
15. Transport 
Introduction 

15.1 The purpose of this section is to give an understanding of the traffic and 
transportation issues, in relation to a single rail-served building for storage and 
distribution purposes (B8) on the site known as HBC Field, factors in terms of rail 
and road traffic that will affect the development in terms of its sustainability, safety 
and integrity.  This in turn will have direct and indirect impacts on the environment. 

Existing Environment 
15.2 HBC Field is site located in the western sector of the wider 3MG Masterplan to the 

south of both the A562 Speke Road and West Coast Mainline (Liverpool spur).   

15.3 The site has direct rail access to the West Coast Main Line and the existing and 
operational rail intermodal facility and will be served on plot by its own rail sidings 
connection. 

15.4 In the wider context 3MG is served by the Liverpool Branch of the West Coast 
Mainline (WCML).  Rail access to 3MG from the Midlands, the South East (deep 
sea container ports) and the Channel Tunnel is via the WCML through Crewe, 
Weaver Junction and Runcorn.  Access to Scotland and Trans-Pennine routes is 
via Warrington (where trains are turned). 

15.5 There is currently no highway infrastructure to enable vehicular access to the site.  
To the east of the site lies the Halebank residential estate which is served by a 
network of local access roads feeding into and from Hale Road to the east and 
Halebank Road to the south.  Both Hale Road and Halebank Road are of single 
two-lane carriageway standard. 

15.6 Planning permission has been granted for new road access to the HBC Field site 
directly from the roundabout of the A562 with the A5300 Knowsley Expressway 
over Liverpool Branch of the West Coast Main Line (WCML).  

15.7 Access to the motorway network is provided by: 

• the A533 Queensway to the M56 motorway to the south (via the Runcorn 
Expressway); 

• the A562 Speke Road/A5300 Knowsley Expressway to Junction 6 (Tarbock 
Roundabout) of the M62 to the northwest; and 

• the A557 Widnes Eastern Bypass to Junction 7 of the M62 to the northeast. 

15.8 The A5300-A562 is a partially signalised roundabout that is currently operating 
overcapacity with significant levels of queuing traffic on the A5300 southbound 
approach in the morning peak period. 

15.9 Connectivity for cyclists and pedestrians will be maintained by the existing 
cycleway/footpath that crosses the southern and eastern sections of the site.  

15.10 The site is accessible by bus with stops located on Hale Road.  Stops are provided 
at regular intervals and it will be possible to access them via the shared-use 
footpaths/ cycle routes that will link the site with the Halebank residential estate. 



15.11 The nearest operational rail station for passenger service is Hough Green.  The 
station provides direct trains to Manchester Oxford Road and Liverpool Lime Street 
with a frequency of approximately 30 minutes in each direction. 

15.12 The former Ditton railway station is located much closer to the site and is located 
on the London-Liverpool line.  This station is currently disused but there is potential 
for it to re-open (Policy TP3 of the UDP).  It is located on Hale Road, and is 
accessed via the bridge over the railway line.  It is within walking distance from the 
application site and could potentially provide access to a wider area. 

Characteristics of the Proposed Development 
15.13 The application proposes an occupier-specific development for B8 use with 

ancillary B1 and corresponds with the local UDP as a site for employment and 
regional investment.  The design of the building will embrace the high quality 
setting to be created through the development of the park in order to create the 
most positive and favourable impression for business clients and customers and 
provide an exciting and vibrant place in which to work. 

15.14 From a transport perspective, the location is well-suited to the provision of a 
storage and distribution facility because; 

• it has the direct potential to provide access to the national rail system; 

• it is has the potential for direct access to the strategic road network; 

• it is within an industrial location and allocated for an industrial use in close 
proximity to existing complementary business activities; and 

• it is well located to serve the distribution market in the North West of England, 
lying in to the east of Liverpool and with good quality road links to Warrington, 
Greater Manchester, Preston.  Most parts of the North West can be reached 
in less than 1 hours driving time. 

15.15 The proposed HBC Field development will include the provision of a dedicated rail 
siding.  Inter-modal accessibility to the site will provide the opportunity for a 
reduction in road-based freight movements.  A sustainable approach to staff and 
business travel is addressed in the Framework Workplace Travel Plan which has 
been developed for the HBC Field Development. 

Study Methodology 
Scope of Study 

15.16 This assessment of the impact of the proposed development-related traffic when it 
is fully completed, consists of the following: 

• a summary of transport-related policies that are relevant to the proposed 
development; 

• an examination of existing transport facilities and situation on the local road 
network; 

• an estimation of the likely increase in traffic on the local and strategic highway 
network and its associated operational impact; 

• the development and assessment of measures to mitigate the impact; 



• an assessment of traffic impact during construction and its associated 
mitigation; and 

• the residual impact after mitigation has been implemented. 

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

15.18 All forecasts and technical analyses contained in this section are based on the 
Atkins; assessment of the transport impacts arising from the proposed 
development in conjunction with MDS Transmodal/ Stobarts who provided advice 
on freight transport.  The full Transport Assessment and Framework Travel Plan 
are included as Appendix 15i and 15ii respectively. 

Planning Policy 
Introduction 

15.19 The vision for 3MG is to create a national, regional and sub-regional rail freight 
facility in the context of national transport policy, regional planning and economic 
policies, and local planning policies.  The existing intermodal freight terminal is 
owned by the Stobart Group. 

15.20 The reduction in road-based freight movements is a central focus of the 
Government’s transport objectives, which are articulated within Planning Policy 
Guidance 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. 

15.21 Most recently, the EU published in 2009 ‘A Sustainable Future for Transport’, 
which is both a strategy document defining the vision for the future of transport, 
and a consultation document, which has an aim to collect views on how to 
translate the vision into policy actions.  Concerning freight, the document states 
that ‘an intelligent and integrated logistics system must become a reality, where 
development of ports and intermodal terminals is a key element’, and modal shift 
towards more environmentally friendly modes will be particularly important. 

15.22 This section summarises national and local transport planning policy relevant to 
the proposed development. 

National Policy 
15.23 In July 1998 the Government published the Transport White Paper ‘A New Deal for 

Transport: Better for Everyone’ which set out the Government’s policies to create a 
better, more integrated transport system to tackle the problems of congestion and 
pollution.  

15.24 The White Paper detailed the Government’s objectives for encouraging the use of 
the railway system for the transportation of freight and it is specifically stated that: 

‘Local authorities in preparing development plans will be expected to consider, 
and where appropriate protect, opportunities for rail connections to existing 
manufacturing, distribution and warehousing sites adjacent or close to the rail 
network….’.  



15.25 This commitment to the use of the rail network for the transfer of freight was further 
reinforced with the publication, in 2000, of the Government’s ten-year plan for 
transport in a document titled ‘Transport 2010 – The Ten Year Plan’.  Within the 
document the specific target of increasing rail freight by 80% was set.  

15.26 In March 2004 the Strategic Rail Authority (SRA) published its Strategic Rail 
Freight Interchange Policy, which set out the SRA’s policies with regard to the 
form, function, operating characteristics and role of Strategic Rail Freight 
Interchanges.  This sits alongside Government policies for rail freight, transport, 
planning, sustainable development and economic growth and is directed at 
developing a national policy framework via the land use and transport planning 
systems.  

15.27 The SRA sees Strategic Rail Freight Interchanges as key features of national rail 
infrastructure necessary to promote a shift from road to rail freight and to achieve 
the associated sustainability benefits.  

15.28 For Greater Manchester, Liverpool and the North West, the SRA recognised the 
need for further Strategic Rail Freight Interchange capacity to support future 
growth.  The SRA’s West Coast Main Line (WCML) Strategy notes that a number 
of new interchanges are proposed to meet anticipated demand within the region, 
and that: “The SRA view is that the most efficient use of the WCML, and of the rest 
of the network in the area, would be made by those projects located within the 
Liverpool-Warrington-Manchester commercial belt”.  

15.29 Key factors the SRA used in considering site allocations were: 

• suitable rail and road access – on rail freight routes with capacity and avoiding 
congestion, with good access to motorway junctions, primary and trunk roads; 

• ability for 24/7 working; 

• adequate level site area and potential for expansion; 

• proximity to workforce; 

• proximity to commercial customers, both existing and potential (Noting the 
potential to change to rail achieved by close proximity); 

• fit with primary freight flows in the area; 

• ability to contribute to the national network by filling gaps in provision; and 

• fit with SRA strategies, including the Freight Strategy, Route Utilisation 
Strategies, and Regional Planning Assessments. 

15.30 The SRA also recognised that sites might also present themselves as extensions 
to existing Strategic Rail Freight Interchange facilities where these are well located 
relative to the considerations and are operating successfully and efficiently.   

15.31 In this regard HBC Field is fully compliant with national planning policies in that it 
seeks to build upon, and enhance, an existing rail-connected distribution park with 
a view to encouraging the shift of freight from road to rail. 

15.32 Government policy on development and its links with transportation and 
accessibility is reflected within the White Paper and is reinforced in the Planning 
Policy Guidance Notes (PPGs) and Planning Policy Statements (PPSs). 



Planning Policy Guidance 13: Transport 
15.33 PPG13 first published in March 2001 (and updated January 2011) sets out the 

Government’s objectives to integrate planning and transport at the national, 
regional, strategic and local level to: 

• Promote more sustainable transport choices for people and for moving freight; 

• Promote accessibility to jobs, shopping, leisure facilities and services by 
public transport, walking and cycling; and 

• Reduce the need to travel, especially by car. 

Freight Movements 
15.34 The Government set out its policy framework on freight in its Sustainable 

Distribution Strategy (March 1999).  While road transport is likely to remain the 
main mode for many freight movements, land use planning can help to promote 
sustainable distribution, including where feasible, the movement of freight by rail 
and water.  PPG13 advises local authorities in paragraph 45, in preparing their 
development plans, to: 

• 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); 

• promote opportunities for freight generating development to be served by rail 
or waterways; and where possible 

• locate developments generating substantial freight movements such as 
distribution and warehousing, particularly of bulk goods, away from congested 
central areas and residential areas, and ensure adequate access to trunk 
roads. 

15.35 The proposal complies with all of these requirements.  The site has been identified 
in the Halton UDP for rail linked distribution and is away from residential areas and 
congested central areas.  By virtue of a new access road it will also benefit from 
excellent access to the strategic road network. 

Non-Freight Movements 
15.36 PPG13 re-states the key themes of sustainable development that have emerged in 

recent years.  It advises that planning applications for major developments should 
be accompanied by a transport assessment, which includes details of access by 
walking, cycling and public transport. 

15.37 The paragraphs of PPG13 that are relevant to this development are as follows: 

• Paragraph 19: Accessibility:  Developments should ensure that jobs and 
key services are accessible by public transport, walking and cycling and not 
exclusively by private car; 

• Paragraph 26: Modal Access:  Where a development provides jobs, a 
choice of access options by public transport, walking and cycling should be 
available; 

• Paragraphs 71/73: Public Transport:  Public transport is cited as an 
important consideration in determining location policies designed to reduce 
the need for travel by car. 



• Paragraphs 74/76: Walking:  highlights that walking is the most important 
mode of travel at the local level and offers the greatest potential to replace 
short car trips, particularly under two kilometres as well as being an important 
part of all longer journeys by public transport and car.  There is a need 
therefore for particular attention to the design and location of access 
arrangements at new developments to help promote walking; 

• Paragraphs 77/79: Cycling:  highlights that cycling also has the potential to 
substitute for short car trips, particularly those under 5km, and to form part of 
a longer journey by public transport.  There is a need for the provision of 
convenient, safe and secure cycle parking and changing facilities at new 
developments. 

Parking 
15.38 PPG 13 in paragraph 50 advises in part that in developing and implementing 

policies on parking, local authorities should: 

• ensure that, as part of a package of planning and transport measures, levels 
of parking provided in association with development will promote sustainable 
transport choices; 

• not require developers to provide more spaces than they themselves wish, 
other than in exceptional circumstances which might include for example 
where there are significant implications for road safety which cannot be 
resolved through the introduction or enforcement of on-street parking controls; 

• require developers to provide designated parking spaces for disabled people 
in accordance with current good practice; 

• require convenient safe and secure cycle parking in development at least at 
levels consistent with the cycle strategy in the local transport plan; and 

• consider appropriate provision for motorcycle parking. 

15.39 Paragraph 51 advises that policies in development plans should set levels of 
parking for broad classes of development, whereby standards should be designed 
to be used as part of a package of measures to promote sustainable transport 
choices and the efficient use of land. 

Local Policy 
Halton Borough Council Unitary Development Plan (UDP) 

15.40 Planning authorities have a statutory requirement to prepare development plans 
covering the whole of their area.  After more than five years of preparation, the 
Halton Unitary Development Plan (UDP) was adopted on 7 April 2005. 

15.41 The UDP sets the framework for the development of land in the Borough from the 
present to 2016. The document consists of two parts: Part 1 (Strategic policies and 
proposals) and Part 2 which gives detailed proposals for the use and development 
of land. There is also a Proposals Map, which illustrates the land allocations in 
relation to policies and proposals and shows other designations such as SSSIs 
and Ramsar sites. 

15.42 The UDP has been prepared using national planning policy guidance and is guided 
by the following aims (Part 1 of the UDP): 

• the development and use of land;  



• the conservation of the natural beauty and amenity of land;  

• the improvement of the physical environment; and 

• the management of traffic. 

15.43 Strategic Policy S20 identifies a number of sites, including 3MG (formerly Ditton 
Strategic Rail Freight Park), as A Regional Investment Site allocated to meet the 
needs of economic sectors that are considered significant in raising the 
competitiveness of the economy in the North West, based upon the Regional 
Planning Guidance and Regional Economic Strategy. 

15.44 HBC Field is allocated through Employment Policy E7 as being a phased 
strategic inter-modal rail freight park.  It cites that development will only be 
permitted if it complies with a number of criteria set out in this policy, including: 

• It is part of a comprehensive proposal for a strategic rail freight park at Ditton 
in accordance with an agreed phasing plan; 

• It is for use by businesses that would utilise the railway for the transportation 
of freight, and uses offering support services to them, and it is designed to be 
rail-served, including the provision of dedicated rail sidings adjacent to it; 

• It is of a quality suitable for occupation by companies of regional or national 
distribution importance, which would give rise to additional new employment 
opportunities for residents of Halton and surrounding local authority areas, 
with warehouse development proposal of larger than 25,000 sq metres 
floorspace; 

• It would not prejudice the improvement of passenger rail services; and 

• A transport assessment and travel plan will be required to demonstrate that 
there would be no significant impact on the local transport network. 

15.45 The justification for its allocation was highlighted in two reports: 

• Merseyside Freight Study, prepared for the joint Merseyside authorities and 
Halton Borough Council by MDS Transmodal and WS Atkins Consultants Ltd, 
June 2000; 

• Report identifying the Strategic Regional Sites, published by the NWDA in 
December 2001. 

15.46 The Merseyside Freight Study was commissioned to provide the basis for a 
strategy and action plans for freight distribution within, to and from Merseyside that 
would: 

• Promote future economic growth; 

• Reduce accidents, health risks, disturbance and environmental damage; and 

• Be affordable, practical and capable of implementation. 

15.47 The NWDA published its Regional Economic Strategy in March 2003 and in its 
Summary Action Plan 2003-2006 it identifies this site in Key Activity 9.1. 

15.48 In Regional Planning Guidance for the North West (2003), policy T7 states that 
local authorities in the North West should develop freight strategies through the 
local transport plan process and they should satisfy themselves that the prime 
purpose of any proposed site is to facilitate rail freight when allocating land in 
development plans.  The 3MG proposal supports this intention as it will assist the 



transfer and handling of freight on a key rail corridor of international standards, 
through the provision of an inter-modal interchange in a regionally strategic 
location. 

15.49 The strategic importance of the HBC Field site, within the context of 3MG, is 
articulated in the justification for the release of the site from the Green Belt as set 
out in the Halton UDP Inquiry Inspector’s Report (January 2004): 

“The release of the Green Belt Site 253 to the west of Halebank as part of the 
Regional Investment Site development of the Ditton Strategic Rail Freight Park 
[DSRP] is, nevertheless, supported.  Through a rare combination of 
advantages the Rail Freight Park is accepted to be a project of exceptional 
potential worth.  It has formidable potential to contribute to the economy of the 
borough and to regeneration of the critical South Widnes area, and at the 
same time to meet important regional transportation objectives seeking the 
transfer of freight to rail.  The DSRFP scheme would build upon an established 
base within the already developed industrial zone of South Widnes.  
Availability in the short term of a particular scale of development opportunity 
critical to the success of the project can only be achieved by use of Green Belt 
Site 253.  This is seen a sufficient reason to justify recommending release of 
the land in advance of the sub-regional study on the basis of truly exceptional 
circumstances.” 

15.50 In addition to site-specific policies S20 and E7 there are a number of general 
policies relating to transport that are relevant to this application which are outlined 
below: 

• S13 Transport: The need for safe, efficient and inclusive integrated transport 
systems and infrastructure.  It is proposed that the development of 3MG will 
provide employment opportunities for the local population and beyond.  
Accordingly, any development proposals will be required to be accessible by a 
range of means. 

• TP 1: Public Transport Provision as Part of New Development:  This 
policy highlights that developments will only be permitted where there is or will 
be adequate access to public transport.  No building within a development 
should be more than 400m walking distance, along a safe and convenient 
route, of a bus stop or train station.  

• TP3: Disused Public Transport Facilities:  This policy does not permit 
development which will prejudice the reopening of any disused public 
transport facilities.  Of relevance to this proposal is the potential to reopen 
Ditton rail station to passenger traffic; 

• TP 6: Cycling Provision as Part of New Development: This policy advises 
that new development should provide the following with regards to cycling and 
its associated infrastructure: 

− Safe and convenient cycle access; 

− Cycle links with existing and proposed routes where opportunities exist; 
and 

− Safe, secure and covered cycle parking in accordance with the minimum 
standards. 

• TP 7: Pedestrian Provision as Part of New Development: This policy 
highlights that appropriate new pedestrian routes should be provided within a 



development and where appropriate, for these routes to connect to existing 
pedestrian routes; 

• TP 12: Car Parking: The standards for car parking contained within this 
Appendix 1 are the maximum to be provided within any development, which 
for land use class B8 equates to 1 space per 50 sqm. 

In order to meet the needs of disabled people and those with restricted 
mobility, 10% of all car parking spaces shall be provided to mobility standard 
(minimum width 3.6 metres).  No less than half of these spaces shall be 
signed as being for the exclusive use of disabled people.  The standard for 
motor cycles is 1 space for every 25 car parking spaces, while the minimum 
standard for cycle provision is 1 space per 500 sqm. 

• TP 13: Freight:  This policy recognises that opportunities exist to facilitate the 
movement of more freight using sustainable means, which consequently 
utilises the rail and waterways.  Opportunities for utilising such facilities should 
be maximised in locating developments within an appropriate proximity to the 
facilities.  The Ditton Strategic Rail Freight Park (3MG) is identified under this 
policy for use as a freight transfer location; 

• TP 14: Transport Assessments: This policy outlines Halton’s requirements 
for the production of a Transport Assessment Report to be submitted 
alongside a planning application for new development; 

• TP 15: Accessibility to New Developments: This policy states that a 
development will not be permitted when it generates increases in traffic to 
undesirable levels unless improvements to the highway network can be 
implemented to mitigate against it; and 

• TP 16: Green Travel Plans: This policy highlights the conditions that lead to 
a Travel Plan being required whilst also recognising that even when a Travel 
Plan is not required that developers produce one in the interests of 
sustainability. 

15.51 It is further recognised in the UDP that the areas within and adjacent to the 
redevelopment site are Regeneration Action Areas.   

15.52 This Transport Assessment Report has been prepared in line with guidance set out 
in Halton’s UDP (particularly policy TP 14).  

3MG Supplementary Planning Document 
15.53 The 3MG Supplementary Planning Document (SPD) acts as a supplementary 

document to the existing policies in the Halton UDP.  As well as linking back to 
relevant UDP policies, the SPD includes a design guide for developments on the 
3MG site and the need to adhere to the Council’s SPD ‘Design of New Industrial 
and Commercial Development’.   

15.54 In particular refers to the requirement that direct movement of goods vehicles from 
the HBC Field to the local road network in Halebank will not be permitted except 
for emergency access.  Planning permission has been granted for new road 
access to the HBC Field site directly from the roundabout of the A562 with the 
A5300 Knowsley Expressway over the West Coast Main Line (WCML). 



Criteria (Impact Assessment) 
Introduction 

15.55 Additional traffic will be generated during the construction and future operation of 
the HBC Field Development.  Within this chapter a comparison has been made 
between existing and future traffic conditions on highway links in the vicinity of the 
site that will be directly affected by the development proposals.  Criteria are then 
applied to establish whether significant environmental effects are likely. 

Impact Significance 
15.56 The significance of levels of traffic change will 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. 

15.57 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.” 

15.58 Sensitivity 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. 

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

• Major 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 
noticeable 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 

• Neutral – no discernible deterioration or improvement to the existing 
environment. 

  



Assessment of Impacts 
15.60 The primary focus of the proposed development is storage and distribution 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 
generally will, where possible, be balanced across modes through the adoption of 
an effective Workplace Travel Plan. 

15.61 Trip generation estimates for the HBC Field proposal have been derived on the 
following; 

• trip generation of cars and lights goods vehicle movements has been based 
on the industry standard trip generation database TRICS 2011(a) and based 
on the Warehousing (Commercial) land use category, while 

• freight movements (rail and road) have been derived from the MDS 
Transmodal model. 

15.62 In accordance with ‘Guidance on Transport Assessment’, prepared by the 
Department for Transport/Communities and Local Government (March 2007), the 
impact arising from development-related traffic has been assessed for both the 
opening year and design year which is five years post registration of the planning 
application.  The scheduled opening year is 2012 with an assumed design year of 
2016. 

15.63 Traffic counts have been obtained from the TA which was prepared in support of 
the planning application for the 3MG Link Road from Newstead Road.  The counts 
were undertaken in early May 2007 at a number of junctions. 

15.64 To provide an estimate of background traffic growth between 2007-2012 and 2007-
2016 factors1 from the computer program TEMPRO Version 6.2, have been 
applied to National Trip Model (NTM) forecasts for the North West.  The growth 
rates are presented below. 

Table 15.1 – Background Traffic Growth 

 2007-2012 2007-2016 

AMP PMP AMP PMP 

NTM – urban & principal roads in 
North West (AF09) 1.017 1.042 

TEMPRO (v.6.2) car driver trip 
end growth for Study Area 0.998 1.000 1.005 1.008 

Adjusted local peak period 
growth factor 1.015 1.018 1.047 1.049 

15.65 3MG comprises a number of development areas some of which would be directly 
rail connected and others which would have the opportunity of being rail serviced 
either by direct connection or by linkage to rail handling facilities.  The 3MG 
proposals include the following committed developments: 

  

                                                        
1 For a study areas comprising Halton, Liverpool, St Helens and Knowlsey 



Table 15.2 – 3MG Committed Developments 

Site Site Use Status Total Gross 
Floor Area 

High Bay Warehouse Planning consent 
granted in 2008 144,461m2 

Eddarbridge (& 
Tessenderlo) Distribution centre Phase 1 - Constructed 50,446m2 

Eddarbridge (& 
Tessenderlo 
extension) 

Extension to above 
distribution centre 

Phase 2 – Yet to be 
constructed 13,935m2 

15.66 In addition there is the potential for approximately 100,000 m2 of associated 
development on the Ditton Road Estate to the north of the railway, less the existing 
floor space of the Timber Yard which is estimated to be circa 17,400 m2.  This 
potential development is not included in this study. 

15.67 Further to the above, the following two developments in the local area but which do 
not form part of 3MG, are also be taken to be: 

• Expansion of Speke Approaches Industrial Estate; and 

• Widnes Waterfront Economic Development Zone (EDZ). 

15.68 On the basis of the combined impact of the employee and HGV development-
related traffic associated with the HBC Field development, it was agreed as part of 
scoping discussion with Halton Borough Council that operational assessments 
would be carried out for the following junctions: 

• A562/ A5300 Knowsley Expressway Roundabout; 

• Newstead Road/ HBC Field Access Road Roundabout; and 

• A562 Ditton Road Roundabout. 

15.69 Consideration will be given to the material impact of the development at these 
junctions and where significant, will be assessed in terms of the increase in 
queuing and changes in the Degree of Saturation (DoS) for each link.  DoS is 
defined as the ratio of demand flow to the maximum flow which can be passed 
through an intersection from a particular approach.  An assessment of DoS is 
commonly undertaken to quantify how saturated a junction is.  If an approach to a 
junction has a DoS greater than 100% then it is ‘over-saturated’ and long queues 
will result. 

Baseline 
Site Description 

15.70 HBC Field forms part of the wider 3MG development area.  The site is allocated in 
the Halton Borough Council UDP (2005) as a “Regional Investment Site” providing 
circa 1 million sq ft of rail-linked warehousing, forming part of 3MG. 

15.71 HBC Field is located in the western sector of the wider 3MG Masterplan to the 
south of both the A562 Speke Road and West Coast Mainline (Liverpool spur).  
Rail access to the site forms part of this application. 



15.72 To the west of the site, as identified by the local Unitary Development Plan (UDP), 
is an area of green belt and proposed green open space. To the east is the 
existing Halebank residential community.  Land to the south includes areas of 
specific landscape value and further green belt. 

15.73 Immediately north of the railway line is the Speke Approaches Industrial Area, 
which is accessed from the A5300/A562 roundabout via Newstead Road.  The 
road is single carriageway with a central hatched area to reduce the effective width 
of the road and to allow overrunning by heavy goods vehicles.  The A562 Speke 
Road forms part of the strategic road network linking Widnes to south Liverpool 
and Liverpool John Lennon Airport, and the rest of Merseyside via the A5300 
Knowsley Expressway. 

Rail Freight 
15.74 The 3MG development is served by the Liverpool Branch of the West Coast 

Mainline (WCML).  The Liverpool Branch departs from the WCML proper at 
Weaver Junction (13.1km to the south of 3MG), and passes via Runcorn Station 
before crossing the River Mersey on the Runcorn Bridge.  Immediately after 
crossing the Runcorn Bridge the line curves to the west before passing along the 
northern edge of the 3MG development. 

15.75 The Widnes-Warrington railway line passes underneath the WCML Liverpool 
Branch approximately 1.5km to the north of the Runcorn Bridge before connecting 
with the Liverpool Branch at Ditton Junction.  The WCML Liverpool Branch and the 
Widnes-Warrington lines are both double-track railways (i.e. one track per 
direction).  The WCML Liverpool Branch from Ditton Junction westwards towards 
Liverpool is a four-tracked railway (two 'fast lines' and two 'slow' lines).  The 
existing Ditton Junction Sidings are located on the south side of the mainline 
immediately to the west of Ditton Junction and Ditton Station road bridge. 

15.76 Rail access to 3MG from the Midlands, the South East (deep sea container ports) 
and the Channel Tunnel is via the WCML through Crewe, Weaver Junction and 
Runcorn.  The route is already cleared to the W10 loading gauge, meaning it can 
accommodate high cube 9’6" containers on standard intermodal wagons.  High 
cube containers are becoming the standard container shipping unit, particularly on 
the high volume Far East-Europe and Europe-Americas trade routes.  Access to 
Scotland and Trans-Pennine routes is via Warrington (where trains are turned). 

15.77 The existing intermodal freight terminal is operated by the Stobart Group.  This 
terminal is currently served by 5 daily trains, handling containers for the world's 
major shipping lines e.g. Maersk.  This equates to over 60,000 containers per year.  
The terminal is already capable of handling trains up to 24 wagons in length 
(approx 500m trailing length).  Occupiers of distribution centres at 3MG can 
therefore receive goods in containers by rail via the on-site intermodal terminal.  
Within the 3MG site, alignments have been reserved to permit future warehousing 
developments to be directly served by private rail sidings, should occupiers require 
such facilities.  

15.78 Freight trains serving 3MG are currently stabled and sectioned at the existing 
Network Rail freight sidings at Ditton.  However, planned investment at Ditton 
would see the development of at least three new 775m length reception sidings.  
These new sidings would increase the rail capacity of 3MG, allowing the site to 



handle up to 16 trains per day per direction.  This is the equivalent of 
approximately 400,000 HGV movements per annum.  The 775m siding length 
would also allow 3MG to handle full length trains via the Channel Tunnel.  
Elsewhere on the national railway network, the Trent Valley Four Tracking scheme, 
which was planned to be completed in 2008 and would provide additional north-
south freight capacity on the WCML. 

Road Freight 
15.79 There is currently no highway infrastructure to enable vehicular access to the site.  

To the east of the site lies the Halebank residential estate which is served by a 
network of local access roads feeding into and from Hale Road to the east and 
Halebank Road to the south.  Both Hale Road and Halebank Road are of single 
two-lane carriageway standard. 

15.80 Planning permission has been granted for new road access to the HBC Field site 
directly from the roundabout of the A562 with the A5300 Knowsley Expressway 
over Liverpool Branch of the West Coast Main Line (WCML).  There will be no 
vehicular access from either Hale Road or Halebank Road to the east and south of 
the site other than for emergency access and potential use by works and/or public 
bus services. 

15.81 Access to/from the A5300-A562 interchange is via a partially signalised 
roundabout that is currently operating overcapacity with significant levels of 
queuing traffic on the A5300 southbound approach in the morning peak period.   

15.82 Access to the motorway network is provided by: 

• the A533 Queensway to the M56 motorway to the south (via the Runcorn 
Expressway); 

• the A562 Speke Road/A5300 Knowsley Expressway to Junction 6 (Tarbock 
Roundabout) of the M62 to the northwest; and 

• the A557 Widnes Eastern Bypass to Junction 7 of the M62 to the northeast. 

15.83 HBC Field is therefore well located to serve the distribution market in the North 
West of England, lying in to the east of Liverpool and with good quality road links to 
Warrington, Greater Manchester, Preston and onto Lancaster and Cumbria. 

15.84 Listed below are distances and average heavy goods vehicle driving times from 
3MG to a selected number of destinations in the North West. 

• Liverpool: 20km and 30 minutes 

• Manchester: 45km and 50 minutes 

• Warrington: 14km and 20 minutes 

• Preston: 62km and 60 minutes 

• Chester: 32km and 40 minutes 

• Wrexham: 62 km and 65 minutes 

15.85 Most parts of the North West can therefore be reached in less than 1 hours driving 
time. 

15.86 Longer term, HBC Field will benefit from direct access to the new Mersey Gateway 
bridge.  This is a ~£450million project that would provide a landmark new bridge 



over the River Mersey between the towns of Runcorn and Widnes.  The project 
includes modifications to the existing Silver Jubilee Bridge that would improve 
facilities for public transport, walking and cycling across the river.  The new Mersey 
Gateway Bridge will: 

• cross the river around 1.5 kilometres to the east of the Silver Jubilee Bridge; 

• be a tolled crossing; 

• have three lanes across the Mersey in each direction; and 

• link the Central Expressway in Runcorn with the Eastern Bypass and Speke 
Road in Widnes. 

Sea Freight 
15.87 3MG’s location on the WCML provides direct routes to the major deep sea 

container ports in the south of England.  Due to this and other factors, transport 
costs between these ports and 3MG are significantly lower by rail compared to 
road transport.  3MG therefore provides the ideal location within the North West of 
England for the handling, storage and re-distribution of goods which have 
originated from these ports. 

Public Transport Access 
15.88 The nearest bus stops to the site are located on Hale Road, within 400 metres of 

the site boundary.  Stops are provided at regular intervals and it will be possible to 
access them via the shared-use footpaths/cycle routes that will link the site with the 
Halebank estate.  Table 16.1 summarises the bus services that call at stops on 
Hale Road. 

Table 15.3 – Buses stopping at bus stops on Hale Road 

Bus 
Service 

Days of 
Operatio

n 
Bus Route Frequency Time of First Bus Time of 

Last Bus 

2, 2a Monday to 
Saturday 

Halebank - Ditton - 
Widnes Every 30 minutes 08:00 (School Service), 

08:10 14:30 

2 Monday to 
Saturday 

Widnes - Ditton - 
Halebank Every 30 minutes 07:23 (Not Saturdays), 

09:03 (Saturdays) 18:03 

82a/82b Monday to 
Sunday 

Halton Hospital - 
Runcorn- Widnes - 

Hale - Speke - 
Airport - Liverpool 

Every 15 minutes 
(Mon - Sat), Every 

30 minutes (Sunday) 

05:56 (Starts In Hale), 
06:02 (Starts Halton 

Hospital), 06:40 
(Sundays) 

21:40 

82a/82b Monday to 
Sunday 

Liverpool - Airport - 
Speke - Hale - 

Widnes - Runcorn 

Every 15 minutes 
(Mon - Sat), Every 

30 minutes (Sunday) 

06:45,                         
08:22 (Sundays) 

23:21,              
23:15 

(Sundays) 

12 Monday to 
Saturday 

Halebank -Hough 
Green - Widnes Every Hour 07:30 14:50 

12 Monday to 
Saturday 

Widnes - Hough 
Green - Halebank Every Hour 07:06 18:03 



15.89 All bus services run into Widnes Green, a journey which takes approximately 22 
minutes, and provides interchange with other bus services.  The 12 bus service 
runs to Hough Green railway station which takes approximately 8 minutes. 

15.90 The 12 and 2/2a bus services travel through the local housing estate and provide a 
quality service to the application site from the key residential wards of Broadheath, 
Hough Green, Kingsway and Appleton with a service frequency of every 30 
minutes. 

15.91 The nearest operational rail station for passenger service is Hough Green a 30-40 
minute walk north of the site (1.9 miles), and as previously identified accessible via 
the 12 bus service.  The station provides direct trains to Manchester Oxford Road 
and Liverpool Lime Street with a frequency of approximately 30 minutes in each 
direction. 

15.92 The former Ditton railway station is located much closer to the site and is located 
on the London-Liverpool line.  This station is currently disused but there is potential 
for it to re-open (Policy TP3 of the UDP).  It is located on Hale Road, and is 
accessed via the bridge over the railway line.  It is within walking distance from the 
application site and could potentially provide access to a wider area. 

Pedestrian and Cycle Access 
15.93 The provision of a single vehicular access to the application site from the primary 

road network should encourage walking and cycling trips to the site from 
surrounding residential areas.  Staff living locally would otherwise need to make a 
significant detour to access the site by car via the A5300-A562 Speke Road 
roundabout.  Connectivity for cyclists and pedestrians will be maintained by the 
existing cycleway/ footpath that crosses the southern and eastern sections of the 
site. 

15.94 PPG13 states that walking is the most important mode of travel at a local level and 
offers the greatest potential to replace short car trips, particularly those under 2 
km.  This equates to a walk time of approximately 24 minutes based on a generally 
accepted walk speed of 1.4 metres per second documented in the Institution of 
Highways and Transportation (IHT) document ‘Guidelines for Providing for 
Journeys on Foot’.  A walking catchment of 2 km covers the entire Halebank 
residential estate and part of the residential estate north of Ditchfield Road. 

15.95 PPG13 also states that cycling has the potential to substitute for short car trips, 
particularly those under 5 km, and to form part of a longer journey by public 
transport.  A cycling catchment of 5 km encompasses the majority of Widnes, 
along with areas of Runcorn and Liverpool. 

15.96 The Trans Pennine Trail (NCN 62) runs along the northern bank of the River 
Mersey, and can be accessed via Hale Road.  It is understood that a cycle link to 
the Trans Pennine Trail across Brook Bridge will be provided as part of the 
consented Innovis/ High Bay development.  To the east of the site the nearby 
Ditton Road and St Michael’s Road are highlighted as being suitable for cyclists or 
locations for proposed cycle routes. 



Development Proposals 
Introduction 

15.97 Full details of the proposed development are provided in Chapter 2.  This section 
summarises the features of the development that are relevant to the assessment of 
the highway and transportation impacts.  Further details of these features are 
provided in the TA submitted as a Technical Appendix to this document. 

Access for All 
15.98 The site has direct rail access to the West Coast Main Line and the existing and 

operational rail intermodal facility and will be served on plot by its own rail sidings 
connection.  In the wider context the site will have daily links to and from the deep 
sea ports of Tilbury and Felixstowe.  

15.99 Access to the site by road will be via the new link road previously approved by 
Halton Borough Council and designed by Atkins, as shown in Appendix 15i 
[Transport Assessment – Appendix H].  The new link will provide access from 
the existing A5300/ A562 interchange into the south west corner of the site.  An 
emergency access will be provided from Hale Bank Road. 

15.100 Connectivity for cyclists and pedestrians will be maintained by the existing 
cycleway/ footpath that crosses the southern and eastern sections of the site, with 
new security controlled links to/ from the HBC Field development, and further 
enhanced by access to the new link road combined cycleway/ footpath. 

15.101 The building and its immediate surroundings, including external works to and from 
the proposed car park areas and building approaches, is designed to be accessible 
by all staff and visitors.  These spaces are designed to meet all current UK Building 
Regulations and respond to the latest version and provisions of the Disability 
Discrimination Act.  Best practice design ensures that access is available to all 
regardless of any special mobility problems or restrictions.  Level thresholds, 
gentle slopes or ramps and ambulant disabled stairs are designed in as standard.  
There are no physical barriers to users of the development or to those that serve 
the development, such as emergency services.  There are no special access 
points for wheelchair users who will use the same access doors as everyone else.  
Accessible car parking has been provided at 10% of the total permanent number of 
spaces and is positioned closest to the main office entrance. 

15.102 All access points will be security controlled. 

Site Operation 
15.103 The proposal has been developed on the basis of 24 hour operation with staff 

working within a three 8 hour shift pattern.  The majority of staff will therefore 
arrive/ depart from the site outside of the traditional 8-9am and 5-6pm peak 
commuting traffic periods. 

  



Parking 
15.104 The B8 warehouse development (109,660 sqm GFA) proposal includes provision 

for: 

• 800 permanent car parking spaces (including 80 accessible spaces and an 
initial provision of 63 dedicated car share spaces).  This level of provision 
equates general to 1 space per 137 sqm and 10% disabled parking/ 8% car 
share parking; 

• 32 motorcycle parking spaces, equating to 1 space per 25 car parking spaces; 
and 

• 224 cycle parking spaces, equating to 1 space per 500 sqm; and 

• 450 overflow parking spaces. 

15.105 UDP Policy TP 12 provides the relevant parking policy guidelines.  The vehicle 
parking requirements set with TP 12 are maximum standards, as advised in 
PPG13, and which for land use class B8 equates to 1 space per 50 sqm.  In order 
to meet the needs of disabled people and those with restricted mobility, 10% of all 
car parking spaces shall be provided to mobility standard (minimum width 3.6 
metres).  No less than half of these spaces shall be signed as being for the 
exclusive use of disabled people.  The standard for motor cycles is 1 space for 
every 25 car parking spaces, while the minimum standard for cycle provision is 1 
space per 500 sqm. 

15.106 This level of parking provision fully aligns with national and local planning policy 
towards encouraging more sustainable modes of transport, and is reflective of the 
operational requirements of the site.  The proposal also provides provision of 15 
HGV waiting spaces in addition to the loading/ unloading docks. 

Sustainable Travel 
15.107 The proposal will encourage use of public transport and car sharing.  The 

promotion of existing services will be an important element in reducing car use to 
the site.  Provision is made for potential works and/or public bus service access 
from Hale Bank Road via the emergency access road and controlled through a bus 
gate.  Cycling and walking will also be promoted, together with showers and staff 
amenity areas.  It is intended that a Travel Plan will be instigated with the end user 
and that a Travel Plan Coordinator be appointed to monitor the scheme, undertake 
travel surveys and provide information on modal shift to Halton Borough Council as 
required. 

Assessment of Impacts and Significance 
Development-Related Traffic Flows 

15.108 The number of trips likely to be generated by the proposed B8 warehouse 
development (109,660 sqm GFA) has been estimated for the normal weekday 
peak hours, when the combination of the HBC Field development-related traffic 
and the baseline traffic (existing plus committed) on the network is likely to be 
greatest under future year conditions. 



15.109 Trip generation estimates for the HBC Field proposal have been derived on the 
following; 

• trip generation estimates based on the industry standard trip generation 
database TRICS 2011(a) for the Warehousing (Commercial) land use 
category, and 

• freight movements (rail and road) have been derived from MDS Transmodal 
model. 

15.110 MDS Transmodal estimated that the HBC Field development would receive 
150,000 inbound unit loads per annum.  On the basis of 300 operating days per 
annum, this equates to 500 unit loads per day.   

15.111 Planning permission has also been granted for the provision of four new sidings 
north of the proposed dedicated siding to HBC Field.  On this basis there is the 
potential for up to 4 trains per day to the building hauled by diesel using the siding 
shown on the HBC Field masterplan.  MDS Transmodal estimated that 125 unit 
loads per day could arrive by rail freight.  The remaining 375 unit loads per day 
would be delivered by road transport. 

15.112 Similarly, MDS Transmodal estimated that 500 unit loads could be dispatched from 
HBC Field per day.  Of these, all are expected to be dispatched by road transport.  
For robustness, it assumed all of the inbound units would leave unladen and all of 
the outbound units would arrive empty has been used, when in reality logistics 
operations would endeavour to maximise the use of backloads. 

15.113 For the purpose of robustness highway assessment it is assumed that the freight 
generation is all road-based (and that the marginally higher TRICS hgv trip rates 
are adopted for assessment), with the following levels of traffic generation in the 
normal peak hours. 

Table 15.4 – HBC Field Development Estimated Traffic Generation 

Vehicle Type Morning Peak Hour Evening Peak Hour 

Arrivals Departures Arrivals Departures 

Heavy goods vehicles 53 48 73 43 

Cars & light goods 
vehicles 147 60 119 129 

Total (vehicles) 200 108 192 172 

15.114 The distribution of HGV movements is based on the MDS Transmodal national 
freight model.  The model produces forecasts of the daily HGV flows on the 
highway network which have been converted to proportions in order to derive the 
distribution of the HGV movements on the network in the immediate vicinity of the 
site.  The proportions are provided below. 

Table 15.5 – HGV Trip Distribution 

Route Proportion of HGV Trips 

A562 From Liverpool 1.6% 

A533 Runcorn-Widnes Bridge 46.0% 



Route Proportion of HGV Trips 

M57 4.4% 

M62 East 43.0% 

M62 West 5.0% 

15.115 For the employment related trips, a gravity model was developed for use at the 
Halton Unitary Development Plan Public Inquiry has been retained for use in this 
transport assessment.  The gravity model is based on population data within a 30 
minute drive time.  It is assumed that employee related trips will use the main 
routes to gain access to the site and the resulting distribution is presented below. 

Table 15.6 – Employee Trip Distribution 

Route Proportion of Employee Trips 

A562 From Liverpool 23.2% 

A533 Runcorn-Widnes Bridge 8.5% 

M57 (via A5300) 14.1% 

M62 East (via A5300) 9.5% 

M62 West (via A5300) 10.0% 

Hale Road (Hale Bank) 1.2% 

A562 Ashley Way 7.2% 

Hale Road (Ditton/Hough Green) 13.6% 

Moor Lane South 12.7% 

15.116 The development related traffic flows were then distributed across the network 
according to the percentages summarised above. This resulted in the assignment 
of traffic for the weekday morning and evening peak hours as shown in the TA 
(Appendix 15i). 

Operational Development Impact 
15.117 On the basis of the combined impact of the employee and HGV development-

related traffic associated with the HBC Field development, it was agreed as part of 
scoping discussion with Halton Borough Council that operational assessments 
would be carried out for the following junctions: 

• A562/ A5300 Knowsley Expressway Roundabout; 

• Newstead Road/ HBC Field Access Road Roundabout; and 

• A562 Ditton Road Roundabout. 

Junction Operational Impact Assessment 

A562/ A300 Knowsley Expressway Roundabout 
15.118 This junction is predicted to operate beyond its design capacity at opening and 

design years during the morning peak hour.  This is to be expected given that the 
junction is already operating over capacity in the morning peak.  The addition of 
development-related traffic without mitigation will exacerbate this problem. 



Newstead Road/ HBC Field Access Road Roundabout 
15.119 The Newtsead Road/ HBC Field Access Road roundabout is part of the link road 

scheme that has already been granted planning consent.  As shown in Appendix 
15i [Transport Assessment – Appendix H]. 

15.120 This junction is predicted to operate well within its design capacity under opening 
and design year flows which include development-related traffic associated with 
the HBC Field. 

A562 Ditton Road Roundabout 
15.121 This junction is predicted to operate well within its design capacity under opening 

and design year flows including forecasts with development-related traffic 
associated with the HBC Field. 

Off-Site Highway Mitigation Measures 
15.122 In light of the capacity-related problems associated with A562/ A300 Knowsley 

roundabout junction improvements are required to mitigate the effects of the HBC 
Field development on the basis of nil detriment.  It is likely that these junction 
improvements would be introduced as part of a wider package of improvements 
that are required to address existing and future problems associated with the 
junction including further development within the Liverpool Southern Corridor. 

15.123 The proposed mitigation measures associated with 3MG include the following 
junction modifications, as shown in Appendix 15i [Transport Assessment – 
Appendix L2]: 

• Widening the southbound circulatory carriageway to three lanes; 

• Widening the circulatory carriageway to four lanes between the A562 (east) 
slip road approach and Newstead Road; 

• Widening the A5300 approach to three lanes in the vicinity of the roundabout; 
and 

• Signalising the A562 (west) slip road approach. 

15.124 Whilst there may be some residual problems on the A5300 approach, with the 
mitigation measures in place, the junction would operate markedly better than if the 
development did not take place. 

15.125 A Stage 1 Road Safety Audit of the proposed HBC Field improvements scheme at 
the A5300-A562 roundabout has been undertaken as is detailed in the TA.  One of 
the issues raised by the safety audit was the perceived difficulty for traffic on the 
Newstead Road approach entering the circulatory traffic stream without the 
assistance of traffic signalisation. 

15.126 A review of the traffic modelling indicates that queuing traffic is not anticipated on 
the Newstead Road approach, with sufficient gaps provided through the inter-
green period at the signalised A562 westbound off-slip road approach. 

15.127 Notwithstanding this, it is proposed that a call loop is introduced on the Newstead 
Road approach.  It is proposed that the loop(s) would be located such that if 
queueing on Newstead Road reaches two or more vehicles in either lane, the inter-
green period at the preceding junction would be extended to enable the Newstead 
Road traffic to clear. 



Sustainable Transport Measures 
15.128 In addition to the highway mitigation measures a framework travel plan which 

outlines a toolkit of measures for encouraging travel by sustainable modes and a 
framework for the coordination, delivery and monitoring of the Travel Plan. 

15.129 The strategies and initiatives contained within the framework travel plan are 
designed to encourage staff and visitors to use alternatives to single-occupancy 
car use, by providing a range of incentives and ensuring that the appropriate 
infrastructure is in place to allow use of alternative modes of transport. 

15.130 The strategies and measures contained within the travel plan can be summarised 
as: 

• Demand management measures; 

• Promoting sustainable modes of travel; and 

• Marketing/implementation measures. 

15.131 Demand management measures contained within the framework travel plan 
include; car sharing, flexible working and home working.  These measures are 
mostly aimed at employees on the development and aim to reduce the number of 
vehicles on the road. 

15.132 Promoting sustainable modes of travel involves the promotion of walking, 
cycling and public transport use through a range of incentives and infrastructure 
improvements.  The measures aim to provide these sustainable travel options as 
viable alternatives to travelling to the development by private car.   

15.133 Marketing and implementation measures utilise the measures from above and 
provide solutions with which to market the measures to staff.  The TP advocates 
creating a welcome pack for all new employees to market the potential non-single 
occupancy car solutions to travel to the development.  This would be prepared by a 
travel plan coordinator (TPC) who would have responsibility for implementing the 
TP measures on a development-wide basis. 

Construction Traffic Impact 
Traffic Management 

15.134 There is scheduled to be a 12 month programme for the construction of the A5300 
Access Road and HBC Field development commencing Autumn 2011.  These 
activities are planned to run concurrently. 

15.135 The amount of traffic to be generated from construction of the A5300 Access Road 
and HBC Field development will be dependent on a number of factors including; 
capability, construction equipment, construction methods and method of contract 
procurement of the nominated Contractor(s) that are not defined at this stage. 

15.136 HBC Field construction traffic will use the A562/ A5300 Knowsley Expressway 
roundabout and new link road wherever possible. 

15.137 In the intervening period all HBC Field construction traffic using the site access 
point on Hale Bank Road will use Higher Road and the Higher Road junction with 
A562 Speke Boulevard.  Construction traffic will not be permitted to use the section 



of Hale Bank Road to the southeast of the site access or Hale Road due to the 
7.5T environmental weight restriction on this route. 

15.138 The detailed design specification for the routeing of heavy goods vehicle traffic is 
detailed in the TA (Appendix 15i). 

Mitigation 
15.139 In general no construction, development or delivery of construction materials shall 

take place except between the hours of: 

• 08:00 to 18:00 hours Monday to Friday (except Christmas Day, Boxing Day, 
and New Years Day); and 

• 08.00 to 12.00 hours on Saturdays. 

15.140 Some construction work and lorry movements may need to take place outside of 
the working hours quoted above in order to complete certain construction tasks.  
Written approval for any variation to these working hours would be sought from the 
local planning authorities in advance. 

Residual Impacts 
15.141 A summary of impact, mitigation and residual effects is provided below. 

Table 15.7 – Impacts and Mitigation Summary 

Impact Mitigation Measures Residual Impact 

Construction   

Increased traffic on 
the surrounding 
highway network 
during construction 

All construction traffic using the site 
access point on Hale Bank Road will used 
Higher Road and the Higher Road junction 
with A562 Speke Boulevard. 

Minor detrimental impact to other 
road users 

Mud on roads. Wheel washers will be available prior to 
leaving the site and road sweepers made 
available should the highway become 
muddy. 

Minor residual impact after 
implementation of mitigation 
measures 

Increased traffic on 
local roads at 
sensitive times. 

Restricted working hours will also be 
specified in the construction contract. 

No residual impact. 

Operational    

Increased 
development-related 
traffic accessing the 
site 

In addition to the new site access link road 
for which planning consent has already 
been granted, junction improvements are 
proposed at the A562/ A5300 Knowsley 
Expressway roundabout 

With the off-site highway mitigation 
measures in place, the junction 
would operate markedly better than 
if the development did not take 
place. 
There would be negligible impacts 
across the wide highway network 



Impact Mitigation Measures Residual Impact 

Increased 
development-related 
traffic on 
surrounding 
residential roads 

There will be no vehicular access from 
either Hale Road or Halebank Road to the 
east and south of the site other than for 
emergency access 

Minor impact on surrounding 
residential roads. 
The provision of a single vehicular 
access to the application site from 
the primary road network should 
encourage walking and cycling 
trips to the site from surrounding 
residential areas.  Staff living 
locally would otherwise need to 
make a significant detour to access 
the site by car via the A5300-A562 
Speke Road roundabout 

Increased 
development-related 
road freight traffic 

The site has direct rail access to the West 
Coast Main Line and the existing and 
operational rail intermodal facility and will 
be served on plot by its own rail sidings 
connection 

Inter-modal accessibility to the site 
will reduce the need for road-based 
freight movements 

Increased 
development-related 
travel by private car 

The proposal will encourage use of public 
transport and car sharing.  The promotion 
of existing services will be an important 
element in reducing car use to the site.  
Provision is made for a potential works 
and/or public bus services with access 
from Hale Bank Road via the emergency 
access and controlled through a bus gate.  
Cycling and walking will also be promoted, 
together with showers and staff amenity 
areas.  It is intended that a Travel Plan will 
be instigated with the end user and that a 
Travel Plan Coordinator be appointed to 
monitor the scheme 

The framework travel plan will 
assist in reducing the need to travel 

Pedestrian delay 
and amenity 

Connectivity for cyclists and pedestrians 
will be maintained by the existing 
cycleway/footpath that crosses the 
southern and eastern sections of the site, 
with new security controlled links to/ from 
the development 

No residual impact 

 


