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Socio-Economic Aspects

14.1
Introduction 

14.1.1
This Chapter has been prepared by Hunt Dobson Stringer and assesses the likely socio-economic impacts of the Kent International Gateway (KIG) proposal.  In particular, it considers the potential effects of employment generation and the impact on the local and regional economy.  

14.1.2
The Chapter summarises the relevant planning policy context, the methods used to assess the impacts, the baseline conditions currently existing in the area of the site and the potential direct and indirect impacts of the development during construction and operation of the scheme.  
14.2
Policy Context

National Policy

Planning Policy Statement 1 (PPS1): Delivering Sustainable Development, 2005

14.2.1
Key themes of current national policy of relevance to this socio-economic assessment are mainly summarised in PPS1 (Ref. 14.1 in list attached to this Chapter).  These include the maintenance of high and stable levels of economic growth and employment. The PPS suggests that in order to achieve this, planning authorities should: 

· Recognise the wider sub-regional, regional or national benefits of economic development and consider these alongside any adverse local impacts;

· Ensure that suitable locations are available for industrial, commercial, retail, public sector (e.g. health and education), tourism and leisure developments, so that the economy can prosper;

· Actively promote and facilitate good quality development, which is sustainable and consistent with their plans;

· Ensure that development plans take account of the regional economic strategies of Regional Development Agencies, regional housing strategies, local authority community strategies and local economic strategies.


Planning Policy Guidance 4 (PPG4): Industrial and Commercial Development and Small Firms (November 1992)

14.2.2
The overall aim of PPG4 (Ref 14.2) is to achieve economic growth and a high quality environment simultaneously.  It states that businesses have a preference for locations which are near transport infrastructure, particularly road and also rail.  To this end, it encourages employment developments that can be served by more efficient modes of transport and also states that this is particularly important in the development of campus style business parks.  
The Future of Transport – White Paper, July 2004

14.2.3
The White Paper (Ref. 14.3) sets out a long term strategy for the future of transport in the UK and seeks to achieve a modern, efficient and sustainable transport system with continuing high levels of investment.  The Government encourages the shift of freight from road to rail where feasible and appropriate and the document states that sustainable freight transport should focus on approaches that offer the best outcomes for our economy, society and the environment.  

Freight Route Utilisation Strategy (FRUS), March 2007

14.2.4
The FRUS (Ref. 14.4) was published by Network Rail and sets out a strategy for providing additional freight path capacity across the national network.  The document states that to maximise the economic benefits of rail freight, lines should have the maximum available capacity and best possible loading gauge.  There are capacity and loading gauge issues facing various rail lines running from strategic ports in the south of England through to routes including the West Coast Mainline and the Midlands.  The line running from the Channel Tunnel to the West Coast Mainline (on which the Kent International Gateway would be located) has no such issues.  


Regional Planning Policy

Regional Planning Guidance 9 (RPG9): South East (March 2001)
14.2.5
RPG9 (Ref. 14.5) has a vision of ‘encouraging economic success throughout the Region, ensuring a higher quality of environment with management of natural resources, opportunity and equity for the Region’s population, and a more sustainable pattern of development’. 

14.2.6
The RPG sets out objectives for the regional economy and states that although many international firms have chosen to locate there, the Region is underperforming in European terms and ‘barely average’ in national terms.  

14.2.7
In addressing this, RPG9 sets out a series of regional economic polices including:

RE1: The regional economy should be supported and further developed to ensure that it contributes fully to national growth and follows the principles of sustainable development.
14.2.8
RPG9 also has specific guidance on freight and states ‘that an efficient and effective freight distribution system is vital to the economy’. 

14.2.9
The RPG sets out five key aims for the freight distribution industry:

· to improve the efficiency of distribution so that it contributes to steady economic growth

in a sustainable manner;

· to make better use of transport infrastructure through better forward planning;

· to reduce the environmental impact of freight distribution;

· to increase the proportion of freight moved by rail, inland waterways and coastal

shipping; and

· to manage development pressures through better forward planning to minimise

environmental impact and loss of habitats.

14.2.10
In addition, RPG 9 states that the identification and development of inter-modal interchange facilities may aid the increased utilisation of rail networks for the movement of freight. 

14.2.11
Policy T6 sets out this aim and states that:

A fully integrated freight distribution system should be promoted which makes the most efficient and effective use of road, rail, inland waterways and coastal shipping.

South East England Regional Economic Strategy

14.2.12
The South East England Regional Economic Strategy (RES, Ref. 14.6) states that the region faces three key challenges:

· The Global Challenge: The threat of competition for location of businesses from overseas and emerging economies, such as in China and India; 
· Smart Growth: Higher productivity and efficiency the key to achieving economic growth without increasing the ecological footprint; 
· Sustainable prosperity: Sustainable development is the only way to secure long-term regional economic prosperity.

14.2.13
The Vision set out by the Strategy is:

‘By 2016 the South East will be a world class region achieving sustainable prosperity’.  

14.2.14
The RES includes a series 3 headline targets which are used as reference points indicating the extent to which the region is achieving the Vision:

· Achieve an average annual increase in Gross Value Added per capita of at least 3%;

· Increase productivity per worker by an average 2.4% annually, from £39,000 in 2005 to at least £50,000 by 2016;

· Reduce the rate of increase in the region’s ecological footprint.

14.2.15
With regard to Maidstone, the Strategy states that the town is developing plans for sustainable growth and is negotiating Growth Point Funding.  In October 2006, Maidstone was confirmed as a successful bidder for this Growth Point Funding (funding is from central Government to enable towns to deliver increased new housing and jobs).  

14.2.16
Specifically on decreasing dependence on road transport at a regional level, Action 8.2 of the Strategy, is to invest in ‘integrated, inter-modal transport hubs of national and international economic significance’.  This is in order to address the Smart Growth Challenge, as identified above.  

Kent and Medway Structure Plan

14.2.17
The Kent and Medway Structure Plan (Ref. 14.7) was adopted in July 2006.  It states that in terms of overall economic performance, employment growth and representation of key business sectors, the area does not compare well with the rest of the South East and that the gap needs to be narrowed.  

14.2.18
A series of Key Themes are set out in the Plan and under Key Theme 2, Fostering Prosperity, it states that the County’s principles include securing ‘employment-led growth and development’, particularly in the areas of North and East Kent.  

14.2.19
Within the Area Policies, the Plan states that within Maidstone there is a need for a reappraisal of land for economic development and that this should secure ‘attractive land for economic development that has both good accessibility to the labour market of Maidstone and the national and strategic road network’. 

14.2.20
The Plan sets out polices for Employment and Prosperity and states that the key prosperity issues for Kent are:

· Improving the county’s economic performance relative to the South East;

· Reducing differences in prosperity across Kent;

· Getting higher quality, better paid jobs into Kent. 

14.2.21
In terms of housing and population growth, Maidstone is set to accommodate 4,200 new households between 2006 and 2016, which on average is around 400-450 new units per year.  This will be enhanced through the securing of Growth Point Funding as described above and will require jobs to accompany population growth, to ensure that growth is sustainable.  

14.2.22
Specifically on freight and distribution services, the Plan states that Kent is a ‘favoured location for distribution companies handling international goods and serving the important London market.  Handling such freight efficiently is important to the economy as whole’.  

14.2.23
The Plan states that rail freight is currently disadvantaged compared to road as transfer onto rail has to be done at Willesden, in London.  


Maidstone Borough-Wide Local Plan

14.2.24
The Maidstone Borough-Wide Local Plan (Ref. 14.8) was adopted in 2000.  It states that a ‘fundamental objective of the Borough Council is to maintain and promote a strong local economy in an attractive local environment and to provide sufficient land and opportunities for new investors and existing businesses’.  

14.2.25
In seeking to achieve this objective the Council aims to:

· provide opportunities for a wide range of economic activity to meet the needs of business

and the Borough's workforce;

· meet strategic guidelines for provision of land for economic development;

· encourage existing and new economic development in special designated areas of

existing activity and through the allocation of new sites in suitable locations;

· pursue locational policies based upon sustainable development criteria;

· limit the development or expansion of economic activities outside the specially designated areas and new allocations in order to protect and enhance the environment;

· resist the expansion of, or where practical secure the relocation of, inappropriately located activities;

· resist the unnecessary loss of employment land to other uses in order to avoid pressures

for new allocations in less environmentally acceptable areas; and

· to assist in the diversification of the rural economy.  

14.2.26
The Plan aims to provide for sufficient economic development of good quality and in appropriate locations, which recognises the economic needs of business investors.  

14.3
Assessment Methodology and Significance Criteria
Assessment Methodology

14.3.1
The baseline analysis reviews the socio-economic conditions in the area of the site.  It is based mainly on Government data sources (e.g. the Census of Population 2001).  

14.3.2
The assessment of associated effects uses a number of methodologies, as follows:

· Construction effects have been assessed using standard ratios of construction employment to output, assuming an average output per employee of £92,500 per year (DTI Construction Statistics Annual, 2006);

· The application of ratios of commercial floorspace to jobs of 20sq m (NIA) per job in the new offices, 34sq m per job in the small commercial units (as derived from research by Arup for English Partnerships, 2001);

· Job densities of 95sq m per job in the Regional Distribution Centre (RDC) element of the warehousing and 140sq m per job in the National Distribution Centre (NDC) warehousing.  

14.3.3
Warehouse uses can have a range of employment densities depending on factors such as size, function and occupier.  A range of studies have been carried out and one for SEERA indicates a range of 40-240sq m per job.  We have used densities towards the lower and middle of this range.  

14.3.4
A density 95sq m per job would be typical of general warehousing for regional distribution purposes.  A 140sq m per job density would be in line with facilities comparable to KIG elsewhere in the UK, for example, Daventry International Rail Freight Terminal (DIRFT), that are large scale, national, intermodal facilities.  


Significance Criteria

14.3.5
Effects are considered at the following levels of spatial scale: 

· Local – defined as the impact area, as described below; 

· District – defined as Maidstone; and

· Regional level – defined as Kent.

14.3.6
There are no recognised technical significance criteria relating to socio-economic effects other than those that relate to specific impacts e.g. noise, pollution etc. which are dealt with elsewhere in this ES.  The significance of socio-economic effects is therefore considered in the context of their overall impact on the immediate surroundings and the wider neighbourhood, in relation to the relevant policy guidance and baseline conditions and with the use of the criteria derived from the documents referred to in sub-section 14.2 above.  

14.3.7
Significance has been assessed using professional judgement as major, moderate, or minor significance and as either beneficial or adverse in its effect, or of negligible significance.  

14.4
Baseline

14.4.1
The site is located to the east of Maidstone, and spans 3 wards.  The baseline conditions have been given for a 5 ward area which surrounds the site, called the Impact Area.  This is shown in Figure 14.1 below. 

Figure 14.1: Site location and Impact Area, showing five wards
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Age Profile

14.4.2
The Impact Area has a marginally larger proportion of population in the 25-64 age category than the wider area.  Kent and the regional and national age profiles are relatively uniform.  

Figure 14.2: Age Profile (Source: 2001 Census)
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Qualifications

14.4.3
The Impact Area has a well educated population with low levels of residents with no qualifications and a high proportion with qualifications of degree level and higher.  Maidstone in comparison has a higher proportion of residents with no qualifications.  

Figure 14.3: Qualifications (Source: 2001 Census)
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Economic Inactivity
14.4.4
Economic inactivity in the Impact Area is lower than all other spatial scales considered here.  It stands at stands at 27% in the Impact Area, whereas in Kent and at the national scale the figure is around 33%.  

Figure14.1: Economic Inactivity (Source: 2001 Census)
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Claimant Count Unemployment
14.4.5
The Impact Area has a relatively low unemployment rate of 0.9% on the claimant count measure.  Kent has a claimant count rate of 2.1% which is closer to the national level of 2.6%.  

Figure 14.5: Claimant Count (Source: 2001 Census)
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Unemployment and Usual Occupation

14.4.6
Unemployment is not particularly high, but it is concentrated in a few occupations, particularly elementary occupations and others including skilled trades, process, plant and machine operatives.  There is, however, a wider pool of labour to draw on, particularly in the Medway area.

Table 14.6: Claimant Count – usual occupation of claimants

	Occupation
	Maidstone
	Medway

	Occupation unknown
	5
	15

	Managers and Senior Officials
	90
	145

	Professional Occupations
	35
	95

	Associate Professional and Technical Occupations
	90
	185

	Administrative and Secretarial Occupations
	160
	440

	Skilled Trades Occupations
	130
	420

	Personal Service Occupations
	60
	165

	Sales and Customer Service occupations
	165
	655

	Process, Plant and Machine Operatives
	135
	425

	Elementary Occupations
	440
	1,450

	Total
	1,310
	3,995


Housing Tenure
14.4.7
Housing in the Impact Area is predominately private with 90% of households in private ownership and 5.8% privately rented.  This compares to the wider county and regional averages where 76% of households are privately owned and 10% are privately rented. 

Figure 14.7: Housing Tenure (Source: 2001 Census)
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Occupational Breakdown

14.4.8
The Impact Area has a comparatively high proportion of higher skilled and senior level occupations, with 21% of the workforce holding Managers and Senior Officials level jobs. There are significantly lower proportions of residents employed in the lower level skilled occupations.  

Figure 14.8: Occupational Breakdown (Source: 2001 Census)
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Broad Industrial 

14.4.9
As shown in the figure below, distribution, hotels and restaurants make up the largest proportion of industry in the Impact Area.  At 15%, the construction sector in the Impact Area also makes up a higher proportion of industry than the wider regional (4%) and national (5%) averages.  

Figure 14.9: Broad Industrial Type
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Local Deprivation 

14.4.10
The Maidstone area is largely a prosperous district but does contain an area of significant deprivation to the south of the town in the Park Wood area, which is ranked in the top 10% most deprived in the country under the Government’s Index of Multiple Deprivation (see Figure 14.10 below).  The central area is also deprived but to a lesser extent and is ranked in the top 20% most deprived in the country.

Figure 14.10: Index of Multiple Deprivation 2004
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14.5
Potential Impacts

14.5.1
The assessment of impacts has been undertaken in accordance with the Methodology section above.  

14.5.2
The application includes provision for office and warehouse space and inter-modal freight facilities.  The development could, therefore, potentially generate a range of social and economic impacts, some of which would be temporary (especially during the construction process), whilst others would be longer term.  

14.5.3
The impact analysis has addressed the following issues, being those on which the development is considered likely to have a significant impact:

· Employment – including employment during the construction phase and that generated by the completed development;

· Impact on local spending.  

Demolition and Construction

14.5.4
Construction employment is sensitive to the methods of construction used and therefore difficult to forecast.  Typically, warehouse construction has a large phase off site and this will affect the level of employment at KIG.  However, using typical figures for the gross output per employee for the construction sector and estimated construction costs, it is possible to provide an estimate of the employment expected to be generated during the construction phase.  

14.5.5
The construction phase for the proposed development is expected to account for around 820 person years of employment.  By convention, a permanent full-time equivalent (FTE) job is equated to 10 person years of employment.  Therefore, approximately 80 FTE jobs could be generated from the construction phase of this scheme.  

14.5.6
The number of construction employees on site will vary during the construction phase and at times may exceed 80 people.  

14.5.7
Construction employment is relatively mobile and it is not particularly meaningful to consider its impact at a local level.  Overall, the employment impact of the construction phase is considered negligible at the regional level.  

Completed Development
Employment Generation
14.5.8
Based on standard ratios of floorspace (NIA) per job, Table 14.11 shows the estimated employment levels generated through commercial end use in the proposed development.

Table 14.11 Estimated Employment for the completed development

	Use
	Quantum sqm NIA
	Ratio sqm/job
	Jobs

	Warehouse NDC
	229,779
	140
	1,725

	Warehouse RDC
	114,890
	95
	1,271

	Office
	8,603
	20
	430

	Small Industrial Units
	2,768
	34
	80

	Total Jobs
	
	
	3,506


Note figures may not tally due to rounding effects

14.5.9
The development is thus predicted to generate around 3,500 jobs.  The site is currently unoccupied and therefore there are negligible jobs on site currently, apart from agricultural.  

14.5.10
Employment will be in a range of jobs for different skill levels.  For example, offices may attract commercial occupiers with highly skilled jobs, but also a significant range of entry level jobs in secretarial, clerical, administrative and ancillary roles (such as cleaning, security and maintenance).  These latter types of jobs typically draw a disproportionate number of employees from more local areas.  

14.5.11
The development will mainly bring new employment in warehousing and this can create entry-level opportunities accessible to residents of the deprived neighbourhoods located to the south east of Maidstone, such as Park Wood.  

14.5.12
In addition to the direct impacts of an increase in the employment on the site, there would also be indirect employment impacts, as purchasing by individuals and companies stimulates economic activity and hence employment locally.  Guidance from English Partnerships suggests that this would typically equate to an employment multiplier of 1.1 at the neighbourhood level, that is to say that for every ten jobs created directly by the development, another one job could be expected to be generated indirectly in the local area.  Therefore, as a result of the multiplier effect and sector linkages, the net employment impact from end uses including direct and indirect employment is estimated to be around 4,000 jobs.  

14.5.13
According to Annual Business Inquiry (2004) figures, the number of jobs located in Maidstone is just under 70,000 and across Kent there are around 600,000 jobs.  Therefore, set against these figures and policy objectives at national, regional and local levels, the impact of the completed development on employment is positive and major at the local and district levels and moderate at the regional level.  

14.5.14
Employees are likely to come from Maidstone itself and from the Medway towns.  Table 14.6 shows that there is a significant unemployed labour pool on which the scheme can draw.  There are currently just over 1,300 unemployed people in Maidstone and another 4,000 in Medway.  In addition, the population of Maidstone is forecast to grow significantly, which could add around a further 4,500 people to the labour market.  The scheme will therefore have a negligible impact on local labour markets.  

Impact on Local Spending

14.5.15
There will be spending by those working in the Completed Development.  Surveys suggest that people typically spend in the order of £6 per day in their local area of employment on food and drink alone.  With a predicted net increase in jobs on the site of around 3,500, this would suggest local spending by additional employees of around £4.7m a year.  The impact of this is considered to be positive and major at the local level and negligible at the regional level.  It contributes to the indirect employment impacts highlighted above.  

Wider Impacts

14.5.16
The scheme will also have wider impacts on the rail freight and logistics industry and, through that, on the wider economy of the south east and London.  

14.5.17
In addition, KIG has an important national role.  It will provide facilities for national distribution, as well as for regional distribution.  In particular it is well placed for freight that arrives at Kent ports and via the Channel Tunnel.  It can therefore serve as an aggregation point for smaller consignments to be transferred to rail.  

14.5.18
It will have wider economic impacts by offering cheaper and more efficient freight to UK businesses.  Access to reliable and cost competitive rail freight services is becoming a key commercial requirement of the logistics industry.  

14.5.19
Private sector freight operators, however, will only be attracted to rail where it can provide a cost-competitive service of comparable quality to competing modes, primarily road transport.  Two inter-linked conditions are crucial to achieving this, namely:

· The ability to operate full length trains between rail terminals; and

· The development of large logistics warehousing (RDCs/NDCs) at the same location as (or close to) intermodal rail terminal facilities.  

14.5.20
Full length trains offer economies of scale that reduces the cost per unit as the length of train increases.  This fits alongside the fact that more goods are originating from fewer locations as containerised imports replace dispersed domestic production.  This increases and concentrates demand which allows longer trains to be filled.  By co-locating the rail terminal and the distribution centre, it also means there is no need for transfer by road haulage which would add to costs.  

14.5.21
The KIG site has a number of features that make it particularly suitable for the proposed development.  A site which is appropriate for hosting a large rail linked logistics park must have a market need for the facility which cannot be met through existing capacity.  In addition, it must have good quality access to the highways network, including motorways, good quality rail access facilitating operational flexibility and must also have at least 50 hectares of development land which can interact with these two transport networks.  

14.5.22
A facility should have good access to labour while not being an incompatible neighbour, thus allowing 24 hour operations, optimising usage and flexibility.  

14.5.23
This site fully meets these criteria, ensuring it is an appropriate location for a large rail linked logistics park.  

14.5.24
A total of 120 other locations in the broader South East have been considered for a facility of this nature.  The majority of these sites were unable to deliver against the criteria described above.  Of the small number that might have the potential to, none offer the level of benefits which can be achieved through locating such a facility at the Kent International Gateway application site.  As such, the KIG proposals offer the maximum benefit to the wider economy of the South East.  

14.5.25
The proposed scheme is also in line with a range of wider regional and national policies.  The 2004 Transport White Paper sets out the Government’s support for and policies to encourage the shift of freight from road to rail where feasible and appropriate.  The KIG proposals are in line with these aspiration and policies.  These objectives are reinforced by the July 2007 White Paper on Delivering a Sustainable Railway.  

14.5.26
Network Rail’s 2007 Freight Route Utilisation Strategy sets out a strategy for providing additional freight path capacity across the national network.  It highlights a number of technical requirements for maximising the economic benefits of rail freight and also identifies a range of capacity constraints.  KIG would meet these requirements and is not located on a line where there are constraints.  

14.5.27
As noted in the policy summary, Regional policies also support this kind of development because of freight’s wider importance, with RPG9 stating that an efficient and effective freight distribution system is vital to the economy.  Also, the Regional Economic Strategy has policies on decreasing dependence on road transport and investing in integrated, inter-modal transport hubs of national and international economic significance.  

14.5.28
At County and District level there is a recognition of the importance of economic development and growth.  The Structure Plan stresses that in economic terms the area does not compare well with the rest of the South East and that within Maidstone there is a need for a reappraisal of land for economic development.  This should secure attractive land for economic development with both good accessibility to the labour market of Maidstone and the national and strategic road network.  This is supported locally by policies to provide sufficient land and opportunities for new investors and existing businesses.  

14.5.29
The proposed KIG development is supported by these policies and in turn will help to achieve them.  This is a positive impact.  

14.6
Mitigation Measures
Demolition and Construction

14.6.1
There are only beneficial employment impacts during demolition and construction which require no mitigation.

Completed Development

14.6.2
The impacts associated with employment and spending are beneficial and, therefore, no mitigation is required.  

14.7
Residual Effects

14.7.1
The socio-economic impacts of this scheme are either positive or negligible, so no mitigation is required.  Therefore, the residual impacts are the same as the impacts set out above.  

14.8
Summary

14.8.1
This assessment has identified that the area of Maidstone is a relatively prosperous area with high levels of economic activity and a well qualified workforce.  There are, however, pockets of deprivation, which feature concentrations of high unemployment.  

14.8.2
The policy review has identified support at a national, regional and local level for continued economic growth which meets the demand for housing and ensures prosperity.  The need for sustainability is outlined by a supportive policy context for the transfer of freight from road to rail and this is recognised as having sustainable economic benefits at the local and regional level.  

14.8.3
The socio economic impact assessment has identified that the development will deliver a positive impact on the area, with the provision of floorspace to accommodate an estimated 3,500 jobs across a range of skill levels.  

14.8.4
No negative socio-economic impacts have been identified and no mitigation is required.  
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