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5
Traffic and Access 

5.1
Introduction

5.1.1
This ES Chapter assesses the traffic impact and likely significant effects of the proposed Kent International Gateway (KIG) development.  It incorporates a summary of the full Transport Assessment Report accompanying the application.  

5.1.2
Also described are the methods used to determine the effects of the scheme; the baseline conditions currently existing at the application site and surroundings; the mitigation measures proposed to prevent, reduce or offset any significant adverse effects; and the likely residual effects after such measures have been employed.  

5.1.3
This section has been prepared by The Denis Wilson Partnership Ltd.; Transportation Planning, Infrastructure Design and Highway Safety Consultants.

5.2
Policy/Standards/Criteria

5.2.1
A detailed review of national, regional and local transportation policy and guidance relevant to the proposed KIG development has been undertaken and full details are presented within the Transport Assessment.  

5.2.2
In summary the policy appraisal in the Transport Assessment has considered the following documents:

·
Guidance on Transport Assessments;

·
A New Deal for Transport: Better for Everyone, White Paper;  

·
A New Deal for Trunk Roads in England;

·
Planning Policy Guidance 13: Transport;  

·
SRA Freight Strategy;

·
Network Rail Freight Route Utilisation Strategy;

·
Regional Planning Guidance for the South East (RPG 9);

·
Draft South East Plan;

·
Local Transport Plan for Kent 2006-2011;

·
Kent and Medway Structure Plan;

·
Emerging Local Development Framework Core Strategy;

5.2.3
From the transport policy review, it can been concluded that the development of the KIG development would be compliant with all national, regional and local policies in that it would: 

·
Meet the objectives of transferring a greater proportion of freight in the UK by rail;

·
Provide for integration between different types of transport – to ensure that each contributes its full potential;

·
Provide a safe and accessible interchange between different forms of transport – through the provision of a freight transfer facility;

·
Encourage the transfer of freight from road to rail;

·
Provide a facility in a location that is away form a congested central areas and residential areas and close to adequate access to the trunk road network;

·
Be on a site that can readily provide access to the UK’s rail network;

·
Provide a facility that has the potential to contribute towards meeting the Government’s Ten Year Plan objective of an 80% goal for freight growth.  

5.3
Assessment Methodology

5.3.1
The accessibility of the site by all modes has been made through comparison of policy and the guidance identified and in respect of other published sources of best practice such as the Institute of Highways and Transportation (IHT).  

5.3.2
The Transport Assessment has evaluated all the main modes of transport that could be associated with travel to and from the KIG development.

5.3.3
For pedestrians without mobility impairment, the IHT in its publication Guidelines for Providing for Journeys on Foot; makes a series of suggested acceptable walking distances in relation to common facilities.  

5.3.4
Planning Policy Guidance 13 defines a distance within which cycling can reasonably be considered as an option to travel by private car.  On this basis and the guidance contained within the IHT publication, ‘Cycle Friendly Infrastructure, 1996’, the accessibility of the trips to be made by cycle to and from the development has been assessed.  

5.3.5
In terms of accessibility by local bus services, the number and frequency of existing bus services and their proximity to the site have been assessed.  

5.3.6
With regard to road transport, the level of provision and standard of the local highway network have been determined.  Existing traffic flow data for the local highway network has been obtained from Kent County Council’s termed transport consultants Jacobs Babtie.  Additional data has been acquired through new surveys specifically undertaken for the KIG development in 2007.  

5.3.7
The methodology of the assessment is based on guidance given in the document Guidelines for the Environmental Assessment of Road Traffic, published by the Institute of Environmental management and Assessment (IEMA), formerly the Institute of Environmental Assessment.  The methodology includes reference to criteria whereby assessment is only undertaken on:

·
Highway links where traffic flows will increase by more than 30% (or the number of HGV’s will increase by more than 30%);

·
Any specifically sensitive areas where traffic flows have increased by 10% or more.  

Peak Periods

5.3.8
As the proposed KIG development is somewhat bespoke in nature and will operate on a 24hr basis, in order to establish the peak periods of traffic to and from the site a first principles approach has been undertaken.  The approach has indicated that the peak flows on the highway network are consistent with the traditional peaks of 08:00 – 09:00 and 17:00 – 18:00. Full details are presented in the Transport Assessment.  

5.3.9
The construction period for the proposed development of the KIG site has been identified as extending to 2016.  Growth rates contained within the National Trip End Model (NTEM), published by the DfT, for the ‘Maidstone’ area, have been applied to the base traffic flow information to bring it up to 2016 projected levels.  

5.3.10
The junctions assessed within the Transport Assessment are:

·
The proposed HGV access from A20 into site Traffic Signal Controlled Junction;

·
The proposed car traffic access from A20 into site Traffic Signal Controlled Junction;

·
A20/Roundwell priority junction;

·
A20 Roundabout link with M20 Junction 8; 

·
A20/Eyhorne Street Roundabout;

·
A20/Penfold Hill Roundabout;

·
A20/Willington Street Traffic Signals.

5.3.11
Highway network junctions have been assessed using the industry standard computer modelling programs LINSIG and TRANSYT (for traffic signals) ARCADY (for roundabouts) and PICADY for priority junctions.  

5.3.12
The flows on all links connecting and feeding the above junctions and the M20 Junction 8 merge and diverge slip roads have also been considered.  

5.3.13
The assessment has been undertaken covering the traditional AM and PM peak periods.  The Assessment scenarios have been:

·
2007 Base;

·
2016 Without Development;

·
2016 With Development.  

5.4
Baseline Position/Conditions

5.4.1
A detailed overview of the KIG site has been undertaken, details of which are provided in the Transport Assessment.  

5.4.2
The transport network within the immediate vicinity of the KIG site consists of the A20 that runs past the site from Maidstone to Ashford and provides a link onto the M20 motorway which runs from the M25 to Dover.  

5.4.3
The A20 Ashford Road is a primary route within the Kent highway hierarchy, but with a significantly reduced traffic flow as a consequence of the parallel M20 motorway which attracts much of the short and virtually all of the medium and long distance trips.  The wide carriageway width of between 9m and 10m and the relatively light traffic conditions would appear to attract excessive vehicle speeds.  

5.4.4
Around 500m to the east of the site is the junction that provides access to the M20 Junction 8, via a short link road.  The M20 link and A20 east arms of the roundabout take the form of dual 2-lane carriageway roads.  Traffic on the A20 heading eastbound has the option to ‘by-pass’ the roundabout by using a bridged/elevated flyover, which merges with the A20 eastbound again several hundred metres to the east.  

5.4.5
The M20 at junction 8 has provision for 3-lanes in a dual carriageway configuration, whilst the grade separated roundabout junction is not signal controlled.  Maidstone Services is accessed off the junction on the northern side of the motorway and is located between the CTRL and Ashford – Maidstone East mainline.  

5.4.6
To the east of the M20 link roundabout, the A20 takes the form of a dual 2-lane carriageway road with the National Speed limit applied.  A 4-arm roundabout forms the junction of the A20 with the B2163 Eyhorne Street and Hollingbourne Ramada Hotel.  Both the B2163 Eyhorne Street and Hotel access road are single carriageway roads with widths of approximately 7.3m and 8.5m respectively.  

5.4.7
The B2163 Eyhorne Street runs from the A20 to Hollingbourne village.  A height restriction, where the road passes beneath the Ashford – Maidstone East railway line, is in place.  

5.4.8
Roundwell from the A20 begins as a 40 mph road up to the bend where it then becomes 30 mph.  At the Water Lane junction it becomes The Street.  At this point there are residential dwellings, some of which rely upon on-street parking which restricts traffic flow.  This continues to be the case as the road proceeds to the west where it eventually becomes Ware Street at the junction with Thurnham Lane.

5.4.9
The Willington Street junction on the A20 is located approximately 3.5km from the main KIG entrance.  The junction takes the form of a 3 arm signalised arrangement.  This junction is the first signal controlled junction on the A20 from the KIG site when travelling west and therefore represents the first potential bottleneck to road capacity.  


Pedestrians and cyclists

5.4.10
With regard to the accessibility of the site to the wider area, the IHT in their document ‘Guidelines for Providing for Journeys on Foot’ suggests that the preferred maximum walking distance for commuting journeys is 2 kilometres.  PPG13 states that walking ‘offers the greatest potential to replace short car trips, particularly under 2 kilometres’. 

5.4.11
At present there are footways provided on both sides of the A20 in the vicinity of the KIG site.  The footways have however been poorly maintained with a poor surface, holed and rutted.  On some stretches there is extensive vegetation which obscures the footways and hinders their proper use.  The footways that are currently provided are approximately 1.5m wide and are segregated from the highway by a grass verge of between 1-1.5m in width.  At present there is no provision for the controlled crossing of pedestrians across the A20 in the vicinity of the site. 

5.4.12
With regard to cycling, guidance contained in PPG13 (para. 78) suggests that cycling is a viable alternative to travel by private car for distances of up to 5 kilometres (a 20 minute cycle time).  

5.4.13
At present there is no dedicated provision for cyclists in the immediate vicinity of the site.  


Public transport - Buses

5.4.14
In terms of public transport, at present the 9/19 bus service operates Monday to Saturday between Bearsted and Maidstone.  In addition, bus services run along the A20 in the vicinity of the site providing a link with destinations including Hollingbourne village, Ashford and Maidstone town centre.  

5.4.15
In respect of existing bus infrastructure, there are a number of bus stops along the A20 Ashford Road and through the village of Bearsted that could facilitate access by this mode to the development site.  In the majority of cases, however, the facilities at the stops are rather basic; those on the A20 having just a post and a flag and providing no shelter or timetable information.  


Public transport - Trains

5.4.16
The Ashford to Maidstone East mainline railway runs through the proposed KIG site.  This line runs between London Cannon Street / Victoria and Ashford, before splitting for Dover or Canterbury and Ramsgate.  Bearsted Station is located approximately 250 metres from the western end of the site and approximately 2.5km from the proposed main site access from the A20.  There is also a station at Hollingbourne to the east of the proposed development.  

5.4.17
Bearsted Station has a ticket office, cycle storage facilities and a car park provided.  Services from it in the direction of London Cannon Street / Victoria start at 06:00 and operate at least half-hourly in the peak and hourly off-peak on Mondays to Saturdays, with the last train departing around 22:30.  Throughout the day on Sundays, between 08:00 and 22:00, the service operates on an hourly frequency.  The majority of these services, particularly in the peak, terminate at London Victoria as opposed to Cannon Street and also call at all local stations.  In the other direction, the services are less frequent but run for longer periods of time, with an hourly service Monday to Saturday between the hours 0600 and 0100 and on Sunday from 0930 to 2330.  

5.4.18
Services from Bearsted in the Ashford direction operate twice hourly throughout the day on Mondays to Saturdays between 0600 and 0100 and hourly all day on Sundays between 0900 and 0100.  The majority of these services call at all local stations and a number of services, particularly in the morning, continue to Canterbury, Ramsgate and Margate.  

5.4.19
Hollingbourne Station services operate in the Ashford direction at a lower service frequency of half-hourly in the peak and hourly off-peak on Mondays to Fridays between 0600 and 0100.  The service operates hourly on Saturdays between 0600 and 0100 and between 0900 and 0100 on Sundays.  Services call at all stations and a number of services, particularly in the morning, continue to Canterbury or Ramsgate and Margate.  

5.4.20
Services from Hollingbourne in the London Cannon Street / Victoria direction operate at least half-hourly in the peak and off-peak Mondays to Saturdays between 0600 and 2230.  On Sundays between 0800 and 2200, services operate hourly.  The majority of services, particularly in the peak, terminate at London Victoria as opposed to Cannon Street.  

5.4.21
As with Bearsted Station, Hollingbourne Station cannot be accessed from the KIG site by scheduled bus.  The station can however be reached on foot with a walk time of approximately 30 minutes.  This station has a car park, but is un-staffed.  


Estimated traffic flows

5.4.22
For the purposes of this ES, the average of the two weekday peak hours has been converted to Annual Average Daily Traffic Flows (AADT).  The resulting 2007 2-way AADT flows are summarised in Table 5.1 below.


Table 5.1 – Base 2007 Annual Average Daily Traffic 2-Way Flows  
	 Link
	AADT 2-Way Flow

	
	Light Vehicles
	Heavy Vehicles

	A20 west of Roundwell
	10033
	1447

	Roundwell
	3083
	313

	A20 west of site access
	11079
	1517

	A20 east of site access
	11079
	1517

	A20/M20 link
	20895
	1283

	B2163 Eyhorne St.
	3255
	102

	B2163 Penfold Hill
	8982
	271

	A20 east of B2163
	13380
	711

	M20 east of Jct. 8
	45900
	9100

	M20 west of Jct. 8
	60900
	9100


5.4.23
The assessment year for the purposes of the environmental assessment of the infrastructure and construction works stageis assumed to be 2011, as this is identified as the peak construction period in terms of traffic.  Using the NTEM growth rate for Maidstone, the 2007 base traffic flows have been factored upwards accordingly.  The resulting 2011 2-way AADT flows are summarised in Table 5.2 below.

Table 5.2 – Base 2011 Annual Average Daily Traffic 2-Way Flows  
	Link
	AADT 2-Way Flow

	
	Light Vehicles
	Heavy Vehicles

	A20 west of Roundwell
	10444
	1506

	Roundwell
	3209
	326

	A20 west of site access
	1533
	1579

	A20 east of site access
	11533
	1579

	A20/M20 link
	21752
	1336

	B2163 Eyhorne St.
	3388
	106

	B2163 Penfold Hill
	9350
	282

	A20 east of B2163
	13929
	740

	M20 east of Jct. 8
	47782
	9473

	M20 west of Jct. 8
	63397
	9473


5.4.24
The assessment year identified for the purposes of the environment assessment of the operational development is 2016 and the 2007 base traffic flows have been factored upwards accordingly using the NTEM growth rate for Maidstone of 1.073.  The resulting 2016 two-way AADT flows are summarised in Table 5.3 below: 

Table 5.3 – Base 2016 Annual Average Daily Traffic 2-Way Flows  
	Link
	AADT 2-Way Flow

	
	Light Vehicles
	Heavy Vehicles

	A20 west of Roundwell
	10765
	1553

	Roundwell
	3308
	336

	A20 west of site access
	11888
	1628

	A20 east of site access
	11888
	1628

	A20/M20 link
	22420
	1377

	B2163 Eyhorne St.
	3493
	109

	B2163 Penfold Hill
	9638
	291

	A20 east of B2163
	14357
	763

	M20 east of Jct. 8
	49251
	9764

	M20 west of Jct. 8
	65346
	9764


5.5
Likely Significant Effects

5.5.1
The likely significant effects of the development proposals have been identified for both the Construction Period and for the Completed Development.  Traffic generation for the development proposals has been determined by predominantly first-principle methods, taking into account the location, size and nature of the development.  The study area over which the traffic impact of the development proposals is assessed has been determined by an iterative process of comparison of baseline conditions with traffic generation.  The net change in traffic flows on the highway network within the study area has been identified.  Where significant effects are identified, detailed assessments have been undertaken on those parts of the network using industry standard capacity assessment software such as the TRL software suite.  

5.6
Construction 

5.6.1
The Construction Method Statement (CMS) for the proposals has been prepared by White Young Green Consulting Ltd and is attached to the Development Specification forming Appendix 2.1 to this ES.  It sets out a series of strategies, standards and mitigation measures and procedures.  In order to minimise adverse environmental effects, these will be observed through the construction process.  

5.6.2
It is acknowledged that the standards and procedures will need to be updated as the design progresses and as new and further information becomes available.  As the KIG development progresses, a series of detailed construction method statements will be developed for the works, to be administered by individual building contractors once appointed.  

5.6.3
It is envisaged that the development of the site will be spread over a number of years, the final timescale being driven by market demand.  It is, however, envisaged that the new rail connection and intermodal area will be constructed in the first stage of the development.  

5.6.4
The construction method statement has assumed that the construction programme will run over a period of around 7 years, with the works being undertaken on a phased basis.  The principal construction works will consist of and include, but not be limited to the following:  

·
A20/Willington Street Traffic Signals;

·
Environmental protection and ecological works;

·
Ecology/translocation/planting;

·
Archaeological and heritage protection;

·
Temporary site accommodation and welfare facilities;

·
Services diversions;

·
Temporary and permanent utility supplies;

·
Primary Infrastructure works;

·
Demolition works;

·
Remediation;

·
Earth Modelling

·
Re-profiling of land;

·
Earthworks cut and fill of existing site to new profile;

·
Retaining walls at changes in level;

·
New railway sidings and new connections to railway lines;

·
New intermodal area with new travelling overhead cranes;

·
Alterations to existing railway cuttings and embankments;

·
New rail over-bridge carrying new roadway;

·
New tunnels under new sidings for existing rights of way;

·
Surface water sewers and retention ponds;

·
Work to existing water courses;

·
Foul water sewers;

·
Off-site highway connections/road works;

·
On-site roads, pavements and cycleways;

·
Construction of buildings;

·
Minor bridges over watercourses and new roads;

·
Landscaping;

·
Final ecological re-instatement works.

5.6.5
It is envisaged that the works will, in principle, be demand driven, with the main construction works being broken down into phases with individual buildings to meet occupier demand.  Whilst at this stage, a fully detailed construction programme is not available, a preliminary summary and initial draft programme have been produced and information is provided as an attachment to the CMS in Appendix 2.1 of this ES.  

5.6.6
The CMS thus establishes that the peak traffic generations for the construction period will occur between September 2011 and January 2012.  

5.6.7
Subject to the authority’s consent, normal construction working hours are likely to be 0800 to 1800 on weekdays, 0800 to 1300 on Saturdays and not on Sundays, Bank or Public Holidays. The management team will adhere to these normal working hours for the works as far as reasonably practicable.  However, certain operations are season and weather dependent and in these instances it may be necessary to extend the working hours for such operations to take advantage of daylight hours.  Other operations particularly with respect to work to or alongside the railway, may be restricted to agreed possessions, where work to embankments, installation of bridges, track works etc are to be carried out.  Any other special or unusual activities due occur, such as road closures, deliveries of large plant or certain special works, will be notified to the relevant neighbourhood occupants and take place in agreement with Local Authorities/Statutory Authorities.  

5.6.8
In identifying the likely transport impact of the construction period, the Transport Assessment has considered the impact of the AADT flows for the peak construction period, i.e. September 2011 to January 2012.  Table 5.4 below identifies the resulting construction traffic movements, represented as 2-way AADT flows, on the local highway network being assessed. 

Table 5.4 – Construction Phase Annual Average Daily Traffic 2-Way Flows  
	Link
	AADT 2-Way Flow

	
	Light Vehicles
	Heavy Vehicles

	A20 west of Roundwell
	2
	0

	Roundwell
	0
	0

	A20 west of site access
	2
	0

	A20 east of site access
	9
	97

	A20/M20 link
	8
	91

	B2163 Eyhorne St.
	0
	0

	B2163 Penfold Hill
	0
	6

	A20 east of B2163
	1
	0

	M20 east of Jct. 8
	1
	28

	M20 west of Jct. 8
	7
	62


5.6.9
Table 5.5 below identifies the resulting increase in AADT vehicle movements likely to occur during the peak construction phase of the development on the local highway network.

Table 5.5 – Proportional Increase in Traffic (Construction) – AADT Flows  
	Link
	AADT 2-Way Flow

	
	Light Vehicles
	Heavy Vehicles

	A20 west of Roundwell
	0.02%
	0.01%

	Roundwell
	0.01%
	0%

	A20 west of site access
	0.02%
	0.01%

	A20 east of site access
	0.07%
	6.13%

	A20/M20 link
	0.04%
	6.78%

	B2163 Eyhorne St.
	0%
	0%

	B2163 Penfold Hill
	0%
	2.15%

	A20 east of B2163
	0%
	0.04%

	M20 east of Jct. 8
	0%
	0.30%

	M20 west of Jct. 8
	0.01%
	0.66%


 5.6.10
It has been identified from Table 5.5 above that the proportional increase in traffic on the local highway network during the construction phase would be minimal, with no greater than 6.78% increase in HGV movements likely to occur.  The Transport Assessment provides more detail. 

Completed Development

5.6.11
Development Trip Rates: To determine the trip rates a first-principles approach has again been applied.  Trip generations for employment have been based upon the employee numbers and mode splits, which have been primarily based on information obtained from the census data for Maidstone Journey to Work area.  Full details of the methodology are presented the Transport Assessment.  

5.6.12
The first-principles approach has enabled the number of employee trips by each land use and mode to be established.  These have then been calculated for each shift pattern.  In addition to the employee trips there are also business related trips, visitor vehicle trips and servicing trips.  These have been based on the 2001 census which indicates that there are, on average, an additional 8% of business related trips and visitor trips to and from development.  An additional 2% has been added to reflect service trips.  These vehicles would be car and light goods vehicles (LGVs).  Finally, a 2.5% proportion of HGVs associated with this has been applied.  A 24 hour profile has been applied.   Full details of the trip generation process are presented in the Transport Assessment.  

5.6.13
Distribution of Development Trip Rates: The distribution of employee traffic has been determined by the use of a simple gravity model.  The gravity model has taken the surrounding 7 counties (including GLA) and includes 75 local authority areas.  For each of the areas the resident economically active populations have been deduced from OPCS census data.  The journey time to the main town or city within each area has been determined using a travel planning computer programme.  Factors of attraction for the development have also been derived.  This calculation was undertaken for each area and the proportional distribution of trips to and from each determined.  Details of the distribution are presented in the Transport Assessment.  

5.6.14
The methodology for the assessment is based on guidance given in the document ‘Guidelines for the Environmental Assessment of Road Traffic’, published by the IEMA.  The methodology includes reference to the significance criteria already set out in paragraph 5.3.7 above.  

5.6.15
The extent of the surrounding highway network for which consideration is given within this assessment to both base and future traffic conditions as a result of the development proposals is identified in Figure 5.1 and includes those elements already listed in paragraph 5.3.10 above plus the M20 junction 8 slip roads.  

5.6.16
It is along these routes that the majority of traffic accesses the existing uses on the site and along which any future additional traffic will be expected to be routed.  

5.6.17
Full build-out of the development could be achieved by 2016.  For the purposes of this environmental assessment, therefore, the proportional increase in traffic resulting from the development in 2016, in comparison to predicted 2016 base traffic flows, has been determined.  

5.6.18
Table 5.6 below identifies the resulting 2016 base plus development 2-way AADT traffic flows. 

Table 5.6 – 2016 + Development AADT 2-Way Flows  
	Link
	AADT 2-Way Flow

	
	Light Vehicles
	Heavy Vehicles
	Total Vehicles

	A20 west of Roundwell
	11743
	1558
	13300

	Roundwell
	3515
	336
	3851

	A20 west of site access
	13072
	1633
	14705

	A20 east of site access
	16228
	5100
	17861

	A20/M20 link
	26295
	4615
	30911

	B2163 Eyhorne St.
	3493
	109
	3602

	B2163 Penfold Hill
	9828
	510
	10338

	A20 east of B2163
	14632
	773
	15405

	M20 east of Jct. 8
	49663
	10620
	60284

	M20 west of Jct. 8
	68808
	12146
	80955


5.6.19
Table 5.7 below identifies the resulting percentage increase in AADT vehicle movements on the local highway network likely to occur as a result of the full build-out of the development by 2016.


Table 5.7 – Proportional Increase in Traffic – 2016 + Development AADT 2-Way Flows  
	Link
	AADT 2-Way Flow

	
	Light Vehicles
	Heavy Vehicles
	Total Vehicles

	A20 west of Roundwell
	9.08%
	0.32%
	7.98%

	Roundwell
	6.26%
	0.01%
	5.69%

	A20 west of site access
	9.96%
	0.31%
	8.80%

	A20 east of site access
	36.51%
	212.34%
	32.15%

	A20/M20 link
	17.28%
	235.25%
	29.89%

	B2163 Eyhorne St.
	0.00%
	0.00%
	0.00%

	B2163 Penfold Hill
	1.98%
	75.29%
	4.12%

	A20 east of B2163
	1.92%
	1.32%
	1.89%

	M20 east of Jct. 8
	0.84%
	8.77%
	2.15%

	M20 west of Jct. 8
	5.30%
	24.40%
	7.78%


5.6.20
The full traffic analysis contained within the Transport Assessment has considered the peak hour impact of the development on the study area.  Table 5.8 below presents a summary of the findings.


Table 5.8 : Summary of Development Impact Analysis

	Junction
	Scenario

	
	2007
	2016
	2016 + KIG

	A20 / M20 Link Roundabout 
	AM  Max RFC 0.705
	AM  Max RFC 0.713
	AM  Max RFC 0.852

	A20 / B2163 Hotel Roundabout Junction
	AM  Max RFC 0.640
	AM  Max RFC 0.692
	AM  Max RFC 0.711

	A20 / B2163 Penfold Roundabout
	AM  Max RFC 0.611
	AM  Max RFC 0.663
	AM  Max RFC 0.679

	A20 / Roundwell Priority Junction
	AM  Max RFC 0.308
	AM  Max RFC 0.342
	AM  Max RFC 0.394

	A20 Willington Street Signalised Junction
	AM  Max PRC -3.4%
	PM  Max PRC -13.7%
	PM  Max PRC -19%

	KIG Car Access
	N/A
	N/A
	AM Max DoS 71%

	KIG HGV Access
	N/A
	N/A
	PM Max DoS 88%


5.6.21
As can be seen from the above table, the only junction that will be operating over capacity will be the A20/Willington Street Junction.  This junction is already operating above its theoretical design capacity in 2007 with a PRC of -3.4.  This will increase to -13.7% 2016 without the KIG development.  It is therefore considered that this junction will require some attention, possibly upgrading, irrespective of the KIG development proceeding.  

5.6.22
In addition to the junction capacity analysis, consideration has been given to the ability of links on the highway network to accommodate the expected flows. This analysis has also indicated that the existing highway network links would be able to accommodate the KIG development, with a reserve capacity on all links in 2016 of no less than 38% with the development.  Full details are presented in the Transport Assessment.  

5.6.23
Finally, analysis of the M20 Junction 8 Merge Diverge slip road has shown that three out of four of the slip roads will be able to accommodate traffic, including KIG associated traffic in 2016 within their existing configuration.  The only exception is the Northwest bound on-slip, which will exceed its existing configuration by one design step.  This occurs in 2007, irrespective of the KIG development.  It is therefore considered that some upgrading of this junction will be necessary whether or not the KIG site is developed.  Full details of this analysis are presented in the Transport Assessment.  

5.7
Mitigation

Construction

5.7.1
Table 5.5 above shows that during the peak construction period (2011), the additional traffic on the highway network peaks with a maximum increase on links of just 6.78%.  It is, however, acknowledged that the construction of the KIG development will affect the local environment in terms of traffic and transportation.  These effects will, however, be minimised through careful and accurate construction planning and management, adoption of Environmental Best Practices as outlined in the CMS, good neighbourhood policies and regular liaison meetings with Local Authorities, all to ensure that the development is managed in a way which is not detrimental to the environment and amenities of local residents.  

Completed Development

5.7.2
Given the results of the traffic impact analysis summarised in Table 5.8 above together with the analysis of the highway network links and the M20 Junction Merge Diverge slip roads, it is clear that with a two exceptions the highway network in its existing form will be able to accommodate the KIG development.  Where the network is operating over-capacity, i.e. the Willington Street junction and the M20 north west bound on-slip road, it has been shown that these will operate over capacity whether or not the KIG development proceeds.  It is considered that these areas will require upgrading works.  Consequently, it is not necessary to propose mitigation measures in these locations.  

Potential improvements

5.7.3
In order to minimise the impact of the KIG development on traffic and transportation, a number of measures will be introduced.  Full details are presented in the Transport Assessment, whilst a summary is presented below.  

5.7.4
Pedestrians and Cyclists:  The existing footways along the A20 in the vicinity of the site have become potholed and overgrown.  As part of the development the section between the Roundwell Junction and the main site entrance within the existing highway will be upgraded to provide a new segregated 3.5 metre foot/cycleway.  The internal site will also fully cater for pedestrians and cyclists with the provision of a 3.5 metre shared foot/cycleway on at least one side of all main roads within the development.  

5.7.5
Additional foot/cycleway entrances into the site will also be provided along the A20 and at Thurnham Lane.   Thurnham Lane has the potential to be used as a walk/cycle route form the western end of KIG to Bearsted rail station.  It is currently envisaged that a foot/cycleway could be provided into the site at the location of the public right of way, KM 81.  This will need to be explored in more detail at the appropriate time.  Figure 5.2 identifies the potential improvements.

5.7.6
Public Transport - Buses: Meetings with the main bus operator, Arriva, have been undertaken to discuss the possibilities of serving the KIG development.  Whilst a new service would not be commercially viable it may be possible to extend the existing service 9/19.  

5.7.7
As part of the development proposals a shuttle bus linking Bearsted Station with the KIG site will be introduced.  Additional services may be provided following further discussions with bus operators.  In particular, it is proposed to introduce a route from Maidstone town centre to the KIG site.  This service could also potentially stop at Bearsted rail station before entering the site.  

5.7.8
In the longer term with the proposed growth of Maidstone to the east, depending upon the exact location of the growth, further opportunities are expected to develop.  If such an opportunity arose, Arriva have indicated that they would welcome being able to stop at new bus stops on the A20 to serve the KIG development.  Figure 5.3 identifies these opportunities. 

5.7.9
Public Transport - Trains:  DWP have met with Network Rail to discuss the possibilities for linking the KIG development with Bearsted Station.  Network Rail has submitted a planning application for development at the adjacent former goods yard which will alter the existing arrangements at the station forecourt.  

5.7.10
Network Rail has indicated that provision will be made within the new arrangements for the coach serving Leeds Castle to be better accommodated within the existing station forecourt and that it would thus be possible for a shuttle bus between the KIG and the station to enter the station forecourt to pick-up/drop-off potential KIG employees and visitors.  

5.7.11
It is acknowledged that the train times are beyond the control of the development, with the rail operator, South Eastern, being responsible for these decisions.  As such, the objective will be to consider the potential for ensuring that where possible KIG shift patterns are compatible with train times to increase use of this mode of transport.  

5.8
Residual Effects

5.8.1
This chapter of the ES has demonstrated that the traffic impact of the KIG will be negligible.  The Transport Assessment has demonstrated that there is significant reserve capacity on the highway links, between 36% and 81% with the KIG development in 2026, with only a marginal detrimental impact being identified as a direct result of development traffic on the highway network.  

5.8.2
Furthermore, the junction capacity assessment has identified that all of the junctions other than A20/Willington Street would be functioning within their operational capacity in both 2016 and 2026 without and with the development traffic taken into account.  The Willington Street Junction is already operating over capacity in 2007.  

5.8.3
Finally, the assessment of the merge and diverge capacities at junction 8 of the M20 that has been undertaken has identified that in the AM and PM peak periods the actual configuration of south east bound off-slip exceeds that required.  Significant reserve capacity therefore exists on this slip road.  In the case of the southeast bound on-slip the actual configuration was found to match the required configuration in 2016 and 2026 and is also able to accommodate the additional development traffic.  According to the standards in TD22/06, however, the northwest bound off-slip has already exceeded its capacity in the 2007 AM peak and therefore requires an upgrade to a Type F merge.  

5.8.4
On the basis of Table 5.5 (for construction) and Table 5.7 (for KIG operating), it can be seen that traffic flows on highway links in the vicinity of the KIG site only exceed the 30% threshold identified in the IEMA guidelines at one point, i.e the A20 East of the main entrance.  However, the information contained within the Transport Assessment shows that despite this increase in traffic, the links still have a reserve capacity of 38% with the KIG development in 2016.  

5.8.5
In light of these findings and in accordance with guidance contained within the IEMA for the preparation of environmental statements, it is not necessary to propose any amelioration measures to accommodate the KIG development.  
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