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14.1

1411

TRAFFIC AND TRANSPORTATION

I ntroduction

The purpose of this section isto give an understanding of the traffic and transportation
issues in relation to the site for the proposed development of the Ince Resource
Recovery Park (IRRP), factors such as road, rail and water traffic will affect the
development in terms of its sustainability, safety and integrity. This in turn will have
direct and indirect impacts on the environment.

The proposed development is comprised of two separate procedural submissions.
These are:

Outline Planning Application under the Town and Country Planning Act 1990
(As Amended) made to Cheshire County Council. For this application, layout,
access and landscaping details are specified across the full site. Additionaly, for
some uses, details are specified for appearance and scale, so as to alow these
elements to be implemented as part of the phased devel opment without application
for reserved matters. Where matters are reserved, certain development parameters
are established and fixed to allow proper environmental assessment i.e. height and
car parking. Those parameters and the status and level of detail for each plot are
set out in the Schedule of Development (Table 2.1) and are described in Chapter 2.

Electricity Licence Application under the Electricity Act 1989 made to the
Department of Trade and Industry (now the Department for Business, Enterprise
and Regulatory Reform). This Application is fully detailed. A schedule for this
application is provided as Table 2.2.

The two applications above have been assessed both separately and together
throughout this Environmental Statement.

Existing Environment

The site is located on the south bank of the Manchester Ship Canal, with Ellesmere
Port to the west and Runcorn to the east, and lies directly north of the existing Kemira
fertiliser plant and the recently developed Quinn Glass Facility. Please refer to Figure
14.1 at the end of the chapter.

An exigting berth and small pumping station at the site, which was originally used by
the Ince B Power Station before its demolition, is located quayside and this will
provide the development with an ideal opportunity to link with canal and deep-water
shipping once developed. An existing single track private road connects this canal-side
facility through the rest of the site and to the local road network.

Road access to the site is presently via the privately owned Kemira Road or by Marsh
Lane, which in part is not adopted. The connection to the quayside from both these
routesisviaasingle track private road.

Thereis an existing Kemirarail spur, which links the Kemira GrowHow sidings to the
national rail network and provides facilities for the transfer to and from rail of goods
and resources.

Passenger rail links to the site operate via Ince & Elton station approximately 1.5km
away, although the train service provided is limited. There are good links to the road
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and motorway networks, with Junction 14 of the M56 and Junction 10 of the M53 both
accessed viathe A5117 which runs east west two kilometres to the south of the site.

Characteristics of the Proposed Development

The proposed development is for an Ince Resource Recovery Park (IRRP) that includes
a number of waste management processes that reflect and support government
priorities for managing waste. It includes recycling for both municipal and commercial
wastes, green waste composting, and energy recovery to provide a source of power and
potential heat to local businesses. The total site area is some 134 Hectares of which
approximately 58 hectares is to be developed with the remainder being utilised for
landscape and habitat creation works.

From a transport perspective, the location is well-suited to the provision of the IRRP
facility because;

It is able to provide a deep water berth on the Manchester Ship Canal providing
access short sea/coastal shipping routes and inland waterways;

It has the direct potential to provide access to the national rail system;

It is located within 2.6 km (1.6 miles) of a motorway junction, with direct access
to the strategic road network;

It is within an industrial location and alocated for an industrial use in close
proximity to existing complementary business activities, including users of short-
sea shipping and rail; and

It is centrally located in the Mersey Belt, the main focus of population and waste
arisingsin the region.

In addition to the reprocessing operations of the IRRP and sustainability of the Refuse
Derived Fuel Power Facility (RDF), the development has the opportunity to provide
research and development facilities, giving prospects for modern alternatives to waste
derivatives and their management and in particular unite otherwise isolated and
restricted research and development projects. Educational and study facilities are also
intended to be provided within the complex.

The proposed Ince Resource Recovery Park will be served through re-use of the
existing bulk liquids berth and the construction of a rail spur into the site from the
Ellesmere Port to Helsby rail line. Inter-modal accessibility to the site will provide a
highly sustainable transport means and the proposed operational synergies between the
various uses proposed on the site will considerably reduce the need for road-based
freight movements.

There is the potential for aworkforce of 1,150 people to be involved running the daily
operations of the IRRP. A sustainable approach to staff and business travel is
addressed in the Workplace Travel Plan which has been developed for the Resource
Recovery Park and RDF Plant.

As part of the development, the railway branch line that serves the existing Kemira
GrowHow sidings will be extended. This will be to accommodate the requirements of
the proposed berth and assist in the transportation of raw materiads and finished
products from the site and adjacent businesses and will remain for goods use only.
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Aswell as promoting and facilitating a multi modal solution utilising water and rail the
Resource Recovery Park Freight Management Plan ties HGV traffic carrying imports
and exports to and from the development to the major road network. The various
elements of the IRRP will draw custom from Cheshire, Merseyside and the Greater
Manchester areain relation to their population proportions. In addition a bias would be
towards the three local Cheshire districts of Chester, Ellesmere Port & Neston and
Vae Royal. Asaresult it is anticipated that the following key road junctions would be
used:

M53 J10;

M56 J14,

A5117/B5132 Cryers Lane;

Meadow View / Pool Lane roundabout; and

Pool Lane/ Oil Sites Road / Kemira Road roundabout. Please refer to Figure 14.2
at the end of this chapter.

14.2 Study Methodology

14.2.1 Scope of Study

The study has been prepared in accordance with the Communities and Local
Government and Department for Transport Guidance on Transport Assessment (March
2007).

All forecasts and technical analyses contained in this section are based on the WSP
Development and Transportation assessment of the transport impacts arising from the
proposed development in conjunction with MDS Transmodal and Peel Environmental
who provided advice on freight transport. The full Transport Assessment Report
(TAR) isincluded as Appendix 14.1.

In addition, this study considers the impacts of transfer of goods to canal and rail
transport from road. Data for this assessment has been provided by MDS Transmodal
and Peel Environmental Ltd.

Both rail and water transport ‘require’ large volumes of freight if they are to be viable,
which supports the principle of concentrating cargo on a few large sites.
Consequently, this section provides a broad overview and critical assessment of the
main transport policy areas, showing how the proposed DBERR and CCC
development applications and the two in combination perform against the respective
policy criterion and how the proposed multi modal solution supported by a bespoke
Workplace Travel Plan and Freight Management Plan supports the development of the
site.

RSK Environment Ltd 14-5
RSK/HE/P40142/04/Section 14 B



Peel Environmental Ince Ltd Ince Resource Recovery Park

Environmental Statement

14.3

1431

Planning Policy

The reduction in road-based freight movements is a central focus of the Government’s
transport objectives, which are articulated within Planning Policy Guidance Note 13
(PPG13) - Transport. In addition to the Government’ s policies on transport, there are a
range of European directives and white papers, which shape transport policy and
promote sustainability across the European Union.

Allied to the assessment of the site’s sustainability from a transport perspective is the
requirement to reduce the amount of land lost to waste disposal (landfill) and the waste
of material and energy in disposing of goods with residual net worth. That need is
reflected in a further series of EU directives, which dictate that a wide range of goods
arerecycled, and for which proper provision within the UK has yet to be made.

Following is a range of European Union policies, directives and other documents that
are relevant to multi-modal transport proposals.

European Union Policy — Railfreight

It is European Union (EU) policy to promote greater use of railfreight, particularly in
the non bulk/intermodal sector. However between 1970 and 2000, railfreight® market
share has fallen from 20% to 8% within the 15 states of the EU. Given the EU®
strategies to protect the environment, it follows that new policy initiatives have been
required. The policy to achieve railfreight growth has been pursued in two areas.
reforming the service provision market and guidance on optimal terminal structure and
location.

The first step taken in European legislation intended to halt railfreight® decline,
primarily due to a lack of internal competition was Directive 91/440, which required
that the management of track infrastructure should be separated from the business of
operating trains, together with establishing the principle of open access to rail
networks, non discriminatory charging regimes, on-rail competition between different
traction suppliers and cross border competition. This process was further strengthened
by Directive 95/18, which set out licensing requirements and a broad framework for
the allocation of railway infrastructure capacity between competing operators. The
rate of development in other EU states has varied. However, private sector operators
are now competing against former state owned monopolies in Belgium, Netherlands
and Germany.

To support these Directives, the EU developed the concept of Trans-European
Railfreight Freeways (TERFF). The aim of this concept was to remove some of the
artificial barriers that constrain railfreight in the EU. TERFF provides for a series of
Eailfreight freeways©(creating an EU &eight network® formed through opening up
parts of existing track infrastructure to railfreight suppliers operating under the above
mentioned directives. Cross border @aths@n each freeway are created and allocated
by a @&eeway managerCn a fair and non-discriminatory basis. Technica procedures
and requirements are also simplified to allow locomotives to operate across national
frontiers.

The EU white paper @ Strategy for Revitalising the Community's Railwaysg{Com
(96) 421) re-emphasised the social and environmental benefits of ralfreight, and a
wish to develop a market led approach to achieve railfreight growth. A further
package of measures to fully open up the market to regulated competition came into
force in 2001. Directive 2001/12 established open access rights to all licensed
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individual railway companies on a fair and non-discriminatory basis. Directive
2001/13 provides common licensing arrangements for railway operators across the EU.
It allows licensed railway operators in one EU country the right to run trains in other
states, provided they meet the required safety standards. Effectively all licensed
operators in the EU can now undertake competing international services for all types of
railfreight. Directive 2001/13 provides for a fair and non-discriminatory allocation of
capacity. From March 2003 these Directives will cover the 50,000km trans-European
railfreight network and from 2008 they will apply to the entire EU rail network. A
number of private sector cross border operators have recently emerged.

The EU white paper European Transport Policy for 2010 has again emphasised the
market led approach for railways, and proposes further measures to remove remaining
barriers restraining growth, particularly in terms of interoperability between networks
and systems.

The growth in rail freight, which these reforms are expected to generate, will require
an expansion of terminal capacity. Interms of railfreight terminal location, the EU has
issued guidelines in a number of documents. Community Guidelines on the Trans-
European Network (Decision Number 1692/96) recognised the need for a network
approach between modes. In Article 3, it is stated that:

“The transport infrastructure shall comprise road, rail and waterway networks, the
seaports, and inland waterway ports and other connection points’ .

EU Communication COM (97) 243 on Intermodality and Intermodal Freight Transport
in the EU states that:

"Logistics services within the intermodal chain will need to provide added value in
order to offset friction costs. The modes and transfer points in the network should be
particularly well suited to offering services such as warehousing, information
management or product customisation” (Para 28).

The location of the IRRP, on an inland waterway, close to the M56 and M53
motorways and adjacent to the Ellesmere Port to Helsby railway line is consistent with
this advice.

EU Policy — Short Sea Shipping

It is aso EU policy to promote greater use of waterborne freight in the non
bulk/intermodal sector. A rather different approach has been adopted in the maritime
sphere, which is aready extremely internally competitive. EU Regulation 86/4055
provided for an open competitive market in shipping services between member states.
This was further enhanced by Regulation 92/3577 which removed any remaining
restrictions within EU states.

The EU has taken the view that the development of inland waterway and short sea
shipping depends on an efficient port service based on regulated competition. A Green
Paper adopted by the EU in 1997 on Sea Ports and Maritime Infrastructure (Com
(97)678) included the aim of better integration of portsin the intermodal supply chain,
and free and fair competition between ports on equal grounds. The EU subsequently
noted in a Communication on the Development of Short Sea Shipping in 1999 that
inefficiencies in the handling of cargo at ports impacts on the costs and quality
competitiveness of shipping.
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The EU white paper European Transport Policy for 2010 states that waterborne
freight is not just a means of carrying goods but a rea competitive aternative to land
transport. The paper proposes that certain key shipping routes should be made part of
the trans-European network like motorways and railways: the @otorways of the sea©
concept.

14.3.3 UK Government Transport Policy for Waterborne Freight and Rail Freight

The main source of the UK national policy as regards the transport planning aspects of
employment devel opment can be found in Planning Policy Guidance (PPG4).

PPGA4 - Planning Palicy Guidance 4:
Industrial, Commercial Development and Small Firms

Paragraphs 9 to 11 of PPG 4 set out the location criterion that should be applied:

“Industry and commerce have always sought locational advantage in response to
various external factors. These include: the demands of customers, access to raw
materials and suppliers; links with other businesses; the workforce catchment area;
and various transport consider ations. Business often gives high priority to good access
to roads, and sometimesrail, airports and ports.”

“The locational demands of businesses are therefore a key input to the preparation of
development plans. Development plan policies must take account of these needs and at
the same time seek to achieve wider objectives in the public interest. Development
plans offer the opportunity to:

Encourage new development in locations which minimise the length and number of
trips, especially by motor vehicles;

Encourage new development in locations that can be served by more energy efficient
modes of transport (thisis particularly important in the case of offices, light industrial
development, and campus style devel opments such as science and business parks likely
to have large numbers of employees);

Discourage new development where it would be likely to add unacceptably to
congestion; and

Locate development requiring access mainly to local roads away from trunk roads, to
avoid unnecessary congestion on roads designed for longer distance movement.

The Government® policy, set out in ‘This Common Inheritance’ and subseguent
White Papers, is to seek to control the emissions of greenhouse gases which lead to
global warming. Locational policies in development plans can help to achieve that
objective through reducing the need to travel, and encouraging development in areas
that can be served by more energy efficient modes of transport - such as rail or water
(including coastal shipping). Local planning authorities should consult the British
Railways Property Board to help identify potentia development sites such as old goods
yards and depots or other land adjacent to track. Port authorities should be encouraged
to contribute to asimilar exercise.”

Planning Policy Guidance Note 13 (PPG13) seeks to promote distribution of freight
by rail and water. It advises local authorities in paragraph 45, in preparing their
devel opment plans, to:

RSK Environment Ltd 14-8
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“identify and where appropriate protect sites and routes, both existing and potential,
which could be critical in developing infrastructure for the movement of freight (such
as major freight interchanges including allowing road to rail transfer or for water
transport)” and * promote opportunities for freight generating development to be
served by rail or waterways’

For ports, local authorities should also seek to promote the development of viable
wharves and harbour facilities able to handle and distribute freight, with sustainable
means of access and to protect sites and routes with such potentia (para 10, Annex B).

For inland waterways the note advises that:

“Local authorities should work with all those concerned in the inland waterway
industry to develop the potential of inland waterways' (Annex B, para 12).

Further guidance is provided in the DETR documents entitled ‘ The White Paper on
the Future of Transport’ published in July 1998 and ‘A Strategy for Sustainable
Development for the UK’ published in May 1999.

The UK Government has issued a number of related transport white papers, which
have emphasised the need to promote sustainable distribution through a reduction in
dependence on road haulage.

The transport White Paper ‘A New Deal for Transport’ (DETR 1998) sought to
reduce the environmental impact of freight distribution and to promote the integration
of transport for both passengers and freight, balancing environmenta sustainability
with improved efficiency. The White Paper refers to the potential to move more
freight by inland waterway and coastal shipping (para 3.183) and its encouragement for
more freight to be carried by water (para 3.187).

The daughter paper ‘ Sustainable Distribution, A Strategy’ (DETR 1998) reiterated
these objectives, encouraging the use of rail and waterborne freight through the use of
grant schemes and planning guidance.

Another daughter paper, ‘Modern Ports' (DETR 2001) applies the principles of the
Government’s integrated transport policy in the context of the ports industry. The
paper re-stated the open access principle for port use, whereby customers can choose
which ports to use, not the other way round. Existing port capacity should be used
more effectively. It also reiterates the commitment to promoting the development of
coastal and short sea shipping. Loca Authorities are advised, where appropriate, to
work with ports and the shipping industry and, identify and protect sites and routes,
which could be critical in developing ports infrastructure. Local Authorities are also
expected to promote the role of ports in sustainable distribution.

The Project Appraisal Framework for Ports document published by the DfT in
2003 encourages promoters to make better use of existing transport infrastructure (para
3.15):

“Making the best use of transport infrastructure is one of the key objectives of the
Government’ s transport policy” .

The Strategic Rail Authority’s (SRA) Freight Strategy of 2001 set out in more detail
how the railfreight industry would deliver the 80% growth in railfreight over the period
of the Government’s 10 year plan. The strategy essentially followed EU policy and is
based on the principle that growth in railfreight nationally will be market driven. The
SRA would facilitate this growth through investment in infrastructure to provide
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capacity, improve reliability, increase the productivity and efficiency of rail services,
reduce the cost and improve the quality and capability of freight movements. A high
level of importance is placed on intermodal services in delivering the 80% growth
target.

The document sets out a number of criteria, which should be met in designing and
locating rail freight termini. They should:

Be of sufficient size and configuration to accommodate an appropriate rail layout,
transfer operation and added value activities;

Be already rail connected or capable of rail connection at reasonable cost;
Have adequate road access or the potential for improved road access,

Be situated away from incompatible neighbouring land uses e.g. ideally not
adjacent to housing;

Be close to the markets and customers served; and
Have the potential for development at reasonable cost.

Planning for Freight on Inland Waterways (a Good Practice Guide for Government
produced by the Association of Inland Navigation Authorities, published in February
2005) points out that a significant amount of freight is already carried on UK inland
waters: 49 million tonnes in 2002 of which 4 million tonnes was purely internd, i.e.
within the inland waterway system.

The importance of interchanges where terminals accommodate two or more transport
modes and goods can be transferred effectively from one mode to another is
emphasised. The Good Practice Guide refersto Sustainable Distribution: A Strategy
(DETR 2000), which describes aframework for mgjor freight, interchanges that will:

Promote their contribution to national and regional competitiveness;
Improve their operational and environmenta performance;
Encourage the full use of existing interchange facilities; and
Promote the best environmental standards for new developments.

A key part of this strategy is to improve the integration of the road network with major
transport interchanges so as to promote greater use of rail and water transport for
freight.

“Clearly, locating logistics centres (groups of distribution or warehousing buildings)
adjacent to ports waterways and railheads will promote sustainable distribution” .
(Planning for Freight on Inland Waterways: Para 2.14).

14.3.4 Local Policy

Cheshire Replacement Waste Local Plan

The Cheshire Waste Local Plan was adopted by CCC on 12 July 2007 and coversthe
period 2007-2017.
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The Waste Loca Plan attempts to achieve a more sustainable approach to waste
management within Cheshire. The Plan aims to fulfil this purpose in two ways:

By establishing policies against which planning applications for the devel opment
of waste management facilities will be assessed; and

By identifying sites which are considered suitable ‘in principle’ for a waste
management use in order to enable the development of an adequate network of
waste management facilities. (Paragraph 1.4)

In this way the Plan aims to achieve a balance between ensuring adequate
provision of the necessary waste management facilities, and protecting the
environment of Cheshire and the quality of life of its communities.

Theoverall am of the Waste Local Planiis;

“To provide a land-use planning policy framework for sustainable waste
management in Cheshire, having regard to the waste hierarchy, the management
and disposal of waste at the nearest appropriate facility, regiona self-sufficiency
and the guiding principles of sustainable development.” (Paragraph 1.15)

To achieve the Plan’s aim, and to provide the framework for developing its
policies, key objectives have been set out at paragraph 1.15 and are, inter dlia:

to provide a primary means of reconciling conflicts between the need for
development and the need to protect and enhance both the environment and
quality of life, by identifying the need, nature, scae and (where appropriate)
location of waste management sites, and promote the shift to more sustainable
waste management practice;

to identify planning policy criteria with which to assess waste development
proposals, and ensure effective planning control and the appropriate location and
digtribution of waste management facilities;

to protect primary resources and make the best use of the waste generated in
Cheshire by promoting (in order of priority) increased re-use, recycling and
composting, and energy recovery to reduce the quantity of waste being disposed
to landfill

to enable the development of the facilities necessary to manage and dispose of
waste in Cheshire in suitable locations and at the time they are required;

to reduce the need for landfill and landraise by identifying sites considered
suitable ‘in principle’ for the development of facilities for the recycling and
recovery of resources and energy from waste;

to minimise the environmental impacts of transporting waste in accordance with
the management and disposal of waste at the nearest appropriate facility and the
adoption of more sustainable methods for the movement of waste.

Specifically, Policies 6 and 28 are particularly relevant in transport terms:

Palicy 6 Built Waste M anagement Facilities of a National/Regional Scale
In considering applications for built waste management facilities of a national/ regional

scale, or strategic nature, the Waste Planning Authority shall take the following factors
into account:

the contribution that such a facility will make to meeting the treatment and
recovery requirements set out in the Regiona Spatial Strategy;
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the scale of the proposal having regard to the benefits of co-location;
the degree to which the proposal accords with the sequential approach to land use;

that the Site is accessible by a range of modes of transport; and v) that the site has,
or is capable of being provided with, the necessary infrastructure.

Palicy 27 Sustainable Transportation of Waste and Waste Derived Materials

An application to develop a waste management facility will only be permitted if it can
be demonstrated that the proposed facility will utilise rail, waterway or pipeline
transport as an alternative to road transport unless it is shown that such aternative
forms of transport have been investigated but would not be practicable, economically
feasible or more sustainable than sole use of the highway network. In all cases, and
subject to the suitability of the proposed route, the distance for transporting waste and
materials which have been recovered or are required for a treatment process and the
number of vehicle journeys made on the highway network should be minimised.

The North West Regional Freight Strategy was published on 21.11.03. It provided
important guidance to the partial review of Regional Planning Guidance in 2005, albeit
the preparation of this document was subsequently abandoned in favour of a fully
revised Regional Spatia Strategy. In its report, it comments upon:

“improving the potential of short sea shipping as a more sustainable alternative
to land transport” and

“improving the potential of inland waterways, including the Manchester Ship
Canal, for the movement of freight” .

It also draws attention to:

“the Region’s requirements for intermodal and local, smaller scale, multi-user freight
terminals’.

The Regiona Freight Strategy also recommends. “the adoption of the criteria-based
approach for assessing regional and sub-regional railfreight terminals’ (RL5).
Insofar as ports and waterways are concerned, the Strategy reiterates the aim:

“To instigate an investigation of the opportunities across the Region for a modal shift
to coastal/short sea shipping and inland waterways, including the Manchester Ship
Canal, for selected cargoes (e.g. containers, bulks and wastes)” . (PW8).

It also sought to “ encourage the Partial Review of Regional Planning Guidance to
incorporate policies to safeguard land for the development of multi-modal (road/water
or road/rail/water) facilities, wharfage and warehousing adjacent to inland
waterways’ (PW10).

The Ellesmere Port and Neston Borough Local Plan (EPNBLP) was adopted in
January 2002. Within the Local Plan, the Ince Marshes site is allocated under Policy
EMP4 for development of oil, chemical and related industries. A further Policy
TRANSL states that devel opments should be accessible by a range of transport modes
with Policy TRANS3 dating that industrial development adjoining or in close
proximity to rail or cana transport facilities should optimise their use for freight
transport.

The Draft Regional Spatial Strategy (RSS) was published in January 2006 and will
replace the current RPG13 when the document is finalised.

RSK Environment Ltd 14-12
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The Policy on ‘A Regional Framework for the Management of Freight Transport’
(Policy RT5) indicates how plans and strategies should take account of the aims and
objectives of the Regional Freight Strategy. It is stated in the policy that plans and
strategies should facilitate the transfer of freight from road to rail and/or water by the
identification of sites for inter-modal freight terminals. The policy indicates how broad
locations are identified in Policy W2 in the Liverpool and Manchester City Regions.
Elsewhere in the region it is stated that provision should be made in accordance with
the locational criteria set out in Appendix RT5.1. It is put forward in the policy that
plans and strategies should also encourage greater use of existing terminals and private
sidings. In addition, it is recommended that Local Authorities should work with port
and inland waterway operators and the freight industry to capitalise on the
opportunities available in the North West for increasing the proportion of freight
moved by short-sea, coastal shipping and inland waterways.

It isidentified in the Draft RSS that increasing opportunities exist for ports and inland
waterways in the North West to benefit from the potentia to transport cargoes such as
containers and bulk by water. It is stated how thisis particularly encouraged by the EC
in its White Paper on transport (published in 2002). It is indicated how short sea and
coastal shipping operating between ports within the UK is a substantially under-
utilised mode and can contribute to a reduction in the volume of freight moved on the
region’sroad and rail networks.

It is identified in the Draft RSS that the River Mersey ports and the Manchester Ship
Canal in particular offer significant potential due to the growth in container volumes
combined with the trend for container lines to use feeder services to distribute
containers from hub ports by sea. The Ship Canal also has the ability to play a greater
role in the internal transportation of freight as do smaller water ways (to a lesser
extent). The fact israised, however, that this cannot be achieved without the necessary
wharves, warehousing and facilities to enable interchange between road, rail and water.
It is stated that this in turn needs land to be identified, allocated and safeguarded for
such developments within Local Development Frameworks.

The Draft RSS sets out the following location criteria for Inter Modal Freight
Terminals:

Proposals for inter-modal freight terminals should:

Be accessible from the Regiona Highway Network as listed in Appendix RT2.1
and consistent with its operation and management;

Conform with rail industry strategies for freight and network and capacity
utilisation and the Regional Planning Assessment;

Be compatible with the local environment and adjacent land uses;
Be capable of accommodating, as required:

An appropriate road and/or rail layout;

Facilities for water-borne freight;

Provision for the development of activities that add value; and

Scope for future growth;

RSK Environment Ltd 14-13
RSK/HE/P40142/04/Section 14 B



Peel Environmental Ince Ltd Ince Resource Recovery Park

Environmental Statement

14.4

Develop a site Travel Plan prior to approval that sets out measures for providing
genuine access to the site for potential employees other than by private car; and

Address potential community, health and quality of life impacts, including air and
light pollution, visual intrusion and noise.

Policy EM12 ‘Location Principles states how waste planning and disposal authorities
should provide for communities to take more responsibility for their own waste. It is
stated that municipal, commercial and industrial waste should be treated and, any final
residue disposed of, in one of the nearest installations to its source. When considering
the location of new management facilities, the Local Authorities should also take
account of the transport infrastructure availability to support the sustainable movement
of waste, seeking when practicable to use rail or water transport. It is also stated that
they should take account of the environmental impact of the proposed devel opment.

Traffic Flow Assessment

The primary focus of the proposed development is the recycling of multiple waste
streams and the provision of a multi modal solution to the movement of freight into
and out of the site. It is also intended that the commuting needs of staff and business
travel generaly will, where possible, be balanced across modes through the adoption
of an effective Resource Recovery Park Workplace Travel Plan.

The trip generation has been calculated independently for the various elements of the
IRRP development and compares the existing background traffic levels for 2007, and
those forecast for 2022 (15 years after the registration of the planning application),
with the traffic generated by the development and traffic generated by the devel opment
plus traffic generated by allocated development plan sites in the area. It is recognised
that the DBERR Application pre dates the March 2007 DfT Guidance on Transport
Assessment but for consistency and overal compliance with this Guidance, both the
CCC and DBERR applications have now been assessed against a 2007 base (derived
from traffic count data) to 15 years after the registration of the CCC application.
Although the development is programmed for phased construction the total traffic
generation associated with the development has been used throughout the study to
provide a robust assessment. The overal trip generation for the whole site has also
been disaggregated to assess trip generation from the DBERR application alone and
CCC application alone.

With regards to imports and exports to the devel opment a number of assumptions were
made. It was considered from a practical means, that the HGV trips and routes would
be tied to the major road network through the Freight Management Plan and that the
various elements of the IRRP would draw custom from Cheshire, Merseyside,
Lancashire and the Greater Manchester areas in relation to their population
proportions.

In addition construction traffic has been assessed and compared to the full quantum of
traffic generated by the whole site to establish aworst case.

It has been confirmed that Quinn Glass was fully operational in November 2007.
However when the traffic surveys on the local network were undertaken and as a result
traffic generated by Quinn isincluded in the 2007 Base.
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To provide an estimate of traffic growth between 2007 and 2022, a factor from the
computer program TEMPRO Version 5, Dataset 5.3 has been applied to central growth
rates indicated by the National Road and Traffic Forecast (NRTF). For the motorways
aregional factor (Northwest) has been derived from TEMPRO and for the remaining
roads a local factor (Ellesmere Port and Neston) has been derived from TEMPRO.
These factors have been applied to the existing peak hour and daily count data
collected in 2007. Table 14.1 below summarise the traffic growth rates. These growth
rates have been agreed with Cheshire County Council as local highway authority.

Table 14.1: Traffic Growth Rate Factors 2007-2022

AM Peak PM Peak
Motorway 134 135
Trunk and Principal (Dual
_ 1.18 1.18
carriageway A roads)
Other (B, C and unclassified roads) 115 1.15

Peel Environmental (Ince) Ltd provided information on the anticipated imports and
exports required by each individua process taking place in the Resource Recovery
Park (IRRP) on an annual basis. The following information was provided:

Type of material;

Tonnage per annum,

Mode (rail / water / road);
Size of Vehicle/ Vessdl;
Frequency; and

Potential Future Mode Shift

Please refer to Tables la and Ib in Appendix | of the Transport Assessment Report
where the breakdown of goods vehicles importing and exporting materials to and from
each facility in the proposed development is set out in detail. For clarification the types
of goods vehicles are asfollows:

Table 14.2 Vehicle Tonnage and Type

Maximum Tonnage per Vehicle Type

Vehicle

18,20,22,25,30 Largerigid or maximum legal size articulated
15 3 or 4 axlerefuse vehicle
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1451

4.6 2 axlerefuse vehicle

For the purposes of forecasting HGV trip generation it has been assumed that each
goods vehicle will operate at 90% of its maximum load capacity to take account of
poor or non compacted loading.

A very conservative assessment of mode share for freight movements by road has been
taken, and as such should be considered as the worst case scenario. Thisis based upon
the fact that Peel Environmental are confident that they can guarantee that no more
than 55% of RDF material will be transported by road as they will control the
operation of the RDF plant. This is not necessarily the case for the remainder of the
IRRP, where individual end users are not known at this time. However, it is expected
that the share of materials moved by road associated with the operation of the
remainder of the development will be reduced below the forecast levels set out in this
Transport Assessment as a result of a proactive Freight Management Plan being in
place. For example, the Freight Management Plan will manage material movements so
that a maximum use of backloads will be achieved.

To calculate the daily number of vehicles and vessels generated by the proposed
devel opment the following cal cul ations were undertaken for each import and export:

Tonnage per annum / tonnage of vehicle or vessel = vehicles or vessals per year;

Vehicles or vessels per year / 52 (weeks in ayear) = vehicles or vessels per week;
and

Vehicles or vessals per week / number of working days in the week = vehicles or
vessels per day.

The number of working days varies depending on the specific nature of each operation
carried out at the IRRP, the working days are between 5 and 7 days. In circumstances
where the numbers of days have not been provided, 6 days has been assumed.

Basdine

| ntermodal Port

As an idand nation, the UK is particularly well served with port and wharf facilities
around its coasts and estuaries. Of the 116 ports included in the Department for
Transport’s statistical summary there are 52 major ports in the UK (which handle at
least 1 million tonnes of cargo per year) and 64 minor ports which handle some freight
traffic.

Many berths and ports are specialised and geared to handling specific commodities e.g.
Milford Haven for crude oil, Port Talbot for iron ore and coal, Glensanda for
aggregates, and Stranraer for ro-ro services. The overwhelming majority of UK ports
are however capable of handling bulk cargoes and most can handle small quantities of
containers. Some of the larger ports will have dedicated container terminals for deep-
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seas services and can accept the largest ships afloat. There are also many smaller ports
with dedicated container terminals that are capable of servicing short-sea and coastal
container services. There is therefore ample scope for the development of coastal
shipping services to serve aterminal at Ince with either bulk cargoes or containers of
material to feed the recyclers and processors based at the proposed resource recovery
park.

A network based on short sea shipping, feeding a resource recovery park at Ince will
have the potentia to source raw materia from around the UK with the added
advantage that finished and part finished material will aso have ready access to export
markets, both within the UK and overseas, through the major ports that have links with
the major deep-sea shipping services.

Bulk products tend to be carried in shiploads from a minimum of around 2,000 tonnes
to over 200,000 tonnes. Bulk carrying ships are usualy taken ‘on-hire’ or chartered
for specific voyages to carry cargo from one port to another, whereas container
carrying vessels are generally dedicated to a particular route and schedule which
includes a number of ports where they can load and also discharge their containers.
There are small container carrying ships which carry less than 100 twenty foot
equivalent units (TEU) but fully cellular container ships generdly vary in carrying
capacity from about 200 TEU i.e. around 2,000 tonnes to over 10,000 TEU or over
100,000 tonnes.

The berth at Ince will be able to accept ships of around 8,000 to 9,000 tonnes carrying
capacity, which equates to approximately 600 TEU.

145.2 Portswith Dedicated Container Terminals

Although Ince RRP will operate principaly at a regional scale, it is aso useful to
understand how Ince fits into the national context. The maor UK ports that have
dedicated container terminals and are capable of handling the larger deep-sea shipping
services are:

Liverpool;
Southampton;
Thamesport;
Tilbury; and
Felixstowe.

These ports also have rail linked intermodal terminals and can easly transfer
containers from ship to inland rail services.

There are a number of smaler dedicated terminals in the UK and Ireland with
specialised container handling cranes and equipment that can accept smaller ships and
these include:

Belfast;
Warrenpoint;

Dublin;
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Waterford;
Cork;
Greenock;
Cardiff;
Avonmouth;
Harwich;
Ipswich;
Lowestoft;
Grimsby;
Immingham;
Goole;

Hull;

Tees and Hartlepool;
Tyne; and

Grangemouth.

All of the above locations have the potential to act as a collection point for containers
of material that could be loaded onto a shipping service based at Ince. Road based
freight movements serving the port facilities listed above are already on the regional
and loca highway networks.

In addition to the above there are many other ports and berths which do not have
dedicated and specialised container handling equipment but are capable of handling
small quantities of containers. Most of the remaining smaller ports with a reasonable
area of clear quay space and subject to adequate cranes and handling equipment will be
able to handle containers, for example, in the North West, Heysham, Barrow and
Workington could provide an inter-regional network.

A shipping service schedule can be designed to include the most important of the
above ports. For instance a ‘pendulum’ service can be scheduled to start in
Grangemouth travel south around the UK to Ince and back again, picking up and
dropping off containers en route. An additional ‘leg’ could be provided to Greenock to
include cargoes from the west coast of Scotland.

A multi-port service as described is technically and operationally feasible. However, it
is recognised that under current transportation economics the provision of such a
comprehensive service would not prove commercialy viable. These economics are,
nevertheless, changing due to a range of factors, most notably rising fuel costs and
increased regulatory pressures, and it is anticipated that such services could become
commercialy attractive in the medium to long term.
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14.6

14.6.1

A more limited schedul e that, for example, provided for awest coast, three port service
based at Ince caling at say Cardiff or Avonmouth and Southampton only could be
viable. Similar services are already in existence.

There are presently four operators that run coastal container carrying services between
various UK and Irish ports.

Clydeport (part of the Peel Holdings Group) operate two services based on the west
and south coast. Feederlink operate four services on the east coast UK and include
connections to Holland.

The services which call at two or more mainland UK ports are of coursein competition
with intermodal rail services, especially those which call at the main deep-sea ports of
Liverpool, Felixstowe, Thamesport, Tilbury and Southampton. A call at a deep-sea
port alows for the possibility of ‘feedering’ boxes from deep-sea destinations such as
the Far East to smaller ports in the UK or Ireland, without requiring the deep-sea ship
to make adirect call in that location.

The Pedl Clydeport service to Irlam passes the Ince berth and, subject to modifying its
schedule, could make an extra call there to drop off containers of raw waste material.
There are also many other services that link a single UK port especially on the east
coast, with continental ports.

The Current Berth Facility

The site benefits from an existing liquid cargo berth on the Manchester Ship Canal.
The berth was designed for the receipt of oil products, which fed Ince Power Station
prior to its de-commissioning. The existing berth facility can handle deep sea going
vessels of up to around 15,000 tonnes deadweight.

The capability to service both Ship Canal and deep sea vessels means that the site is
highly accessible to both Mersey and Irish Sea locations to the north and via the
Manchester Ship Canal itself, access can be achieved to Haton, Warrington,
Partington, Salford, Trafford and Manchester, as well as Northwich (Vale Royal). This
capability to accommodate deep-sea vessels is important from an economic perspective
asif the berth was limited by size to handling inland waterway barges only, this would
create a further cargo handling cost for the extra transfer between barge and ship and
add considerably to costs.

The existing berth lies in a recessed bay so that the main channel is not obstructed for
through traffic. However, in order to enable the berth to handle containers or dry/semi
bulk goods, a piled quay isrequired in order for the Ince Resource Recovery Park to be
serviced by the existing berth facility. Beyond a redesign of the berth in order for it to
handle bulk goods, the only other operational requirement identified is that vessels
would have to proceed 2.5 miles eastwards to find a turning basin at the mouth of the
River Weaver.

Rail Freight

UK Rail Freight Industry

Rail freight across Europe operates under a series of directives that require
infrastructure and train operations to be separately accounted for. In Britain, this
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principle was reflected in rail privatisation in 1994. Although passenger train
operation is now (effectively) operated under a publicly funded franchising structure
that involves the State setting service levels, rail freight operates entirely within the
private sector.

There are several freight train operating companies. The maor two, EWS and
Freightliner, were formed from different departments of the British Railways Board.
Two others move substantial volumes of freight, DRS and GB Railfreight. Other
companies such as Jarvis and FM are now entering the market. Rail freight clients
therefore have a choice of operator within a competitive rail haulage market.

Freightliner

Freightliner has two main operating companies with a joint turnover of some £200 m.
It is an intermodal operation, concentrating on the distribution of maritime containers,
and it has a bulk train load company operating as Freightliner * Heavy Haul’ Ltd.

The intermodal operation involves moving SO maritime containers between the major
deep sea container ports (e.g. Southampton, Tilbury, Thamesport, Liverpool and
Felixstowe) and 13 inland intermodal terminals. In all cases, Freightliner runs direct
train services between ports and terminals. Freightliner owns and operates a number of
inland intermodal terminals located in the main industrial/population areas of Britain,
and aso serves terminas operated by other organisations. Its main operating terminal
in the Midlands is at Landor Street (Birmingham), though it also hauls trains into
Hams Hall (ABP operated) and Daventry (Tibbett and Britten operated). The port
terminals, which are generally owned/operated by the ports themselves, are usually
located close to the quays alowing easy transfer of containers to and from ships.
Freightliner also operates a less than trainload business for Aggregators and
Forwarders under the Logico Transport umbrella.

The intermodal network serves both Garston and Ditton in the vicinity of Ince, and the
company also operates a marshalling facility at Crewe. Short trains could therefore be
operated from Ince to Ditton or to Crewe to join longer 'full’ trains and to thereby
network nationally.

Importers and exporters transport requirements are mainly contracted out to logistics
providers, either aforwarder or increasingly, directly with a shipping line, therefore the
decision to use intermodal rail belongs to the logistics provider. Most of Freightliner®
intermodal trains are operated on a common user basis, where logistics providers buy
slots on scheduled daily trains between ports/terminals. Freightliner also manages the
local road collection and deliveries from its own terminals. Nationally, Freightliner
carries about 25% of all deep sea containers.

Figure 14.4 shows the main Freightliner network, each of the terminals and hubs could
act as a collection point for containerised material destined for recycling/reprocessing
at Ince.
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Figure 14.4: Schematic Freightliner Network
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14.6.3 English Welsh and Scottish Railway (EWS)

The five BR freight divisions existing on privatisation were eventually merged into one
new company called English, Welsh and Scottish Railway (EWS). It operates in 3
markets: Conventional Services, Intermodal Services and Mail/Parcel trains.

EWS operates both trainload and wagonload conventiona services. Its trainload
operations are mainly traditional heavy haul cargoes such as coal, ores, aggregates,
steel and petro-chemicals, though some palletised consumer goods are moved in ®ox
wagons© While most of its operations are domestic, EWS does operate some
international trains to/from the continent via the Channel Tunnel.

EWS also operates a wagonload service that is known as the ‘ Enterprise Service'. This
enables shippers moving less than trainload quantities to use rail freight economically.
The service is based on a ‘hub and spoke’ system with full trains (composed of part
trainloads from a number of shippers) operating trunk hauls between hubs on a daily
basis. Feeder trips are then organised to move wagons between the hubs and
shippers/receivers located at smaller intermodal terminals inland or at the ports. The
Enterprise hubs include Warrington, Bescot, Mossend, Doncaster, Newport, and
Wembley (Willesden). Again any shipper wishing to use the Enterprise service would
approach EWS who would organise the required traction for the feeder trip.

The following two figures show the Enterprise network. Figure 14.5 shows the trunk
and feeder services operated by EWS on a scheduled basis. Figure 14.6 shows the
location of the terminals and sidings that are used for collecting wagons for the trip to
the Enterprise hubs from where wagons are transferred to the next appropriate train for
a trunk movement. All the terminals and sidings (including the hub terminals
themselves) could act as collection points for the receipt of containers of recyclables
and reprocessing material for Ince. Wagons would be brought in from the smaller
sidings and terminals hauled to the nearest hub for the trunk movement to Warrington
from where a separate feeder train could be arranged for the short trip to Ince.

Until recently EWS' s main interest in intermodal rail freight had been in the provision
of traction for direct international intermodal trains to/from the continent. Goods are
delivered in swap bodies or containers to France, Belgium, Spain and Italy by direct
trains to the continent via the Channel Tunnel, both common user and contract
services. The common user intermodal services are operated from regional intermodal
terminas, e.g. Hams Hall and Daventry serving the West Midlands.

Recent developments have seen EWS establishing competing intermodal services from
the main deep sea container ports. They have commenced intermodal services from
Southampton and Felixstowe moving 1SO maritime containers for a number of
shipping lines to a number of regiona terminals, including Hams Hall via the hub at
Wembley. EWS now also operates container services from Tees to Mossend
(Scotland) and to Manchester.

Containerised household waste is moved by EWS from refuse transfer stations (RTSs)
located in the West London area, Greater Manchester and Dunbar, (these are operated
by Freightliner Heavy Haul), to various landfill sites. The Roxby landfill site takes
waste from the Manchester area. The Calvert landfill takes materia from London and
the Bristol/Bath area. The Appleford landfill receives waste from Brentwood. The
Cavert landfill receives materia from mainly East London, (East London Waste
operated by Freightliner Heavy Haul, as is North London Waste) and the Powderhall
landfill site takes waste from Dunbar. At each of the RTS sites lorries bring in loaded
ISO containers and remove empty ones.
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Figure 14.5: EWS Railway - Schematic of Trunk and Feeder Services
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Figure 14.6: EWS — Schematic of Terminals and Sidings
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14.6.4

14.6.5

Direct Rail Services (DRS)

DRS owns its own small fleet of locomotives and wagons, mainly ageing stock
purchased on privatisation and now sells traction services. Its business strategy is to
provide the traction on a dedicated contract basis for full trainload movements between
terminals/sidings, both conventional and intermodal, for shippers wishing to operate
their own train services. For example, Scottish logistics provider, WH Malcolm,
operates an overnight train service between Grangemouth to Daventry, with DRS
providing the traction. The service moves a variety of products southbound, including
glass bottles and paper reels. The Asda supermarket chain uses the service northbound
to trunk goods to its RDC at Falkirk.

GB Rail Freight (GBR()

GB Railways has established a freight division caled GB Rail Freight (GBRf). Its
business strategy is to sign long term contracts to provide traction for shippers wishing
to operate their own dedicated train services in full trainload operations. It has
contracts with Network Rail to move railway infrastructure equipment, and haulstrains
of 1SO containers for Medite Shipping on a dedicated contract basis between
Felixstowe and Hams Hall and the Potter Group terminal at Selby. It has more
recently started to operate ‘ common user’ services from Felixstowe to the Midlands.

Figure 14.7 shows the intermodal network used by the smaller operators and as can be
seen a number of services duplicate those provided by Freightliner or EWS. This
duplication alows for increased competition between operators and for further
terminals such as Purfleet and Selby to be included in any network serving the
Resource Recovery Park at Ince.
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Figure 14.7: Schematic of Intermodal Network used by the Smaller Operators

INTERMODAL

Metwork map (EWS/DRS/GBRF services)

ABERDEEH

Traffard Park S'E.Ibv

Warington

Harns Hall

ALY To Mowara
& Bat

RSK Environment Ltd

RSK/HE/P40142/04/Section 14 14-26



Peel Environmental Ince Ltd Ince Resource Recovery Park
Environmental Statement

14.6.6 Railfreight Operating Structure and Arrangements

Each of the train operators can only run a train if it has secured an agreement with
Network Rail to run that train using an agreed 'path’; a timetabled route across the
network between two sidings (terminals). Payments are made to Network Rail on the
basis of gross tonne kilometres (typicaly around £2 per train kilometre). Locomotives
are generally owned and drivers directly employed. Wagons may be owned or leased
by the train operator or by the customer. Terminals may be sole user (e.g. at aquarry),
or handle a variety of different cargo, as at a port. Common user terminals are now
required to be ‘open access so that different train operators can compete for business.

Rail freight tonne km have grown by over 50% in the 10 years since privatisation,
largely as a consequence of domestically mined coal, which supplied regiona power
stations, being replaced by imported cod, often handled at remote ports which have the
requisite deep water, such as Hunterston. There has also been growth in container
traffic by rail and a number of new domestic intermodal flows for retailers. Forecasts
made by the industry and generally accepted by Government are that rail tonnages will
grow by 28% between 2003 and 2014 and tonne km by 35%. Some of the growth will
be in intermodal traffic, to and from deep sea ports, distribution parks and through the
Channel Tunnel; whilst a bigger percentage will be the traditional bulk markets of coal
and aggregates as the Energy policy is reviewed and the mgjor building projects such
as the Olympics and Cross Rail are commenced.

Intermodal handling has the great advantage of using wagons that, by carrying
different containers, can carry a wide variety of different cargoes, so replicating the
services of road trailers and minimising handling costs. Different types of containers
can be built at relatively low cost to carry bulk goods (dry and liquid), waste or
palletised goods. They will beidea to service the Ince development. A wide range of
different cargoes can share the same ship or train, and the same containers can use
water, rail or road modes.

14.6.7 Rail Passenger Facilities

The Ince & Elton railway station is approximately 1.5km from the proposed site.
Services which stop at this station travel between Ellesmere Port and Warrington Bank
Quay station, where transfers to mainline services are possible. The timetable for trains
to Ince & Elton operates a restricted service, limited to two trains in each direction in
the morning and two in the afternoon during Monday to Friday. On Saturday the
service is reduced further to one morning and one evening peak train, with a bus
replacing the train service between Helsby and Ellesmere Port.

14.7 Highway Traffic

The national motorway network provides high quality strategic highway connectionsto
the whole of the UK. The siteislocated only a short distance from Junction 14 of the
M56, with J10 on the M53 only dlightly more distant. These two junctions are
connected by the A5117 — a former trunk road built to high quality single and dual
carriageway standards with no direct frontage access and few side road connections.
The major signal controlled junction on the A5117 at Pool Lane provides access to the
A5117 from the Ince RRP site (as well as the magor petrochemicals complex at
Stanlow). Again, Pool Lane has, generally, a modern alignment with no direct access
to the village of Elton; its primary function is as an important access to industrial areas.
The fina link to the Ince RRP site is provided by the private Kemira Road which
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currently has a dlightly below normal standard carriageway width, but is well-aligned,
provides good visibility, and ensures that the site can be accessed without any need to
pass through Ince or Elton villages. Indeed, it is worth emphasising that, with the
exception of residents of Ince and Elton who are employed at the IRRP, there will be
no need for any traffic associated with the development to pass through either Ince or
Elton villages, and no reason to believe that any traffic will, as all routes through the
villages are far less direct than the Pool Lane route to the A5117, M56 and M53.

In order to establish traffic levels on the local highway network peak hour manual
classified turning movement counts (MCCs) were undertaken at the junctions listed
below on Tuesday 25 September 2007, Tuesday 2 October 2007 and Wednesday 30
October 2007:

M53 J10;

M56 J14;

A5117/ B5132 Cryers Lane;

Meadow View / Pool Lane roundabout and

Pool Lane/ Oil Sites Road / Kemira Road roundabout.

Background and 24 hour traffic flows on the A5117 east of the Cryers Lane junction
and on Pool Lane south of the Oil Sites Road roundabout were recorded during
September and October 2007 using Automatic Traffic Counters (ATCs) which were in
position for two weeks.

As discussed in paragraph 14.2.3 above, to provide an estimate of traffic growth
between 2007 and 2022, a factor from the computer program TEMPRO Version 5,
Dataset 5.3 has been applied to central growth rates indicated by the National Road and
Traffic Forecast (NRTF). For the motorways a regional factor (Northwest) has been
derived from TEMPRO and for the remaining roads a local factor (Ellesmere Port and
Neston) has been derived from TEMPRO. These factors have been applied to the
existing peak hour and daily count data collected in 2007.

Accessibility by Bus

The Resource Recovery Park will provide the opportunity for the employment of
approximately 1150 people on completion of its phased implementation and aso
provide many short term jobs during its construction, as discussed in Section 13.

The site is within a 15 minute walk (approximately 1.2km) of the existing bus stop at
Ince Square, this stop and other stops in the vicinity of the site are indicated on Figure
14.3 at the end of the chapter. A summary of the bus services operating in the vicinity
of the siteis provided in Table 14.3 below.
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Table 14.3: Bus Service Provision in Ince and Elton
Frequency
Service Operator Route
M on-Sat Sunday
GHA Coaches Ellesmere Port — Elton — Hourly No Service
36/36A Helsby — Frodsham -
Runcorn
Helms of Eastham | Ince and Elton — Guilden Monday to Friday only. 2
Sutton — Chester City services in each direction in
80 Centre — Wrexham Road morning and 2 servicesin each
Business Park / King's direction in afternoon.
School
Arrowebrook Upton — Chester —Kelsall — | 1 service in each direction on a
C76 Coaches Frodsham — Murdishaw — Thursday daytime only
Elton — Ellesmere Port
138 Helms of Eastham | Helsby — Dunham Hill to 1 servicein each direction on a
Ellesmere Port Saturday daytime only
14.7.2 Rail services

Ince and Elton Railway Station is located some 1.5km to the south of the site,
providing passenger services to local destinations including Stanlow & Thornton and
Ellesmere Port. Transfers to mainline services to destinations including Chester and
Manchester can be made at Warrington Bank Quay station and to Liverpool from

Hooton station.

Ince & Elton station offers sheltered seating on both platforms and is accessible by
wheelchair and cycle from both platforms. The station accommodates a car parking
areawith approximately 10 car parking spaces.

Table 14.4 below summarises the approximate duration of journeys and frequencies to
destinations travelling to and from Ince & Elton Railway Station.
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Table 14.4: Approximate Rail Journey Durations and Frequencies

Approximate | Servicesfrom Ince | Servicestolnceand Elton
Jour ney and Elton
Duration
Warrington Bank , 06:39, 07:09, 15:54,
17-31 minutes 06:00, 15:02
Quay 16:26
Helsby _ 06:39, 07:09, 15:54,
3 minutes 06:14, 06:46, 15:30, 16:05
16:26
Stanlow and _ 06:17, 06:49, 15:33,
3 minutes 06:36, 07.06, 15:51, 16:23
Thornton 16:08
Ellesmere Port ] 06:17, 06:49, 15:33,
7-10 minutes 06:32, 07:02, 15:47, 16:19
16:08
Liverpool Lime , 06:17, 06:49, 15:33,
43-57 minutes 05:48, 06:13, 14:43, 15:13
Street 16:08

14.7.3 Accessibility by Pedestrian/Cyclist

At the site location there are currently no formal cycling facilities in place. However,
there are cycleways on both sides of the carriageway aong the A5117, which runs
east/west and passes 2km to the south of the proposed devel opment.

The site is accessible on foot as there are numerous un-adopted lanes including
bridleways from the east, and Marsh Lane which connects the area from the west.
However, these are generally unlit dirt tracks with pot-holes along some sections,
although the ground conditions are reasonably firm underfoot. The train station and
bus stops in Ince village are both accessible to pedestrians via these routes with full
pavements lining most routes in the confines of the village.

National Cycle Route 5 runs through the site and provides access to Marsh Lane to the
west and the A5117 to the south. There are no other designated cycle facilities in the
vicinity of the site however, the mgjority of the surrounding residential roads are well
lit and lightly trafficked and can therefore be classified as suitable for cycling.

In terms of existing Rights of Way, an application has been made to divert and extend
the Restricted Byway, which currently traverses the site, to an aternative route through
the site. In addition it will be necessary to apply to extinguish vehicular rights to a
section of Marsh Lane, (which is a public right of way), and have this status removed
from the small length of road which lies in the development area. This should not
cause any negative impact as the road is un-adopted in part, has no real destination and
haslittle in the way of traffic use.
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14.8.1

14.8.2

14.8.3

PPG13 notes that “Walking is the most important mode of travel at the local level and
offersthe greatest potential to replace short car trips, particularly under 2 kilometres’
and that “ Cycling also has potential to subgtitute for short car trips, particularly those
under 5km, and to form part of a longer journey by public transport.” The distances
from the site to surrounding areas are within these values and therefore the site has the
ability to be able to offer aternative modes of transport other than the car for a number
of potential staff from the local area.

It isimportant to note that no public access route will be completely removed as part of
this devel opment.

Assessment of I mpacts

Planning Policy

The proposals have been assessed against the policy requirements detailed in Section
14.2.2 and the following policy impacts identified.

Entire Site

The Resource Recovery Park will be located on a mgjor inland waterway, close to the
M56 and M53 motorways and with a rail network connection. It therefore fully
accords with EU policy by promoting inter-modal accessibility.

The construction of the rail spur from the Ellesmere Port — Helsby rail line will enable
the canal side berth and the wider site to be serviced by freight trains and thus
considerably reduce the requirement for road-based freight movements serving the site.
This is wholly compatible with the main thrust of EU Transport and Sustainable
Development policy and UK transport policy in general and as it relates to the
movement of goods and materials.

The existing berth facility is an under-utilised infrastructure asset and its re-use will
facilitate greater freight movements along the Manchester Ship Cana. This fully
accords with the Regional Freight Strategy objectives for promoting modal shift.

Freight Movements

This section considers each of the proposed uses on the site in turn, and examines the
level of materials movement into and out of the facility which can be expected, and
discusses the modes of transport that will be used.

Non-road modes which the operations taking place at Ince can take advantage of are as
follows:

Water (barge) — barge connecting Mersey Docks, Garston and Manchester, via
Ship Canal (Irlam container terminal, Partington and Manchester Dry Dock);

Water (coastal shipping) — coastal shipping connecting regional ports (Fleetwood,
Heysham) and wider UK ports; and

Rail — connection to:

Greater Manchester waste sites;
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Regional rail nodes (existing Freight facilities, e.g. Trafford Park);

Wider UK rail nodes.

14.8.4 TheDBERR Application

The Refuse Derived Fuel Power Facility is a power station facility capable pf
providing 95MW of electricity, combusting approximately 600,000 tonnes per annum
of refuse-derived fuel (RDF) sourced from across the region and within the Ince RRP
itself. It will provide Combined Heat and Power (CHP) for the IRRP devel opment and
also for the Nationa Grid.

The mode of trangport for the incoming materialsis expected to be:

From rail heads in Greater Manchester — 270,000 tonnes per annum, transported
in onetrain per day;

From the Merseyside area — 142,000 tonnes per annum by barge, but as a worst
case this has been assessed as 23 goods vehicles per day;

From the Cheshire area — 45,000 tonnes per annum from various locations in
Cheshire — initidly by road, but with scope for transfer to water (barge) for
elements over time. (Note - the assessment assumes all this material travels by
road as a worst-case (9 goods vehicles per day);

From within the RRP facility — 45,000 tonnes per annum generated by other
activities which will not impact outside of the site;

From commercial and industrial units - 40,000 tonnes per annum, again with no
impact outside of the site; and

From Halton and Warrington — 45,000 tonnes per annum; initialy by road, but
with significant scope for transfer to barge on the Manchester Ship Canal (Note —
our assessment assumes that al the material arrives by road as a worst-case (7
goods vehicles per day).

The output materials from the process are expected to amount to 117,000 tonnes per
annum. Of this, 36,000 tonnes would be ‘bottom ash’ which will be transported
internally within the site to the block making facility, 49,000 tonnes will be fly ash
which is (as a worse case scenario) assumed to be transported by road to suitable
disposa sites, and 32,000 tonnes will be other residues which are also expected to be
transferred off-site by road (18 goods vehicles per day with no back loading). There
will however, be the potential for some of this materia to be returned to landfill sites
in the Greater Manchester area by train (though this is not alowed for in the
assessment).

14.85 The CCC Application

It is proposed to provide warehousing immediately adjacent to the existing berth
facility, which will be directly serviced by the dedicated rail spur. The warehousing
will be ancillary to the berth’s main operation as the break of bulk point for the various
industrial and recycling activities within the proposed Resource Recovery Park.

It is considered by virtue of the proposed transport linkages and the synergies between
the industrial/re-cycling processes on the site that there will be considerable efficiency
gains and that inter-modal access will significantly reduce transportation costs
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associated with disposal/recycling of waste from the wider North West Region. It is
therefore considered that the proposals fully accord with the UK Government's
objectives to achieve sustainabl e distribution through modal shift.

INTEGRATED WASTE MANAGEMENT FACILITY (IWMF)

The IWMF is located centrally within the site and is linked to the RDF facility by a
conveyor for the transportation of RDF.

The majority of materials arriving at this part of the facility arelikely to arrive by road
(100% by road has been assumed in the assessment). It is forecast that the materials
will be made up of 100,000 tonnes of municipa collected mixed waste, 20,000 tonnes
of Civic Amenity (CA) site sourced segregated waste, 42,000 tonnes of source
segregated waste, 30,000 tonnes of source segregated green waste (for composting),
11,000 tonnes of civic amenity segregated green waste (for composting) and other
consumables. In total imports to the IWMF will be transported by 145 goods vehicles

per day.
Output products from the IWMF facility will include:

About 60,000 tonnes per annum of recyclable materials — about half of which will
transferred to other facilities within the site, and half to other markets. Our
assessment assumes that two thirds of the export total travels by road, (20,000
tonnes), as there will be options to develop routes by raill and sea for the
remaining 10,000 tonnes of material;

24,000 tonnes of compost materials would be transferred by road (4 HGV's per
day) to local maturation destinations (generally farms in the vicinity of the plant);
and

34,000 tonnes of material would be destined for landfill sites,. The assessment
assumes this material will be transported by road (7 HGV s per day).

COMMERCIAL/INDUSTRIAL WASTE TRANSFER STATION

The commercial/industriad Waste Transfer Station will process 100,000 tonnes of
waste from businesses around Ince and the IRRP. Thisis assumed to travel entirely by
road.

ETHANOL PRODUCTION FACILITY

The plant will utilise around 250,000 tonnes per annum of waste derived material and
agricultural by-products to produce around 40 million litres of fuel grade ethanol,
40,000 tonnes of carbon dioxide and 60,000 tonnes of lignin fuel. The lignin will be
used internally within the IRRP.

One week'’ s storage capacity, or approximately 5,000 tonnes, will be required on site,
which will be located within “Dutch barn” type buildings. An ancillary tank farm will
store ethanol and carbon dioxide product.

Ethanol process has two key feedstocks: processed waste arisng from
commercial/industrial sources, including food wastes, paper pulp, non-recyclable
timber; and agricultural wastes.
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Of the 250,000 tonnes of RDF and woodchip, 84,000 tonnes would arrive by road,
84,000 tonnes by rail and 84,000 tonnes by water.

The output products of the plant are ethanol — all 50,000 tonnes per annum of which is
expected to be exported by ship to worldwide markets — and carbon dioxide. The
assessment assumes that all 60,000 tonnes of carbon dioxide are transported by road to
destinations in the north-west; however, there is real potential for 20-50% of this load
to travel by shipping.

SOIL TREATMENT FACILITY

The facility will be able to accept up to 100,000 tonnes of contaminated soils per
annum. Soils will be imported from a combination of individual development sites,
largely viaroad transport, and from satellite transfer facilities, which have the potentia
to be rail or water fed. It is estimated that 90,000 tonnes of clean sand and gravel
could be produced, suitable for usein building site works.

Any unusable fractions arising from the process (up to 10,000 tonnes) will be exported
from site for disposal at an appropriate facility.

Contaminated soils are likely to be bulked up at key regional transfer facilities. These
would be located aongside existing port operations or at a dedicated rail transfer
facility. It is estimated that in reality 60,000 tonnes per annum could arrive by a
combination of water and rail with the remaining 40,000 tonnes per annum being
transported by road.

The processed materials will be either suitable for construction purposes or need to be
transferred to landfill. Again, thereis scope for a significant proportion of this material
to travel by rail or ship, but for the assessment, it has al been assumed to be road
transported (20 goods vehicles per day).

PLASTICSRECYCLING VILLAGE

Around 100,000 tonnes per annum of plastics will be delivered to the site as loose bulk
or baed from a variety of sources, including internally from the WEEE/IWMF
facilities. It is likely that these materials will be transported to the IRRP by a
combination of rail, road and internal transfer in the following proportions:

44,000 tonnes from Greater Manchester (Rail);

24,000 tonnes from Merseyside (Water - barge);

24,000 tonnes from Cheshire and Lancashire (Road); and

8,000 tonnes from Cheshire (generated internally within the IRRP site).

However, the assessment has assumed a worst case whereby all 100,000 tonnes arrives
by road (19 HGV s per day).

Plastic chips may be sold to the UK and international reprocessing market and non-
recyclable plastics would be chipped to produce a refuse derived fuel or disposed of
off-site.

The products of the process would be bound for a wide variety of onward processors,
severa of which may be located overseas, however as a worst case the assessment has
assumed 80,000 tonnes will be exported from the site by road (12 HGV s per day).
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WOOD/TIMBER RECYCLING FACILITY

Around 150,000 tonnes per annum of post industrial and post consumer timber
products will be imported by road (80%, 23 HGVs per day) and water (20%) in bulk
tippers and containers. Materials will be tipped into the central stockpile area prior to
the hand sorting of recyclable and non-recyclable timber. Wood chips will then be
loaded into 80 litre (20 kg) plastic bags. Bags will be then be palletised ready for
distribution to UK markets. Non-recyclable wood will either be transported by skip to
landfill or chipped to produce a refuse derived fud or utilised in the manufacture of
ethanol.

It is estimated that 120,000 tonnes of timber products will be produced per annum,
with the remainder of the imported materia used in the RDF facility. In addition to the
panel board industry major outlets and a range of aternative markets are under
development, including:

Mulches and soil conditioners;
Wood chip products,

Horse and cattle bedding;
Poultry bedding;

Domestic pet bedding; and
Equine surfaces.

Transfer facilities for the incoming material will be located on operational port land,
for example at Mersey Docks and Manchester Dry Daock / Partington. It is a bulk
operation similar to scrap type operations, and there is potential for dedicated rail
operation.

Incoming modal split would be 30,000 tonnes from port operations and 120,000 tonnes
by road. As a worst case of the timber products (chipboard and animal bedding)
produced at the plant, 120,000 tonnes will be exported by road (18 HGV s per day) and
30,000 tonnes will be transferred to the RDF Plant on site.

WASTE ELECTRICAL AND ELECTRONICS EQUIPMENT RECYCLING
FACILITY (WEEE)

The WEEE facility has the capacity to process up to 250,000 tonnes of waste electrical
goods per annum. It is anticipated that the facility will accept 150,000 tonnes of
WEEE goods each year from the north-west region. For the purposes of a worst case
assessment these goods would be imported to the site by road (76 HGV's per day) but
there is great potentia for rail and water to play a significant role in transporting
electrical goods to the site in the future. The mode of importation will be dependent on
the sector and arisings location. The facility has the capacity to accept a further
100,000 tonnes from elsewhere in the UK where the mode of transport would be rall
and/or coastal shipping.

It is estimated that 40% of WEEE will be re-used, 45% recycled and 15% disposed
from the site each year. The dismantling or demanufacture of WEEE equipment will
generate a range of materia streams, including plastics, precious metals, ferrous and
non-ferrous metals, electrical components and glass. The co-location of re-processors
that manage these materiad streams, from this and other sources, elinimtaes
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transportation costs, providing environmental and financial benefits, and provides a
more viable and sustainable recovery process. The non-recoverable “fluff” will either
be transported off-site for disposal or utilised as arefuse derived fuel.

WEEE will be collected by local authorities at CA sites and through commercial
collection schemes. WEEE will be taken from the point of collection in standard
containers and transported to transfer facilities located at:

Existing ports/ container handling facilities,
Mersey Docks;

Irlam container terminal;

Manchester Dry Dock;

Regional ports;

Regional rail nodes;

GM Waste sites;

Trafford Park facility;

Leyland Enterprise site (Lancashire); and
Other rail nodes.

BLOCK-MAKING

Block-making is proposed as a methodology for using the Inert Bottom Ash from the
Refuse Derived Fuel Plant to make concrete blocks. The materials required will vary
in quantity depending on customer requirements, however it is expected that the
facility will accept approximately 36,000 tonnes of Inert Bottom Ash per annum from
the RDF Plant. In addition to the ash, the materials required will include: cement,
aggregate, sand and gravel, admixture or plasticiser, pigment and water.

The fina cured product will be arranged into cubed format by mechanical means and
protective packaging applied before being transported outside for storage by forklift
truck. From the external storage area, afurther period of curing will be allowed before
the finished product will be palletised and loaded by forklift onto road transport for
delivery to customers.

The ash for the blocks will be produced within the site. Other materials needed include
80,000 tonnes of cement and aggregates which will be sourced from a number of
locations; it is anticipated that 50% of this material will arrive by ship and, for the
purposes of the assessment, we have assumed that the remainder will arrive by road (6
HGVs per day), though there is significant potential for bulk materials to be
transported by rail.

Transport for the finished blocks, which will total 100,000 tonnes per year, is expected
to make use of all three modes of transport, but for the purposes of the assessment a
worst case of 100% transport by road has been modelled (18 goods vehicles per day).
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RESOURCE RECOVERY BUSINESS CENTRE AND VILLAGE

The Business Centre and Village will be available for the development of a range of
reuse, remanufacture and production facilities, which can be fed from the reclaimed
materials produced by other IRRP operations.

Office accommodation will be provided for related academic, research and
development and services related activity in the environmental technol ogies sector.

The purpose of the unit is thus to provide specialist expertise and research and
development facilities for other operators on the site, to provide supplementary
services to these operators, and to provide some onward re-processing of some of the
products of the site. As such, these activities can be expected to ‘intercept’ materials
that are already coming onto or leaving the site and do not add further freight
movementsin total. Indeed, any end products of these units that are expected to travel
by rail or sea are likely to reduce the level of road based exports calculated for the
main activities on the site. (The assessment does not make any reduction alowance to
reflect this). Staff travel to and from the Business Centre and Village and day to day
business activities will be managed through the Resource Recovery Park Workplace
Travel Plan including the use of business related technologies such as a video
conferencing centre and telephone conferencing facilities.

DRY CARGO FACILITY, DOCK

The primary objective is to provide a multi-modal service to adjacent, existing
businesses and occupiers of the IRRP. There will also be the possibility of third party
traffic using the berth, either due to the ability to tranship direct to rail (due to its
proximity to their business/customers), or because existing ports cannot accommodate
their freight requirements. For example the existing Ship Canal facilities at Runcorn
areincreasingly too small to handle the larger vessels that customers wish to use.

The existing berth is 192 metres in length and was designed solely to accommodate
tankers carrying heavy fuel oil for the old Ince ‘B’ power station. Latterly the station
was burning orimulsion brought in from Venezuela with the product being pumped
directly from the berth to storage tanks.

The proposals are to convert the existing piped cargo import berth into a multi modal
general cargo facility, with appropriate handling and storage facilities. It is proposed
that the facility will be served by the on site rail head to enable the transhipment of
cargo direct fromrail to seaand vice versa.

Cargo handling will be undertaken by at least two multi-purpose mobile cranes fitted
with grabs (for the handling of bulk cargoes) and capable of being easily adapted for
the handling of general cargoes and containers if required. At least two mobile loading
elevators with integral receiving hoppers will be provided as needs dictate in order to
allow for the export of bulk materials.

Liquid cargoes will be handled by pipeline direct from sea-going tankers and a suitable
discharge point (manifold) will be located on the quayside.

Sufficient sheds, providing undercover and open storage will be available for the
receiving of bulk materials and their segregation from each other. Bulk tipper lorries
will be provided to enable the efficient transfer of bulk material from the cranes at the
berth to the storage locations and vice versafor export material.
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Mechanical shovels will be provided in the bulk shed to allow for efficient use of the
sheds and to load vehicles for customers.

General cargoes and containers will be handled by the multi-purpose cranes on the
berth and flat-bed trailers and tractor units (shuttle vehicles) will be acquired as
necessary to ensure efficient transfer between the quayside and the container stacking
areal/cargo holding areas.

Forklift trucks and other handling equipment will be provided to discharge these
shuttle vehicles and to load cargo to customer vehicles. Containers will be handled by
reach-stackers or front-end loaders. These will also be capable of loading and
discharging trains at the rail terminal, and loading/discharging customer vehicles.

RAIL LINE AND RAIL HEAD

The proposed rail line joins the spur that serves Kemira GrowHow to the south of the
site and links in turn into the main rail line at Helsby Junction, from where it accesses
the regional and national network. A single rail line will run from the main line
connection to cross Kemira Road. This line will then split into two sidings, both of
which can accommodate a train length of 250 metres. Between the points and Kemira
Road a short length of single track isleft to allow alocomotive to stand.

The arrangements outlined above ensure that a full length train (of 500 metres) can be
worked in two 250 metres sections and that at al stages of the operation at |east one of
the two access roads to the Kemira GrowHow plant is kept open to road traffic at all
times.

The intention is for both port and railhead to become operational early in the
development of the IRRP and to offer multi-modal transport solutions to all IRRP
occupiers.

The assessment projections of potential third party use of the ports facility suggest that
there is the potential to receive up to 230,000 tonnes of bulk materias per annum by
ship. Given the bulky nature of the likely imports, there is significant scope for their
onward transhipment by rail.

The facility is expected to throughput 220,000 tonnes per annum of materials for
export that would be transported by rail, water and road. This includes an estimated
70,000 tonnes of materials by ship — the largest part of which would be Kemira
GrowHow finished product (arriving internal to the site), and the remainder being soda
ash arriving by train.

Total Material Generation and Modal Split

In summary the tables below (14.5-14.8), set out the expected quantities of materials
which will be imported or exported to and from the IRRP with the site fully
operational and the associated transportation mode. The numbers and text in blue refer
to tonnages and modes set out in the July 2007 Environmental Statement (ES) and the
text in red highlights the fact that all plastics and WEEE imports are now proposed to
be carried by road and not split between road, rail and water as was the case in the July
2007 ES. The tota volume of materials proposed to be imported and exported
annually to and from the site remains the same in both Environmental Statements.
However, the percentages carried by road are now significantly higher to reflect an
absolute worst case scenario in terms of the number of daily HGV movements; thus
negating the need for any additional sensitivity testing. Daily two way HGV
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movements have increased by 22%, from 782 in the July 2007 ES to 1,000 in this
December 2007 ES (with no back loading). Once the site is fully operationa and the
Freight Management Plan isin place the transport modal split of imports and exportsis
expected to be closer, if not better, than that set out in the July 2007 ES.
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Table 14.5: Imports into the Ince RDF- DBERR Application

Building/ | Source/ Tonnage | Proposed Containers Goods
Facility L ocation per Transportat | Vehicles, etc per day
annum ion Mode (at | (HGVsassumed to be
(*000s) full oper ating at 90%
oper ation) tonnage capacity)
RDF Greater 270 Rail 1 train per day
Manchester
RDF Merseyside 142 Road 27 goods vehicles
RDF Cheshire 45 Road 9 goods vehicles
RDF Cheshire RRP 45 Internal Within site only
RDF Halton & 45 Road 7 goods vehicles
Warrington
RDF Commercia & 40 Internal Within site only
Industrial
RDF Hydrated Lime 18 Road 3 goods vehicles
RDF Powered 0.6 Road 1 goods vehicle per week
Activated Carbon
RDF Fuel Oil 14 Road 1 goods vehicle per week
Dry Cargo | SodaAsh 20 Road 4 goods vehicles
Berth/ Peel | (Northwich)
Ports Ltd
Dry Cargo | Potash (Kemira 30 Water 600 tonnes per week = 1
Berth/ Peel | GrowHow) ship every 6/7 weeks
Ports Ltd
Dry Cargo | Ammonium 30 Water 600 tonnes per week = 1
Berth/ Ped | Sulphate (Kemira ship every 6/7 weeks
Ports Ltd GrowHow)
Dry Cargo | Third Party 150 Water 3000 tonnes per week =
Berth/ Peel | Traffic 1 ship every week
Ports Ltd
RSK Environment Ltd 14-40
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Table 14.6: Imports into the Ince RRP - CCC Application

RSK/HE/P40142/04/Section 14

Building/ | Source/ Tonnage | Proposed Containers Goods Vehicles,
Facility L ocation per Transportat | etc per day (HGVsassumed
annum ion Mode to be operating at 90%
(*000s) (at full tonnage capacity)
oper ation)
Dry Cargo | SodaAsh 20 Road 4 goods vehicles
Berth/ Peel | (Northwich)
Ports Ltd
Dry Cargo | Potash (Kemira | 30 Water 600 tonnes per week = 1 ship
Berth/ Peel | GrowHow) every 6/7 weeks
Ports Ltd
Dry Cargo | Ammonium 30 Water 600 tonnes per week = 1 ship
Berth/ Pedl | Sulphate every 6/7 weeks
Ports Ltd (Kemira
GrowHow)
Dry Cargo | Third Party 150 Water 3000 tonnes per week = 1
Berth/ Peel | Traffic ship every week
Ports Ltd
Ethanol 84 Road 9 goods vehicles per day
(Commerci
a Waste)
Ethanol 84 Water 1680 tonnes per week = 11
(Commerci ships per annum
a Waste)
Ethanol 84 Rail 85 trains per annum (7 per
(Commerci month)
a Waste)
Soil 100 40% Road 7 goods vehicles per day
Treatment 30% Water
30% Rail
Plastics 100 Road (100% | 19 goods vehicles per day
by road)
WEEE 150 Road (100% | 46 goods vehicles per day
by road)
Potential Elsewhere 100 Road (100% | 30 goods vehicles per day
additiona (mainly UK) by road)
WEEE
Timber 120 Road 23 goods vehicles per day
Timber 30 Water 1 ship every 4-5 weeks
Commercial 100 Road 15 goods vehicles per day
/Industrial
Waste
Transfer
Station
IWMF North Cheshire | 100 Road 71 goods vehicles per day
(Municipal | Area
Collected
mixed
waste to
RSK Environment Ltd 14-41
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Building /
Facility

Sour cef
L ocation

Tonnage
per
annum
(*000s)

Proposed
Transportat
ion Mode
(at full

oper ation)

Containers Goods Vehicles,
etc per day (HGVsassumed
to be operating at 90%
tonnage capacity)

MBT)

IWMF (CA
sourced
segregated
wasteto
MRF)

North Cheshire
Area

20

Road

6 goods vehicles per day

IWMF
(Sourced
segregated
collected
waste to
MRF)

North Cheshire
Area

42

Road

44 goods vehicles per day

IMWF
(Sourced
segregated
green waste
to compost)

30

Road

21 goods vehicles per day

IMWEF (CA
segregated

green waste
to compost)

11

Road

3 goods vehicles per day

Block
Making
(ash)

RDF Plant

36

Internal

Block
Making
(cement/
aggregate)

40

Road

8 goods vehicles per day

Block
Making
(cement/
aggregete)

40

Water

800 tonnes per week = 1 ship
every 2 weeks
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Table 14.7: Exports from the Ince RDF — DBERR Application

Building / Sour ce/ Tonnage | Proposed Containers Goods
Facility Destination per Transportatio | Vehicles, etc per day
L ocation annum n Mode (at (HGVsassumed to be
(“000s) full operation) | operating at 90% tonnage
capacity)
RDF (bottom 36 Internal and 5 goods vehicles per day
ash to block exported from
making site (all
plant) internal in July
2007 ES)
RDF (Fly ash 49 Road 8 goods vehicles per day
to off-site
disposal
facility)
RDF (FGT 32 Road 5 goods vehicles per day
resdueto
off-site
disposal
facility)

Table 14.8: Exports from the Ince RRP - C

CC Application

Building / Sour ce/ Tonnage | Proposed Containers Goods
Facility Destination per Transportatio | Vehicles, etc per day
L ocation annum n Mode (at (HGVsassumed to be
(*000s) full operation) | operating at 90% tonnage
capacity)
Dry Cargo Third Party 150 Road 24 goods vehicles per day
Berth/ Peel | Traffic
Ports Ltd
Dry Cargo Ireland/ N and | 50 Water 1000 tonnes per week = 1
Berth/ Peel | W Europe - ship every 3 weeks
Ports Ltd fertiliser
Dry Cargo Worldwide— | 20 Water 400 tonnes per week = 1
Berth/ Peel | sodaash ship every 10/11 weeks
Ports Ltd
Ethanol Liquid Carbon | 60 Road 5 goods vehicles per day
Dioxide
Ethanol EU Ports — 50 Water 1000 tonnes = 1 ship every
liquid ethanol 3 weeks
Soil Building sites, | 100 Road 20 goods vehicles per day
Treatment works and
landfill sites
Plastics Market and 80 Road 12 goods vehicles per day
Overseas
Reprocessing
WEEE Re-processors | 100 Road 15 goods vehicles per day
WEEE Re-processors | 25 Internal
Potential Re - 125 60,000 water 1 ship every week
additional processors 65,000 rail 96 trains per annum
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14.8.8

Building / Sour ce/ Tonnage | Proposed Containers Goods
Facility Destination per Transportatio | Vehicles, etc per day
L ocation annum n Mode (at (HGVsassumed to be
(“000s) full operation) | operating at 90% tonnage
capacity)
WEEE
Timber Market 120 Road 18 goods vehicles per day
Timber RDF 30 Internal
Commercia/ | Off site 100 Road 15 goods vehicles per day
Industrial treatment and
Waste disposal
Transfer
Station
IWMF Market/other | 30 Road 5 goods vehicles per day
(recyclateto | site user
market from
MRF/MBT)
IWMF Landfill 34 Road 7 goods vehicles per day
(residual
from MBT)
IWMF Maturation 24 Road to local 4 goods vehicles per day
(compost) arealocal to farms
site
Block 100 Road 10 goods vehicles per day
Making
(blocks)

The above summary lists the tonnages arriving at Ince RRP on an annual basis. From
this information the daily HGV movements, for both the imports and exports have
been calculated, which as discussed at paragraph 14.8.6 above, resultsin atotal of 351
HGV's importing materials and 149 HGV's exporting with no back loading (worst case
scenario). As stated above, this represents a realistic worst case based on mode split
between water, rail and road. It results in a 22% increase on daily HGV movements
when compared to the July 2007 ES, representing arealistic and robust sensitivity test.

I mpact on Shipping

The summary of tonnages of freight moved by water set out above are considered to be
the minimum that would use this mode and there is great potential, following the
implementation of a successful Freight Management Plan and as a result of other
economies of scale, for increased tonnage to be moved either by barge or coastal
shipping. The facility will have at least two multi-purpose berths for the handling of
bulk cargoes and containers and the tonnage set out above falls well within the
handling capacity of the two cranes which will be available. The minimum (or worst
case) handling rate for bulk cargoes can be assumed to be 100 tonnes per crane per
hour or 800 tonnes per crane per 8 hour shift.

I mpact on Rail Traffic

The assessment indicates that materials arriving at the site will need an average of 40
trains to call at the site every month (one a day for the RDF Plant, plus 10 a month
serving the Ethanol facility). The assessment of transport of materials away from the
site set out above does not include any movements by rail. However, it is anticipated
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that any materials taken away from the site by rail will be accommodated on the trains
which have delivered materials for use at the RDF plant.

Rail freight services to the site can be supplied by several alternative traction
providers, who can provide competitive bids. Wagons can be leased separately or
through the traction supplier. Costs per tonne are very sensitive to the length of track
that can be operated. While track charges are based upon the gross weight of the train
(i.e. no significant scale economies); one locomotive on ardatively flat route can haul
aminimum of 1,500 tonnes of cargo, equivalent to 68 HGV s each carrying 22 tonnes.

Rail freight using the IRRP, on the basis of maximum cargo yields, has the potential to
significantly reduce road-based freight movements into and out of the site below those
set out in the assessment.

This will be market led, but the creation of additional rail freight opportunities linked
to access to the Manchester Ship Canal isclearly to be supported.

The process whereby rail servicesto Ince will be established will be:
To secure a connection agreement with Network Rail (agreed in principle);
To construct a short branch line to the quay;

To develop a handling facility to be integrated into the berth development to load
and discharge trains; and

To develop an integrated waterborne and rail operating strategy as part of the
Freight Management Plan to provide services to a number of site occupiers.

The integrated approach referred to above will be supported as a result of Peel’s
ownership of the Ship Canal, the Port of Liverpool and two Irish Sea small container
lines (Coastal and Clydeport Shipping) which provides a unique opportunity to
integrate Ince into a maritime container network which will provide its site occupiers
with market access at alow transport cost. Insofar asrail is concerned, Peel would be
able to use its relationships with other rail users (of its ports) to feed into existing
service networks.

Peel through the implementation of the Freight Management Plan and a dedicated site
Freight Transport Manager would enable the integration of Ince RRP into trunk routes
which will give Ince access to magjor metropolitan areas which will form a source of
recyclable materials and a means of despatching manufactured output (recyclates).

The assessment concludes that the British rail network contains sufficient facilities to
allow a Resource Recovery Park located at Ince to draw materia through an extensive
network of existing rail terminals and rail freight services spread from beyond
Inverness in Scotland to St Blazey in Cornwall, and from Swansea to Felixstowe. Rail
terminals are located in the major urban areas close to waste arisings which makes a
rail linked facility at Ince particularly attractive as a means of reducing the number of
heavy vehicles carrying waste and recyclables travelling through the maor British
conurbations.

Highway Trip Generation

The assessment of the impact on the road network makes use of the analysis of
transport of materials as described in the previous section, plus an assessment of
employee generated traffic. Predictions of the levels of traffic generated by the

RSK Environment Ltd

RSK/HE/P40142/04/Section 14

14-45



Peel Environmental Ince Ltd Ince Resource Recovery Park
Environmental Statement

proposals over the day as a whole have been made, but the main anaysis has
concentrated on the impact of generated traffic during the normal weekday peak hours,
when the combination of entire site traffic and general traffic on the highway network
is likely to be greatest. Background traffic figures for 2007 have been developed, and
also projections for the year 2022 — 15 years after the registration of the 2007 CCC
planning application and beyond the completion date for the development as a whole.
Although the development is programmed for phased construction the assessment has
used the total traffic generation associated with the development throughout the study
to provide arobust assessment.

The analysis is set out in the WSP Transport Assessment Report, which forecasts the
impact the development will have on the local highway network in terms of highway
safety and highway capacity. The overal accessibility of the site both now and
following the introduction of integrated transport improvements implemented as part
of the Workplace Travel Plan are also assessed.

The Transport Assessment is provided in three separate volumes. In summary it
addresses the following issues:

The impact that additiona traffic, both freight and staff, generated by the DBERR
application, the CCC application and the entire site might have on the operation of
the network with and without the addition of Development Plan allocated
devel opment;

The impact of the closure of Qil Sites Road to through traffic;
The impact additional traffic will have on highway safety;

How additional lorry flows might impact on the future integrity or operation of the
network;

How the accessibility of the site can be improved and sustainable transport
solutions can be ddivered through the Workplace Travel Plan and Freight
Management Plan;

14.8.10 Car Parking

Table 14.9 below sets out the parking provision for each element of the development as
per the planning application.
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Table 14.9: Parking Provision (DBERR + CCC Application)

Plot | Facility Floor Area (m?) | Car Parking Spaces
Canal Berth, Associated Storage,

1 . , 32376 157
Buildings & Rail Head

2 Soils Treatment Facility 5000 55
Waste from Electrical and

3 _ _ 24003 139
Electronic Equipment

4 Wood and Timber Recycling 7500 82

5 Integrated Waste Management 24832 71

6 Plagtics Village 7207 103

7 Water Treatment Plant 906 0

8 RDF Plant (DBERR application) | 28329 87

9 Ethanol Production Facility 13949 74
Resource Recovery Business

10 10000 141
Centre

11 | Waste Transfer Station 5026 71

12 | Resource Recovery Village 15876 166

13 | Resource Recovery Village 7510 111

14 | Block Making 2500 35
Total 185014 1292

In a meeting between Cheshire County Council (CCC) and WSP D/T, CCC officers
expressed concern at the level of car parking. CCC noted that the level of car parking
promoted is 1292 spaces whilst the proposed development is anticipated to
accommodate 1150 employees. Further to the meeting, CCC supplied WSP with the
current car parking standards. The standards are fully consistent with PPG 13. Table
14.10 below provides a summary of the car parking standards for the relevant use
classes.

Table 14.10 : Cheshire County Council Parking Standards

Land Use Car Parking Standard
B1 Business 1 space per 30sgm GFA
B2 Generd Industry 1 space per 455gm GFA
B8 Storage and Distribution 1 space per 455gm GFA

These standards have been applied to the floor areas of the proposed development.
Table 14.11 below provides a summary. 1 space per 30sgm has been applied to plots
10,12 and 13, with 1 space per 45sgm being applied to the remaining plots.
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Table 14.11: Parking Provision (based on parking standards)

Plot | Facility Floor Area (m?) Car Parking Spaces
Canal Berth, Associated Storage,

1 . , 32376 720
Buildings & Rail Head

2 Soils Treatment Facility 5000 111
Waste from Electrical and

3 _ _ 24003 533
Electronic Equipment

4 Wood and Timber Recycling 7500 167

5 Integrated Waste Management 24832 552

6 Plagtics Village 7207 162

7 Water Treatment Plant 906 20

8 RDF Plant 28329 630

9 Ethanol Production Facility 13949 310
Resource Recovery Business

10 10000 333
Centre

11 | Waste Transfer Station 5026 112

12 | Resource Recovery Village 15876 529

13 | Resource Recovery Village 7510 250

14 | Block Making 2500 56
Total 185014 4485

Table 14.11 above indicates that 4485 car parking spaces could be included within the
development if the maximum car parking standards are applied to the floor areas. This
level of parking isfar in excess of what could be considered a sustainable quantum. It
is therefore concluded that the level of car parking detailed in the application is a more
realistic estimation.

It is accepted that the levels of car parking currently being proposed exceed the number
of employees that will be accommodated by the development. It is therefore
appropriate that the exact level of car parking be considered as part of the Travel
Planning process. It is anticipated that a maximum of 1150 car spaces are provided, the
equivalent of one space per employee but that this may be reduced as a result of travel
plan targets and initiatives (to be agreed with the CCC and potentially secured through
aplanning condition).

Accident Analysis

As detailed in Section 3, of the Transport Assessment Report (TAR) the most recently
available five year period of (01/06/02 — 31/05-07) of Persona Injury Accident Data
for the highway network in the vicinity of the site has been obtained from Cheshire
County Council and Section 3 of the TAR provides an analysis of this data.

This data has been used for the prediction of future year accidents to determine the
impact the proposed devel opment may have on accident rates.
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The COBA Manual (DMRB Volume 13, Section 1, Part 2: The Vauation of Costs and
Benefits) has been employed to assist in this forecasting. The method is based upon a
nationally compiled set of information recording accident history of links and
junctions. A copy of the document is included as Appendix M of the TAR. The
document ascertains at paragraph 5.11.:

“ accident rates and accident severity at junctions have been falling steadily over time
and the trend is expected to continue in the future. The Government has also
announced National Casualty Reduction targets and the methodology and parameters
in COBA are consistent with those targets. The declining trend in accident rates was
examined in TRL Report 382 and at a more disaggregate level in later work
undertaken by the DTLR. It was found that the changes in accident rates and the
number of severities per accident at junctions are explained by the relationship:

Au= AgX B

Where:

An = the accident rate or number of causalities per accident N years after base year;
Ay = the accident rate or number of causalities per accident in year the base year;
3= change coefficient; and

N = the number of years after base year.

The document suggests “between 2011 and 2020 and 2021 and 2030 the accident rate
reduction is assumed to be one haf and one quarter respectively of the 1995 and 2010
reduction.” Zero change is assumed post 2030. The accidents are mainly dependent on
traffic volume and thus the traffic volumes are derived for different scenarios at
different time frames. The accident rates are forecast for those time frames. The
number of accidents is derived by multiplying the accident rates by the respective
traffic volumes for different scenarios. The accidents on the highway network local to
the Ince site have been predicted for the following four scenarios:

2007 Basg;
2022 Basg;
2022 Base plus entire site devel opment traffic; and

2022 Base plus entire site development traffic plus cumulative development
traffic.
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Table 14.12 : Accident Analysis Summary

Junction 2007 2022 2022 Base plus | 2022 Base plus
Base Base development development plus
committed
Pool Lane/ 1 1 1 2
Kemira Road
Pool Lane/ 1 1 1 2
Meadow View
Pool Lane/ 2 2 3 4
CryersLane
M53 Junction 12 15 16 16
10
M56 Junction 6 6 7 7
14
SUMMARY

Table 14.12 above details the accidents forecast for junctions in the various scenarios
considered involving the full development of the IRRP site (DBERR+CCC
applications). It is anticipated that the Pool Lane / Kemira Road roundabout will
experience one accident in the base years of 2007 and 2022. This rate will remain at
one with the addition of entire site development traffic. However, with the addition of
cumul ative development traffic the rate will increase to two accidents in 2022.

The Pool Lane / Meadow View junction is forecast to experience one accident in the
base years of 2007 and 2022. This rate will remain a one with the addition of entire
site development traffic. With the addition of cumulative development traffic the rate
will increase to two accidentsin 2022.

The Pool Lane / Cryers Lane / Kemira Road junction will experience two accidents in
the base years of 2007 and 2022. This will increase to three with the addition of entire
site development traffic in 2022 and to four with the addition of cumulative
development traffic.

It is forecast that the M53 Junction 10 will have an accident rate of 12 and 15 in the
2007 and 2022 base dituations respectively. With the addition of entire site
development traffic in 2022 this will increase to 16. The accident rate will remain at 16
with the addition of cumulative development.

The M56 Junction 14 is forecast to experience six accidents in the 2007 and 2022 base
scenarios. With the addition of entire site development traffic this will increase to
seven vehicles. The accident rate will remain at seven with the addition of cumulative
devel opment.

It is evident that the addition of entire site development traffic will not exacerbate the
annual accident rate at any of the junctions considered. At worst the annual accident
rate will increase by one accident
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14.8.12 Highway Link Flows

The general approach to assess the impact on traffic flows and congestion (these are
regarded to be “safety” and “operational” issues) has been to determine impact
magnitude by reference to percentage change in tota flows. Significance has then been
determined on the basis of a number of factors, including percentage changes in the
number of HGVs.

In addition to the work undertaken within this assessment, the operation of the
junctions local to the site has been fully assessed within the Transport Assessment
Report and summarised below.

The criteria for assessing the impact magnitude on Non Motorised Users (NMUs),
journey ambience and physical fitness are also reviewed.

GEOGRAPHICAL BOUNDARIES OF ASSESSMENT
In accordance with the IEMA Guidelines, the following rules are applied to delimit the
scale and extent of the assessment.

Rule 1 include highway links where traffic flows will increase by more than
30% (or the number of heavy goods vehicles will increase by more than 30%).

Rule 2: include any other specificaly sensitive areas where traffic flows have
increased by 10% or more.
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Table 14.13 above clearly indicates that annual average daily traffic flows on highway
links within the geographical boundary of the assessment increase by more than 30%
when either committed or development traffic are added to the 2022 forecast base
flows. The impacts whilst still significant are reduced when development traffic is
added to the 2022 scenario including committed development. It is important that
these impacts are considered in the context of the fact that the roads affected were
designed to and do serve existing industrial locations and do not pass close to sensitive
receptors. Referenceto Table 14.14 below demonstrates that the residual impacts upon
community severance, driver delay, pedestrian delay and amenity, accidents and safety
and hazardous loads is either neutral or moderately positive.

Junction Operation and Assessments
The impact of the development has been assessed on the following junctions:

Pool Lane/ Oil Sites Road / Kemira Road Roundabout (EXisting);
Pool Lane/ Qil Sites Road / Kemira Road Roundabout (Proposed);
Pool Lane/ Meadow View;

CryersLane/ Pool Lane Signal Junction;

M53 Junction 10; and

M56 Junction 14.

For 2022 an assessment of the impacts of the entire site development has been
undertaken first and these impacts have then been disaggregated to show the impact of
the DBERR application alone and the CCC application alone.

Furthermore assessments have been undertaken with the addition of cumulative traffic
flows, that is the traffic flows generated by the alocated Development Plan Schemes
as detailed in Section 4 of the TAR.

The assessment has been undertaken in the AM and PM peak hours for the following
fifteen scenarios:

1. 2007 Basg;
2022 Base;
2022 Base plus entire site development (no backloads);

2022 Base plus CCC application (no backl oads);

2
3
4
5. 2022 Base plus DBERR application (no backloads);
6. 2022 Base plus entire site development (80% backloads);
7. 2022 Base plus CCC application (80% backloads);

8. 2022 Base plus DBERR application (80% backloads);

9. 2022 Base plus cumulative;

10. 2022 Base plus entire site devel opment (no backloads) plus cumulative;
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11. 2022 Base plus CCC application (no backloads) plus cumulative;

12. 2022 Base plus DBERR application (no backloads) plus cumulative;

13. 2022 Base plus entire site devel opment (80% backloads) plus cumulative;
14. 2022 Base plus CCC application (80% backloads) plus cumulative;

15. 2022 Base plus DBERR application (80% backloads) plus cumulative.

Assessments of the operation of the local highway network junctions listed above have
been undertaken using ARCADY (Version 6) for roundabouts and LINSIG 2 for signal
controlled junctions.

The junction assessments and summary tables are contained within Appendix L of the
TAR and are summarised below.

14.8.14 DBERR+CCC Application

Pool Lane/ Oil SitesRoad / Kemira Road roundabout — overview

The Pool Lane/ Oil Sites Road / Kemira Road roundabout is located to the west of the
site. The roundabout and the adjacent Pool Lane railway bridge currently experience
operational issues as detailed in the TA. Given the preliminarily review of these
operational issues an improvement option is proposed. In addition to assessing the
exigting junction layout the proposed improvement scheme has been assessed
accordingly.

Tables L1, L2, L3 and L4 of Appendix L of the Transport Assessment detail the
assessment results for the existing roundabout and proposed improvement to the
roundabout respectively. The proposed improvement design incorporates comments
from the Stage 1 Safety Audit. The results for the existing roundabout indicate that all
arms of the junction work within capacity in the base years of 2007 and 2022 and will
continue to do so with the addition of entire site development traffic. With the addition
of cumulative development traffic the junction continues to work within capacity. The
Pool Lane South arm is expected to approach capacity in the AM peak with maximum
ratio to flow capacity (RFC) of 0.913 and queue of 9 vehiclesin Scenario 10.

Although the proposed improvement to the existing roundabout was designed to
mitigate perceived safety problems and not for improving capacity, the results for the
improved roundabout indicate that all arms of the junction operate within capacity in
all scenarios assessed.

Pooal lane/ Qil SitesRoad / Kemira Road roundabout — CCC Application

The results for the existing roundabout indicate that all arms of the junction will
continue to work within capacity with the addition of CCC application traffic. With the
addition of cumulative development traffic the junction continues to work within
capacity, however, the Pool Lane South arm is expected to approach capacity in the
AM peak with a maximum RFC of 0.903 and queue of 8 vehicles.
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Pool Lane/ Oil SitesRoad / Kemira Road roundabout — DBERR Application

The results indicate for the existing roundabout indicates that al arms of the junction
will continue to work within capacity with the addition of DBERR application traffic.
Furthermore the junction still remains within capacity with the addition of cumulative
devel opment.

Pool Lane/ Meadow View roundabout — over view

The Pool Lane / Meadow View roundabout is located to the south west of the site
between the Pool Lane/ Kemira Road / Oil Sites Road roundabout and the Pool Lane /
Cryers Lane signal junction. The assessment results for the junction are summarised in
Tables L5 and L6 of Appendix L of the TA for the AM and PM peaks respectively.
The results indicate that all arms of the junction operate within capacity in the base
years of 2007 and 2022 and continue to do so with the addition entire site devel opment
traffic. With the addition of cumulative development traffic the junction continues to
operate within capacity. The Pool Lane North arm is expected to approach capacity in
the PM peak with the addition of cumulative development traffic. The arm experiences
amaximum RFC of 0.914 and a queue of 9 vehiclesin Scenario 10.

Pool Lane/ Meadow View roundabout — CCC Application

The results indicate that the junction will continue to operate efficiently with the
addition of CCC application traffic in 2022. Furthermore, with the addition of
cumul ative development traffic the junction continues to work within capacity.

Pool Lane/ Meadow View roundabout — DBERR Application

The results indicate that the junction will continue to operate efficiently with the
addition of DBERR application traffic in 2022. Furthermore, with the addition of
cumul ative development traffic the junction continues to work within capacity.

CryersLane/ Pool Lane/ A5117 Signal Junction - overview

The Cryers Lane/ Pool Lane/ A5117 signal junction is located to the south west of the
site. As detailed in Section 3 the junction is under a Vehicular Actuation (VA)
operation. LINSIG provides a good basic measure of the overall junction operation
under VA. The assessment results for the junction are contained within Tables L7 and
L8 of Appendix L of the TA for the AM and PM peaks respectively. The results
indicate that al arms of the junction operate under a 90% degree of saturation in the
2007 and 2022 base scenarios and will continue to do so with the addition of entire site
devel opment traffic.

With the addition of cumulative development traffic the junction exceeds 90% degree
of saturation inthe AM peak. The highest degree of saturation and largest queue occurs
on the A5117 East right turn lane at 99.7% and 37 vehiclesin Scenario 11.

CryersLane/ Pool Lane/ A5117 Signal Junction — CCC Application

The results indicate that with the addition of CCC application traffic all arms of the
junction will continue to operate under 90% degree of saturation. With the addition of
cumul ative development traffic the junction approaches capacity with the largest queue
occurring on the A5117 East right turn lane at 99.7% and 37 vehicles (Scenario 11).
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CryersLane/ Pool Lane/ A5117 Signal junction —DBERR Application

The results indicate that with the addition of CCC application traffic all arms of the
junction will continue to operate under 90% degree of saturation. With the addition of
cumul ative development traffic the junction continues to operate under 90% degree of
saturation.

M53junction 10 - overview

M53 Junction 10 is located to the southwest of the site and can be accessed via the
A5117. The junction is a large, grade separated, priority controlled roundabout and
has therefore been assessed within ARCADY under the ‘ Grade-separated or very large
junctions’ parameters. The assessment results for the junction are contained within
Tables L9 and L10 of Appendix L of the TA for the AM and PM peaks respectively.
The results indicate that under the 2022 base conditions the M53 southbound off-slip
fails to operate within capacity in the AM peak; an RFC of 1.483 and a queue of 243
vehiclesis expected.

With the addition of entire site development traffic and cumulative development traffic
the situation will be further exacerbated. Scenario 10 forecasts the highest RFCs and
gueuing — the AM peak is predicted to see an RFC of 2.807 and a queue of 929
vehicles and the PM peak sees an RFC of 1.534 and a queue of 252 vehicles.

M53junction 10— CCC Application

As summarised above, under the 2022 base conditions the M53 southbound off-dlip
fails to operate within capacity in the AM peak; an RFC of 1.483 and a queue of 243
vehicles is expected. With the addition of CCC application traffic and cumulative
development traffic the situation will be further exacerbated. The AM peak of Scenario
6 forecasts an RFC of 1.675 and a queue of 324 vehicles and the AM peak of Scenario
12 forecasts an RFC of 2.820 and a queue of 928 vehicles.

M 53 Junction 10 — DBERR Application

As summarised above, under the 2022 base conditions the M53 southbound off-dip
fails to operate within capacity in the AM peak. With the addition of DBERR
application traffic and cumulative development traffic the situation will be further
exacerbated. The AM peak of Scenario 8 forecasts an RFC of 1.489 and a queue of 246
vehicles and the AM peak of Scenario 14 forecasts an RFC of 2.703 and a queue of
814 vehicles.

M53 Junction 10 — Improvements

The southbound off dip is not currently being utilised efficiently. The dip road
accommodates two lanes, on site observations indicate that the nearside lane is
underused due to the operational characteristics of the roundabout. It is understood
that there are plans to signalise the dip road as part of a mitigation package promoted
by CostCo UK Ltd in association with their application for a warehouse store at
Chester Gates Shotwick. WSP D/T have obtained a drawing (N60773 — C101 Rev D)
from the Highways Agency illustrating an overview of the signalisation plans
promoted. The measures indicated include signalisation of the southbound off dlip and
the introduction of a third circulatory lane between the northbound on dlip and the
southbound on dlip. This proposal improves the operation and capacity of the junction
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M 56 Junction 14 - overview

M56 Junction 14 is located to the southeast of the site and can be accessed via the
A5117. Thejunction is alarge, grade separated priority controlled roundabout and has
therefore been assessed within ARCADY under the ‘Grade-separated or very large
junctions’ parameters. The assessment results for the junction are contained within
TablesL11 and L12 contained within Appendix L of the TA for the AM and PM peaks
respectively. The results indicate that all arms of the junction work within capacity in
the 2007 and 2022 base conditions and will continue to do so with the addition of
development. Furthermore, the junction will continue to operate within capacity with
the addition of cumulative development traffic. The maximum RFC and queues at the
junction are expected on the A5117 North arm in the PM peak in Scenario 10. The
RFC is 0.680 with a queue of 2 vehicles.

M56 Junction 14 — CCC Application

The results indicate that the junction will continue to operate efficiently with the
addition of CCC application traffic in 2022. Furthermore, with the addition of
cumul ative development traffic the junction continues to work within capacity.

M56 Junction 14 — DBERR Application

14.8.15

The results indicate that the junction will continue to operate efficiently with the
addition of DBERR application traffic in 2022. Furthermore, with the addition of
cumul ative development traffic the junction continues to work within capacity.

Pedestrian/Cycle Trip Generation

Operational staffing is projected as 1150 employees many of whom may work unsocial
hoursto suit the requirements of tides at the berth and process management.

The villages of Ince and Elton within walking distance of the site and the eastern part
of Ellesmere Port is within a 5km cycling distance. The Highway Authority has made
provision for cyclists on the A5117 and there is a national cycle route which connects
from the A5117, via Elton, to Marsh Lane and through the development site (Route 5).
At present there is little signing of the route through Elton and although Marsh Lane
can be used by cyclists and pedestrians to access the site, many parts of the site are
more directly accessed via Kemira Road.

This main pedestrian and cycle access along Kemira Road will be improved as part of
the upgrading works to Kemira Road. It is proposed to widen Kemira Road to a 9.3m
cross section comprising a 7.3m carriageway for vehicles and cyclists and a 2.0m
footway on the south side.

Route 5 crosses over Kemira Road on the Station Road bridge and the current route
from Station Road to Kemira Road is via Ince Village, which is a detour of some 800m
to transfer from the Station Road level to Kemira Road level.

In order to remove this disincentive to walking and cycling; the access strategy for the
Ince development includes the provision of afootway / cycleway link between Station
Road and Kemira Road at the bridge. In addition to this, cycle direction signing will
be provided along Station Road to the A5117 and the developer has agreed to make a
contribution to works which the Highway Authority are promoting to assist cyclists
negotiate M53 Junction 10. Marsh Lane, which is currently heavily pot holed would
also be improved.
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14.9

In addition to the above, Quinn Glass have agreed in principle that a pedestrian and
cycle route will be provided through their site thus providing a direct traffic free link
from the site to Ince and Elton railway station.

Construction | mpacts

The impacts of construction traffic have been assessed in the TAR for the DBERR
application and CCC application in isolation and for the entire site development; the
worst case (please refer to TAR Appendix N). At no time during the phased
construction of the full development, that is when some plots are still under
construction and others are operational, is the traffic generated greater than the
guantum of traffic generated by the entire site when fully operational. Table 14.13
below provides a snap shot comparison of traffic flows on the local highway network
resulting from the phase of construction/operation of the site which results in the
highest levels of traffic (2017) and the traffic flows after the site becomes fully
operational in the forecast year 2022.

Table 14.3 Traffic Flow Summary (AAWT)

2017 Base plus entire 2022 Base plus entire site
site Operational + development plus

Link Construction Traffic cumulative development
(Total Vehicles) traffic (Total Vehicles)
(AAWT) (AAWT)

Pool Lane (north of 1305 1990

Kemira Road

Roundabouit)

Kemira Road (East of 5427 13342

Kemira Road

Roundabouit)

Pool Lane (South of 6880 18056

Kemira Road

Roundabout)

Oil Sites Road (West of | 654 3978

Kemira Road

Roundabout)

Pool Lane (North of 12293 23347

Cryers Lane Junction)

A5117 (East of Cryers | 18937 31085

Lane Junction)

Cryers Lane (South of 2346 4800

Cryers Lane Junction)
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14.10.1

14.10.2

14.10.3

A5117 (West of Cryers | 21202 32534
Lane Junction)

A5117 (West of M56 19575 32227
Junction 14)

A5117 (East of M53 25318 40393
Junction 10)

Mitigation Measures

General

Following the construction of the dry cargo berth and rail spur the transport impact of
the development will be mitigated by ensuring all mode access is available to the site.
The highway network will be improved to ensure safe vehicular access is provided to
the site and that the traffic impacts of the development do not compromise the safety
and operation of thelocal highway network.

Pedestrian and Cycle Access

The villages of Ince and Elton are within walking distance of the site and the eastern
part of Ellesmere Port is within a 5km cycling distance. The Highway Authority has
made provision for cyclists on the A5117 and there is a national cycle route which
connects from the A5117, via Elton, to Marsh Lane and through the development site
(Route 5). At present there is little signing of the route through Elton and athough
Marsh Lane can be used by cyclists and pedestrians to access the site, many parts of
the site are more directly accessed via Kemira Road.

This main pedestrian and cycle access which will be along Kemira Road will be
improved as part of the upgrading works to Kemira Road. It is proposed to widen
Kemira Road to a 9.3m cross section comprising a 7.3m carriageway for vehicles and
cyclists and a 2.0m footway on the south side.

Route 5 crosses over Kemira Road on the Station Road bridge and the current route
from Station Road to Kemira Road is via Ince Village, which is a detour of some 800m
to transfer from the Station Road level to Kemira Road level.

In order to remove this disincentive to walking and cycling; the access strategy
includes the provision of afootway / cycleway link between Station Road and Kemira
Road at the bridge. In addition to this, cycle direction signing will be provided along
Station Road to the A5117 and the developer has agreed to make a contribution to
works which the Highway Authority are promoting to assist cyclists negotiate M53
Junction 10.

In addition to the above, Quinn Glass have agreed in principle that as part of a shared
travel plan initiative a pedestrian and cycle route will be provided through their site
thus providing a direct and dedicated traffic free link from the site to Ince and Elton
railway station.

Public Transport
As part of shared Travel Plan initiatives for this development and the adjacent Quinn
Glass Bottle Production facility it is proposed that a shuttle bus service subsidised by

RSK Environment Ltd

RSK/HE/P40142/04/Section 14

14-59



Peel Environmental Ince Ltd Ince Resource Recovery Park
Environmental Statement

both companies will be provided at key commuting and shift change times linking the
sites with Ellesmere Port and its environs where staff travel to work surveys have
indicated a large percentage of the Quinn Glass work force, and it is to be anticipated
the Ince work force, live.

14.10.4 Vehicular Access
Vehicular access will be provided from Kemira Road which will be upgraded to
adoptable standards between Pool Lane and the Ince site access roundabout comprising
a 7.3 metre carriageway and 2 metre footway.

The impact of the traffic generated by the development at the Pool Lane/ Kemira Road
roundabout and operational issues at the Pool Lane railway bridge will be mitigated by
the proposed improvement described in Section 7 of the TAR. The results of the peak
hour capacity assessments for all scenarios show that the improved roundabout will
operate within capacity. The improvement to the Pool Lane south approach to the
roundabout combined with the widened carriageway on the Pool Lane railway bridge
will make it possible for HGV s to safely pass one another over the bridge.

A Stage One Road Safety Audit has been undertaken and a designer’s response
prepared. The Audit does not raise any serious problems and its recommendations will
have been incorporated in the detailed design of the improvement. Copies of the Audit
and the response are contained in Appendix J of the TAR.

The AM peak hour junction capacity assessments for the A5117 / Pool Lane / Cryers
Lane junction for four of the scenarios, particularly 10, 11, 12 and 13 identify a queue
of over 34 vehicles on the right turn from the A5117 east into Pool Lane and queues of
similar magnitude on the A5117 west left turn into Pool Lane. The corresponding
degrees of saturation are approaching 100%. For the other scenarios in the AM peak
hour and for al scenarios in the PM peak hour the junction operates generaly within

capacity.

As scenarios 10, 11, 12 and 13 represent a worst case as they include all the alocated
development plan traffic as well as the Pedl development traffic, and the fact that
without the alocated development traffic added the junction continues to operate
within capacity, it is not considered necessary to provide mitigation for the Peel
development aone. However, if the Highway Authority considers that an
improvement is required, there is land available within the highway boundary to
construct a segregated left turn from the A5117 west to Pool Lane which would allow
the A5117 west to Pool Lane and A5117 east to Pool Lane movements to run together.

All scenarios for 2022 show significant queuing on the southbound off dip at M53
Junction 10. The dlip road comprises two lanes, on site observations indicate that the
nearside lane is underused due to the operational characteristics of the junction. This
isarecognised problem and it is understood there are plansto signalise the dlip road as
part of a mitigation package associated with Costco UK Ltd's application for a
warehouse store at Chester Gates, Shotwide. WSP D/T have obtained Savell Bird &
Axon® drawing (N60773 - C101 Rev D) from the Highways Agency illustrating an
overview of the signaisation plans promoted. The measures indicated include
signalisation of the southbound off dlip and the introduction of athird circulatory lane
between the northbound on dlip and the southbound on slip. This proposal improves
the operation and capacity of the junction
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14111

14.11.2

Summary of Residual Impacts

Assessment of Significance

The assessment of significance of impact involves the assessment of the baseline data
and the use of professiona judgement. The assessment criteria detailed below have
been used and an assessment has been made on magnitude of the residual impact
combined with receptor sensitivity to determine the significance of the impact.

I mpact significance

The significance of an effect is determined by the interaction of two factors, firgt, the
magnitude, scale or severity of the effect or change, and second, the value, importance
or sensitivity of the environmental resource being affected.

The significance of levels of traffic change vary depending upon the environmental
impact criteria being considered e.g. severance, driver delay and so on. Reference is
made to the IEMA Guidelines on each criteria.

As set out in paragraph 4.5 of the IEMA Guidelines,

“For many effects there are no simple rules or formulae which define thresholds of
significance and there is, therefore, a need for interpretation and judgement on the part
of the assessor, backed-up by data or quantified information wherever possible.”

Sengitivity is defined as follows:

receptors of low sensitivity to traffic flows — negligible;

receptors such as public open space, nature conservation areas, residential areas
with adequate pavements — low;

receptors such as congested junctions, hospitals, community centres, conservation
areas — medium; and

receptors such as schools, colleges, accident blackspots — high.

The following terms have been used to assess the significance of effects, where they
are predicted to occur:

Magjor positive or negative effect — where the development would cause a significant
deterioration (or improvement) to the existing environment;

Moderate positive or negative effect — where the development would cause a
noticeabl e deterioration (or improvement) to the existing environment;

Minor positive or negative effect — where the development would cause a barely
perceptible deterioration (or improvement) to the existing environment; and

No change — no discernible deterioration or improvement to the existing environment.

The relationship between the effects and residual effects following mitigation have also
been discussed.
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Summary impact tables that present the potential impacts associated with traffic
generation from the proposed development, potential mitigation measures and residual
effects are set out below.

The summary of impact, mitigation and residua effects for the worst case of the
combined CCC and DBERR applications are given in Table 14.14 for the devel opment
after completion.

Table 14.14 Summary of impact,

mitigation and residual effects— fully operational

Potential Natur e of Significance Mitigation / Residual
| mpact I mpact Enhancement Effects
(Permanent / M easur es
temporary
Severance | Permanent Neutral None Required Neutral
Driver Permanent M53 Junction 10 — Junction Neutral
Delay Magjor Negative enhancement
Permanent Kemira Road / Pool Junction and Moderate
Lane Junction + Pool highway Positive
Lane Railway improvements
Bridge— minor
negative
Pedestrian | Permanent Minor negative New pedestrian links | Moderate
Delay and to railway station positive
Amenity Upgrades to existing
routes
Accidents | Permanent Kemira Road / Pool None required Neutral
and safety Lane Junction —
Neutra
Pool Lane/ Meadow None Required | Neutral
View Roundabout —
Neutra
Pool Lane/ Cryers Junction Neutral
Lane Signal Junction enhancement
— Minor Negative
M53 Junction 10 — Junction Neutral
Minor Negative enhancement
M56 Junction 14 — None required Neutral
Minor Negative
Hazardous | Permanent Neutral None required Neutral
Loads
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