development and the
varied topography and quality of the existing landscape,
the following key landscape design issues are raised by
the proposals and addressed in the Landscape
Framework:-

3.6

3.7

3.8

- Screening and relieving the visual extent and mass of
the built development, both as a whole and on a unit
by unit basis, by minimising its visual presence and
its potential visual effects on surrounding receptors;

- Sympathetically accommodating the necessary
ground modelling and proposed building platforms
within a locally undulating landform;

- Establishing a Landscape Framework that is
sufficiently robust and extensive to form a positive,
rather than a reactive, structure to the built
development and which also provides a suitable
buffer to the neighbouring settlement.

Other important principles guiding the landscape design
are:-

- Conservation of existing planting and landscape
features of interest;

- Extension and integration of the adjoining landscape,
features and corridors;

- Maximising opportunities for biodiversity and
integration of statutory requirements and constraints;

- Mitigating and seeking to assimilate the proposed
built development;

- Applying relevant landscape planning policy and
strategy guidelines.

In summary, the proposed Landscape Framework for the
development amounts to approximately 39ha, over one
third of the total site area, comprising:-

- Conserved woodland 2.9ha
- Proposed woodland/scrub/

structure planting

(including hedgerows) 19.2ha
- Grassland

(conserved and proposed) 14.5ha
- Ponds and wetlands 2.1ha
- Total 38.7ha

In terms of the assessment of the impacts of the
development, these are considered, first, in terms of the
effect of the construction phase and, secondly, the impact




3.9

3.10

3.1

3.12

of the finished development. The impacts are in relation to
both landscape and visual implications.

c) Construction effects

The scale of the development and the need for substantial
earth-moving mean that the construction phase could
have significant landscape and visual impacts. These
would, however, be considerably reduced by adopting an
appropriate construction strategy. Key aspects of this
would be:-

- Preparing and agreeing an effective Construction
Environment Management Plan (CEMP). This would
ensure sympathetic location and design of temporary
site compounds, lighting, signage and permanent
screen fencing;

- The construction and planting of the perimeter earth-
works, mounding and fencing proposals that would
have a screening benefit, at an early stage and
according to a concentrated programme. This would
apply particularly on the west side, the northern edge
alongside the motorway and at the southern central
perimeter of the site, where there are close adjoining
visual receptors;

- Vegetation removal staged through the construction
phases.

Once all earth-works and mounding have been completed
and the outer planting and screen fencing proposals have
been implemented, the subsequent visual effects arising
from construction would be reduced for the majority of
receptors. Visual effects would still exist as a result of
construction traffic and highway works and for those
receptors with potential views to the buildings under
construction. The assessment of the latter, however, is
similar to that for the completed stage of the development.

Overall, the construction effects on the surrounding visual
receptors would vary from slight to substantial, with those
receptors with the clearest views towards the site
experiencing substantial adverse visual effects during the
peak of construction activity. Given the visually separate
and compartmentalised nature of the site and the phased
nature of development, the visual effects of construction
would vary throughout the construction period, with some
receptors not experiencing any effects at times.

In landscape terms, the effects arising from construction
would reflect the overall change to the landscape
character of the site and loss of landscape resources, as
assessed in relation to the finished development. Overall

3.13

3.14

3.15

3.16

and relative to the different local landscape units, there
would be a moderate to substantial adverse effect on the
landscape during construction.

d) Operational effects

With regard to the completed, operational, phase of the
development, it is relevant that the site and its immediate
environs are relatively varied in landscape character and
comprise a mix of uses and landscape components. The
site is dominated by a combination of settlement edge
influences, mixed farmland, localised landform variations,
major transport infrastructure and scattered pockets of
woodland, parkland and properties. The landscape is
generally of medium scale and interrupted in its visual
unity. The latter characteristic results in the series of 3
local landscape character units, each containing different
features and characteristics at a localised level and having
different sensitivity.

The site lies immediately south of the North Downs Area of
Outstanding Natural Beauty (AONB) and within the current
boundary of the North Downs special landscape area,
which also extends across the lower scarp slopes up to the
edge of Maidstone. In landscape assessment terms, both
the County wide and Borough wide studies conclude that
the character areas within which the site lies are of poor
landscape condition and are generally dominated by the
influence of major transport infrastructure. The
assessments also conclude that the appropriate
landscape guidance for the respective character areas
would be based upon reconstruction or creation.

The proposed development aims to establish a strong
Landscape Framework that is appropriate in landscape
character terms and assists in integrating and mitigating
the large scale built components and infrastructure. The
landscape would include conservation of existing
woodlands, mature trees and vegetation and grassland
and other habitats. In addition, significant new woodland
and habitat areas would be established, including new
wetlands as part of the sustainable urban drainage
strategy. Diverted rights of way would extend throughout
the Landscape Framework, to maintain all of the existing
connections between the landscape to the north and the
settlement to the south. Two key north/south landscape
corridors would be established, to the west of Water Lane
and along Chrismill Road.

The landscape effects of the proposed development would
vary both within the site and within the wider landscape.
The effects upon the North Downs and AONB to the north
of the motorway would be slight adverse. Although this
landscape receptor is of an inherent high sensitivity, the
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3.19
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influence of the proposed development upon it would be
minimised by the largely restricted visual inter-relationship.
The potential landscape effects upon the County and
Borough based landscape character areas would equally
be slight or slight-moderate adverse. This would reflect a
relatively greater influence of the proposed development
upon these character areas, but a lower existing
landscape sensitivity and a poor landscape condition.

The landscape effects upon the character and setting of
the adjacent settlement area of Bearsted have been
assessed as moderate adverse. The proposed
development would be limited in its relationship to and
influence over the settlement. This is largely due to the
nature of the undulating localised topography and the
mature woodland and planting, which assist in separating
the site from Bearsted. This is further reinforced by the
relatively limited number of locations and receptors within
the settlement that would have views towards the
proposals.

At the local level and within the site, the most significant
effect would be in the central part of the site, south of the
railway line, where loss of mature trees and woodland
(The Belt) and changes to landscape character would give
rise to a localised substantial adverse effect. In the east
and west of the site, the poor condition and low sensitivity
of the landscape would limit the significance of the effects
to slight to moderate, or moderate, adverse.

In visual terms, the proposed development would
generally sit low within a surrounding mature landscape
setting. The visible extent of the built development and
infrastructure, including the rail related components would
be contained. Despite the scale and nature of the
proposals, the area over which they would be visible and
the number of receptors existing within that area is
relatively small.

Although views to limited parts of the built development
proposals would be possible from a number of key and
sensitive locations, such as the North Downs Way and The
Green at Bearsted, these views would be restricted. From
the AONB and the North Downs Way, views would be
limited to parts of the site from relatively short stretches of
the route and restricted parts of the upper scarp slopes.
From The Green in Bearsted only the very highest parts of
the built development and intermodal facility in the centre
and west of the site would be visible from the western,
higher, side of The Green. In these views, the
development would be visually filtered by intervening
buildings and vegetation and would not obscure views to
the skyline or North Downs escarpment beyond.

3.21

3.22

3.23

A relatively small number of properties and rights of way
immediately around or within the site would experience
substantial adverse visual effects. From other locations
around the site, the potential effects would be reduced and
in places there would be no close views. Views toward the
proposed development for motorway users would be
possible, but these would be screened at least in part by a
combination of the existing landform variations and the
proposed mounding, planting and fencing. Also, views
would be brief.

Overall, the actual visual extent and effects of the
proposed development would be considerably less than
may be initially perceived from reviewing the proposals on
a two dimensional plan. Subsequent care and attention to
the detailed design of the development would be
important. In particular, careful regard to the design of the
roofscapes, building elevations and intermodal facility
would be essential. The use of recessive colours, design
techniques and materials to reduce the mass and visual
presence of the buildings and roofs and intermodal cranes
would be significant in influencing the ultimate detailed
nature of the visual effects. As the Landscape Framework
matures, the visual effects would diminish over time.

In conclusion, the scheme would establish a significant
and accessible Landscape Framework and in the long
term would include some localised benefits arising from
the maturing of the proposed woodland and habitats. The
application of the proposed Landscape Management Plan
for all of the Landscape Framework proposals would
ensure that these successfully establish and thrive in the
longer term.
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SECTION 4: LIGHTING CONDITIONS

41

4.2

4.3

4.4

The effect on light conditions is an environmental
consideration because, whilst the site is relatively dark at
present, the scheme will require adequate lighting for
operations to continue potentially 24 hours a day. Also,
the construction stage would necessitate security lighting
and illumination of activities, depending on the phase of
the project and the time of year. Unless otherwise agreed,
construction working is likely to be between 0800-1800
hours on weekdays, 0800-1300 on Saturdays and not on
Sundays or Bank and Public Holidays.

Relevant planning guidance at the national, regional and
local level requires that a development should use the
minimum sufficient amount of lighting to ensure the safe
and secure use of a site, without significantly affecting local
sensitive receptors due to light spill, glare and sky glow.

Consultation with Maidstone Borough Council has
indicated that reference should be made in the
assessment to the Guidance Notes for the Reduction of
Obtrusive Light, published by the Institute of Lighting
Engineers (ILE) in 2005. These guidelines define four
types of lighting zone depending on existing lighting
conditions, that can be used in determining lighting
standards. These vary from the E1 Environmental Zone
(EZ), an intrinsically Dark Landscape, for example an
AONB, to the E4 EZ, which is a High District Brightness
Area, such as a city centre. The ILE Guidance Notes also
define the terms used in describing artificial lighting
effects, in particular:-

- Sky Glow - the upward spill of light;

- Light Spill - the unwanted spill of light into adjacent
areas;

- Glare - the uncomfortable brightness of light against
a dark background;

- Light Trespass - the spilling of light beyond a
boundary causing nuisance.

The approach followed in the assessment of lighting
conditions is as follows:-

- Assess the existing baseline lighting conditions in the
area;

- Identify key sensitive receptors in the area, e.g.
nearby houses, important ecological habitats and
users of roads and rights of way;

4.5

4.6

- Define significance criteria for evaluating and
comparing any lighting effects, comprising major,
moderate and minor positive or negative and neutral;

- Assess the broad effects of the development on
receptors with a typical lighting scheme, assuming no
considered mitigation measures, such as a fully
controlled lighting strategy using best technology, or
a carefully designed landscaping scheme;

- Describe the specific lighting strategy and proposals
designed for the KIG scheme having regard to
existing lighting conditions, in liaison with a well
recognised lighting provider (Thorn), with the results
being subject to comprehensive technical modelling;

- Explain the other mitigating measures which will
reduce potential lighting impacts, including the
landscaping strategy, site layout and orientation of
buildings and the good practice guidance that would
be followed in constructing the development such as
that issued by the Construction Industry Research
and Information Association (CIRIA) and the ILE; and

- Assess the residual environmental impacts of the
lighting scheme with the proposed mitigation in
place.

With regard to the baseline surveys, these were
undertaken in early April 2007 to identify the lighting
installations in and close to the site and to measure
existing lighting levels. Measurements were taken at 15
monitoring locations in the area of the site. The surveys
confirmed that the site itself can be classified as an E1 to
E2 EZ, influenced by the low lighting levels across the site
combined with the more intense lighting environment
adjacent to the urban area and M20 Junction 8. Off site,
the AONB to the north was recorded as an E1 EZ, a
relatively dark landscape. Bearsted was identified as
generally an E2 EZ, that is a relatively dark urban location.

In terms of the outline lighting scheme for the development
prepared in conjunction with Thorn, this is based on a
strategy using best practice guidance and technology. It is
designed to:-

- be compliant with the minimum lighting requirements
indicated in relevant guidance documents;

- ensure the safety of employees and security of
property;




4.7

4.8

4.9

4.10

- reduce costs on long term maintenance;
- ensure energy efficiency is maximised;

- ensure that light spill, glare and upwards light loss to
surrounding receptors are minimised and are in
accordance with an E1/E2 EZ.

The types of areas of the site to be lit, using different
lighting column heights and fittings, are car parks, loading
areas, major roads and the intermodal area. A total of 536
light fittings would be installed, of 5 separate lighting types.
The maximum column height would be 12m, while in the
intermodal area 30 lights would be installed on the five
gantry cranes to a maximum height of 25m. The
remaining lighting in the intermodal area would be low
level. Similar low level lighting is specified for the new
railway sidings in the west end of the site. Sky glow will be
controlled through use of full horizontal cut-off lanterns and
low reflectance tarmac on hard standing areas. In
addition, all light fittings will be installed with flat glass, with
aiming and tilting angles optimised to avoid light spill.
Light shield attachments can also be attached to enable a
light beam to be cut off exactly where required, in any
situations of extreme sensitivity to light spill, such as if
dwellings are very close-by.

The assessment first considers the potential impacts of a
typical lighting scheme, without the full mitigating
measures that would be undertaken at KIG. It predicts that
there could be potential minor to moderate negative
effects during the construction phase. The precise type
and extent of these effects would depend on the location
of the particular phase of construction and the degree of
care assumed in the location of site accommodation
buildings and compounds and the selection and operation
of temporary lighting installations.

Considering next the potential lighting implications of the
finished and operating development, again without
mitigating measures, effects on neighbouring residential
receptors are assessed to be minor negative for properties
on Fremins Road/Mallings Drive and moderate negative for
those on Thurnham Lane, Roundwell, Barty
Farm/Glenrowan House, Chrismill Road, Woodcut Farm
and Chestnuts, the latter being close to the site access.
The impact of glare on road users, pedestrians and cyclists
could be minor to moderate negative. The impact in terms
of sky glow could be of moderate negative significance.

At the construction stage, the residual impacts would be
controlled by appropriate mitigation measures including:-

- Following best practice as recommended by CIRIA
and the ILE, as part of the CEMP;

4.1

- Restricting the hours of construction activity;

- Appropriate  location of temporary lighting
installations in agreement with the local planning
authority;

- Appropriate directing of floodlighting;

- Use of modern lighting installations to minimise light
spill and sky glow;

- Work programmes to take account of the location of
sensitive receptors;

- Lighting to be switched off unless specifically needed
for construction or safety reasons;

- Undertaking at an early stage of the programme
permanent earth mounding, bunding and planting
proposals forming part of the landscape strategy,
which would have a beneficial screening and
buffering effect for neighbouring properties.

The impacts on lighting conditions at the construction
stage would be reduced by these mitigation measures and
the residual effect would be neutral to minor negative.

4.12 At the operational stage, the principal mitigating factors

are:-

- The implementation of the proposed comprehensive
landscaping strategy, including carefully sited earth-
mounding and bunding, with screen fencing where
appropriate, together with structural tree and shrub
planting areas, especially on the periphery of the site.
The design of the landscaping framework has
specifically taken into account the locations of
sensitive neighbouring receptors;

- The layout and orientation of the scheme, which
place the principal lit areas well away from dwellings,
shielding them with the large buildings themselves;

- The installation of a fully controlled lighting strategy,
using best modern technology, along the lines of that
outlined and modelled at this stage in conjunction
with Thorn.

4.13 As a result of these measures, it is assessed that the

impact on neighbouring residential receptors would be
neutral in respect of properties on Roundwell; neutral to
minor negative for properties on Chrismill Road; minor
negative for Woodcut Farm, Barty Farm/Glenrowan House
and properties on Thurham Lane and Fremins
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4.14

4.15

Road/Mallings Drive; and minor to moderate negative for
Chestnuts.

For road users and pedestrians and cyclists, although the
setting of the current night time scene and views of the
area would be affected in the short term, the establishment
of the development over time within the strong landscape
framework, would mean that residual effects are neutral to
minor negative.

In terms of sky glow, although there will be some increase
in upward light loss, the adoption of the good practice
measures proposed and the gradually more enveloping
nature of the landscape framework should enable the
residual impact to be ameliorated to minor to moderate
negative significance.
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SECTION 5: ECOLOGY AND WILDLIFE
CONSERVATION

51

52

53

54

The impact of the development on the ecology of the site and
its surroundings is a relevant environmental aspect principally
because of the potential effects of woodland habitat loss and
general fragmentation of the local biodiversity, particularly the
effect on bat and bird species. Once operational, the
development will increase noise and night time lighting levels,
which, without satisfactory mitigation, would have impacts on
local ecology.

The assessment takes account of Planning Policy Statement
9 on Biodiversity and Geological Conservation of August
2005 and a range of other policy guidance documents.
These include the Kent Biodiversity Action Plan, which
establishes that where impacts on habitats cannot be
avoided, mitigation through the provision of replacement
habitat will be necessary and opportunities to improve the
environment will be sought.

The approach of the assessment has been agreed in
consultations with the Environment Agency (EA), Kent
County Council (KCC) and the other relevant nature
conservation bodies. As the first step, the scope was defined
and a relevant study area identified, including a Zone of
Influence (ZI) for the purposes of the impact assessment.
The ZI has evolved as the scheme has progressed, to
comprise the application site itself, the River Len and part of
the Honey Hills Wood Pasture and Golf Course local wildlife
site, lying to the north west of the site. Baseline data
collection was undertaken through a combination of desk
based studies, on-site habitat surveys between May 2004
and June 2006 and additional protected species surveys.

The next step was the evaluation of the significant ecological
resources, or receptors, identified by the baseline studies. The
scale of importance used has 8 levels, which, in descending
level of importance, are International, UK/National, Regional,
County/Metropolitan, District/Borough, Local or Parish, Site
and Not Ecologically Valuable. The threshold value of
importance for including a receptor in the current assessment
is Local value or higher. Impacts are characterised by
reference to the ecological structure or function of the feature
in question, for example its fragility/stability, or connectivity to
other features or ecological resources. Impacts are
considered separately for both the construction and
operational stages of the proposed development. In addition,
a series of parameters are used to qualify an impact,
comprising positive or negative, magnitude, extent, duration,
reversibility, timing and frequency. Finally, impacts are also
described according to the confidence of the prediction, that is,
certain/near certain, probable, unlikely and extremely unlikely.

5.5 Thus, for example, a given effect could be assessed as a
probable, irreversible, negative impact on a receptor of county
importance at the construction stage.

5.6  Within this framework, the assessment sets out the main
receptors in the ZI identified in the baseline work, together
with their assessed importance values. These are listed
below, divided between habitats and species:-

RECEPTOR VALUE

Habitats

River Len system (1 km away) County

Honey Hills Wood, Pasture and Parkland

Local Wild Life Site (adjacent to site) County

Semi-natural broad leaved woodland

(on site; 4.5 ha) Borough

Railway embankment (on site; 6 ha) Borough

Parkland habitat (combination of mature

trees and pasture) (on-site; 4 ha) Borough

Species-rich hedgerows (on-site; 520 metres) Local

Ponds (on-site; 5 in number)

Wet field ditches (on-site; 1.4 km)

Local (at least)

Local (at least)

Roadside verges Site

Protected and Notable Species

Badgers Site

Brown Hare Local

Bats Borough

Birds Borough

Reptiles (common lizard, grass snake

and slow worm) Site

Great Crested Newts Local

Invertebrates Under further
investigation
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The assessment of impacts, mitigating measures and
residual impacts is then divided into 5 categories, namely
direct habitat loss, indirect habitat degradation, effects on
protected species, hydrological impact (related to streams
and ditches on site) and impact from the operation of the
finished development.

a) Harm to Habitats

Commencing with direct habitat loss as a result of the
proposed development, the 3 relevant aspects are
summarised briefly as follows:-

i) Semi-Natural Woodland

Whilst both Common Wood and most of Chrismill Shaw
are retained, despite extensive review of the Masterplan it
has not proved possible to avoid removal of The Belt and
some fragmentation of Chrismill Shaw. Together these
amount to 1.7ha of woodland. Unmitigated and given the
identified level of importance of this receptor, this is
assessed as a potential impact that is certain and of
Borough significance.

It is proposed to mitigate this loss by new woodland
planting along the west side of Chrismill Road and to the
north east of Chrismill Shaw, thus consolidating the
wooded corridor at Chrismill Road. This would include the
translocation of trees and species-rich groundflora from
The Belt, in order to retain biodiversity and local genetic
plant stock. The new and retained woodland would be
managed by an Environmental Management Company
with the dedicated purpose of nature conservation benefit.

Also, the woodland would be kept from intrusion and from
the cattle grazing to which The Belt has been subject. The
latter prevents the growth of understorey vegetation and
the associated biodiversity. A particular benefit of the
proposed mitigation would be the restored role of the
Chrismill Road area as a commuting and foraging site for
the serotine bat.

These measures are assessed to result in a reduction of
the impact to a residual level of probable Local negative
significance.

ii) Loss of Vegetation on Railway
Embankment

The stripping and regrading of the railway embankments
would lead to the loss of the existing plantation woodland
and scrub vegetation currently forming a green corridor
through the site. In the longer terms, whilst the northern
side will become part of the built development, the

5.14
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5.18

regraded southern embankment will become revegetated.
In the absence of any mitigation, the temporary loss for
approximately 7 years and permanent reduction in width of
this habitat is assessed as an impact of certain negative
Local significance.

Mitigation is possible, however, through carefully selected
replanting of the southern side with species that promote
biodiversity, although the loss in corridor width would
remain. The newly planted side would take some 3 years
to start becoming effective as an ecological corridor. The
residual negative impact would be of no significance at a
Local level or above.
iiii) Loss of Parkland Habitat

The development would result in the loss of around 1.1ha
of parkland habitat (grassland with individual mature
trees), in the central southern part of the site. The amount
of loss has been reduced as much as possible in the
design process. The impact is assessed to be certain,
permanent and negative of Local significance.

In mitigation, the remaining 3.4ha area of parkland will be
brought under permanent positive management for
wildlife, potentially for the promotion of species-rich acid
grassland, with some new trees to be planted to improve
the age range. Similar promotion of acid grassland would
be undertaken in a 4.8ha landscape area in the north west
of the development, which will also include a redirected
watercourse and balancing ponds. Overall, the measures
would bring about an increase in biodiversity, assessed to
be a probable positive benefit of Local significance.

iv) Loss of Ponds and Wet Field Ditch Habitat
The scheme would result in the loss of one pond, the
culverting of approximately 160 metres of field ditch, the
loss of around 270 metres of existing field ditch and the
realignment of a further 680 metres of field ditch. Further
ecological survey work of these ditches is being
undertaken, but preliminary habitat assessments indicate
that they are of at least Local value.

The impacts would be mitigated by the creation of 5 large
ponds as part of the sustainable drainage strategy,
exceeding 1.9ha in total area; the restoration of one
wildlife pond in the Chrismill Road ecological corridor and
ecological enhancement of the one kilometre of redirected
watercourses. The restored pond would be of benefit to
the Great Crested Newts already known to inhabit a
nearby existing pond just off-site. The overall residual
impact is anticipated to be positive.
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b) Indirect Degradation of Habitat

Construction activity over a probable 7 year period
involves the risk, if unmitigated, of gradual harm to the
retained vegetation on-site and to the local wildlife site
adjacent to the north west of the development. Potential
impacts include churning of soil through vehicle
movement, salt spray and dust deposition. Such impacts
would be negative and could range from local-county
significance, depending on the extent of any harm to the
adjacent local wildlife site and the degree to which the on-
site habitats relied upon for other aspects of the mitigation
strategy might be significantly degraded.

These risks can be effectively mitigated through robust
preventative measures during the construction
programme and good construction practice. Details would
be defined in the CEMP, the implementation and
monitoring of which would be the responsibility of a Project
Environmental Manager. The residual impact would be
probable not significant at the Local scale or higher.

With regard to the 120 metres of roadside verge just
outside the eastern end of the site protected under Local
Plan policies, these could suffer temporary impact through
construction dust and spray. Such an impact is assessed
to be site level or lower and could be effectively mitigated
by standard good practice measures, such as vehicle tyre
wash-down, sheeting of lorry loads and fine mesh fencing.

c) Impacts on Protected Species

The application site contains populations of bats, reptiles,
great crested newts and badgers, all of which will be
impacted through varying degrees of habitat loss. There
are also legal implications should protected animals be
kiled. The ecological significance of development in
respect of each is summarised below.

i) Badgers

Evidence of badgers has been found in Common Wood.
They could be affected by loss of potential foraging land
around Barty Farm, although this behaviour is
unconfirmed. Given that badgers are common in Kent and
are relatively adaptable to land use changes resulting from
development, the impact of the KIG scheme is assessed
to be of probable negative significance at the site scale or
lower.

In mitigation, a badger survey will be undertaken prior to
commencement of construction and any necessary
protective measures taken in accordance with best
practice in relation to badgers as detailed in the CEMP.

5.25
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The retained wildlife area in the southern central part of
the site provides sufficient resources for badgers to remain
in the locality in the long term. The residual impact,
therefore, is considered not significant.

ii) Impacts to Brown Hares

Hares require large areas of open countryside typical of
lowland farmland, so the loss of sizable areas to the KIG
development is likely to result in some fall in the local hare
population, contributing to the overall decline in Kent. This
is assessed to be an impact of probable negative local
significance. No appropriate on-site mitigation is possible
and so the only suitable measures to benefit the species
involve improved management of lowland farmland
elsewhere. This is already being delivered by the Kent
Habitat Action Plan for Hares and other farmland
initiatives. The residual impact is, therefore, unchanged
from the base assessment.
i) Impact on Bat Species

The development will affect bats through loss of
approximately 14ha of foraging habitat and also existing or
potential roosting sites in buildings and trees. Of particular
importance is the key foraging area along Chrismill Road
for Serotine bats, for which Kent is a stronghold. Without
mitigation and if the potential decline in bats locally
extended to the Serotine species, the impact could be
negative of Borough significance. Inappropriate site
clearance works could potentially lead to harm to bats,
with legal implications.

In terms of mitigation, the landscape strategy has been
specifically designed to off-set the loss of foraging for bats,
through the creation of new woodland and scrub corridors,
species rich grassland and new ponds and streams.
These measures will have direct benefit to Serotine bats in
the Chrismill Road area. Also, the development lighting
strategy has been adapted to minimise impact on bat
activity. Barty Farm and Glenrowan House are bat roosts
and will be retained. In addition, there will be new bat
roosting provision in the form of bat boxes in trees and on
the proposed 'living wall' to be installed along the southern
side of units E and F facing Common Wood, plus at least
one 'bat tower' installation. Any buildings to be removed
and trees to be felled would need to be carefully prepared
to avoid any potential harm to any individual bats.

Overall, it is expected that bats will be preserved on the
site, but at lower densities than exist now. The residual
impact with mitigation is assessed to be of probable Local
negative significance.
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iv) Effect on Birds

A breeding birds survey of the site is to be undertaken over
the summer 2007, but it is known that 20 species of
conservation concern are present across various parts of
the development land. The loss to development of over
100ha of mixed farmland is considered to be a negative
impact of Borough significance.

As mitigation, a range of measures would be undertaken,
varying according to the particular species. In some
cases, however, on-site mitigation is not possible, for
example the skylark, which requires extensive open
farmland.  The provision of 'living roofs' for the
warehousing buildings has been investigated, but found
not to be possible in view of their size and the engineering
difficulties. After mitigation, the residual impact on birds is
provisionally assessed as negative Local significance.

V) Effect on Reptiles

The development could result in the loss of low
populations of common lizard, slow worm and grass
snhake, which would be a certain impact of site scale, or
lower, significance. Any harm to individuals reptiles would
have legal implications.

To mitigate impact, a capture and translocation
programme would be undertaken before construction, in
accordance with the relevant guidelines. The receptor site
would be the enhanced parkland habitat and grassland
adjacent to Common Wood. The area would be secured
with reptile fencing, to be removed on completion of the
development, allowing re-colonisation of suitable areas.
Legal impacts would thus be avoided and environmental
impact would remain at Site scale or lower.
vi) Great Crested Newts

The development, without mitigation, could result in harm
to great crested newts in their terrestrial habitat, that is,
where they reside when away from their breeding ponds.
Also, it would result in loss and fragmentation of some
terrestrial habitat at Chrismill Shaw, which is associated
with a near-by off-site breeding pond. No loss of actual
breeding ponds would be caused by the development, so,
although a decline in population locally may result,
complete loss of the species to the area is very unlikely.
Accordingly, the unmitigated impact is assessed to be
certain, of significance at Site scale or lower.

To mitigate impact and avoid harm to great crested newts,
capture and translocation would be undertaken alongside
that for reptiles. The receptor site would be a reptile
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fenced area within or alongside the application site.
Fencing would be removed on completion of the
development to allow recolonisation of suitable habitat.
Amphibian tunnels and bridges would be provided
across/under Chrismill Road, allowing migration along a
wildlife corridor between the existing off-site breeding
pond and the pond to be restored on site as part of the KIG
development to the west of Chrismill Road. The habitat
creation to be undertaken across the scheme will also be
of specific benefit to newts. The residual impact overall
would be of a low order, not easily differentiated from the
base position.
vii) Effects on Invertebrates

Various habitats of value to invertebrates have been
identified across the site totalling around 10ha in overall
area. Furthermore, detailed surveys are being undertaken
to assist in quantifying the development impact. Of the
significant habitat, approximately 6ha will be retained and
enhanced for invertebrate life and a further 5ha of suitable
invertebrate habitat will be recreated in the finished
scheme. This is assessed provisionally to amount to a
negative impact of Local importance.

As mitigation, specific enhancements of benefit to
invertebrates would be carried out in the relevant habitat
areas across the site, to be further adapted in the light of
the new survey results. The only existing valuable habitat
that will be lost and not directly mitigated is the area of tall
ruderal vegetation adjacent to the motorway in the
northern central part of the site. Its main value, however,
is due to the presence of flowering herb and grass species
and this characteristic will be recreated in the significant
proposals for acid and neutral grassland across the
scheme. The overall residual impact on invertebrates,
therefore, is provisionally assessed to be non-significant.

d) Hydrological Impact

There may be concerns over the construction and
operation of the development for the River Len system to
the south of the site and for on site water quality generally.
These concerns would be mitigated by the implementation
of the appropriate temporary and permanent drainage
strategies for the construction and operational phases.
Also, measures would be undertaken to attenuate any
potential impacts on water quality, including roadside
swales and fuel interceptors, in addition to the proposed
network of drainage ditches and ponds. The residual
impact as a result of these measures, to be agreed with
the EA, would be ecologically non-significant.
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e) Operational Impact

5.38 The principal operational impacts to take account of are
the lighting and noise implications for bats and birds. At
worst, these could negate the positive effect of other
mitigating measures, for example habitat recreation.

5.39 The potential lighting impacts on bats have been mitigated
by specific attention in the design and modelling of the
lighting scheme. Accordingly, lighting levels are kept
deliberately low in sensitive areas for bats, in particular the
foraging and commuting area along Chrismill Road.

5.40 In terms of noise, the areas more affected on the north
side of the development are already adjacent to the
motorway and not generally favourable habitat for birds.
Conversely, the areas offering favourable bird habitat on
the south and west sides and in the ecologically valuable
corridors passing through the site, are inherently quieter,
being detached from significant noise sources and
buffered by the buildings themselves. This applies
particularly to the area including Common Wood and its
adjacent wild life area in the central southern part of the
site, which would also have the 'living wall' on its northern
edge, with bird and bat boxes. Accordingly, operational
noise and lighting are not assessed to result in
environmental impact significantly exceeding those related
to the construction stage of the development.

5.41 In summary, the scale and nature of the proposals mean
that there is the potential for associated wide ranging
ecological impacts. Through detailed ecological input into
the design process, however, it has been possible to either
eliminate or reduce these impacts such that the resulting
scheme will bring about only a small number of negative
impacts of Local residual significance. These stem from
woodland habitat loss, reduction in available foraging
habitat for bats and reduction in available habitat for some
birds of conservation concern. There is one positive
ecological impact of the scheme, this being the restoration
of existing parkland type habitat to recognised priority
habitat status.
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SECTION 6: GROUND CONDITIONS

6.1

6.2

6.3

6.4

Chapter 9 of the ES considers ground conditions and
examines the way in which the proposed development will
impact upon the existing soil and geology and how this will
be redistributed to accommodate the proposal, through
appropriate cutting/filling and slope, embankment and
foundation design. It also undertakes a qualitative risk
assessment in accordance with relevant legislation and
guidance of the possibilities of land contamination, how
the development may affect these risks and what
mitigation should be provided.

Baseline information is acquired through:-

- Desk-based study of geological data, including the
British Geological Survey;

- Follow-up physical site investigations, including
boreholes, trial pits, permeability testing and soils
sampling for laboratory testing purposes;

- Research into historical and current site uses, to
identify possible sources of contamination.

In terms of geology, the site is generally underlain by Gault
Clay (a stiff clay material) in the northern part and
Folkstone Beds (a fine to medium-grained quartz sand) in
the southern part. At depth, the clay itself is underlain by
the sand. These materials are beneath an average of 0.25
metre of topsoil across the site.

Relating this broad pattern to the individual building
platforms to be created, the proposals can be summarised
as follows:-

Proposed
Building/Facility

Ground In Cut
(at proposed floor level)

Ground Below Fill
(at proposed floor level)

Intermodal area

Clay Small part clay fill, over

clay

Unit 01

Clay Clay fill, mainly over clay

Unit 02

Clay Clay fill over clay

Sand Sand fill over sand

Sand
(clay above removed)

Sand and clay fill over
sand

Clay No fill

No Cut Clay fill over sand

No Cut Clay fill over sand

No Cut

Clay fill over sand

With regard to the overall balance between cut and fill
across the site, a key factor is that the level of the buildings
and intermodal area on the north side of the development
are relatively inflexible, being determined by the railway

6.6

6.7

and new sidings. Since an excess of cut over fill is
necessitated there, the balance has to be absorbed on the
south side in order to achieve a sustainable development
that is reasonably self contained in the cut and fill balance,
with material to be disposed of off-site kept to a minimum.
Accordingly, discounting topsoil, which is organically active
and, therefore, not usable as load-bearing material, the cut
and fill balance can be summarised as follows:-

- Estimated excavation (cut) 1,835,000m3
- Estimated structural fill
1,564,000m3
- Estimated landscape fill 263,000m3
- Material requiring to be
disposed of off-site 8,000m3

(e.g. contaminated or unusable in engineering
terms)

Some of the topsoil will be reused in earth mounding and
bunding, or as cover for the new soft landscaping and
amenity areas. The remainder may be re-employed on
neighbouring farmland, or sold as a resource to be used
elsewhere, via road or rail transport.

Given the cut and fill pattern over the site, with clay from
the north being re-used to the south, the ability to re-
deploy the sometimes difficult clay material effectively is
important to the outcome of the construction works. To
achieve the desired result, the engineering of each plot will
need to be researched and designed individually, with
special attention to:-

- The characteristics and prevailing condition of the
particular ground materials, as tested on site and
analysed on laboratory conditions;

- The depth of any excavations and hence any the
predicted degree of 'heave' (uplifting movement),
following exposure to the elements;

- The calculated degree of settlement in filled areas;

- The particular design of cut and fill slopes according
to the depth and condition of material, to ensure
stability;

- The particular type of foundation necessary to the
specific location, eg sleeved piles to cater for ground
movement, or suspended slab design;
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- Use of appropriate techniques to improve fill material,
for example lime stabilisation, or other additives.

Overall, the proposed earthworks strategy is intended to
achieve optimisation, in terms of minimising and balancing
cut and fill having regard to the constraints of the site
topography and the building levels regime, the latter taking
account of railway levels and the setting of buildings so as
to have reasonable visual containment.

On the issue of possible ground contamination and the
impact of the development, the ES identifies that the site
has no significant industrial legacy, having been principally
farmland over a long period. Accordingly, identified
potential sources of contamination are restricted to:-

- A small former gas works at the eastern end of the
site, which may historically have left contaminants in
the ground;

- The embankment for the railway running through the
centre of the site, which was constructed around 100
years ago from material of unknown origin and
composition;

- The disused petrol filling station immediately off-site
at the eastern end of the site, which may have
disused tanks and other infrastructure still harbouring
contaminants.

The relevant human and environmental receptors for the
purposes of the assessment are identified, including the
aquifer beneath the site from which potable water is
extracted, ponds and streams on and off site, current and
future site users, construction workers and local eco-
systems. In all cases, the risks of harm in the context of
commercial end use of the site are assessed to be low to
moderate.

In terms of mitigation, it is proposed that early investigation
should be undertaken of the existing drainage system of the
site and appropriate improvements made. Intrusive ground
investigations should be carried out, including particularly in
the areas of the site where contamination risks have been
identified. Requisite remediation measures would be
agreed, designed and implemented. Piled foundation
designs would be agreed with the EA to avoid risk of any
contaminants finding a pathway to the aquifer. Possible
harm to construction workers through inhalation of
contaminants would be addressed by good construction
practice, including dust suppression measures. Harm to
future workers and visitors to the development would be
avoided by applying clean soil cover of sufficient depth to
new amenity and landscape areas.

6.12 By means of these measures, the potential environmental

impacts from any ground contamination would be
minimised.
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SECTION 7: DRAINAGE AND FLOOD
RISK

71

7.2

7.3

7.4

Chapter 10 of the ES deals with the drainage and flood risk
implications of the proposals. It is supported by separate
flood risk and hydrogeological impact assessments. The
proposals described and assessed in the section have
been developed through consultations with the EA,
Southern Water (SW) and Maidstone Borough Council.
They take account of all relevant policy and guidance
documents, including Planning Policy Statement 25 on
Drainage and Flood Risk and publications on good
practice and methodology by construction industry bodies
and the Institute of Hydrology.

With regard to baseline information, given that the site is
essentially greenfield with only a few dwellings, there is
little sewerage infrastructure. There are public foul sewers
running along the A20 Ashford Road and Chrismill Road.
SW confirms that there is insufficient capacity in the local
sewage treatment works to serve the development.
Similarly, the greenfield condition of the site means there
is little impermeable area, a factor significantly affecting
existing surface water run-off rates. SW, again, confirms
there is inadequate capacity in the public sewer network to
accommodate the surface water drainage effects of the
proposal. In terms of water resources, the site is crossed
by 3 watercourses draining to the River Len to the south,
each with its own catchment area defined by existing
topography. These are subject to on-going monitoring of
their flow characteristics. The Folkstone Beds, sand
material, underlying parts of the site act as an aquifer, from
which public water supply is abstracted. In relation to flood
risk, the site is classified by the EA as falling almost
entirely within the zone of low probability of flooding. No
records of flooding incidents on the site have been found.

Timing and uncertainty factors prevent the KIG
development from integrating with any future
comprehensive foul drainage provision to serve the major
urban development at east/south east Maidstone
proposed in the emerging Local Development Framework.
In developing the KIG scheme, therefore, two alternative
options were considered. One was an on-site water
treatment works to serve the development itself, but this
was discounted because of the difficulties of identifying a
watercourse with appropriate flow to accept the final
effluent discharge.

The other option, being pursued, is to provide 3 pumping
stations on the site corresponding to the 3 catchment
areas, with the most westerly receiving flows from those to
the east. From here, new connections would be formed to
the existing Aylesford water treatment works, situated

7.5
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around 11 km to the north west. The off-site connection
works would be constructed by SW, through a requisition
agreement under the Water Industry Act. The first stage of
this requisition process has already been completed, with
SW giving an indicative route and budget costings. The on-
site pumping stations would be constructed as part of the
KIG development, for adoption by SW.

The strategy for surface water drainage has been
developed through consultation with the EA. It is based on
Sustainable Urban Drainage Systems (SUDS) techniques,
including particularly large detention ponds within each
catchment area of the site. These will be supplemented by
other SUDS measures, such as roadside swales, pervious
paving and infiltration trenches, to be designed in further
detail following subsequent comprehensive percolation
testing after the initial cut and fill works are complete.
Regard will also be paid to ground water protection
concerns.

In terms of the watercourses crossing the site, to
accommodate the development these will need to be
diverted in parts and culverted beneath the intermodal
area.

Turning to the potential environmental impacts and their
mitigation, the off-site foul drainage solution employing new
connections to the existing infrastructure means that
environmental impacts are very effectively controlled. With
the adopted on-site pumping stations and new sewer
connections being monitored and maintained by SW, the
residual risks of harm on or off-site are slight.

In respect of surface water drainage, impacts will be
avoided by measures including the following:-

- All surface water drainage systems, including SUDS
installations, will be designed to accommodate a one
in 100 year rainfall event, plus a minimum 20%
allowance for climate change, without causing
surface flooding;

- Only uncontaminated surface water run-off, such as
from roofs, will be permitted to drain directly to the
ground;

- Surface water run-off from car park areas will either
drain through trapped gullies or through adequate

filtration provided by a pervious construction;

- Run-off from service yard areas will pass through
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trapped gullies and appropriate oil/petrol interceptors;

- Run-off from highways will either pass through
trapped gullies or drain into swales that are either
lined or incorporate adequate filtration;

- Run-off from the impermeable surfaced parts of the
intermodal area will pass through trapped gullies and
appropriate oil/petrol interceptors;

- The part of the intermodal area with a pervious
surface will be lined to prevent the migration of
pollutants to the underlying aquifer, with percolated
surface water being collected through a semi-
permeable pipe network to pass through appropriate
oil/petrol interceptors.

With all SUDS and flow-control devices being subject to a
maintenance regime that would be agreed with the EA,
any residual risks of environmental harm will be
minimised.

Hydrogeological impacts, principally related to the works to
the watercourses, will be mitigated by the creation of
lengthened and meandered alignments, incorporating
ecological enhancements. Wetland areas will also be
created through the formation of the SUDS detention
ponds. Such works will take into account any implications
of culverting on re-charge potential for ground water and
this will be further informed by the on-going flow
monitoring. Design measures to avert any adverse impact
on ground water levels and abstraction operations from
the extensive cut and fill works will be developed through
a detailed method statement to be agreed with the EA,
based on borehole investigations. Any residual
environmental impacts will be controlled by a long term
ground water monitoring regime to be agreed with the EA.

Finally, with regard to flood risk, restriction of discharges to
water courses to existing run-off rates and the surface
water drainage system being designed to accommodate
the one in 100 year rainfall event with climate change
allowance, will ensure that the development will not be at
risk of flooding and that flood risk to downstream property
will not be increased. Any residual long term risk of
adverse impacts will be averted through the appropriate
maintenance regimes for the infrastructure to be agreed
with the EA.
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SECTION 8: NOISE AND VIBRATION

8.1

8.2

8.3

8.4

The noise and vibration implications of the KIG
development are considered in ES Chapter 11, both for the
construction and operational phases. It draws conclusions
on the need for mitigating measures and any residual
environmental effects. The construction phase is
assumed to be a 7 year period.

All relevant guidance, standards and criteria for assessing
the significance of change in noise and vibration are
reviewed, together with national, regional and local
planning policy on the subject.

In terms of approach, the assessment establishes existing
noise and vibration conditions for the day and night time
periods, by long and short term measurements at key
points around the site, referred to as noise sensitive
receptors (NSRs). The likely noise levels generated by the
various aspects of the proposal, for example the
construction processes, operational plant on or in finished
buildings, rail movements and activity in the intermodal
area, are derived from existing studies and 'source
measurements' at similar facilities elsewhere. The noise
from the proposals is then compared to the existing
ambient noise conditions, to enable judgements as to
whether the noise changes are significant relative to the
accepted objective standards and criteria. These include
both overall change averaged over day and night time
periods and a separate criterion for whether maximum
noise incidents would be at a level likely to cause sleep
disturbance. The assessment also covers cumulative
noise effects from different aspects of the proposal. When
noise changes are assessed to be significant, then
potential mitigation measures and their effectiveness are
explored.

Eight locations representing the NSRs are used for the
baseline noise measurements taken in March 2007 and
these are listed below:-

i) West View House, on Thurnham Lane;

ii)  On bridle path adjacent to railway line on opposite
side of tracks to Fremlins Road;

iiiy Barty Cottage, off Roundwell;

iv)  Chrismill Lodge, off Chrismill Road;

v) Infield to the east of Woodcut Farm;

vi) In field to north of Chestnuts;

8.5
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vii) Adjacent to Mantles Farm/First Lane, off A20 Ashford
Road;

viii) In field to west of White Heath.

A vibration survey was undertaken in April 2007 adjacent

to the Ashford to Maidstone East railway line, close to
Fremlins Road on the edge of Bearsted.

The existing noise climate in the area was found to be
dominated by road traffic on the M20, road traffic on the
local road network, train movements on the Ashford to
Maidstone East railway line, Eurostar trains on the
Channel Tunnel Rail Link and occasional aircraft
overhead. The long term baseline noise levels were found
to show relatively little variation between day and night. In
addition, it was found that the maximum noise of existing
freight trains passing on the main line is already likely to be
exceeding the relevant sleep disturbance criterion at the
rear of properties on Fremlins Road and Mallings Drive.

With regard to the likely noise effects of the proposals, the
construction phase as described in the Construction
Method Statement accompanying the application is broken
down into 31 separate types of activity, for example
material deliveries, dump truck movement, operation of a
compacting roller and so on. The noise effects of each
activity are established from known data. In terms of the
operational stage of the development, for railway
movements and the operation of the intermodal area,
empirical 'source measurements' have been derived from
a site visit in March 2007 to a similar rail freight
interchange at Widnes.

By relating the anticipated noise of the 31 generic types of
construction activity to the distance from the NSRs at
various stages of the construction process, the
assessment finds that, without mitigation, substantial
adverse effects may be experienced for a temporary
period at all of the 8 receptor locations, affecting some 69
dwellings. Construction traffic in itself, however, would not
have a significant effect. Similarly, the vibration effect of
the most severe of the defined construction operations, for
example vibratory rollers, would not be significant at the
nearest potentially affected properties.

With regard to the noise effects of the finished
development, these are considered separately in the
assessment according to the following categories:-

i) Industrial, by which is meant heating, ventilation and
air conditioning equipment (HVAC) associated with
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v)

Vi)

vii)

the warehouse and commercial buildings;

Intermodal area, rail sidings and on-site road traffic
noise;

Gantry cranes specifically in the intermodal area;

Heavy goods vehicles (HGVs) specifically in the
intermodal area;

HGVs in warehouse loading areas;

Rail and road movements within the site;

Off-site road and rail movements;

viii) Cumulative effects.

Without any mitigation being assumed, the following are
the key findings of the assessment:-

i)

v)

The effect of HYAC on buildings can be a source of
adverse noise effect, but could appropriately be
subject to planning conditions, ensuring that the
impact would not be significant at any of the NSRs;

The operation of Gantry Cranes within the intermodal
area, on account of the physical distances involved,
would not be significant. The most significant
individual maximum noise level associated with
these activities would be the placement of a
container upon a lorry or railway wagon. This is,
however, predicted to fall below the relevant sleep
disturbance criterion;

The movement of HGVs in the intermodal area is not
calculated to have a significant effect on the NSRs,
principally on account of the distances involved and
the screening effect of stored containers and the
warehouse buildings themselves;

HGVs moving in warehouse loading areas, similarly,
are not predicted to cause any significant noise
effect, primarily due to the screening properties of the
building layout;

Rail movements within the site are predicted to have
a minor adverse effect during day time conditions
and a moderate adverse effect during the night time
for the rear of properties in the Mallings Drive area,
affecting around 40 dwellings. This would be due to
train movements on the new western sidings, to the
south of Unit 01. In terms of maximum noise levels,
as opposed to average, it is calculated that freight

trains pulling away may also give rise to levels
exceeding the specific sleep disturbance criterion in
respect of properties in Fremlins Road/Mallings Drive
and on the eastern side of the southern end of
Thurnham Lane. There is no health and safety
requirement for rail horns to be sounded within the
site and it has been assumed that they will not be
used;

vi) HGV movements on site roads may cause a noise
change having a moderate adverse effect for two
properties on and behind the A20 Ashford Road
frontage, for both the day and night time periods.
The affected properties are Chestnuts and Hunters
Lodge. For the other NSRs, the effect of changes in
road traffic noise due to operational on-site
movements would be negligible;

vii) Noise change related to off-site traffic movement is
likely to be significant only for the highway link east
of the KIG access for the night time period. Only one
NSR would be affected, Chestnuts, where this would
be categorised as moderate adverse;

viii) Noise change relating to new off-site rail movement
on the main line resulting from the proposal is
calculated to be not significant in terms of the
relevant criteria;

ix) Looking at cumulative effects, the combined
influence of on-site road and rail movements and off-
site rail activity would increase the number of
properties experiencing moderate adverse effects to
around 40 dwellings. The predicted cumulative effect
of on and off-site traffic change at the one property,
Chestnuts, would be to cause a moderate adverse
affect during the day time and a substantial adverse
effect during the night time period;

x)  The main source of potential vibration associated
with the proposal is from freight trains moving slowly
between the intermodal area and new sidings and
the main line. The vibration assessment has
considered the potential effects for the nearest
dwellings, on Mallings Drive and Fremlins Road. The
results indicate that conditions relative to the
appropriate vibration criteria would be unchanged.
Accordingly, operational vibration is assessed to be
not significant.

8.11 Turning to the potential for mitigating any significant
effects, in relation to construction the development would
proceed according to an agreed CEMP, to be implemented
day to day by a specific Project Environmental Manager
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(PEM). The PEM will be trained in noise measurement
techniques and will manage and mitigate any noise issues
as they arise, including advance notification and
explanation of forthcoming noise-generating construction
activities to occupiers of neighbouring properties.

8.12 A range of other good practice measures influencing noise
effects would be adhered to, including strict observance of
permitted working hours unless otherwise authorised,
maintenance of plant and equipment in efficient working
order and installation of noise barriers, either for particular
more noise intensive periods at certain locations, or for the
duration of construction activity. Noise barriers, such as
standard 2.4 metre high hoardings, would reduce the
occurrence of significant noise impacts to 7 of the 8 NSRs.
Overall, residual construction noise effects would vary
between minor and moderate significance for
approximately 69 residential properties, depending on the
location of the NSR and the nature of the particular
construction works. All such effects will be temporary.

8.13 In relation to mitigating the noise effects of the finished
development, the following measures are proposed:-

i) Enclosure of the western sidings within a single-skin,
steel clad building. This could be open on its north
side, facing away from the potentially affected
properties in the vicinity of Mallings Drive, Fremlins
Road and the southern end of Thurnham Lane. The
recommendation for enclosure of the sidings
followed consideration of a simple vertical noise
barrier, but this was found only to have the necessary
mitigating effect when at an impractical height well in
excess of 6 metres;

ii)  Raising the land between Hunters Lodge and the on-
site road south of warehouse Unit D, to the level of
the ground at Hunters Lodge;

ii) Providing a 3.5 metre high noise barrier at the
northern edge of the land between Hunters Lodge
and the on-site road south of warehouse Unit D;

iv) Providing a 3.5 metre high noise barrier at the site
boundary around Chestnuts, on Ashford Road.

8.14 lt is calculated that through these mitigation measures,
operational noise effects can be reduced to the residual
level of not significant.
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SECTION 9: AIR QUALITY AND DUST

9.1

9.2

9.3

9.4

In considering the effects of the proposed development on
air quality and dust conditions in the area, Chapter 12 the
ES first outlines the relevant policies, standards and
objectives to be taken into account in methodology and in
assessing the significance of findings. The relevant
factors include Planning Policy Guidance 23 on Planning
and Pollution Control, the Defra National Air Quality
Strategy, the Air Quality Standards Regulations 2007 (the
Air Quality Regulations) and Defra's technical guidance
note LAQM.TG(03).

The assessment covers both the construction and
operational phases of the development. It includes a
qualitative assessment of the air quality implications of the
construction stage in terms of dust generation and also a
preliminary assessment of the effect of construction traffic
emissions on local air quality. The chosen year for
construction is 2012, when activities are assumed to be at
their peak. For the operational phases, the assessment
takes into account emissions from road vehicles coming to
and from the development as predicted in the Transport
Assessment Report, as well as emissions from the wood-
burning biomass boilers that are assumed to be installed
in three of the larger buildings. Having regard to the
advice of the Defra guidance note LAQM.TG(03) and the
likely pattern of operational activity at KIG, emissions from
diesel locomotives are not included in the assessment.

Operational air quality impacts are assessed in two ways.
The first is an assessment of local air quality based on site
activity, using a dispersion model known as AAQUIRE.
This takes account of both development related vehicle
emissions and emissions from the biomass boilers. The
second is a more widely based assessment, looking at
vehicle emissions on the immediate road links to the site,
referred to in the ES as the 'regional' air quality
assessment. This aspect of the assessment uses the
Department of Transport air quality screening
methodology, set out in the Design Manual for Roads and
Bridges (DMRB) (Vol. 11). The study year in both cases
is 2016, by when it is assumed that the development
would be fully operational.

Two scenarios are considered in the assessment of the
operational stage at the study year, these being:-

- The air quality effects based on traffic on the local
road network in 2016 without the development in
place; and

- As above, but with the effects of the proposed
development included.
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In evaluating air quality impacts, the assessment regards
these as significant if relevant air quality objectives are
predicted to be breached and if significant adverse air
quality effects are caused at sensitive receptors, for
example hospitals, retirement homes, schools and
residential areas. Reference is made to the 2 aspects of
significance established by the National Society for Clean
Air (NSCA) namely:-

- The magnitude of a change; and

- The absolute concentration of a pollutant relative to
air quality objectives.

The pollutants of concern in the assessment are identified
as:-

i)  Oxides of nitrogen, in particular nitrogen dioxide
(NO,), which at sufficient concentrations can have
effects including changes in lung structure and
reduced resistance of lungs to bacterial infection;

i)  Particulate matter known as PM,, the minute size of
which means they have a high likelihood of reaching
the lung. They tend to worsen existing health
conditions, such as asthma;

iii) Construction dust, the adverse effects of which
include ear, nose and throat irritation and nuisance
caused by deposition such as on cars, windows and
property.

In terms of baseline air quality conditions, two Air Quality
Management Areas have been established in Maidstone
under the provisions of the Environment Act 1995, where
air quality improvement measures need to be focused.
One relates to parts of the town centre, the other to the
area of the M20 between Junctions 6 and 7, but neither
incorporates the application site. Baseline data on local air
quality is also available from the monitoring undertaken by
the Borough Council at two automatic monitoring stations
at Fairmeadow and Detling, the latter being relatively close
to the proposed development. Concentrations of NO, are
recorded as well below the annual mean objective at the
Detling station. No excedences for the current annual
objective for PM44 have been recorded.

Taking first the localised air quality assessment using the
AAQUIRE model, the main assumptions used are the

following:-

- Data on background sources of pollutants for the
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local area taken from the UK National Air Quality
Information Archive, adjusted for the base year and
design year of 2016 using the Defra technical
guidance note;

- Meteorological data for Gatwick, which is considered
representative of the local area;

- Traffic data in the form of Annual Average Daily
Traffic flows supplied by Denis Wilson Partnership,
as used in the Transport Assessment Report;

- Biomass boiler emissions based on information from
Cudd Bentley Consulting.

Verification of the model's output is provided by
comparison of the '2006 existing' modelled scenario to the
physically monitored information from the Borough
Council's Detling monitoring site. A good correlation was
found, so no adjustments have been necessary.

The output from the model in terms of concentrations of
NO, and PMyj in the relevant years are plotted spatially
on a grid at 10 metre intervals. This allows contours to be
generated, which assist in interpreting the effects on
receptors in the vicinity. The specific local receptor
locations for which results are set out in the assessment
are:-

- 45 Mallings Drive;

- Springfield;

- Nether Lodge;

- Tollgate House;

- Pine Cottage;

- The Caves;

- Old England Cottage.

On this basis, it is found that at the operational stage:-

i)  Concentrations of NO, are predicted to be higher
with the development than without at all receptors,
although no excedences of the annual mean
objective are predicted to occur;

ii)  The proportional increase in NO, at 7 of the 8
receptors as a result of the development is predicted

to be of small or very small magnitude, according to
NSCA criteria. At one receptor, the increase is in the
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15-25% range, which the NSCA scale refers to as
large;

i) The predicted concentrations of NO, with the
development are all less than 75% of the standards
in the Air Quality Regulations, which means that the
overall significance of the increase is slight adverse,
relative to NSCA guidance;

iv) For PMp, no excedences of the UK annual or daily
mean are predicted at any receptor;

v) The predicted increases in concentrations of PMyq
with the development are, at their highest, only of
very small magnitude according to NSCA guidance.
Relative to the standard level, the overall significance
of the increase can be regarded as negligible;

vi) The number of days on which the daily mean
concentration of PM4q is predicted to exceed the
standard would increase by only 0.3 day at the most
affected receptor. This is an extremely small
increase according to NSCA guidance, of negligible
overall significance.

Looking now at the assessment of 'regional' air quality
impacts, the DMRB screening methodology predicts
emissions of a range of air pollutants from road traffic,
comprising carbon monoxide, hydrocarbons, oxides of
nitrogen, PM4 and carbon dioxide (CO,). It takes into
account vehicle numbers, vehicle speeds, the proportion
of heavy duty vehicles and future changes in exhaust
emissions arising from legislation and improved
technology. It should be noted, however, that by the
nature of the screening methodology, it provides worst-
case results that over-predict pollutant concentrations.
Also, in this particular case, it is significant that the
assessment does not account for the reduction in regional
road traffic movements that will result from the transfer of
freight from road to rail associated with the development.

The assessment finds that both with and without the
development in 2016, emissions of all the relevant
regional pollutants except CO, will decrease, compared to
the 2007 base year. This is largely due to improved
emissions technology, despite increases in traffic flows.
Emissions of pollutants with the development, compared
to without, would be up to 33% higher (for PM4g). The
significance of the predicted increases is regarded as of a
moderate adverse nature. Nevertheless, again, it is
important to recognise that one of the principal functions of
the scheme is to transfer freight haul from road to rail.
Since pollutants by rail are much lower, the overall effect
on regional air quality on a wider scale would be




|74

Kent
International
Gateway

Gl Nl RSN TR

9.14

9.15

9.16

9.17

9.18

significantly less than shown by the DMRB methodology
as applied in this case.

Turning to the air quality effects of the construction phase,
the assessment considers both the emissions from
construction traffic and dust generation from construction
activities.

Construction traffic data is derived from the Construction
Method Statement accompanying the application. The
results of the assessment indicate that the effect on local
air quality would be of extremely small magnitude and of
negligible significance relative to NSCA guidance.

Dust will be generated by the construction activities, given
their scale and nature, including large scale earthworks. It
is anticipated that the majority of dust will be contained
within the site boundaries, but some would potentially be
moved by air outside the construction areas, perhaps up to
500 metres, the extent depending on weather conditions
and the particular operations at a given time. The
significance would be principally for residential properties
near the site.

In terms of mitigation of air quality effects, emissions from
employee vehicles can be minimised by the adoption of
Travel Plans seeking to promote more sustainable modes
of travel such as public transport, walking and cycling.
HGVs would be discouraged from accessing the site at
peak times and thus adding to local congestion. They
would be required to switch off engines once on-site.
Pollutants from the biomass boilers can be reduced
through further detailed design at the later stage of the
development process.

Construction dust would be minimised by following good
practice guidelines from bodies such as the Building
Research Establishment and adopting an appropriate
strategy for construction operations through the agreed
Construction Environment Management Plan. Measures
would be implemented in respect of:-

- Site planning (e.g. perimeter barriers and suitable
surfacing of site roads);

- Construction traffic (e.g. efficient cleaning and wheel
washing, sheeting of loads);

- Demolition works (e.g. cover skips and minimise drop
heights of demolition materials);

- Site activities (e.g. use water as dust suppressant
and enclose stockpiles).

9.19 In conclusion, with available mitigating measures adopted,

the effect on local air quality of the operation of the
development is assessed to be of minor adverse
significance. In terms of the wider consideration of air
quality, the 'regional' assessment, it is considered that
detailed process design of the biomass boilers could
enable the effect to be mitigated to minor adverse
significance. If a more detailed assessment of pollutants
over a larger area was undertaken, it is likely that the effect
on regional air quality would be found to be negligible, if
not of minor beneficial significance. At the full strategic
level, there would be major air quality benefits resulting
from the scheme enabling the shift of freight from the
country's roads to the railway network. With regard to
construction dust, with appropriate mitigation, the effects
are likely to be of only minor adverse significance.
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SECTION 10: CULTURAL HERITAGE

10.1

10.2

10.3

10.4

Chapter 13 of the ES dealing with Cultural Heritage
assesses the impact of the development on archaeological
and built heritage. This particularly relates to the potential
impact of site preparation and construction works on below
ground archaeological deposits. It also relates to the
effect of the finished development on historic standing
structures, conservation areas, listed buildings and other
designated sites in the vicinity.

The assessment reviews relevant policy and guidance,
including Planning Policy Guidance 15 and 16 on Planning
and the Historic Environment and Archaeology and
Planning respectively, as well as the Kent Structure Plan
and the Maidstone Borough-wide Local Plan.

The approach and methodology is based on the following:-

- Desk-based study of available archaeological,
historical,  cartographic, = photographic  and
bibliographic information on the existing heritage
resources of the area;

- Site visits in March and April 2007 to assess the
current state of the application site, its existing
features, evidence of former land uses and any
visible archaeological remains;

- Although no specific intrusive or non-intrusive
archaeological site investigations have been
undertaken at this stage, the results of
archaeological monitoring of geotechnical test pits
have informed the assessment;

- The initial assessment has been prepared in the light
of the Institute of Field Archaeologists Code of
Conduct and has adhered to the relevant parts of the
Standards and Guidance for Archaeological Desk
Based Assessments;

- Prior consultation was carried out with the Kent
County Council Archaeological Officer;

- The significance criteria used for evaluating effects
are from the Department of Transport: Transport
Analysis Guidance and comprise a seven level scale,
from major beneficial to major adverse.

In terms of baseline information, the assessment finds that
there are a number of archaeological sites recorded in the
immediate area surrounding the application site. A broad
concentration of these lies at the eastern and western
ends and along the northern edge, associated with

archaeological investigations undertaken as part of major
road and Channel Tunnel Rail Link (CTRL) construction
works. There are, however, no recorded finds within the
application site itself. The assessment considers there is
low potential for archaeological remains of national
importance being present. The site visits revealed no
visible archaeological remains and it was observed that
construction works relating to adjacent major roads, the
CTRL and, more historically, the Ashford to Maidstone
East railway line, may have dispersed or damaged
remains in those specific areas.

10.5 Nevertheless, given the pattern of existing finds in the
adjacent areas, the assessment identifies potential for
subsequently finding archaeological remains on-site. This
is assessed to be a high probability for the Bronze Age,
Iron Age and Roman Period. The potential for discovering
further Anglo Saxon remains is thought to be low to
moderate. For Medieval and Post Medieval archaeology
the potential is assessed to be low, other than in relation to
farming activity.

10.6 Accordingly, the assessment considers that the application
site should be subject to a more detailed archaeological
evaluation before development commences, with a view to
mitigating any potential impact, whether it be preservation
by record or in situ.

10.7 In relation to built heritage, numerous listed buildings are
found to be present in the surrounding area, although
there is only one on-site, that is Barty Barn at Barty Farm,
a Grade 2 structure.

10.8 There are a number of conservation areas within the
vicinity. The 2 closer ones warranting consideration in the
assessment are in Bearsted, at Holy Cross Church and
Bearsted itself around The Green.

10.9 Several Scheduled Ancient Monuments exist in the
surrounding area. Only the medieval Thurnham Castle
has views across the application site, due to its prominent
location on the rising ground to the north.

10.10 There are a range of Historic Parks and Gardens in the
surrounding area, the best known being Leeds Castle to
the east, but not in view.

10.11 With regard to the impacts of development on cultural
heritage, these very largely relate to the construction
works. The assessment refers to the Construction Method
Statement accompanying the application as identifying a
number of potential types of works that would be relevant




to buried archaeological remains. These are:-

- Site preparation works, including any demolition,
remediation, ecological works and installation of site
accommodation. It would be prior to and during this
stage that archaeological and heritage protection
would be undertaken;

- Landscaping, including earth modelling and re-
profiling of the land;

- Construction of buildings, roads and railway
infrastructure, requiring various foundation works;
- Utility installation, requiring a range of trenches.

10.12 Without any mitigation, these works would have a
moderate adverse effect on buried archaeological
remains, that would be direct and permanent.

10.13 In relation to listed buildings, it is considered that the
development could have a moderate adverse impact on
the setting of the retained Barty Barn, that would be direct
and permanent. There would be negligible impacts upon
the setting of the other listed buildings in the surrounding
area.

10.14 With regard to the setting of conservation areas, it is
possible that the visual introduction of the development to
the vicinity could have a minor adverse effect of a direct
and permanent nature in the case of Bearsted and
Bearsted Holy Cross. Similarly, there could be short term
effects in respect of construction operations, for example
relating to noise and dust, which would be minor adverse.

10.15 In relation to Scheduled Ancient Monuments, there could
be moderate adverse effect on the setting of Thurnham
Castle, which would be direct and permanent, although it
is relevant that the setting has already been significantly
altered by the construction of the M20 and CTRL.

10.16 In terms of Historic Parks and Gardens, the visual effect
on the setting of Leeds Castle is assessed to be negligible.
The construction phases may have some temporary minor
adverse effect relating to changes in traffic and associated
noise.

10.17 In respect of the effect on the historic landscape generally,
whilst the development is of an unfamiliar scale and
character in the existing agricultural landscape, the extent
of existing recent change in the landscape is a relevant
factor. Accordingly, the development is assessed to have
a minor adverse effect, of a direct and permanent kind.

10.18 The assessment finally considers the potential for

mitigating measures to reduce effects and evaluates the
residual environmental impacts.

10.19 Effects on buried archaeological remains could be

mitigated by additional archaeological evaluation before
development. Initially, this would take the form of non-
intrusive geophysical survey, with further works including
trial trenching as necessary. The results of this work would
inform the preparation of an archaeological mitigation
strategy. This may entail further archaeological
investigation, potentially phased, to preserve any remains
that would be impacted, either by preservation by record,
or in situ if possible. Through adopting this approach, it is
assessed that the residual impact would be minor adverse.

10.20 With regard to listed buildings, the residual impact on

10.21

Barty Barn would be minor adverse, provided it is retained
in use, preferably its existing, with no significant alteration
to its features and context. It would also need to be
subject to appropriate landscaping and planting to screen
the effects of development. Appropriate screening
measures should also be taken during the construction
phase.

With appropriate landscaping and planting, the residual
effect on other listed buildings outside the site would be
negligible to minor adverse.

10.22 As with listed buildings, the development would not have

any physical impact on conservation areas. With
appropriate design, use of materials, colours, landscaping,
screening and planting, together with suitable screening
measures during construction, the residual effects on the
Bearsted conservation areas are assessed to be minor
adverse.

10.23 With measures to landscape and screen the development

and roofs designed to be visually recessive, the residual
effect on the Thurnham Castle Schedule Ancient
Monument would be minor adverse.

10.24 Assuming appropriate mitigating measures are taken to

minimise and manage construction effects, in particular
traffic on the A20, the residual impact on the setting of
Historic Parks and Gardens including Leeds Castle and
Mote Park should be negligible.

10.25 Finally, the effect on the historic landscape would be

reduced by the mitigation measure already summarised,
but the residual impact is assessed to remain as minor
adverse, in view of the scale and character of the
development.
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SECTION 11: SOCIO-ECONOMIC
IMPACTS

111

114

Chapter 14 of the ES addresses the socio-economic
effects of the development on the human population of the
area, in terms of the implications for economic life and the
associated social impacts, positive and negative.

The policy background, reviewed at the national, regional
and local level recognises the benefits of economic
development and modernisation. It encourages the
development of new transport infrastructure, including that
which supports a shift to more sustainable freight
movement and thus promoting a more efficient and
sustainable economy.

The methodology of the assessment includes the following
components:-

- Establishing a socio-economic baseline for the area,
derived principally from Government data sources;

- Defining an 'Impact Area' for the examination of local
conditions and impacts, constituting the five Wards
including and surrounding the application site;

- Applying various job densities to relate development
space to potential employment, depending on the
nature of the activity, e.g. office use, or regional or
national distribution centre functions;

- Selecting significance criteria to evaluate impacts,
based on the spatial scale (local, regional and
national), the relevant objectives derived from policy
and the magnitude of an impact, i.e. major, moderate,
minor or negligible;

- Differentiating between impacts at the construction
and finished development stages;

- Assessing the likely effects of additional employment
and local spending.

The baseline appraisal generally identifies the impact area
as having a well educated and trained population, with an
age profile not dissimilar from the wider norm. It has a
high level of private housing ownership, high proportions
of the population in more skilled types of employment and
relatively low levels of economic inactivity. Nevertheless,
beyond the immediate impact area, areas of significant
multiple deprivation are identified in localised parts of the
town. These include, in particular, the Park Wood area to
the south and parts of the town centre. Also, a

considerably deeper pool of labour supply is available in
the Medway area to the north of the application site.

In terms of the socio-economic effects of the construction
phase, employment creation is estimated to be equivalent
to around 80 full time jobs on average at any one time.
This would be temporary, albeit for around 7 years.
Clearly, there would be positive beneficial economic
effects stemming from new spending in the local area.
The effects on the local labour market would, however,
tend to be tangential in view of the temporary and typically
mobile characteristics of such employment. The
employment impact of the construction phase would be
negligible at the regional level.

Looking at the socio-economic impact of the finished
development, around 3,500 jobs would be created, all new
to the site. They would cover a range of types and skills,
including significant numbers of 'entry level' jobs for the
less skilled or those seeking to enter the labour market.
Typically, such positions would be particularly suitable for
those living in areas of high deprivation, e.g. parts of the
Park Wood area.

It is estimated in the assessment that, indirectly,
purchasing by employees and companies would lead to
the generation of additional employment equivalent to a
multiplier of approximately 1.1 at the neighbourhood level.
This indicates aggregate employment growth of
approaching 4,000 jobs. Compared to the existing level of
employment in Maidstone of around 70,000 jobs and in
Kent as a whole of some 600,000 jobs, the impact of KIG
is assessed to be positive and major.

With around 1,300 unemployed people currently in
Maidstone, 4,000 in the Medway area and 4,500 potential
employees anticipated to be seeking work through
subsequent urban growth, there is unlikely to be any
adverse effects in terms of pressurising the local labour
market. The jobs would provide a valuable increase in
opportunities for local job seekers.

On the assumption of typical average daily spending by
employees of £6 in their local area of employment on food,
drink and the like, the predicted 3,500 new employees on-
site would inject around £4.7 million per year into local
shops and services. The impact of this would be positive
and maijor at the local level, although probably negligible at
the regional level. Additionally, it would contribute to the
indirect positive employment impacts.




11.10 Although inherently difficult to quantify and attribute

11

precise significance to, there are also the wider regional
and national benefits accruing to business from the
provision of efficient, reliable and optimally located RFI
facilities. This would yield significant benefits in terms of
new flexible and sustainable logistics opportunities.

Overall, the socio-economic impacts of the development at
the construction and operational stages are assessed to
be positive and do not require mitigation. Accordingly,
residual effects do not need to be distinguished.
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SECTION 12: ENERGY USE

121

12.2

12.3

124

Chapter 15 of the ES examines the impact of the
development on energy use and identifies ways in which
the predicted carbon emissions can be feasibly reduced,
thus lessening any associated adverse environmental
impact.

Reference is made to Planning Policy Statement 22 on
Renewable Energy, which indicates the Government's
objective to increase substantially the role of renewable
energy resources, so as to cut CO, emissions, combat
climate change and to maintain reliable and competitive
energy supplies. Such objectives are already reflected in
Regional Planning Guidance for the South East and the
Kent Structure Plan, the policies of the latter seeking the
conservation and prudent use of energy and the provision
of renewable energy production as an integral component
of new development. The Maidstone Borough emerging
Local Development Framework Core Strategy Preferred
Options document requires sustainable construction
techniques to be explored and, at least, BREEAM 'very
good' ratings to be met. It also seeks a reduction of at
least 15% of predicted CO, emissions through on-site
renewable energy production/energy efficiency measures.

The baseline for the assessment commences with an
estimation of the carbon footprint of the proposals, in
conventional form, constructed to the requirements of Part
L2A of the Building Regulations. The main warehouse
buildings are taken to include 5% of gross floorspace as
offices. In making the calculations, the individual buildings
are categorised into 3 generic types of buildings space,
these being large warehouse units, small warehouse units
and office areas. Demand for energy by the development
is assumed to result from the following individual
engineering systems of the buildings:-

- Hot water supply;

- Lighting;

- General power;

- Heating;

- Air conditioning (offices only).

The energy distribution for the various elements within the
building structures is examined. Heating and cooling
loads are identified as likely to predominate. This
indicates a focus on adapting energy efficiency measures

to these engineering systems in order to lower carbon
emissions.

12.5 The assessment proceeds to evaluate the range of

12.6

12.7

12.8

12.9

potential renewable energy and energy efficiency options,
including:-

- Combined heat and power;
- Solar water heating;
- Building mounted wind turbines;

- Passive design measures, e.g. brise soleil, external
shading and the like;

- Photovoltaic;
- Borehole/ground connection systems;

- Biomass, involving use of wood chippings as fuel to
be burnt in boiler plant. The fuel resource is grown in
the area, locking in carbon, which means that the
solution overall is close to carbon neutrality.

The conclusion is drawn that biomass boilers for heating
are likely to represent the most appropriate form of
renewable energy in this case. This takes account of the
large potential heating areas, financial efficiencies and the
practical advantages of the site and large buildings for the
delivery and storage of biomass fuel.

In addition to biomass heating for warehouse areas, the
strategy for reducing CO, emissions would also include
the following energy efficiency measures:-

- Specifying a high efficiency Variable Refrigerant
Volume air conditioning system for the office
buildings;

- Incorporating passive
exemplified above.

design measures, as

The assessment goes on to estimate the effect of these
mitigating measures on the baseline environmental impact
in terms of energy use. The effect of the measures would
be a 31% reduction in CO, emissions compared to the
unmitigated position.

The calculations assume the warehouses are heated. |f,
however, they are not, the buildings would be exempt from
Part L Building Regulations calculations and would
inherently provide a low carbon emission factor on
account of the energy use avoided. On this basis, it is

calculated that a value of 36% below the baseline



emissions would be met, primarily through the effect of the
energy efficiency measures provided for the offices alone.

12.10 In either scenario, the base objective of a 15% reduction in
CO, emissions sought by Maidstone Borough Council
would be substantially exceeded.

12.11 At the broader level, there would also be the major benefit
of energy savings and emissions reductions resulting from
transferring freight from road to rail.
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