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Site and Proposals

2.1
Application Site
2.1.1
The application site is located immediately to the east of Maidstone, adjacent to M20 Junction 8, straddling the Ashford to Maidstone East railway line.  It is approximately two thirds of the distance between the Channel ports and the M25 orbital road around London.  The M25 lies 34 km to the west of the site (see location plans JLH0170/01 and 02 at the end of this Chapter).  

2.1.2
The M20 and the immediately adjacent Channel Tunnel Rail Link (CTRL) define the northern edge of the site and the A20 is to the south.  To the east is the motorway junction and to the west is the built up area.  

2.1.3
The application site is 112.3 hectares in overall area.  The land is of relatively low agricultural quality, being Grade 3 in the five level classification, as shown on the 1:250,000 Series Provisional Agricultural Land Classification map produced by the former MAFF.  It is generally undulating in an east/west form, corresponding to the three minor watercourses north to south. These spring from the chalk downland to the north and drain ultimately to the River Len, which is to the south of the A20 and flows westwards through the town to the Medway.  Two north/south lanes also cross the site, these being Crismill Road and Water Lane.  

2.1.4
The east and western ends of the site are mainly open farmland.  The western part is wide and open and strongly influenced visually and acoustically by the M20 motorway/CTRL corridor.  The eastern end is similarly affected by the adjacent major roads and railways.  Being narrower, the dominating effect of the strong man-made features is particularly noticeable.  The central section of the site south of the railway, broadly between Barty Farm and Woodcut Farm, is more wooded and elevated.  

2.1.5
The largest block of woodland within the site is Common Wood on the central southern edge.  In addition, there are significant treed areas to the east and west of Crismill Road, known respectively as The Belt and Crismill Shaw.  

2.2
Surrounding Area

2.2.1
The settlement of Bearsted, which adjoins the Maidstone built up area, is to the south west of the site beyond the Ashford to Maidstone East railway line.  It has two conservation areas, one centring on the Church and approximately 0.5 km from the site, the other comprising The 

Green and its immediate surroundings.  The latter conservation area commences a short distance south of the railway line bordering the western part of the site, but it has a generally inward-looking character, focusing on The Green and its immediate built surroundings.  Views in the direction of the application site from The Green are largely obscured by the raised railway line, mature trees along it and the peripheral buildings.  

2.2.2
There is a railway station at Bearsted on its northern edge, near the western end of the application site.  This provides rail services to central Maidstone, London and Ashford.  The western end of the application site can be easily reached by foot or cycle from the station, via Thurnham Lane and the existing bridleway off its east side, a distance of around 400 m.  

2.2.3
To the north of the application site, beyond the M20 and CTRL, the land rises towards Pilgrims Way and the North Downs Way.  Views from the higher ground towards the site are limited by extensive intervening woodlands, the largest being Snarkhurst Wood and Longham Wood.  The land to the north of the motorway/CTRL is within the Area of Outstanding Natural Beauty (AONB), except for the Motorway Service Area opposite the eastern end of the site.  

2.2.4
In terms of immediately neighbouring residential uses, there are dwellings at intervals along Thurnham Lane beyond the western end of the site, which have a view over it eastwards.  There are also occasional farmhouses and other dwellings following and accessed from the lanes.  The Barty Farm group of buildings has a separate access from Roundwell on the edge of Bearsted and includes a Grade II listed barn.  

2.3
Proposals 
2.3.1
The planning application to which this ES relates is in outline, with all matters reserved save access.  For the purposes of Environmental Impact Assessment, however, a range of aspects of the scheme are being proposed by the applicant as fixed, or maximum/minimum limits set, in order that the assessment is defined and robust.  The relevant fixed aspects can be secured, for example, by means of planning conditions and are described in full in the Development Specification, with Parameter Plans, attached as Appendix 2.1 of this ES.  Also attached to the Development Specification is an outline Construction Method Statement, which has informed the assessment of construction effects in this ES.  

2.3.2
The immediately following paragraphs give a broad description of the proposed development, which is shown on the illustrative Masterplan included at the end of this Chapter.  

2.3.3
The proposed development would be created on the site by earthworks to form a series of development platforms.  These respect as far as practicable the existing broad topographical form of the site.  Although extensive cut and fill is involved, overall there would be a broad balance, with net transfer from the area to the north of the railway line to the south.  

2.3.4
As can be seen from the illustrative Masterplan, the scheme itself comprises some 374,000 sq m gross of floorspace in total and a 6.5ha intermodal rail/road transfer area.  Warehousing would amount to approximately 362,000 sq m of the floorspace, of which 47%, 171,000 sq m, would be in the form of two large directly rail-connected buildings in the north western area of the site, with new rail sidings physically penetrating the buildings.  On the south side of the railway, there would be further large warehouse buildings with immediate road connections from the intermodal facility via a new road bridge over the railway.  

2.3.5
The entrance zone to the site in the south east will contain a proportion of smaller business accommodation and B1 offices, totalling approximately 11,400 sq m.  The offices will be prominent from the M20/A20 junction and are envisaged to provide attractive accommodation for prestige employers and an appropriate entrance to the KIG development.  In this zone, there will also be the other ancillary and service buildings, including the KIG gatehouse for securing control of entry for all visitors, rest facilities for lorry drivers and the new electricity sub-station.  

2.3.6
Environmental matters have influenced the design.  Establishing the gatehouse in an effective position is significant in terms of maintaining control of the use of the site and hence the environmental effects of that use.  Similarly, the location of the sub-station minimises disruption and intrusion in respect of maintenance and inspection trips.  

2.3.7
There will be a twin road access arrangement serving the development from the A20 close to the M20 junction 8.  This location will minimise the distance of vehicle movement from the motorway turn-off.  The access nearer the motorway junction will be dedicated to lorry traffic and direct right turns in the Maidstone direction would be prevented.  The internal road network would be constructed to adoptable standards.  A key connection in the network is the construction of the new bridge over the railway just west of Crismill Road.  There will be bridges under Crismill Road and over Water Lane.  

2.3.8
With regard to the new rail infrastructure and intermodal area, switches will be introduced to the existing railway to enable both eastbound and westbound trains to leave the Ashford to Maidstone East railway line northwards into the KIG rail network.  Parallel reception sidings will allow 775m trains to pull-off, manoeuvre and depart.  Additional sidings will enter units 1 and 2 and serve the south side of the intermodal freight handling area.  In order to reduce noise from rail movements on the sidings on the west side of the site, these would be contained in an acoustic enclosure, open-sided to the north, as shown on the illustrative Masterplan.  

2.3.9
The intermodal area will comprise hard-standing, with gantry cranes of up to 25 metres in height to handle freight containers.  There will be container stacking on the hard surfacing, of continually changing height and lateral extent.  The maximum height of stacking at any one time will be 14.5 m above ground level.  In its proposed position, the intermodal area will be in a balanced position relative to the surrounding warehouse buildings.  Also, being in the central northern part of the development where it would be:-


-
between the existing railway and the motorway;


-
largely enclosed by the warehouse buildings; and


-
south of the large woodland blocks on the north side of the motorway;


it will benefit from the maximum level of natural visual screening from views from the higher ground to the north, as well as a good degree of physical separation and buffering from the existing residential area.  

2.3.10
The site is designed to receive around 12-13 trains per day, mainly carrying containers for the intermodal terminal.  Around 200,000 containerised units would be handled per year.  

2.3.11
The warehouse buildings will be a maximum of 12 metres in height to eaves and some 14 metres overall.  Having regard to the varying building platform levels, the highest part of the development will be unit D, immediately east of Crismill Road.  

2.3.12
In implementing the development, Common Wood with its adjacent grassland will be retained, this being a prominent landscape feature of the south side of the development.  Also, Crismill Shaw along the east side of Crismill Lane would be preserved.  The Belt, to the west of Crismill Road, would be removed.  In accordance with a comprehensive landscape framework, there would be extensive structural tree planting and mounding to mitigate the loss and to obscure or filter views of the development.  A wide landscape corridor will be maintained through the west side of the development, responding to the diagrammatic notation in the Maidstone Borough Core Strategy Preferred Options document relating to areas of search for the green-space network.  

2.3.13
In respect of drainage, the western existing watercourse, known as The Lilk, will be diverted eastwards around unit 1, with off-line balancing ponds introduced and integrated into a wide landscape corridor designed as part of the development.  The central watercourse will be retained on its existing alignment north of the railway, but will need to be culverted beneath the surface of the intermodal area.  South of the railway, it will be diverted around the west side of unit F, with off-line balancing ponds introduced.  The easterly watercourse will remain on its existing alignment, with a balancing pond introduced off-line.  To mitigate for the potential effects of culverting the watercourse beneath the intermodal area, it is proposed to provide for more than an equivalent length of open stream, through the realignment and increased meandering of the streams elsewhere on the site.  

2.3.14
With regard to existing highways and public rights of way, Crismill Road and Water Lane are to be retained on their existing alignments.  The public footpath crossing the central part of the site will be diverted westwards around the western end of the intermodal area, via a new foot-bridge over the railway.  The two footpath/bridleways crossing the western portion of the site will be diverted to the east and north around unit 1.  

2.3.15
It is estimated that around 3,500 jobs will be generated by the scheme.  Some 500 of these will be office jobs in the business area at the eastern end of the site.  The jobs in the warehousing and intermodal areas will number around 2,500-3,000.  

2.3.16
There would be 24 hour operation, although typically activity would be less on Saturday afternoons and Sundays.  

2.4
Development Specification
2.4.1
As initially referred to above, the particular aspects of the scheme to be regarded as set for Environmental Assessment purposes, including the manner in which the applicant undertakes to carry out the development, are described in detail in the Development Specification attached to this ES Chapter (Appendix 2.1).  

2.4.2
The Development Specification includes details of building plot levels; maximum building heights and positions within small deviations; access points and the internal road network, again within small deviations; position and levels of new railway sidings and the intermodal area; and the overall scheme phasing and construction practice.  

2.4.3
The matters fixed by the Development Specification inform and underpin the individual environmental topic assessments contained in the subsequent Chapters of the ES.  
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