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Site Selection and Alternative Application Site Configurations  

4.1
Site Selection
4.1.1
Before deciding on the current application site, the applicant 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 full details of the assessment are contained in the Rail Report by MDS Transmodal submitted in support of the application, but the key aspects and findings are summarised in this section for the purposes of environmental assessment.  

4.1.2
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 practicality of a straightforward link to an adjacent rail line of suitable loading gauge.  


Area Covered

4.1.3
The area of investigation by the applicant was the entire south east of England and comprised 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.  

4.1.4
This area covers all the major population centres in the South East, including London, Colchester, Hitchin, Bicester, Oxford, Reading and Southampton.  

4.1.5
The area of investigation was chosen not only to include the major population centres, but also to ensure that potential locations for a rail freight distribution park in the areas around those centres would be investigated.  This approach ensures that sites are investigated that could adequately service the larger towns and conurbations without having to be part of them.  

Resources used

4.1.6
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 road and rail routes and to show adequately potentially available RFI sites.  

4.1.7
Loading gauge ratings have been derived from maps shown in the past on Network Rail’s web site, the recently produced Freight Rail Utilisation Strategy and detailed overline clearance data for specific routes held by Laser Rail on Network Rail’s behalf.


Criteria for developing a Long List of potential sites for the greater South East

4.1.8
In order to develop a long list of available sites a number of specific criteria were developed, which a potential rail freight distribution park would have to satisfy.  These are covered in turn below.


At least 50 Hectares of development land available

4.1.9
Suitable sites must be of a sufficient size and configuration to accommodate an appropriate rail network, transfer operation and added value activities.  Although existing examples such as Daventry International Rail Freight Terminal (DIRFT) at 147 hectares and Ham’s Hall at 169 hectares are far larger than the 50 hectares chosen, this is deemed to be adequate and slightly larger than the minimum suggested in the former Strategic Rail Authority guidelines of between 40 and 400 hectares.  


Good rail access

4.1.10
The site should be located adjacent to, or a short distance from, a rail line:-


-
of sufficient loading gauge;


-
capable of accommodating intermodal units on standard platform wagons;


-
able to handle full length trains; and 


-
with available capacity to run freight train services.  

4.1.11
In order to ensure safe carriage of maritime intermodal ISO containers, the study could reasonably have been limited to the rail corridors served by W10 and W9 rail routes.  This would ensure that the increasingly commonly used 9 feet 6 inches high ISO containers can be safely transported.  Nevertheless, to broaden the net to include routes capable of upgrade at reasonable cost, routes shown as only accessible at W8 gauge are also included.  A line may be classified through its entire length as W8, but this could have been determined by a single bridge carrying a single track to, for example, a farm for which other road access alternatives exist.  If these alternatives can be utilised, then the relevant loading gauge can be increased.  There is also the possibility that further accurate surveys, with intermodal containers in mind, could re-designate certain routes.  It is for these reasons that rail routes limited to a W8 loading gauge were also included, although they must be capable of upgrade.  

4.1.12
In general, sites were included which were adjacent to relevant rail lines.  Although rail linked distribution park sites have been proposed at a distance of almost 2km from a rail line, for example the site proposed for Port Salford in Greater Manchester, this is regarded as an absolute maximum and the majority of sites identified are well within this range.  


Good quality access to the highway network

4.1.13
The site should be located a short distance from a motorway or grade-separated dual carriageway.  The maximum feasible road distance to a major road, as defined above, was deemed to be 5km.  

4.1.14
In certain areas, where only ‘A’ roads occur, this criterion was relaxed to include two-lane ‘A’ roads, in order to ensure the compilation of a comprehensive long list.  



A suitable configuration

4.1.15
The site should allow large scale high-bay warehousing, intermodal terminal facilities, appropriate railway wagon reception facilities and parking for all goods vehicles using the site. 

4.1.16
In terms of shape, the initial OS map survey considered only sites of regular shape, which were generally square or rectangular.  Odd-shaped sites, which would require awkward rail layouts and storage facilities, were regarded as sub-optimal and discounted.  



A need for the facility

4.1.17
There should be a demand for such facilities from the logistics market, which cannot be met in the medium to long term by existing capacity.  Sites within large built-up areas were not included.  


Relationship to incompatible neighbouring land uses

4.1.18
Reasonable separation from sensitive neighbouring uses allows for 24-hour operations and no restrictions on vehicle movements, thus minimising the impact on the local environment.

4.1.19
The need for HGVs to pass through significant built-up areas, especially residential settlements on or adjacent to a site, was regarded as a reason to discount locations.  


Good access to labour

4.1.20

Other factors regarded as necessary at this stage included the availability of an appropriately skilled and sufficient labour force.  Major distribution facilities can employ well in excess of 1,000 staff and in order to derive a robust short-list, this has to be taken broadly into account at this stage.  


Topography

4.1.21
The site should be on terrain enabling a rail system to be established that does not encounter gradients greater than 1:500, as advised by the Railway Group Standards.  Sharp curves of radii less than 120m are also to be avoided, again as recommended by Railway Group Standards.  With a site size of more than 50 hectares, however, there should be a reasonable prospect of achieving this requirement.  

4.1.22
Where a potential site has been identified and the adjacent line is shown to be in a cutting or on an embankment, the gradient criteria are very unlikely to be satisfied.  

4.1.23
A square site of 50 hectares will have sides of approximately 750 metres in length.  A maximum gradient on-site of 1:500 implies that the maximum allowable rise and fall on the site should not exceed 1.5 metres.  The possibility of carrying out extensive earthworks has been allowed for and the short list has included some sites where this 1.5 metre rise within the site has been exceeded.  


Rail Access across roads

4.1.24
In order to ensure the site is operationally viable it should ideally be located with a rail line on one side and an access road on one of the other sides, so that there is no need for the rail line to access the site by crossing a road.  

4.1.25
Where a site was identified where rail access would need to cross a major road or motorway it has been discounted.  If, however, the site only required the apparent minor re-alignment of a road, or rail access only crossed a minor road and/or there was alternative road access, then this did not necessarily discount the site.  


Watercourses

4.1.26
Although the presence of a watercourse through a site was not sufficient to discount it, if it was obviously a major watercourse or several significant ones, then this was deemed to be sufficient potential engineering reason to discount it.  


Presence of Woodland/Built-up Areas

4.1.27
In general, the presence of woodland marked on an OS map denotes a level of significance and historical standing.  Potential sites that are mainly forested, therefore, were discounted.  


Site identification

4.1.28
Many of the sites identified were discounted for more than one reason and it was the exception that a site was discounted under a single criterion.  

4.1.29
The study initially identified 120 sites, the ‘Long List’, within the research area that fulfilled most of the minimum requirements.  The long list is appended to the MDS Transmodal Rail Report.  

4.1.30
All the sites were evaluated and 33 were identified and included in the ‘Short List’, also appended to the Rail Report.  The KIG application site clearly emerged as the optimum site and the only one available to serve effectively the Channel Tunnel/Dover to London corridor, giving it enhanced priority.  Its superiority particularly derives from:-


-
The high standard of loading gauge of the railway line to which it connects (W9);


-
A high level of freight train capacity on the relevant railway line is guaranteed by the Treaty establishing the Channel Tunnel and only a small proportion is currently utilised;


-
A high standard of motorway access can be gained in a key freight corridor, at a relatively uncongested point;


-
The large size of the site enables the necessary scale of development to be provided and an efficient and versatile rail layout to be achieved, allowing full length trains to be accommodated;


-
There is a high level of market demand for freight facilities at this location;


-
The site is well located to serve a rail freight function for not only nationally, but also for the region;  


-
The site is close to a large source of labour, which can access the proposal by means of transport other than the car;  


-
The interface of the site with the residential area is on only a short stretch of the overall boundary, thus limiting potential environmental effects for residents.

4.1.31
Since the KIG site will only fulfil part of the need, which comprises both a sufficient quantum and an adequate geographical network of rail freight facilities, several of the less optimal short listed sites 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.  

4.2
Other site layout configurations considered

4.2.1
In terms of the consideration of design alternatives within the confines of the site itself, given that vehicular access needs to be at the eastern end close to the motorway junction to avoid unnecessary distance having to be travelled by lorries, the principal site layout 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.  

4.2.2
The position of the intermodal facility 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 within the pattern of distribution buildings and it avoids visual dominance of the entry zone of the development.  The latter is of importance to the immediate image of Maidstone and lends itself to buildings of appropriate architectural effect.  
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