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6 Transport 

6.1 Introduction  

6.1.1 This chapter considers the likely significant effects of the proposed Widnes 3MG Biomass CHP Plant on 
the strategic and local transport network. 

6.1.2 This chapter describes the baseline traffic conditions which currently exist within the vicinity of the 
proposed Biomass CHP Plant and surroundings, the assessment methodology and potential traffic 
related effects and their significance during the construction and operation phases of the project. 
Mitigation measures are described which are required to prevent, reduce or offset any significant 
adverse effects identified and any likely significant effects after these measures have been 
implemented. 

6.1.3 The location of the proposed Biomass CHP Plant and the surrounding road networks is shown on 
Figure 6.1. It is expected that all construction traffic associated with the proposed Biomass CHP Plant 
would likely travel along the strategic road network and suitable routes including the A533, A562 and 
A557. It is likely that the majority of all construction staff would also travel along these routes. 

6.2 Legislation and Policy Context 

6.2.1 As a matter of best practice, this assessment will take account of the current relevant guidance for 
assessing the environmental effect of traffic. This is set out within the ‘Guidelines for the Environmental 
Assessment of Road Traffic Guidance Note No.1, published by the Institute of Environmental 
Management and Assessment (IEMA), 1993. The key documents reviewed in relation to the proposals 
are outlined below: 

• National Planning Policy Framework 
• Third Local Transport Plan for Halton 2011 – 2026 (LTP3) 
• Halton Unitary Development Plan 
• The Core Strategy for Halton’s Local Development Framework (2011) 
• The Mersey Gateway Sustainable Transport Strategy 

National Planning Policy Framework  

6.2.2 The Department for Communities and Local Government published the ‘National Planning Policy 
Framework’ (NPPF) document in March 2012. The document is designed to consolidate all policy 
statements, circulars and related documents into a single document in an attempt to simplify the 
planning system and encourage sustainable development. 

6.2.3 The objectives set out within the NPPF for transport policy are to facilitate economic growth by taking a 
positive approach to planning for development and to support reductions in greenhouse gas emissions 
and congestion, and promote accessibility through planning for the location and mix of development. 

6.2.4 The NPPF states that planning policies and decisions should consider whether: 

 The opportunities for sustainable transport modes have been taken up depending on the nature 
and location of the site, to reduce the need for major transport infrastructure; 
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 Safe and suitable access to the site can be achieved for all people; and 

 Improvements can be undertaken within the transport network that cost-effectively limit the 
significant impacts of the development 

6.2.5 The guidance advises that, subject to the above considerations, development should not be prevented 
or refused on transport grounds unless the residual impacts of the development are severe, and that the 
need to encourage increased delivery of homes and sustainable economic development should be 
taken in to account. 

Halton Borough Council Policy 

6.2.1 The Unitary Development Plan (UDP) is the current development plan for Halton Borough pending the 
adoption of the Local Development Framework (LDF). In March 2008 the Secretary of State for 
Communities and Local Government directed that all but six policies in the UDP would be saved until 
superseded by the LDF. However, the  transport policies set out in the UDP will remain as current after 
the Core Strategy is adopted but will ultimately be superseded by emerging Local Development 
Documents such as the “Transport and Accessibility” Supplementary Planning Document that is being 
prepared. 

6.2.2 Saved Policy E7 approved the development of a phased strategic inter-modal rail freight park on land at 
Ditton, provided that it complies with all the stated conditions including: 

• It is for use by businesses that would utilise the railway for the transportation of freight, and uses 
offering support services to them; 

• it would not have a significantly adverse impact on the environment and on the amenity of local 
residents, particularly in the Halebank areas; and 

• it would not prejudice the improvement of the rail network or improvements to it identified in the 
UDP. 

6.2.3 This policy will remain in place until superseded by Policy CS8 of the Core Strategy when adopted. 

6.2.4 The proposed development has the potential to utilise the rail network for delivery of material for the site, 
in line with Policy E7. 

The Core Strategy for Halton’s Local Development Framework (2011) 

6.2.1 This is the central document within the Council’s Local Development Framework which will replace the 
UDP as a guide to development for the next 15 year period to 2028. The Revised Proposed Submission 
Document was produced in May 2011, and Schedule of Minor Amendments in September 2011. 

6.2.2 Policy CS4 and paragraph 7.9 identifies the site as a Regional Employment Site. 

6.2.3 Policy CS15 aims to support a reduction in the need to travel, to ensure that new developments are 
highly accessible and to encourage travel by sustainable modes. In order to achieve this, Halton’s 
existing Sustainable Transport Network will be protected and improvements to the existing network and 
the introduction of new sustainable routes and facilities will be encouraged.  

6.2.4 Paragraph 18.4 identifies that that Key Areas of Change which includes the 3MG site: 

“may require improvements to the existing Sustainable Transport Network and the introduction of new     
sustainable routes and facilities. The existing Sustainable Transport Network will therefore be protected 
and opportunities to improve the existing or provide new facilities and services, where appropriate, will 
be supported”. 
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6.2.5 The site is within the 3MG site which proposes improvements to the internal pedestrians and cycle 
facilities as well as providing links to the external networks. The site therefore conforms to the emerging 
Core Strategy for Halton. 

 

Third Local Transport Plan for Halton 2011- 2026 (LTP3) 

6.2.6 The current Halton LTP3 covers the period from 2011 until 2026, and also considers in detail the first 
four year period. This document sets out transport goals including: 

• enhancing cross Mersey linkages, by the implementation of the Mersey Gateway project and 
Mersey Gateway Sustainable Transport Strategy; 

• provide and promote a clean and low carbon transport system; 

• ensure the transport system allows people to connect easily with employment, services and social 
activities; 

• ensure the transport network supports the economic success of Halton and the Liverpool City 
Region by the efficient movement of people and goods. 

6.2.7 The LTP3 recognises the 3MG development as a key area for change that will provide new road access 
and rail sidings, along with the promotion of walking and cycling. 

The Mersey Gateway Sustainable Transport Strategy (2009) 

6.2.8 This document was adopted in August 2009 and sets out the Strategy’s vision in Paragraph 4.1.2 : 

“to identify and promote a network of high quality, safe affordable, accessible and environmentally 
friendly travel measures for local residents, businesses and visitors to Halton, which support the key 
objectives of the LTP and the [Mersey Gateway] Project”. 

6.2.9 Paragraphs 1.1.7 and 1.2.2-3 state that freeing up capacity on the Silver Jubilee Bridge will create 
opportunities to improve communication between Runcorn and Widnes by public transport, on foot and 
by cycle.  

6.3 Assessment Methodology 

Relevant Guidance 

6.3.1 The IEMA guidelines recommend two rules to be considered when assessing the impact of 
development on a road link: 

•  ‘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%)’; and 

•  ‘Rule 2:  Include any other specifically sensitive areas where total traffic flows have increased by 
10% or more’. 

6.3.2 The above guidance is based upon knowledge and experience of environmental effects of traffic and 
also acknowledges that traffic forecasting is not an exact science.  The 30% threshold is based upon 
research and experience of the environmental effects of traffic, with less than a 30% increase generally 
resulting in imperceptible changes in the environmental effects of traffic.  At a simple level, the guidance 
considers that projected changes in traffic flow of less than 10% create no discernible environmental 
effect, hence the second threshold as set out in Rule 2. 
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6.3.3 Column 3 in Table 2.1 of the IEMA Guidelines set out a list of environmental effects which should be 
assessed for their significance. 

6.3.4 Definitions of each of the potential effects identified in the IEMA Guidelines are set out below along with 
explanatory text relating to assessment criteria.  It is on this basis that the assessment in this Chapter 
has been undertaken.  It is acknowledged at paragraph 2.4 of the IEMA Guidelines that not all the 
effects listed in Column 3 of Table 2.1 would be applicable to every development. 

Noise and Vibration  

6.3.5 The environmental implications of noise and vibration arising from changes in traffic flow have been 
separately assessed in Chapter 9. 

Visual Effects 

6.3.6 The visual effect of traffic is complex and subjective and includes both visual obstruction and visual 
intrusion. The IEMA Guidelines acknowledge that in the majority of situations the changes in traffic 
resulting from a development will have little effect. 

Severance 

6.3.7 Severance is the perceived division that can occur within a community when it becomes separated by a 
major traffic artery. Severance is difficult to measure and by its subjective nature is likely to vary between 
different groups within a single community. 

6.3.8 In addition to the volume, composition and speed of traffic, severance is also likely to be influenced by 
the geometric characteristics of a road, the demand for movement across a road and the variety of land 
uses and extent of community located on either side of a road.  All these factors are considered when 
determining the likely severance effect. 

Driver Delay 

6.3.9 Where roads affected by new development are at or near capacity, the traffic associated with new 
development can cause or add to vehicle delays. Delay to drivers generally occurs at junctions where 
opposing vehicle manoeuvres are undertaken with vehicles having to give or receive priority depending 
upon the type of junction arrangement. 

Pedestrian Delay 

6.3.10 The delay incurred by pedestrians is generally a direct consequence of their ability to cross roads. Thus 
the provision of crossing facilities, the geometric characteristics of the road, and the traffic volume, 
composition and speed are all factors that can affect pedestrian delay and have been considered when 
assessing this effect. 

6.3.11 It should be noted that the IEMA guidelines advise that in assessing levels of, and changes in, 
pedestrian delay, assessors do not attempt to use quantitative thresholds. Instead, the Guidelines 
recommend the use of professional judgement to determine whether pedestrian delay is a significant 
effect. 

Pedestrian Amenity 

6.3.12 The term pedestrian amenity is broadly defined as the relative ‘pleasantness’ of a journey. It is 
considered to be affected by traffic flow, speed and composition as well as footway width and the 
separation/protection from traffic. 
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6.3.13 It encompasses the overall relationship between pedestrians and traffic, including fear and intimidation 
which is the most emotive and difficult effect to quantify and assess. There are no commonly agreed 
thresholds for quantifying the significance of changes in pedestrian amenity, although the IEMA 
guidelines suggest a useful study which could be referenced when considering any effect.  These 
thresholds are replicated in Table 6.1. 

 
Table 6.1 - Example of Fear and Intimidation 

 
Degree of Hazard Average Traffic Flow over 18 

hour day (vehicles/hour) 
Total 18 hour heavy goods 
vehicle flow 

Average Speed over 18 hour 
day (mile/hour) 

Extreme 1,800 + 3,000 + 20 + 
Great 1,200–1,800 2,000–3,000 15-20 
Moderate 600–1,200 1,000–2,000 10-15 

 

Accidents and Safety 

6.3.14 To establish the effect on road safety along the adjoining road network, Personal Injury Accident (PIA) 
data has been obtained from Halton Borough Council. The data obtained includes all injury accidents 
over the most recent five year period available up to 31st December 2011. The data is included in 
Appendix 6.1. 

6.3.15 The data provides information on the location and severity of PIA’s.  Assessments have considered the 
injury accident rate and assessed the likely change in the frequency of injury accidents as a result of the 
proposals.  In addition, consideration has been given to the local circumstances prevailing in particular 
traffic speed, flow and composition as well as vehicle conflict and pedestrian activity. A combination of 
these assessments enables a professional judgement to be made regarding the significance of the 
effect. 

Hazardous Loads 

6.3.16 The Guidelines for the Environmental Assessment of Road Traffic acknowledge, in paragraph 2.4, that 
most developments would not result in an increase in the number of movements of hazardous or 
dangerous loads. 

Air Pollution 

6.3.17 Chapter 8 assesses the potential air quality effects of the traffic generated by the proposed facility.  

Dust and Dirt 

6.3.18 Potential dust and dirt arising from traffic is mainly associated with HGV traffic. The extent of any impact 
of dust and dirt arising from the construction and post construction phase would be dependent upon the 
management practices adopted on site. Specifically procedures such as washing down of wheels and 
sheeting of HGVs likely to shed debris would prevent the occurrence of dust and dirt spreading from the 
site to the adjoining road network. Such procedures remove the possibility of dust and dirt impacting 
upon the surrounding road network. 

Consultations 

6.3.19 As part of the EIA scoping stages, an ES Scoping Report was prepared and submitted to HBC on 1st 
March 2012. A formal scoping process was undertaken and discussions were held with HBC.  
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6.3.20 HBC confirmed that the Scoping Note was acceptable and that a Transport Assessment would not be 
required to accompany the planning application/environmental statement. Although the Biomass CHP 
Plant will result in low flows of less than 100 trips per day, it was agreed that it would need to be 
considered cumulatively with the 3MG developments.   

6.3.21 The impact of the Second Mersey Crossing Gateway Project would also need to be assessed. The 
developments required by HBC to be considered within the EIA are: 

• 3MG Stobart Park; 

• The Mersey Gateway Project; 

• Anaerobic Digestion Plant and 

• Ineos Chlor Energy from Waste, Runcorn  

6.3.22 The Merseyside Environmental Advisory Service (MEAS) identified the need for a Habitat Regulations 
Assessment due to the proximity of the development to the Manchester Mosses Special Protection Area 
site. At their request, further traffic surveys were obtained from the Highways Agency for the M62 
motorway between Junctions 11 and 12 for May 2011. 

Methodology  

Assessment of Significance 

6.3.23 The methodology used in assessing the significance of any particular effect is set out in the paragraphs 
above.  In order to assess the significance of any effects, the following definitions of potential 
significance have been exercised: 

Table 6.2 – Assessment of the Significance of Effect 

 
Neutral No significant effects 
Minor  not noteworthy or material – impacts are of low magnitude and frequency and 

will not exceed relevant quality standards, residual effects will be negligible. 
Moderate noteworthy, material – impacts are of moderate magnitude and frequency.  

Relevant quality standards may be exceeded to limited extent.  Possible 
secondary impacts, residual effects will be minimal. 

Major  Impacts are likely to be of a high magnitude and frequency with quality 
standards being exceeded, at times considerably.  There may be secondary 
impacts of some magnitude, residual effects will be moderate significance. 

Substantial Impacts will be of a consistently high magnitude and frequency with Standards 
exceeded by a significant margin.  Secondary impacts also likely to have a high 
magnitude and frequency.  Significant residual effects. 

 

6.3.24 Paragraph 2.5 of the IEMA guidelines explains that locations that may be sensitive to changes in traffic 
conditions can include: people at home, people in work places, sensitive groups such as children, the 
elderly or the disabled, sensitive locations such as hospitals, churches, schools or historical buildings, 
people walking or cycling, open spaces, recreational sites, shopping areas, sites of ecological/nature 
conservation value and sites of tourist/visitor attraction. As set out below, the M60 link is considered to 
be sensitive to changes in traffic conditions, and has been assessed against the ‘Rule Two’ threshold 
(“include any other specifically sensitive areas where total traffic flows will increase by 10% or more”) 
with the other links assessed against the ‘Rule One’ threshold 

ES Chapter 6 – Transport 6 October 2012 
RPS                                                                                               



Widnes 3MG Biomass CHP Plant  BWSC 

6.3.25 Negligible Impact will be very minor loss or detrimental alteration to one or more characteristics, features 
or elements (Adverse), or very minor benefit or positive alteration of one or more characteristics, 
features or elements (Beneficial) 

6.3.26 Minimal Impact will be some measurable change in attributes, quality or vulnerability; minor loss of, or 
alteration to, one (maybe more) key characteristics, features or elements (Minor Adverse); or minor 
benefit to, or addition of one (maybe more) key characteristics, features or elements (Minor Beneficial) 

6.3.27 Moderate Impact will be loss of resource, but not adversely affecting the integrity; partial loss of / 
damage to key characteristics, features or elements (Major Adverse); or benefit to, or addition of, key 
characteristics, features or elements (Major Beneficial). 

6.3.28 Substantial Impact is the loss of resource and / or quality and integrity or resource; severe damage to 
key characteristics, features or elements (Significant Adverse); or large scale or major improvement of 
resource quality; extensive restoration or enhancement; major improvement of attribute quality 
(Significant Beneficial) 

6.3.29 In accordance with this guidance, the assessments are based upon the magnitude of change between 
the baseline conditions plus development conditions. The sensitivity of the receptor is then identified and 
professional judgement is used to determine the significance of the effect.  The methodology was used 
to assess the likely impact along all road links of the adjacent road network, where any development 
traffic is predicted to route. 

6.4 Baseline Conditions 

Highway Network 

6.4.1 Access to the site is from Desoto Road to the east of the development site via a roundabout junction 
with MacDermott Road, Desoto Road East and Desoto Road West. This roundabout has recently been 
remodelled as a six arm roundabout to provide improved access to the recent Tesco Regional 
Distribution Centre development and Stobart Port Trans-Modal Container Port developments. 

6.4.2 From the Masterplan for the proposed 3MG/Stobart Park development, the Biomass site will be 
accessed from a proposed new link road connecting the western development area to a new 
roundabout on to Desoto Road. This will then provide access to the A533 Queensway dual carriageway 
and A562 Speke Road, which are both subject to 50mph speed limit. 

6.4.3 The western area of the 3MG site is accessed from Foundry Lane which connects to Hale Bank west of 
the site. This is an access road with footways provided on both sides. It is subject to a 30mph speed 
restriction, and has street lighting provided. This connects to the wider highway network at the Ditton 
Roundabout via Ditton Road, which also serves the Ditton Road Industrial Estate and Fairway Trading 
Park. Ditton Road is subject to a 40mph speed limit east of Hale Road, and 30mph west of the junction. 

6.4.4 The A562 Speke Road continues to the west towards Liverpool, and the A533 links across the River 
Mersey to Runcorn to the south.  

6.4.5 Access to the A533 Queensway is from on and off slip roads. For the southbound exit and southbound 
entry, a priority junction is provided on to Hutchinson Street / Desoto Road East, which passes under the 
A533. Desoto Road East and Hutchinson Street are subject to a 30mph speed restriction, and are street 
lit. There is a footway provided on the northern side of the road.  

6.4.6 To the north of the A533 / site access is the grade-separated Ditton Roundabout. This provides 
connections to the A562 and B5419 to Widnes.  
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6.4.7 Access to the motorway network is provided via the A5300 Knowsley Expressway to Junction 6 of the 
M62 to the north. The M62 provides a link between Liverpool and Manchester, and also connects to the 
M6 providing a north-south strategic link. To the south of the site access to the M56 is provided via the 
A533 Silver Jubilee (Runcorn) Bridge and the A557 Weston Point Expressway at Junction 12. The M56 
also provides a link to the M6 and to south Manchester. 

Facilities for Pedestrians and Cyclists 

6.4.8 Halton has an extensive network of routes dedicated to pedestrians and cyclists, which could connect to 
the site. National Cycle Route 62, the Trans Pennine Trail, follows the bank of the Mersey along the 
south edge of the site and the adjacent Tesco Regional Distribution Centre. This provides a traffic free 
link from the site to the West Bank area of Widnes and to Penketh and Warrington to the east. To the 
west it links with Hale and Speke on the edge of Liverpool. 

6.4.9 There is a footway link on Desoto Road East and Hutchinson Street which connects to Widnes. 

6.4.10 A shared footway / cycleway link is provided on Ditton Road to the north of the site, which connects to 
Widnes town centre. 

6.4.11 A further shared footway / cycleway link is provided on MacDermott Road and Desoto Road through the 
existing site. As part of the proposed 3MG development a shared cycleway / footway will be provided 
through the site, as well as other pedestrian and cycle links to the surrounding network. 

6.4.12 The nearest bus stops are located on Waterloo Road, approximately 1.2km, or a 15 minute walk from 
the site.  As part of the 3MG development, there is the potential for extending a bus route in to the site. 
Table 6.3 summarises the existing local bus services, route and frequency. 

Table 6.3 – Bus Services 

Weekday Weekend 
  Frequency Time Frequency 

Destination Service AM Peak Off Peak PM Peak 
First 

Service 
Last 

Service Saturday Sunday 
West Bank - 
Widnes - 
Liverpool 14 

5 Per 
Hour 

8 Per 
Hour 

4 Per 
Hour 05:45 19:25 8 Per Hour 3 Per Hour  

Widness - 
Runcorn - 
Chester  X21 

No 
Service 

No 
Service 

No 
Service   00:07 1 Service No Service  

Cronton - Widnes 
- West Bank  26 

1 Per 
Hour Hourly 

No 
Service 09:31 16:56 Hourly No Service  

Runcorn - 
Widnes - 
Liverpool 61 

3 Per 
Hour  

3 Per 
Hour  

2 Per 
Hour 06:16 17:56 3 per hour 3 services  

Weates Close - 
Runcorn -
Warrington  62 

3 Per 
Hour  

3 Per 
Hour  

3 Per 
Hour 07:21 18:09 No Service No Service  

Moore- Widnes - 
Warrington  66* 

No 
Service 1 Service 

No 
Service 10:15   No Service No Service  

Murdishaw - 
Liverpool One 
Bus Station 79C 

3 Per 
Hour  

4 Per 
Hour 

3 Per 
Hour 06:31 23:18 4 Per Hour 2 Per Hour  

Halton Hospital - 
Liverpool, 
Paradise St 
Inrterchange 82A 

2 Per 
Hour 

2 Per 
Hour 

2 Per 
Hour 06:19 22:28 2 Per Hour 3 Per Hour 

Warrington-
Widnes-Runcorn-
Murdishaw 110 

3 Per 
Hour  

3 Per 
Hour  

1 Per 
Hour 06:34 17:55 3 per hour 2 Per Hour  

Source: Halton BC 15/2/12 
* Only Monday, Tuesday and Friday 
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6.4.13 The bus routes provide a regular service which connects the surrounding residential areas to the site. 

Traffic Flows 

6.4.14 In order to obtain up to date traffic flows along the adjacent highway network, a number of existing traffic 
surveys have been obtained from the Fairhurst TA for the proposed expansion of Stobart Park/3MG. 
The observed, future and development traffic flows on the highway network are shown in Figures 6.3 to 
6.33 

6.4.15 The following traffic surveys were obtained from the Fairhurst TA: 
• Ditton Road / A562 Speke Road / A533 Queensway / Moor Lane South 5 arm roundabout; 
• A562 Ashley Way West / B5419 Moor Lane South / Lower House Lane 4 arm roundabout; 
• Two way flows on A533 Queensway south of the slip roads at the A533 junction with Ditton Road 

and Moor Lane South; 
• Desoto Road / MacDermottt Road Roundabout and  
• Stobart Port access / Desoto Road priority T-junction 

6.4.16 The Desoto Road / MacDermottt Road, and the Stobart Port access / Desoto Road junctions were 
counted over a 24 hour period starting at 00:00 on Monday 28th February 2011, with the remaining 
junctions counted on Tuesday 1st March 2011 for the peak periods 07:30 – 09:30 and 16:30 – 18:30. 

6.4.17 The peak hour flows at the Ditton Road / A562 Speke Road roundabout has been factored up to 12 hour 
and 24 hour flows based on the proportions of the Desoto Road roundabout. The weekday 12 hour and 
24 hour traffic flows are set out in Table 6.4.  

Table 6.4 – Baseline Traffic Flows 
 

Source: Traffic Surveys and Consultant calculations 

24 Hour Traffic Flow 12 Hour Traffic Flow 
No. Location Year 

Total HGV HGV 
proportion Total HGV HGV 

proportion 
1 Desoto Road East 2011 2846 1288 45.3% 2109 1262 58.3% 
2 Desoto Road West 2011 1743 848 48.7% 1272 820 64.5% 
3 Queensway slip (w) 2011 8343 708 8.5% 6008 508 8.5% 
4 Queensway slip (e) 2011 5798 778 13.4% 4596 669 14.6% 
5 Ditton Road (w) 2011 10597 1749 16.5% 8980 1497 16.7% 
6 A562 Speke Road (w) 2011 3767 284 7.5% 2730 218 8.0% 
7 A562 Speke Road (e) 2011 5151 272 5.3% 3710 197 5.3% 
8 B5419 Moor Lane 2011 24191 1476 6.1% 14801 1149 7.8% 
9 Ditton Road (e) 2011 485 151 31.1% 367 114 31.1% 
10 M62 Eastbound 2011 65010 5722 8.8% 53725 4335 8.1% 
11 M62 Westbound 2011 65054 6794 10.4% 51188 4705 9.2% 

 

6.4.18 TEMPRO (the Trip End Model Presentation Programme) is produced by the Department for Transport 
and uses a wide range of data so that accurate localised traffic growth projections can be predicted.  As 
such, the use of TEMPRO, for predicting the growth in existing traffic flows for future baseline traffic 
assessment years for the proposed Biomass CHP Plant, is considered to provide the most accurate 
prediction of baseline traffic flows for the proposed Biomass Plant’s peak construction year.  Data from 
the dataset 6.2 of TEMPRO were used to update observed traffic data obtained from 2011 to predict the 
likely level of traffic that will use the road network in 2015 as the year of opening, and 2030 as requested 
by HBC.  
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6.4.19 The 2011-2015 growth rate calculated by TEMPRO for the Widnes area is 1.012 for the AM, PM and 24 
hour periods.  The 2011-2030 growth rate calculated by TEMPRO is 1.182 for the AM, 1.183 for the PM, 
and 1.187 for the 24 hour period. 

6.4.20 For the M62 motorway, growth rates of 1.015 to 2015 and 1.233 to 2030 have been calculated for the 
Merseyside area.   

6.4.21 The application of growth rates is applied to all vehicle classifications, thus resulting in their classification 
proportions remaining the same but their absolute numbers being updated accordingly. 

6.4.22 These growth rates have been applied to the observed traffic flows as set out in Table 6.4. The resulting 
2015 and 2030 baseline traffic flows are set out in Tables 6.5 and 6.6. 

Table 6.5 – 2015 Baseline Traffic Flows 

Source: Traffic Surveys and Consultant calculations 

24 Hour Traffic Flow 12 Hour Traffic Flow 
No. Location Year 

Total HGV HGV 
proportion Total HGV HGV 

proportion 
1 Desoto Road East 2015 2846 1288 31.2% 2109 1262 36.8% 
2 Desoto Road West 2015 1743 848 32.7% 1272 820 39.2% 
3 Queensway slip (w) 2015 8374 711 7.8% 6030 510 7.8% 
4 Queensway slip (e) 2015 5820 781 11.8% 4613 671 12.7% 
5 Ditton Road (w) 2015 10637 1756 14.2% 9013 1503 14.3% 
6 A562 Speke Road (w) 2015 3781 285 7.0% 2740 219 7.4% 
7 A562 Speke Road (e) 2015 5170 273 5.0% 3724 198 5.0% 
8 B5419 Moor Lane 2015 24281 1482 5.8% 14856 1153 7.2% 
9 Ditton Road (e) 2015 487 152 23.7% 368 114 23.7% 
10 M62 Eastbound 2015 66021 5811 8.1% 54560 4402 6.7% 
11 M62 Westbound 2015 66065 6900 9.5% 51984 4778 9.5% 

 

Table 6.6 – 2030 Baseline Traffic Flows 

24 Hour Traffic Flow 12 Hour Traffic Flow 
No. Location Year 

Total HGV HGV 
proportion Total HGV HGV 

proportion 
1 Desoto Road East 2030 2846 1288 31.2% 2109 1262 36.8% 
2 Desoto Road West 2030 1743 848 32.7% 1272 820 39.2% 
3 Queensway slip (w) 2030 8405 713 7.8% 6053 512 7.8% 
4 Queensway slip (e) 2030 5841 784 11.8% 4630 674 12.7% 
5 Ditton Road (w) 2030 10676 1762 14.2% 9047 1508 14.3% 
6 A562 Speke Road (w) 2030 3795 286 7.0% 2750 220 7.4% 
7 A562 Speke Road (e) 2030 5189 274 5.0% 3738 198 5.0% 
8 B5419 Moor Lane 2030 24372 1487 5.8% 14912 1158 7.2% 
9 Ditton Road (e) 2030 489 152 23.7% 370 115 23.7% 
10 M62 Eastbound 2030 81204 5811 6.7% 68151 5499 6.7% 
11 M62 Westbound 2030 81258 8486 9.5% 64932 5968 9.5% 

Source: Traffic Surveys and Consultant calculations 
 
 

 Road Safety 

6.4.23 It is possible to estimate the effects of increased traffic on accidents and safety from existing accident 
records, national statistics, the type and quantity of traffic generated, journey lengths and the 
characteristics of the routes in question. 

6.4.24 Personal Injury Accident (PIA) data has been obtained from Halton Borough Council. The data obtained 
includes all injury accidents over the most recent five year period available up to 31st December 2011. 
This includes the A562 / A533 Queensway from Speke Road to the Silver Jubilee Bridge, Ditton Road 
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and roundabout including the B5419 Moor Lane South, and the internal roads MacDermott Road and 
Desoto Road. The study area is shown on Figure 6.2 along with a summary of the PIA’s in terms of 
their location and severity. 

6.4.25 In total there were 44 PIA’s during the five year period, of which four resulted in serious injury and forty 
resulted in slight injury. There where no accidents resulting in fatal injuries.  Four injury accidents 
involved motorcycles, five involved Heavy Goods Vehicles, two involved buses, and four involved pedal 
cycles. There were no injury accidents involving pedestrians. 

6.4.26 The injury accidents that resulted in serious injuries all occurred in different locations along the study 
route. One of the serious injury accidents took place at the A533 Queensway at the junction with the 
southbound off-slip for the A562 and involved a car and motorcycle and road works. Another occurred 
on the A533 on the West Bank on-slip resulting in a rear end shunt.  A further serious injury accident 
occurred on the A533 near the Mersey Bridge, where poor lane manoeuvre contributed to this injury 
accident. 

6.4.27 Two clusters of four or more injury accidents have occurred within the study area. A cluster of five 
accidents occurred at the A533 off-slip to the Ditton Roundabout. All injury accidents resulted in slight 
injury accidents and all involved cars. Four of the injury accidents resulted from rear end shunts and one 
resulted in a driver losing control and mounting the kerb. A cluster of five injury accidents occurred on 
the A533 near the Silver Jubilee Bridge. All injury accidents were the result of differing contributions, 
including rear end shunt, poor lane manoeuvre and driving too close to another vehicle. 

6.4.28 Based on the data obtained, the number and location of injury accidents, it is considered that there is no 
specific accident trend within the vicinity of the site that would require attention. 

6.5 Assessment of Effects 

Site Preparation and Construction  

6.5.1 Construction is expected to take 24 months starting in 2013 and finishing in 2015. Access to the site will 
be from the proposed Spine Road to be constructed as part of the Phase 1 infrastructure works for 
Stobart Park. 

6.5.2 It is anticipated that material would be used from the Stobart development site, which would not result in 
additional HGV movements on the public highway. However, if it is not feasible for all the material to be 
from the Stobart site, then it will be necessary to import clean fill material from external source. 

6.5.3 The quantity of fill material required is approximately 27,000m3, which if as a worse case is to be 
imported from outside the Stobart development, this will result in approximately 3,000 HGV vehicles 
accessing the site (6,000 two-way HGV movements). This is based on an average HGV load of 9m3, 
and would result in an average of 45 arrivals per day (90 two-way movements) for a period of 67 days.  

6.5.4 In addition to these trips, there will be up to five HGV arrivals (10 two-way movements) per day 
delivering materials to the site during construction of the plant. The construction programme and 
activities is included in section 4.16 of Chapter 4. 

6.5.5 At the peak period of construction, there will be approximately 90 construction workers on site. If these 
were all to arrive by individual car, there would be a maximum of 180 two-way movements per day from 
construction workers. 

 

 

ES Chapter 6 – Transport 11 October 2012 
RPS                                                                                               



Widnes 3MG Biomass CHP Plant  BWSC 

Magnitude of Change (construction) 

6.5.6 In terms of the thresholds outlined by the IEMA Guidelines, it suggests that total traffic increases, or 
increases in the number of HGVs, of less than 30 % would generally result in imperceptible changes in 
the environmental effects of traffic.  The guidance also suggests that any specifically sensitive areas 
where total traffic flows are predicted to increase by 10 % or more should be considered in more detail. 

6.5.7 Table 6.7 illustrate that construction traffic associated with the proposed biomass plant would have, 
based on the worst case scenario for the 24 hour period.  

Table 6.7 – Construction Impact (24 hour) Worst Case 
 

2015 Baseline (24 
hour) 

Construction traffic 
flow 

2015 Baseline + 
construction 

Construction impact No. Location 

Total HGV Total HGV Total HGV Total 
Total 

HGV 

1 Desoto Road East 2846 1288 90 41 2936 1329 3.1% 3.2% 

2 Desoto Road West 1743 848 90 45 1833 893 5.2% 5.3% 
3 Queensway slip (w) 8343 708 7 21 8350 729 0.1% 3.0% 
4 Queensway slip (e) 5798 778 7 21 5805 799 0.1% 2.7% 
5 Ditton Road (w) 10597 1749 56 5 10653 1754 0.5% 0.3% 
6 A562 Speke Road (w) 3767 284 42 5 3809 289 1.1% 1.8% 
7 A562 Speke Road (e) 5151 272 11 21 5162 293 0.2% 7.7% 
8 B5419 Moor Lane 24191 1476 54 38 24245 1514 0.2% 2.6% 
9 Ditton Road (e) 485 151 0 0 485 151 0.0% 0.0% 

Source: consultants calculations 

 

6.5.8 Table 6.8 assesses the impact of the construction traffic against the 12 hour (0700-1900) baseline flows. 

Table 6.8 – Construction Impact (12 hour) Worst Case 

 
2015 Baseline (12 

hour) 
Construction traffic 

flow 
2015 Baseline + 

construction 
Construction impact No. Location 

Total HGV Total HGV Total HGV Total HGV 
1 Desoto Road East 2109 1262 90 41 2199 1303 4.3% 3.2% 

2 Desoto Road West 1272 820 90 45 1362 865 7.1% 5.5% 
3 Queensway slip (w) 9098 459 7 21 9105 480 0.1% 4.6% 
4 Queensway slip (e) 5233 343 7 21 5240 364 0.1% 6.1% 
5 Ditton Road (w) 14745 686 56 5 14801 691 0.4% 0.7% 
6 A562 Speke Road (w) 5010 285 42 5 5052 290 0.8% 1.8% 
7 A562 Speke Road (e) 5732 273 11 21 5743 294 0.2% 7.7% 
8 B5419 Moor Lane 28790 1482 54 38 28844 1520 0.2% 2.6% 
9 Ditton Road (e) 434 152 0 0 434 152 0.0% 0.0% 

Source: consultants calculations 
 

6.5.9 From Tables 6.7 and 6.8 it is clear that the construction traffic on the worst case scenario with 45 HGV’s 
arriving at site during a 12 hour period that the impact will be below the 30% and 10% thresholds set out 
in the IEMA Guidelines, and therefore will not create any significant environmental effect with a Minor 
magnitude of change.  

Operation on Completion 

6.5.10 Estimates of the likely change in traffic movements at Widnes as a result of the proposals have been 
made from first principles using staff and delivery information associated with the Biomass CHP Plant.  
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6.5.11 It is estimated that during the operational phase of the development, a total of 21 people will be 
employed on site on a 5 shift cycle. There will be two operational staff on site at any one time per shift 
plus 10-11 staff dedicated to administration, fuel and maintenance during the day. The staff will be split 
approximately 1/3 professional/managerial (e.g. engineers), 1/3 skilled (e.g. electricians), and 1/3 
unskilled labour. A number of indirect jobs are supported in the transportation of biomass to the site. 

6.5.12 The weekday shift patterns are expected to be: 

• 0700 – 1400 
• 1400 - 2200 
• 2200 - 0700 

6.5.13 The weekend shift patterns will each have two personnel, and are expected to be: 

• 0700 – 1900 
• 1900 - 0700 

6.5.14 With the assumption that all staff drove in to work separately this would result in a worst case scenario of 
24 two-way person movements per 24 hour weekday associated with the staff, plus additional 
movements due to visitors. It is anticipated that this would be around four movements per weekday. 

6.5.15 The site will be operational for deliveries between 0700 and 1200 on Saturday, also with four HGV 
movements per hour. 

6.5.16 It is expected that deliveries at the site will be two vehicles per hour, based on a delivery period between 
0700 and 1800 Monday to Friday.  There will be an additional three trips per week (six two way 
movements) associated with removing the ash residue from site. This will result in a 24 hour weekday 
two-way movement of between 44 and 50 HGV trips on days where the ash residue is removed. 

6.5.17 The peak periods would therefore be between 0630 to 0730 and 1330 to 1430 when the shift changes 
occur. For the worst case scenario, these peak hours would result in 12 staff arrival or departure, and 
two staff arrival or departures, along with two HGV deliveries, and potentially one ash removal vehicle. 
The potential peak trip rate would therefore be 30 two-way trips during an hourly period. However, the 
operation and site management plan will prevent the ash removal vehicles arriving and departing during 
the peak period, and therefore the peak flows are likely to be less than this. 

6.5.18 The expected traffic flows for the development have been summarised in Table 6.9 based on a worst 
case scenario where all staff drive individually to site. 

Table 6.9 – Summary of All Vehicle Movements 

 
 Hour 

Arrival Departure Two-Way 
Begin Total HGV Total HGV Total HGV 
00.00 0 0 0 0 0 0 
01.00 0 0 0 0 0 0 
02.00 0 0 0 0 0 0 
03.00 0 0 0 0 0 0 
04.00 0 0 0 0 0 0 
05.00 0 0 0 0 0 0 
06.00 12 0 0 0 12 0 
07.00 2 2 4 2 6 4 
08.00 2 2 2 2 4 4 
09.00 2 2 2 2 4 4 
10.00 4 3 3 2 7 5 
11.00 2 2 2 2 4 4 
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12.00 3 2 4 3 7 5 
13.00 2 2 2 2 4 4 
14.00 4 2 2 2 6 4 
15.00 2 2 12 2 14 4 
16.00 2 2 2 2 4 4 
17.00 2 2 2 2 4 4 
18.00 2 2 2 2 4 4 
19.00 0 0 0 0 0 0 
20.00 0 0 0 0 0 0 
21.00 0 0 0 0 0 0 
22.00 2 0 0 0 2 0 
23.00 0 0 2 0 6 0 
Total 43 25 43 25 90 50 

 Source: RPS calculations 

 

6.5.19 In summary, it is estimated that the development will generate less than 100 two-way vehicle 
movements per weekday.  

Trip Distribution 

6.5.20 All site vehicle movements will be required to use the Desoto Road roundabout to access and egress 
the site. This roundabout provides access to the south via the A533 Queensway, east in to Widnes from 
Desoto Road East / Hutchinson Street or to the north and west via the A533 Queensway and Ditton 
Road roundabout. 

6.5.21 The trip distribution on to the highway network has been taken from the original planning approval for 
the site, as used within the Transport Assessment produced by Fairhurst for the Stobart 3MG 
development. The vehicle trips were distributed using the Great Britain National Freight model, and was 
approved by the Highway Authority. 

6.5.22 The Mersey Gateway Project is a major scheme to build a new six lane toll road between the towns of 
Runcorn and Widnes to relieve the congested Silver Jubilee Project. For the assessment in 2030, all 
HGV traffic was assumed to use the new Mersey Crossing constructed as the Mersey Gateway Project 
rather than the Silver Jubilee Bridge. However, it should be noted that the delivery of material will be 
dependant on the locations of the suppliers. 

Cumulative Developments 

6.5.23 In line with current practice, it is necessary to consider the cumulative impact of other consented 
developments. Following comments after submission of the Scoping Report, the following developments 
have been requested to be included within the EIA: 

• 3MG Stobart Park; 

• The Mersey Gateway Project; 

• Anaerobic Digestion Plant and 

• Ineos Chlor Energy from Waste, Runcorn.  

6.5.24 The site is located within the 3MG Stobart Park site, which has consented approval for around 
125,000m2 of B8 storage and distribution, the TA to support the 3MG development also considered the 
following consented developments: 

• HBC Fields Site 

• Widnes Waterfront Economic Development Zone 
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• Windmill Shopping Centre 

• Tesco Retail Store 

6.5.25 These developments have been considered within the 3MG TA, and therefore have not been 
individually included in this assessment to avoid double counting the impact of these when considering 
the 3MG development. 

Mersey Gateway Project 

6.5.26 The Mersey Gateway Project (MGP) provided a Transportation Chapter within the Environment 
Statement. This described the current performance of the transport networks in and around the Borough 
of Halton, and the effect of the Mersey Gateway Project on that performance. 

6.5.27 A Mersey Gateway Traffic Model (MGM) was set up to assess the impacts of the Mersey Crossing upon 
the highway network. The MGM was based upon extensive surveys to create a base year, in 
accordance with the DfT guidance current at the time. Traffic flow forecasts for the opening year 2015 
and design year 2030 were produced incorporating predicted traffic growth and future developments. 

6.5.28 A Local Model Validation Report was produced to accompany the MGM, which identified the 3MG site 
(previously referred to as Ditton Strategic Rail Freight Park) as providing 35,000m2 of B8 warehousing, 
plus 400,000m2 of rail served buildings. The consented development, as set out in the Fairhurst TA was 
for 126,266m2 of B8 storage and distribution. 

6.5.29 It is acknowledged within the MGP ES Chapter that the 3MG development is an important project to 
ensure the area achieves its potential as a leading multimodal freight facility, and is a key employment 
development. 

6.5.30 With regard to the MGM, Paragraph 16.5.5 of the MGP ES accepts the use of the latest traffic growth 
forecasts produced by the Department of Transport in April 2011. That guidance includes the latest 
regional assumptions in relation to traffic growth in housing numbers, population, employment and major 
development based on returns from local authorities, and therefore the revised traffic growth forecasts 
“thus reflect changes to local development potential such as 3MG”. 

6.5.31 The consented 3MG TA provided a trip rate based on the existing Tesco Distribution Centre located on 
site. The Tesco flows and trip rates are summarised in Table 6.10, with the appropriate distribution flows 
for the consented 3MG development and the Biomass CHP Plant flows. As the MGM flows for the 3MG 
site are not known, the consented trip rates have been applied to the original Ditton Strategic Rail 
Freight Park proposal used for the MGM to compare the potential differences in flows. 

Table 6.10: Consented B8 Peak Hour Trip Rates and Trip Generation 
 

AM Peak Hour (0800 – 0900) PM Peak Hour (1700 - 1800) 

Arrivals Departures Arrivals Departures 

 
 

Total HGV’s Total HGV’s Total HGV’s Total HGV’s 

Consented Trip Rate 
(vehs/100m2) 0.062 0.087 0.057 0.046 0.044 0.031 0.077 0.067 

Consented development trips 81 115 74 61 58 41 102 88 

Constructed  Tesco unit 24 34 22 18 17 12 30 26 

Biomass Trips (from Table 7.3) 0 2 6 2 0 2 0 2 
Mersey Gateway development 
(435,000m2) 270 378 248 209 191 135 335 291 

 Source: Fairhurst TA and Consultant calculations 
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6.5.32 Table 6.10 demonstrates that the total development site including the Biomass Plant has a cumulative 
trip generation less than the original development proposals considered within MGM. 

6.5.33 Para 16.4.1 of the MGM ES determines that the traffic forecasts include: 

“local development growth, within the overall Halton local growth forecasts. Therefore, no further 
consideration of local development growth traffic is required” 

6.5.34 As the original 3MG development included within the MGM was for a larger scale development than has 
been consented, it is considered that the impact of the biomass proposal has been considered within the 
EIA for the Mersey Gateway Project, and therefore this EIA will not require a separate assessment to 
include the MGP. However, to ensure a robust assessment, the flows set out in the 3MG Transport 
Assessment have been included as cumulative development. 

Anaerobic Digestion Plant 

6.5.35 This development is for an Anaerobic Digestion (AD) Facility on the PDM Granox site off Desoto Road, 
which would be capable of treating up to 90,000 tonnes per year of solid and liquid food waste materials. 
It is expected that this development will result in an additional 50 daily HGV movements per day, with up 
to a worst case scenario of 60 staff movements.  

6.5.36 The site will operate a shift system for staff, and the management plan of the development will ensure 
that no HGV trips are undertaken during the peak highway hours. For the purposes of this assessment, 
the 12 hour flows have been considered, with the distribution based on the 3MG distribution. The 
development flows are summarised in Table 6.11. 

 

Table 6.11: Consented AD Facility Trip Generation 
 

Generated Flows (12 hour) No. Location 

Lights HGV Total 

1 Desoto Road East 110 50 160 

2 Desoto Road West 110 50 160 
3 Queensway slip (w) 28 23 51 
4 Queensway slip (e) 82 27 109 
5 Ditton Road (w) 17 7 24 
6 A562 Speke Road (w) 28 27 55 
7 A562 Speke Road (e) 28 27 55 
8 B5419 Moor Lane 11 20 21 
9 Ditton Road (e) 0 0 0 

Source: consultants calculations 

Ineos Chlor Energy from Waste, Runcorn 

6.5.37 This development is for an energy from waste (EfW) facility at Runcorn which will receive up to 480,000 
tonnes per annum of waste deliveries to site. The TA produced in December 2010 for this development 
was obtained in order to determine the amount of flows generated by this development. The TA 
considered two scenarios: 

• 80% of HVG’s via Silver Jubilee Bridge; and 

• 65% of HGV’s via Silver Jubilee Bridge 
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6.5.38 These two scenarios resulted in a 24 hour two way movement of 240 light vehicles and 308 HGV’s 
using the bridge for Scenario 1, and 166 light vehicles and 134 HGV’s for Scenario 2. The daily flows on 
this section of road was predicted to be 84,543, resulting in less than 1% increase in traffic. 

6.5.39 It is considered that the growth rates applied to the base traffic includes for trips from this development. 
Therefore the impact of this development will be very minor. 

Magnitude of Change (operation) 

6.5.40 Table 6.12 illustrates the traffic associated with the proposed biomass plant on the local network in 
2015, with the additional consented development trips considered within this Chapter and shown in 
Table 6.11. 

 

Table 6.12 – 2015 Development Impact (24 hour) 

 
2015 Baseline (24 

hour) 
Development and 

consented traffic flow 
2015 Baseline + 

development 
Development impact No. Location 

Total HGV Total HGV Total HGV Total HGV 
1 Desoto Road East 2857 1293 157 73 3014 1366 5.5% 5.6% 
2 Desoto Road West 1749 851 157 76 1906 927 9.0% 8.9% 
3 Queensway slip (w) 9098 459 71 37 9169 496 0.8% 8.1% 
4 Queensway slip (e) 5233 343 123 38 5356 381 2.4% 11.1% 
5 Ditton Road (w) 14745 686 39 14 14784 700 0.3% 2.0% 
6 A562 Speke Road (w) 5010 285 42 18 5052 303 0.8% 6.3% 
7 A562 Speke Road (e) 5732 273 50 30 5782 303 0.9% 11.0% 
8 B5419 Moor Lane 28790 1482 25 33 28815 1515 0.1% 2.2% 
9 Ditton Road (e) 434 152 0 0 434 152 0.0% 0.0% 

Source: consultants calculations 

6.5.41 Table 6.13 assesses the impact of the development and consented traffic against the 12 hour (0700-
1900) baseline flows. 

Table 6.13 – 2015 Development Impact (12 hour) 
 

2015 Baseline (24 
hour) 

Development and 
consented traffic flow 

2015 Baseline + 
development 

Development impact No. Location 

Total HGV Total HGV Total HGV Total HGV 
1 Desoto Road East 2125 1262 157 73 2282 1335 7.4% 5.8% 
2 Desoto Road West 1277 823 157 76 1434 899 12.3% 9.2% 
3 Queensway slip (w) 6705 347 71 37 6776 384 1.1% 10.7% 
4 Queensway slip (e) 3885 226 123 38 4008 264 3.2% 16.8% 
5 Ditton Road (w) 10783 573 39 14 10822 587 0.4% 2.4% 
6 A562 Speke Road (w) 3669 145 42 18 3711 163 1.1% 12.4% 
7 A562 Speke Road (e) 4222 187 50 30 4272 217 1.2% 16.0% 
8 B5419 Moor Lane 21157 524 25 33 21182 557 0.1% 6.3% 
9 Ditton Road (e) 323 58 0 0 323 58 0.0% 0.0% 

Source: consultants calculations 

6.5.42 These results demonstrate that the proposed development will have a minimal impact on the highway 
network, with the maximum increase on the base flows being on Desoto Road West with an increase of 
12.3%. There are also increases in HGV flows of around 17% on Queensway eastern slip road, and the 
A562 Speke Road eastern slip road. However, these are below the 30% threshold set out in the IEMA 
Guidelines for assessments and therefore the development will have a Minor magnitude of impact. 

6.5.43 The consented developments did not consider the impact on the M62 motorway in relation to the 
location of the Manchester Mosses, east of Junction 11. However, the MGP ES did consider the M62 
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west of Junction 7, as shown in Tables 16.17 and 16.25 for the 2015 and 2030 assessments for the AM 
and PM peak hours only. The impact of the MGP from the ES is summarised in Table 6.14. For the 
assessment purposes, the impact at Junction 7 of the M62 from the MGP is considered to be the same 
as east of Junction 11. It was noted that the MGP scheme will result in a redistribution of traffic using the 
M62, with a reduction in flows at this location in the pm peak. 

6.5.44 To ensure a robust assessment it has been assumed that all development traffic at the Biomass CHP 
Plant is routed along the M62. The 3MG development proposed all HGV traffic to use the Second 
Mersey Crossing and therefore this has not been considered at this location.  

 

Table 6.14 – Impact at M62 East of Junction 11 
 

Base 2011 flows MGP impact (pcu) Biomass flows (pcu) % Cumulative impact No. Location 

AM PM AM PM AM PM AM PM 
10 M62 Eastbound 5139 4957 34 -39 4 4 1% -1% 

11 M62 Westbound 4716 5295 33 -46 12 4 1% -1% 

Source: MGP ES and consultants calculations 

6.5.45 It is clear from Table 6.14 that the cumulative impact of the proposed development with the Mersey 
Gateway Project will have minimal impact on the M62. At less than 1% increase, the impact is below the 
10% threshold set out in the IEMA Guidelines for assessments at sensitive locations and therefore the 
development will have an imperceptible change in the environmental effects of traffic at the Manchester 
Mosses no significant effect. 

Environmental Effects 

6.5.46 This section considers the Significance of Effect from both the construction and operational phases of 
the development. 

Noise and Vibration 

6.5.47 The environmental implications of noise and vibration arising from changes in traffic flow have been 
separately assessed in Chapter 10. 

Visual Effects 

6.5.48 Development related traffic would route via existing roads, which already carry existing traffic including 
HGVs. The site is located adjacent to the strategic road network and will avoid built up or sensitive 
areas.  

6.5.49 The proposals are not predicted to alter the overall composition of daily traffic flows and HGV 
proportions are predicted to remain at relatively similar levels.  The significance of the effect upon visual 
impact of traffic is therefore considered Negligible. 

6.5.50 It is considered that the significance of the effect on visual effects during the construction phase would 
be Negligible especially if the import of fill material to the site will be from the Stobart Park development.  

Severance 

6.5.51 Severance is only likely to occur on highly trafficked roads and result from the perceived division the 
road and traffic creates between either side. There are no communities within the 3MG site, whilst there 
are pedestrian links between the site and Widnes. The 3MG internal layout is designed to ensure that 
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there is permeability through the site for pedestrians and cyclists, and therefore the significance of the 
effect on severance would be Negligible.  

Driver delay 

6.5.52 Operational assessments have been undertaken at the following junctions for the AM and PM peak 
hours using the TRL ARCADY6 roundabout junction assessment software; 

• Ditton Road / A562 Speke Road / A533 Queensway roundabout; 

• Deseto Road / MacDermott Road / Tesco access roundabout; 

6.5.53 These have been based on the existing base traffic flows with Biomass development, opening year 
base flows with the proposed 3MG development traffic flows with Biomass development for 2015. For 
the 2030 assessment, the Ashley Way West and Speke Road roundabouts will be significantly modified 
as part of the Mersey Crossing scheme and have not been tested. This is in line with the Stobart 3MG 
Transport Assessment. 

6.5.54 The Desoto Road roundabout has been assessed with the proposed 3MG development, Mersey 
Gateway Crossing and Biomass development included in 2030, for the development and highway peak 
hours. 

6.5.55 Table 6.15 summarise the results of the observed, 2015 and 2030 ARCADY assessments for the 
Desoto Road roundabout with the proposed and consented developments. The ARCADY assessments 
are included in Appendix 6.2.  

 

Table 6.15: Summary of Desoto Road/Tesco Access Roundabout ARCADY 
Assessments 

 
Observed Flows 

AM Peak PM Peak 

Arm 

RFC Max Q  RFC Max Q  
Desoto Road East 0.122 0 0 0.107 0 0 
Desoto Road West 0.042 0 0 0.029 0 0 
MacDermott Road 0.035 0 0 0.045 0 0 
Tesco Access 0.018 0 0 0.026 0 0 
HGV Egress 0.001 0 0 0.003 0 0 
Desoto Road 0.073 0 0 0.091 0 0 

2015 Plus Development 
AM Peak AM Peak 

Arm 

RFC Max Q Delay 
(min/veh) RFC Max Q Delay 

(min/veh) 
Desoto Road East 0.244 1 0.112 0.136 1 0.019 
Desoto Road West 0.055 1 0.088 0.033 0 0.087 
MacDermott Road 0.037 0 0.086 0.045 0 0.080 
Tesco Access 0.018 0 0.068 0.026 0 0.067 
HGV Egress 0.001 0 0.075 0.004 0 0.072 
Desoto Road 0.180 1 0.114 0.261 1 0.123 

2030 Plus Development 
AM Peak PM Peak 

Arm 

RFC Max Q Delay 
(min/veh) RFC Max Q Delay 

(min/veh) 
Desoto Road East 0.259 1 0.132 0.125 1 0.073 
Desoto Road West 0.078 1 0.094 0.029 2 0.081 
MacDermott Road 0.072 1 0.087 0.054 0 0.080 
Tesco Access 0.261 1 0.078 0.031 1 0.066 
HGV Egress 0.002 0 0.062 0.003 1 0.057 
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Desoto Road 0.243 1 0.162 0.120 1 0.093 

Source: ARCADY assessments 

6.5.56 These results demonstrate that the Desoto Road junction will operate within capacity in 2030 with the 
full and committed developments. 

6.5.57 The results for the Ditton Road/A562 Speke Road / A533 Queensway roundabout are summarised in 
Table 6.16 for the ARACDY assessments for observed flows, and 2015 with the proposed and 
consented developments. The ARCADY assessments are included in Appendix 6.3 

 
 

Table 6.16: Summary of Ditton Road/Speke Road/Queensway Roundabout ARCADY 
Assessments 

Observed Flows 

AM Peak PM Peak 

Arm 

RFC Max Q Delay 
(min/veh) RFC Max Q Delay 

(min/veh) 
A562 Speke Road 0.339 1 0.055 0.353 1 0.058 
A562 (east) 0.617 1 0.082 0.606 1 0.076 
Ditton Road East 0.029 1 00.71 0.031 1 0.058 
A533 Queensway 0.341 1 0.034 0.339 1 0.034 
Ditton Road West 0.301 0 0.050 0.402 0 0.056 

Observed Flows 

AM Peak PM Peak 

Arm 

RFC Max Q Delay 
(min/veh) RFC Max Q Delay 

(min/veh) 
A562 Speke Road 0.342 1 0.055 0.355 1 0.058 
A562 (east) 0.622 2 0.083 0.610 2 0.077 
Ditton Road East 0.029 0 0.071 0.031 0 0.058 
A533 Queensway 0.347 1 0.035 0.344 1 0.035 
Ditton Road West 0.304 1 0.050 0.406 1 0.057 

Source: ARCADY assessments 

6.5.58 These results demonstrate that the junction will operate within its capacity with minimal queues and 
delay during the peak highway hours, and with the peak development traffic included.  No vehicle is 
expected to experience delay at either junction of over a minute. Therefore it is considered that any 
impact on traffic will be Negligible. 

Pedestrian Delay and amenity 

6.5.59 Delay to pedestrians in terms of road traffic is generally a function of being able to cross the road.  
Studies have shown that pedestrian delay is perceptible or considered significant beyond a lower delay 
threshold of 10 seconds, for a link with no crossing facilities.  A 10 second pedestrian delay in crossing a 
road broadly equates to a two-way link flow of approximately 1,400 vehicles per hour. 

6.5.60 The maximum hourly traffic flow along the proposed access road in the 2030 scenario is predicted to be 
15 two-way vehicle movements per hour in the AM peak. The impact on pedestrian delay will be 
Negligible. 

6.5.61 The Mersey Gateway Project will be providing improved pedestrian facilities, which will reduce the 
impact of the proposed development on pedestrian delay on the surrounding network. 

6.5.62 The construction phase of the development will coincide with the 3MG redevelopment, where pedestrian 
demand will be for construction workers only. Therefore there will be no delay to pedestrians within the 
3MG site. The effect is therefore considered to be Negligible. 
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Accidents and Safety  

6.5.63 Personal Injury Accident (PIA) data has been obtained from Halton Borough Council. The data obtained 
includes all injury accidents over the most recent five year period available up to 31st December 2011. 
This includes the A562 / A533 Queensway from Speke Road to the Silver Jubilee Bridge, Ditton Road 
and roundabout including the B5419 Moor Lane South, and the internal roads MacDermottt Road and 
Desoto Road. 

6.5.64 There were no injury accidents on identified on Desoto Road during the five year period, and no 
accidents identified on the Queensway northbound slip road. 

6.5.65 It is clear that the development will result in very small increases in traffic on the highway. Therefore it is 
considered that the development would have a Negligible significance of the effect on Accidents and 
Safety during the operational phase. 

6.5.66 With the construction of the Second Mersey Crossing, there will be a significant reduction in traffic on 
these roads, with improved provision for cyclists and pedestrians. This development would therefore 
further reduce the effect of the significance of the development on Accidents and Safety. 

Hazardous Loads 

6.5.67 The Guidelines for the Environmental Assessment of Road Traffic acknowledge, in paragraph 2.4, that 
most developments would not result in an increase in the number of movements of hazardous or 
dangerous loads.  

6.5.68 It is proposed that hazardous loads containing urea and lime would be transported to the site in 
specialist sealed containers. This will be a total amount of approximately 376 tonnes per year for Urea, 
and 322 tonnes per year for Lime. These will be stored on site in 40m3 and 20m3 storage tanks 
respectively. This will result in approximately 30 trips per year (60 two way trips), less than one trip per 
week. 

6.5.69 There will also be three trips per week associated with removal of the waste ash and Air Pollution 
Control (APC) residues. The APC residues are classified as hazardous waste and are removed from the 
site by purpose-designed, sealed containers. 

6.5.70 It is considered that the significance of the effect on hazardous loads during the operational phase would 
be Minimal. 

Air Pollution 

6.5.71 The potential effects of the traffic generated upon air pollution and air quality is set out in Chapter 8. 

Dust and Dirt 

6.5.72 Dust and dirt arising from traffic is mainly associated with HGV traffic undertaking particular activities and 
generally results from the spread of existing dust and dirt on roads or following movement along 
unsurfaced roads. 

6.5.73 It is recognised that some construction sites can result in dust and dirt being transported onto the 
highway.  

6.5.74 It is considered that the significance of the effect on dust and dirt during the construction phase would be 
Negligible. 
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Rail Freight 

6.5.75 Immediately to the north of the application site is the existing rail freight terminal operated by Stobart 
Group. The terminal is connected to the Liverpool Branch of the West Coast Mainline (WCML) and also 
offers access to the to the Ditton-Warrington line, which provides connections to Trans-Pennine routes 
and Scotland. 

6.5.76 Capacity 

6.5.77 The existing rail terminal/port can currently accommodate up to 12 container trains per day, each 
carrying approximately 43 HGV loads, creating potential to accommodate the equivalent of 516 HGV 
loads by train per day to units within Stobart Park. The adjacent Stobart Park proposals include the 
construction of an additional rail siding. The Stobart Port freight terminal will be capable of 
accommodating up to 16 trains per day, creating increased potential to transport the equivalent of 688 
HGV loads by train per day to units within Stobart Park. 

6.5.78 A Rail Report was produced by Prologis UK Ltd for a single rail storage and distribution facility at nearby 
rail sidings located at HBC Field, Halebank Road in Widnes. This concluded that the West Coast Main 
Line has sufficient capacity to accommodate an additional 16 trains per day if required. The HBC Field 
development would require only 12 trains per day, which demonstrates that there is available capacity 
on the existing West Coast Main Line to allow for biomass material to be delivered by rail. 

6.5.79 The equivalent of 24 trucks of fuel per 24 hr-day (5 days per week) required to operate the biomass is a 
small proportion (c.3.5%) of the overall future capability of the Stobart Ports facility and therefore could 
be accommodated with reasonable ease. Transporting biomass by rail offers considerable opportunity 
to deliver large volumes of biomass, not available locally, to the plant, reducing the number of HGVs 
using the road network and lowering carbon emissions. Rail transport of biomass is only likely to be a 
viable alternative to road transport over longer distances (approx 150 miles). Biomass material would 
need to be delivered by road to existing rail terminals elsewhere in the country for onward transfer to 
3MG.  

6.5.80 Potential for Rail Transport 

6.5.81 Given the close proximity of the proposed development to the rail freight terminal there is the potential 
for the fuel for the biomass CHP plant to be transported to the site by rail.  The rail terminal operates 24 
hours a day, 5 days per week with secure storage for over 6,000 containers. Upon arrival at Stobart 
Port, the final transport leg for fuel arriving by rail would include shunting trucks to transfer goods to the 
biomass plant via the private internal road network. Stobart Developments Ltd has excluded the roads 
from public adoption to specifically allow this process. Vehicles transferring wood fuel from the terminal 
to the plant would not therefore need to travel on the public highway. Transporting biomass by rail offers 
considerable opportunity to deliver large volumes of biomass to the plant, reducing the number of HGVs 
using the road network and lowering carbon emissions. Rail transport of biomass is only likely to be a 
viable alternative to road transport over longer distances (approx 150 miles). Biomass material would 
need to be delivered by road to existing rail terminals elsewhere in the country for onward transfer to 
3MG.  

6.5.82 The proposal is for fuel to be supplied to the biomass plant via Stobart Biomass, who as part of the 
Stobart Group, operate a major logistics business including a series of successful rail freight routes 
across the UK. 

6.5.83 Locating the biomass CHP plant on Stobart Park was primarily a function of the availability or access to 
suitable heat loads however, its location adjacent to the rail terminal does provide an opportunity for fuel 
(sourced from elsewhere in the UK) to be delivered to the site by rail. It is the intention that as much of 
the recovered and virgin wood fuel required by the Biomass CHP plant is sourced locally to reduce the 
amount of local waste that would otherwise be sent to landfill, reduce transport costs and also to 
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minimise associated transport emissions. Sourcing wood locally will mean that road based transport is 
the only practical and economical method of transporting the fuel and therefore this is likely to be the 
principal means of delivering the fuel to the site. 

6.5.84 As is set out in the Carbon Assessment report the emissions resulting from road based transport of 
wood fuel are very small in comparison to the carbon savings which will be achieved by the biomass 
CHP plant through the exported electricity and heat replacing conventional energy generation and 
avoiding greenhouse gas emissions from the waste wood which would otherwise be landfilled. 

6.5.85 In terms of wastes produced from the site requiring removal this includes bottom ash and fly ash and 
would involve in total only 3 HGV loads per week. Bottom ash and fly ash would be sent for treatment for 
further use in road construction or landfilling at suitable locations licensed to receive such wastes.  As 
the quantities of both bottom and fly ash are so, relatively, small rail transport of these materials would 
not be economically viable. 

6.5.86 Notwithstanding the potential for rail transport this chapter considers as a worst case scenario that all 
material is transported to site by road, and no reduction in trips has been undertaken in respect of rail 
linkage to ensure a robust assessment.  

6.6 Design response and Mitigation 

6.6.1 Site Preparation and Construction 

6.6.2 A Construction Environmental Management Plan will be prepared which sets out the measures which 
will be undertaken on site to reduce the impact from construction traffic, and the site engineer will 
monitor dust and dirt emissions on a daily basis.  Specifically, all HGVs will be sheeted to ensure loads 
are not spilled and there will be a wheel wash facility to ensure all dust and dirt is removed prior to 
routeing on to the highway network.   

6.6.3 It has been stated above that measures will be put in place for the control of dirt and dust around the site 
access during the site preparation and construction phases. 

6.6.4 The Construction Environmental Management Plan will ensure that the construction will have agreed 
operational times to reduce the impact on the surrounding area. 

6.6.5 Operation 

6.6.6 Although the above assessments demonstrate that there is unlikely to be any significant environmental 
effects during the operation of the of the Biomass CHP development, a Traffic Management Plan (TPM) 
will be drawn up and agreed with the Highway Authority. This will set out approved access routes and 
restrictions, and timing of deliveries / removal of materials to ensure that vehicles do not use 
inappropriate routes, or create any unnecessary delay on the highway network by arriving and departing 
at peak highway periods. 

6.6.7 To further reduce the traffic effects associated with the development, staff will be encouraged to car 
share or use sustainable means of travel. The proposed road providing access to the development will 
have footway provision connecting to the proposed Desoto Road layout, and the existing footway / 
cycleway link at Ditton Road to Widnes town centre. 

6.6.8 The 3MG development will be designed to improve the pedestrian and cycle connectivity through the 
site, which the Biomass CHP development will link in to. This will include pedestrian connections to the 
existing bus stops on Waterloo Road, and to the National Cycle Route 62 Trans Pennine Trial. 
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6.6.9 All hazardous loads will be transported by purpose designed, and sealed containers to minimise the 
impact. 

6.7 Residual Impacts 

6.7.1 Although the enhancement measures described above are not required to reduce the level of 
significance with respect to the effects identified, they are included as measures to manage and control 
the residual effects resulting from the development. Table 6.17 contains a summary of the likely 
significant impacts of the proposed development. 

 
Table  6.17: Summary of Residual Impacts 
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Visual Effects Negligible Minor Temporary Construction 

environmental 
management plan 

Negligible     X 

Severance Negligible Minor Temporary Construction 
environmental 
management plan 

Negligible     X 

Driver Delay Negligible Minor Temporary Construction 
environmental 
management plan 

Negligible     X 

Pedestrian Delay Negligible Minor Temporary Construction 
environmental 
management plan 

Negligible     X 

Pedestrian Amenity Negligible Minor Temporary Construction 
environmental 
management plan 

Negligible     X 

Accidents and 
Safety 

Negligible Minor Temporary Construction 
environmental 
management plan 

Negligible     X 

Hazardous Loads Neutral Minor Temporary Construction 
environmental 
management plan 

Neutral     X 

 Co
ns

tru
ct

io
n 

Dust and Dirt Negligible Minor Temporary Wheel cleaning and 
sheeting Negligible     X 

Visual Effects Negligible Minor Permanent Traffic management 
plan Negligible     X 

Severance Negligible Minor Permanent Traffic management 
plan Negligible     X 

Driver Delay Negligible Minor Permanent Traffic management 
plan Negligible     X 

Pedestrian Delay Negligible Minor Permanent Traffic management 
plan Negligible     X 

Pedestrian Amenity Negligible Minor Permanent Traffic management 
plan Negligible     X 

Accidents and 
Safety 

Negligible Minor Permanent Traffic management 
plan Negligible     X 

Hazardous Loads Minimal Moder
ate 

Permanent Traffic management 
plan Negligible   X   
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er
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io
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Dust and Dirt Negligible Minor Permanent Traffic management 
plan Negligible     X 

 
Key: I: International N: National R: Regional D: District L: Local 
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6.8 Summary and Conclusions  

6.8.1 The transport impacts of the proposed development have been assessed in accordance with the 
guidance set out in the IEMA publication Guidelines for the Environmental Assessment of Road Traffic 
(Guidance Note No.1) for site preparation, construction and operation. 

6.8.2 The assessments undertaken have demonstrated that the proposal would increase daily traffic flows by 
a maximum of less than 6% outside of the 3MG site. These assessments established that such 
increases are unlikely to create any perceptible effect upon the road network. The environmental 
assessments undertaken have demonstrated there will be no significant delay, impact on pedestrian 
amenity, accidents and safety, hazardous loads, air pollution or dust and dirt. 

6.8.3 Traffic generated during the construction and operation of the proposed Biomass CHP Plant would be 
minimal, and therefore it is considered that there would be negligible environmental effects as a result of 
the proposed Biomass CHP Plant. 

6.9 References 

The Institute of Environmental Assessment (IEA) (now IEMA) (1993) Guidelines for the Environmental Assessment of 
Road Traffic (Guidance Note No.1) 
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	6 Transport
	6.1 Introduction 
	6.1.1 This chapter considers the likely significant effects of the proposed Widnes 3MG Biomass CHP Plant on the strategic and local transport network.
	6.1.2 This chapter describes the baseline traffic conditions which currently exist within the vicinity of the proposed Biomass CHP Plant and surroundings, the assessment methodology and potential traffic related effects and their significance during the construction and operation phases of the project. Mitigation measures are described which are required to prevent, reduce or offset any significant adverse effects identified and any likely significant effects after these measures have been implemented.
	6.1.3 The location of the proposed Biomass CHP Plant and the surrounding road networks is shown on Figure 6.1. It is expected that all construction traffic associated with the proposed Biomass CHP Plant would likely travel along the strategic road network and suitable routes including the A533, A562 and A557. It is likely that the majority of all construction staff would also travel along these routes.

	6.2 Legislation and Policy Context
	6.2.1 As a matter of best practice, this assessment will take account of the current relevant guidance for assessing the environmental effect of traffic. This is set out within the ‘Guidelines for the Environmental Assessment of Road Traffic Guidance Note No.1, published by the Institute of Environmental Management and Assessment (IEMA), 1993. The key documents reviewed in relation to the proposals are outlined below:


	National Planning Policy Framework 
	6.2.2 The Department for Communities and Local Government published the ‘National Planning Policy Framework’ (NPPF) document in March 2012. The document is designed to consolidate all policy statements, circulars and related documents into a single document in an attempt to simplify the planning system and encourage sustainable development.
	6.2.3 The objectives set out within the NPPF for transport policy are to facilitate economic growth by taking a positive approach to planning for development and to support reductions in greenhouse gas emissions and congestion, and promote accessibility through planning for the location and mix of development.
	6.2.4 The NPPF states that planning policies and decisions should consider whether:
	 The opportunities for sustainable transport modes have been taken up depending on the nature and location of the site, to reduce the need for major transport infrastructure;
	 Safe and suitable access to the site can be achieved for all people; and
	 Improvements can be undertaken within the transport network that cost-effectively limit the significant impacts of the development
	6.2.5 The guidance advises that, subject to the above considerations, development should not be prevented or refused on transport grounds unless the residual impacts of the development are severe, and that the need to encourage increased delivery of homes and sustainable economic development should be taken in to account.

	Halton Borough Council Policy
	6.2.1 The Unitary Development Plan (UDP) is the current development plan for Halton Borough pending the adoption of the Local Development Framework (LDF). In March 2008 the Secretary of State for Communities and Local Government directed that all but six policies in the UDP would be saved until superseded by the LDF. However, the  transport policies set out in the UDP will remain as current after the Core Strategy is adopted but will ultimately be superseded by emerging Local Development Documents such as the “Transport and Accessibility” Supplementary Planning Document that is being prepared.
	6.2.2 Saved Policy E7 approved the development of a phased strategic inter-modal rail freight park on land at Ditton, provided that it complies with all the stated conditions including:
	6.2.3 This policy will remain in place until superseded by Policy CS8 of the Core Strategy when adopted.
	6.2.4 The proposed development has the potential to utilise the rail network for delivery of material for the site, in line with Policy E7.

	The Core Strategy for Halton’s Local Development Framework (2011)
	6.2.1 This is the central document within the Council’s Local Development Framework which will replace the UDP as a guide to development for the next 15 year period to 2028. The Revised Proposed Submission Document was produced in May 2011, and Schedule of Minor Amendments in September 2011.
	6.2.2 Policy CS4 and paragraph 7.9 identifies the site as a Regional Employment Site.
	6.2.3 Policy CS15 aims to support a reduction in the need to travel, to ensure that new developments are highly accessible and to encourage travel by sustainable modes. In order to achieve this, Halton’s existing Sustainable Transport Network will be protected and improvements to the existing network and the introduction of new sustainable routes and facilities will be encouraged. 
	6.2.4 Paragraph 18.4 identifies that that Key Areas of Change which includes the 3MG site:
	6.2.5 The site is within the 3MG site which proposes improvements to the internal pedestrians and cycle facilities as well as providing links to the external networks. The site therefore conforms to the emerging Core Strategy for Halton.

	Third Local Transport Plan for Halton 2011- 2026 (LTP3)
	6.2.6 The current Halton LTP3 covers the period from 2011 until 2026, and also considers in detail the first four year period. This document sets out transport goals including:
	6.2.7 The LTP3 recognises the 3MG development as a key area for change that will provide new road access and rail sidings, along with the promotion of walking and cycling.

	The Mersey Gateway Sustainable Transport Strategy (2009)
	6.2.8 This document was adopted in August 2009 and sets out the Strategy’s vision in Paragraph 4.1.2 :
	6.2.9 Paragraphs 1.1.7 and 1.2.2-3 state that freeing up capacity on the Silver Jubilee Bridge will create opportunities to improve communication between Runcorn and Widnes by public transport, on foot and by cycle. 
	6.3 Assessment Methodology

	Relevant Guidance
	6.3.1 The IEMA guidelines recommend two rules to be considered when assessing the impact of development on a road link:
	6.3.2 The above guidance is based upon knowledge and experience of environmental effects of traffic and also acknowledges that traffic forecasting is not an exact science.  The 30% threshold is based upon research and experience of the environmental effects of traffic, with less than a 30% increase generally resulting in imperceptible changes in the environmental effects of traffic.  At a simple level, the guidance considers that projected changes in traffic flow of less than 10% create no discernible environmental effect, hence the second threshold as set out in Rule 2.
	6.3.3 Column 3 in Table 2.1 of the IEMA Guidelines set out a list of environmental effects which should be assessed for their significance.
	6.3.4 Definitions of each of the potential effects identified in the IEMA Guidelines are set out below along with explanatory text relating to assessment criteria.  It is on this basis that the assessment in this Chapter has been undertaken.  It is acknowledged at paragraph 2.4 of the IEMA Guidelines that not all the effects listed in Column 3 of Table 2.1 would be applicable to every development.

	Noise and Vibration 
	6.3.5 The environmental implications of noise and vibration arising from changes in traffic flow have been separately assessed in Chapter 9.

	Visual Effects
	6.3.6 The visual effect of traffic is complex and subjective and includes both visual obstruction and visual intrusion. The IEMA Guidelines acknowledge that in the majority of situations the changes in traffic resulting from a development will have little effect.

	Severance
	6.3.7 Severance is the perceived division that can occur within a community when it becomes separated by a major traffic artery. Severance is difficult to measure and by its subjective nature is likely to vary between different groups within a single community.
	6.3.8 In addition to the volume, composition and speed of traffic, severance is also likely to be influenced by the geometric characteristics of a road, the demand for movement across a road and the variety of land uses and extent of community located on either side of a road.  All these factors are considered when determining the likely severance effect.

	Driver Delay
	6.3.9 Where roads affected by new development are at or near capacity, the traffic associated with new development can cause or add to vehicle delays. Delay to drivers generally occurs at junctions where opposing vehicle manoeuvres are undertaken with vehicles having to give or receive priority depending upon the type of junction arrangement.

	Pedestrian Delay
	6.3.10 The delay incurred by pedestrians is generally a direct consequence of their ability to cross roads. Thus the provision of crossing facilities, the geometric characteristics of the road, and the traffic volume, composition and speed are all factors that can affect pedestrian delay and have been considered when assessing this effect.
	6.3.11 It should be noted that the IEMA guidelines advise that in assessing levels of, and changes in, pedestrian delay, assessors do not attempt to use quantitative thresholds. Instead, the Guidelines recommend the use of professional judgement to determine whether pedestrian delay is a significant effect.

	Pedestrian Amenity
	6.3.12 The term pedestrian amenity is broadly defined as the relative ‘pleasantness’ of a journey. It is considered to be affected by traffic flow, speed and composition as well as footway width and the separation/protection from traffic.
	6.3.13 It encompasses the overall relationship between pedestrians and traffic, including fear and intimidation which is the most emotive and difficult effect to quantify and assess. There are no commonly agreed thresholds for quantifying the significance of changes in pedestrian amenity, although the IEMA guidelines suggest a useful study which could be referenced when considering any effect.  These thresholds are replicated in Table 6.1.

	Accidents and Safety
	6.3.14 To establish the effect on road safety along the adjoining road network, Personal Injury Accident (PIA) data has been obtained from Halton Borough Council. The data obtained includes all injury accidents over the most recent five year period available up to 31st December 2011. The data is included in Appendix 6.1.
	6.3.15 The data provides information on the location and severity of PIA’s.  Assessments have considered the injury accident rate and assessed the likely change in the frequency of injury accidents as a result of the proposals.  In addition, consideration has been given to the local circumstances prevailing in particular traffic speed, flow and composition as well as vehicle conflict and pedestrian activity. A combination of these assessments enables a professional judgement to be made regarding the significance of the effect.

	Hazardous Loads
	6.3.16 The Guidelines for the Environmental Assessment of Road Traffic acknowledge, in paragraph 2.4, that most developments would not result in an increase in the number of movements of hazardous or dangerous loads.

	Air Pollution
	6.3.17 Chapter 8 assesses the potential air quality effects of the traffic generated by the proposed facility. 

	Dust and Dirt
	6.3.18 Potential dust and dirt arising from traffic is mainly associated with HGV traffic. The extent of any impact of dust and dirt arising from the construction and post construction phase would be dependent upon the management practices adopted on site. Specifically procedures such as washing down of wheels and sheeting of HGVs likely to shed debris would prevent the occurrence of dust and dirt spreading from the site to the adjoining road network. Such procedures remove the possibility of dust and dirt impacting upon the surrounding road network.

	Consultations
	6.3.19 As part of the EIA scoping stages, an ES Scoping Report was prepared and submitted to HBC on 1st March 2012. A formal scoping process was undertaken and discussions were held with HBC. 
	6.3.20 HBC confirmed that the Scoping Note was acceptable and that a Transport Assessment would not be required to accompany the planning application/environmental statement. Although the Biomass CHP Plant will result in low flows of less than 100 trips per day, it was agreed that it would need to be considered cumulatively with the 3MG developments.  
	6.3.21 The impact of the Second Mersey Crossing Gateway Project would also need to be assessed. The developments required by HBC to be considered within the EIA are:
	6.3.22 The Merseyside Environmental Advisory Service (MEAS) identified the need for a Habitat Regulations Assessment due to the proximity of the development to the Manchester Mosses Special Protection Area site. At their request, further traffic surveys were obtained from the Highways Agency for the M62 motorway between Junctions 11 and 12 for May 2011.

	Methodology 
	Assessment of Significance
	6.3.23 The methodology used in assessing the significance of any particular effect is set out in the paragraphs above.  In order to assess the significance of any effects, the following definitions of potential significance have been exercised:
	6.3.24 Paragraph 2.5 of the IEMA guidelines explains that locations that may be sensitive to changes in traffic conditions can include: people at home, people in work places, sensitive groups such as children, the elderly or the disabled, sensitive locations such as hospitals, churches, schools or historical buildings, people walking or cycling, open spaces, recreational sites, shopping areas, sites of ecological/nature conservation value and sites of tourist/visitor attraction. As set out below, the M60 link is considered to be sensitive to changes in traffic conditions, and has been assessed against the ‘Rule Two’ threshold (“include any other specifically sensitive areas where total traffic flows will increase by 10% or more”) with the other links assessed against the ‘Rule One’ threshold
	6.3.25 Negligible Impact will be very minor loss or detrimental alteration to one or more characteristics, features or elements (Adverse), or very minor benefit or positive alteration of one or more characteristics, features or elements (Beneficial)
	6.3.26 Minimal Impact will be some measurable change in attributes, quality or vulnerability; minor loss of, or alteration to, one (maybe more) key characteristics, features or elements (Minor Adverse); or minor benefit to, or addition of one (maybe more) key characteristics, features or elements (Minor Beneficial)
	6.3.27 Moderate Impact will be loss of resource, but not adversely affecting the integrity; partial loss of / damage to key characteristics, features or elements (Major Adverse); or benefit to, or addition of, key characteristics, features or elements (Major Beneficial).
	6.3.28 Substantial Impact is the loss of resource and / or quality and integrity or resource; severe damage to key characteristics, features or elements (Significant Adverse); or large scale or major improvement of resource quality; extensive restoration or enhancement; major improvement of attribute quality (Significant Beneficial)
	6.3.29 In accordance with this guidance, the assessments are based upon the magnitude of change between the baseline conditions plus development conditions. The sensitivity of the receptor is then identified and professional judgement is used to determine the significance of the effect.  The methodology was used to assess the likely impact along all road links of the adjacent road network, where any development traffic is predicted to route.
	6.4 Baseline Conditions

	Highway Network
	6.4.1 Access to the site is from Desoto Road to the east of the development site via a roundabout junction with MacDermott Road, Desoto Road East and Desoto Road West. This roundabout has recently been remodelled as a six arm roundabout to provide improved access to the recent Tesco Regional Distribution Centre development and Stobart Port Trans-Modal Container Port developments.
	6.4.2 From the Masterplan for the proposed 3MG/Stobart Park development, the Biomass site will be accessed from a proposed new link road connecting the western development area to a new roundabout on to Desoto Road. This will then provide access to the A533 Queensway dual carriageway and A562 Speke Road, which are both subject to 50mph speed limit.
	6.4.3 The western area of the 3MG site is accessed from Foundry Lane which connects to Hale Bank west of the site. This is an access road with footways provided on both sides. It is subject to a 30mph speed restriction, and has street lighting provided. This connects to the wider highway network at the Ditton Roundabout via Ditton Road, which also serves the Ditton Road Industrial Estate and Fairway Trading Park. Ditton Road is subject to a 40mph speed limit east of Hale Road, and 30mph west of the junction.
	6.4.4 The A562 Speke Road continues to the west towards Liverpool, and the A533 links across the River Mersey to Runcorn to the south. 
	6.4.5 Access to the A533 Queensway is from on and off slip roads. For the southbound exit and southbound entry, a priority junction is provided on to Hutchinson Street / Desoto Road East, which passes under the A533. Desoto Road East and Hutchinson Street are subject to a 30mph speed restriction, and are street lit. There is a footway provided on the northern side of the road. 
	6.4.6 To the north of the A533 / site access is the grade-separated Ditton Roundabout. This provides connections to the A562 and B5419 to Widnes. 
	6.4.7 Access to the motorway network is provided via the A5300 Knowsley Expressway to Junction 6 of the M62 to the north. The M62 provides a link between Liverpool and Manchester, and also connects to the M6 providing a north-south strategic link. To the south of the site access to the M56 is provided via the A533 Silver Jubilee (Runcorn) Bridge and the A557 Weston Point Expressway at Junction 12. The M56 also provides a link to the M6 and to south Manchester.

	Facilities for Pedestrians and Cyclists
	6.4.8 Halton has an extensive network of routes dedicated to pedestrians and cyclists, which could connect to the site. National Cycle Route 62, the Trans Pennine Trail, follows the bank of the Mersey along the south edge of the site and the adjacent Tesco Regional Distribution Centre. This provides a traffic free link from the site to the West Bank area of Widnes and to Penketh and Warrington to the east. To the west it links with Hale and Speke on the edge of Liverpool.
	6.4.9 There is a footway link on Desoto Road East and Hutchinson Street which connects to Widnes.
	6.4.10 A shared footway / cycleway link is provided on Ditton Road to the north of the site, which connects to Widnes town centre.
	6.4.11 A further shared footway / cycleway link is provided on MacDermott Road and Desoto Road through the existing site. As part of the proposed 3MG development a shared cycleway / footway will be provided through the site, as well as other pedestrian and cycle links to the surrounding network.
	6.4.12 The nearest bus stops are located on Waterloo Road, approximately 1.2km, or a 15 minute walk from the site.  As part of the 3MG development, there is the potential for extending a bus route in to the site. Table 6.3 summarises the existing local bus services, route and frequency.
	Table 6.3 – Bus Services
	Source: Halton BC 15/2/12
	* Only Monday, Tuesday and Friday
	6.4.13 The bus routes provide a regular service which connects the surrounding residential areas to the site.

	Traffic Flows
	6.4.14 In order to obtain up to date traffic flows along the adjacent highway network, a number of existing traffic surveys have been obtained from the Fairhurst TA for the proposed expansion of Stobart Park/3MG. The observed, future and development traffic flows on the highway network are shown in Figures 6.3 to 6.33
	6.4.15 The following traffic surveys were obtained from the Fairhurst TA:
	6.4.16 The Desoto Road / MacDermottt Road, and the Stobart Port access / Desoto Road junctions were counted over a 24 hour period starting at 00:00 on Monday 28th February 2011, with the remaining junctions counted on Tuesday 1st March 2011 for the peak periods 07:30 – 09:30 and 16:30 – 18:30.
	6.4.17 The peak hour flows at the Ditton Road / A562 Speke Road roundabout has been factored up to 12 hour and 24 hour flows based on the proportions of the Desoto Road roundabout. The weekday 12 hour and 24 hour traffic flows are set out in Table 6.4. 
	6.4.18 TEMPRO (the Trip End Model Presentation Programme) is produced by the Department for Transport and uses a wide range of data so that accurate localised traffic growth projections can be predicted.  As such, the use of TEMPRO, for predicting the growth in existing traffic flows for future baseline traffic assessment years for the proposed Biomass CHP Plant, is considered to provide the most accurate prediction of baseline traffic flows for the proposed Biomass Plant’s peak construction year.  Data from the dataset 6.2 of TEMPRO were used to update observed traffic data obtained from 2011 to predict the likely level of traffic that will use the road network in 2015 as the year of opening, and 2030 as requested by HBC. 
	6.4.19 The 2011-2015 growth rate calculated by TEMPRO for the Widnes area is 1.012 for the AM, PM and 24 hour periods.  The 2011-2030 growth rate calculated by TEMPRO is 1.182 for the AM, 1.183 for the PM, and 1.187 for the 24 hour period.
	6.4.20 For the M62 motorway, growth rates of 1.015 to 2015 and 1.233 to 2030 have been calculated for the Merseyside area.  
	6.4.21 The application of growth rates is applied to all vehicle classifications, thus resulting in their classification proportions remaining the same but their absolute numbers being updated accordingly.
	6.4.22 These growth rates have been applied to the observed traffic flows as set out in Table 6.4. The resulting 2015 and 2030 baseline traffic flows are set out in Tables 6.5 and 6.6.

	 Road Safety
	6.4.23 It is possible to estimate the effects of increased traffic on accidents and safety from existing accident records, national statistics, the type and quantity of traffic generated, journey lengths and the characteristics of the routes in question.
	6.4.24 Personal Injury Accident (PIA) data has been obtained from Halton Borough Council. The data obtained includes all injury accidents over the most recent five year period available up to 31st December 2011. This includes the A562 / A533 Queensway from Speke Road to the Silver Jubilee Bridge, Ditton Road and roundabout including the B5419 Moor Lane South, and the internal roads MacDermott Road and Desoto Road. The study area is shown on Figure 6.2 along with a summary of the PIA’s in terms of their location and severity.
	6.4.25 In total there were 44 PIA’s during the five year period, of which four resulted in serious injury and forty resulted in slight injury. There where no accidents resulting in fatal injuries.  Four injury accidents involved motorcycles, five involved Heavy Goods Vehicles, two involved buses, and four involved pedal cycles. There were no injury accidents involving pedestrians.
	6.4.26 The injury accidents that resulted in serious injuries all occurred in different locations along the study route. One of the serious injury accidents took place at the A533 Queensway at the junction with the southbound off-slip for the A562 and involved a car and motorcycle and road works. Another occurred on the A533 on the West Bank on-slip resulting in a rear end shunt.  A further serious injury accident occurred on the A533 near the Mersey Bridge, where poor lane manoeuvre contributed to this injury accident.
	6.4.27 Two clusters of four or more injury accidents have occurred within the study area. A cluster of five accidents occurred at the A533 off-slip to the Ditton Roundabout. All injury accidents resulted in slight injury accidents and all involved cars. Four of the injury accidents resulted from rear end shunts and one resulted in a driver losing control and mounting the kerb. A cluster of five injury accidents occurred on the A533 near the Silver Jubilee Bridge. All injury accidents were the result of differing contributions, including rear end shunt, poor lane manoeuvre and driving too close to another vehicle.
	6.4.28 Based on the data obtained, the number and location of injury accidents, it is considered that there is no specific accident trend within the vicinity of the site that would require attention.
	6.5 Assessment of Effects

	Site Preparation and Construction 
	6.5.1 Construction is expected to take 24 months starting in 2013 and finishing in 2015. Access to the site will be from the proposed Spine Road to be constructed as part of the Phase 1 infrastructure works for Stobart Park.
	6.5.2 It is anticipated that material would be used from the Stobart development site, which would not result in additional HGV movements on the public highway. However, if it is not feasible for all the material to be from the Stobart site, then it will be necessary to import clean fill material from external source.
	6.5.3 The quantity of fill material required is approximately 27,000m3, which if as a worse case is to be imported from outside the Stobart development, this will result in approximately 3,000 HGV vehicles accessing the site (6,000 two-way HGV movements). This is based on an average HGV load of 9m3, and would result in an average of 45 arrivals per day (90 two-way movements) for a period of 67 days. 
	6.5.4 In addition to these trips, there will be up to five HGV arrivals (10 two-way movements) per day delivering materials to the site during construction of the plant. The construction programme and activities is included in section 4.16 of Chapter 4.
	6.5.5 At the peak period of construction, there will be approximately 90 construction workers on site. If these were all to arrive by individual car, there would be a maximum of 180 two-way movements per day from construction workers.

	Magnitude of Change (construction)
	6.5.6 In terms of the thresholds outlined by the IEMA Guidelines, it suggests that total traffic increases, or increases in the number of HGVs, of less than 30 % would generally result in imperceptible changes in the environmental effects of traffic.  The guidance also suggests that any specifically sensitive areas where total traffic flows are predicted to increase by 10 % or more should be considered in more detail.
	6.5.7 Table 6.7 illustrate that construction traffic associated with the proposed biomass plant would have, based on the worst case scenario for the 24 hour period. 
	6.5.8 Table 6.8 assesses the impact of the construction traffic against the 12 hour (0700-1900) baseline flows.
	6.5.9 From Tables 6.7 and 6.8 it is clear that the construction traffic on the worst case scenario with 45 HGV’s arriving at site during a 12 hour period that the impact will be below the 30% and 10% thresholds set out in the IEMA Guidelines, and therefore will not create any significant environmental effect with a Minor magnitude of change. 

	Operation on Completion
	6.5.10 Estimates of the likely change in traffic movements at Widnes as a result of the proposals have been made from first principles using staff and delivery information associated with the Biomass CHP Plant. 
	6.5.11 It is estimated that during the operational phase of the development, a total of 21 people will be employed on site on a 5 shift cycle. There will be two operational staff on site at any one time per shift plus 10-11 staff dedicated to administration, fuel and maintenance during the day. The staff will be split approximately 1/3 professional/managerial (e.g. engineers), 1/3 skilled (e.g. electricians), and 1/3 unskilled labour. A number of indirect jobs are supported in the transportation of biomass to the site.
	6.5.12 The weekday shift patterns are expected to be:
	 0700 – 1400
	 1400 - 2200
	 2200 - 0700
	6.5.13 The weekend shift patterns will each have two personnel, and are expected to be:
	 0700 – 1900
	 1900 - 0700
	6.5.14 With the assumption that all staff drove in to work separately this would result in a worst case scenario of 24 two-way person movements per 24 hour weekday associated with the staff, plus additional movements due to visitors. It is anticipated that this would be around four movements per weekday.
	6.5.15 The site will be operational for deliveries between 0700 and 1200 on Saturday, also with four HGV movements per hour.
	6.5.16 It is expected that deliveries at the site will be two vehicles per hour, based on a delivery period between 0700 and 1800 Monday to Friday.  There will be an additional three trips per week (six two way movements) associated with removing the ash residue from site. This will result in a 24 hour weekday two-way movement of between 44 and 50 HGV trips on days where the ash residue is removed.
	6.5.17 The peak periods would therefore be between 0630 to 0730 and 1330 to 1430 when the shift changes occur. For the worst case scenario, these peak hours would result in 12 staff arrival or departure, and two staff arrival or departures, along with two HGV deliveries, and potentially one ash removal vehicle. The potential peak trip rate would therefore be 30 two-way trips during an hourly period. However, the operation and site management plan will prevent the ash removal vehicles arriving and departing during the peak period, and therefore the peak flows are likely to be less than this.
	6.5.18 The expected traffic flows for the development have been summarised in Table 6.9 based on a worst case scenario where all staff drive individually to site.
	6.5.19 In summary, it is estimated that the development will generate less than 100 two-way vehicle movements per weekday. 

	Trip Distribution
	6.5.20 All site vehicle movements will be required to use the Desoto Road roundabout to access and egress the site. This roundabout provides access to the south via the A533 Queensway, east in to Widnes from Desoto Road East / Hutchinson Street or to the north and west via the A533 Queensway and Ditton Road roundabout.
	6.5.21 The trip distribution on to the highway network has been taken from the original planning approval for the site, as used within the Transport Assessment produced by Fairhurst for the Stobart 3MG development. The vehicle trips were distributed using the Great Britain National Freight model, and was approved by the Highway Authority.
	6.5.22 The Mersey Gateway Project is a major scheme to build a new six lane toll road between the towns of Runcorn and Widnes to relieve the congested Silver Jubilee Project. For the assessment in 2030, all HGV traffic was assumed to use the new Mersey Crossing constructed as the Mersey Gateway Project rather than the Silver Jubilee Bridge. However, it should be noted that the delivery of material will be dependant on the locations of the suppliers.

	Cumulative Developments
	6.5.23 In line with current practice, it is necessary to consider the cumulative impact of other consented developments. Following comments after submission of the Scoping Report, the following developments have been requested to be included within the EIA:
	6.5.24 The site is located within the 3MG Stobart Park site, which has consented approval for around 125,000m2 of B8 storage and distribution, the TA to support the 3MG development also considered the following consented developments:
	6.5.25 These developments have been considered within the 3MG TA, and therefore have not been individually included in this assessment to avoid double counting the impact of these when considering the 3MG development.
	Mersey Gateway Project
	6.5.26 The Mersey Gateway Project (MGP) provided a Transportation Chapter within the Environment Statement. This described the current performance of the transport networks in and around the Borough of Halton, and the effect of the Mersey Gateway Project on that performance.
	6.5.27 A Mersey Gateway Traffic Model (MGM) was set up to assess the impacts of the Mersey Crossing upon the highway network. The MGM was based upon extensive surveys to create a base year, in accordance with the DfT guidance current at the time. Traffic flow forecasts for the opening year 2015 and design year 2030 were produced incorporating predicted traffic growth and future developments.
	6.5.28 A Local Model Validation Report was produced to accompany the MGM, which identified the 3MG site (previously referred to as Ditton Strategic Rail Freight Park) as providing 35,000m2 of B8 warehousing, plus 400,000m2 of rail served buildings. The consented development, as set out in the Fairhurst TA was for 126,266m2 of B8 storage and distribution.
	6.5.29 It is acknowledged within the MGP ES Chapter that the 3MG development is an important project to ensure the area achieves its potential as a leading multimodal freight facility, and is a key employment development.
	6.5.30 With regard to the MGM, Paragraph 16.5.5 of the MGP ES accepts the use of the latest traffic growth forecasts produced by the Department of Transport in April 2011. That guidance includes the latest regional assumptions in relation to traffic growth in housing numbers, population, employment and major development based on returns from local authorities, and therefore the revised traffic growth forecasts “thus reflect changes to local development potential such as 3MG”.
	6.5.31 The consented 3MG TA provided a trip rate based on the existing Tesco Distribution Centre located on site. The Tesco flows and trip rates are summarised in Table 6.10, with the appropriate distribution flows for the consented 3MG development and the Biomass CHP Plant flows. As the MGM flows for the 3MG site are not known, the consented trip rates have been applied to the original Ditton Strategic Rail Freight Park proposal used for the MGM to compare the potential differences in flows.
	6.5.32 Table 6.10 demonstrates that the total development site including the Biomass Plant has a cumulative trip generation less than the original development proposals considered within MGM.
	6.5.33 Para 16.4.1 of the MGM ES determines that the traffic forecasts include:
	6.5.34 As the original 3MG development included within the MGM was for a larger scale development than has been consented, it is considered that the impact of the biomass proposal has been considered within the EIA for the Mersey Gateway Project, and therefore this EIA will not require a separate assessment to include the MGP. However, to ensure a robust assessment, the flows set out in the 3MG Transport Assessment have been included as cumulative development.
	Anaerobic Digestion Plant
	6.5.35 This development is for an Anaerobic Digestion (AD) Facility on the PDM Granox site off Desoto Road, which would be capable of treating up to 90,000 tonnes per year of solid and liquid food waste materials. It is expected that this development will result in an additional 50 daily HGV movements per day, with up to a worst case scenario of 60 staff movements. 
	6.5.36 The site will operate a shift system for staff, and the management plan of the development will ensure that no HGV trips are undertaken during the peak highway hours. For the purposes of this assessment, the 12 hour flows have been considered, with the distribution based on the 3MG distribution. The development flows are summarised in Table 6.11.
	Ineos Chlor Energy from Waste, Runcorn
	6.5.37 This development is for an energy from waste (EfW) facility at Runcorn which will receive up to 480,000 tonnes per annum of waste deliveries to site. The TA produced in December 2010 for this development was obtained in order to determine the amount of flows generated by this development. The TA considered two scenarios:
	 80% of HVG’s via Silver Jubilee Bridge; and
	 65% of HGV’s via Silver Jubilee Bridge
	6.5.38 These two scenarios resulted in a 24 hour two way movement of 240 light vehicles and 308 HGV’s using the bridge for Scenario 1, and 166 light vehicles and 134 HGV’s for Scenario 2. The daily flows on this section of road was predicted to be 84,543, resulting in less than 1% increase in traffic.
	6.5.39 It is considered that the growth rates applied to the base traffic includes for trips from this development. Therefore the impact of this development will be very minor.
	Magnitude of Change (operation)
	6.5.40 Table 6.12 illustrates the traffic associated with the proposed biomass plant on the local network in 2015, with the additional consented development trips considered within this Chapter and shown in Table 6.11.
	6.5.41 Table 6.13 assesses the impact of the development and consented traffic against the 12 hour (0700-1900) baseline flows.
	6.5.42 These results demonstrate that the proposed development will have a minimal impact on the highway network, with the maximum increase on the base flows being on Desoto Road West with an increase of 12.3%. There are also increases in HGV flows of around 17% on Queensway eastern slip road, and the A562 Speke Road eastern slip road. However, these are below the 30% threshold set out in the IEMA Guidelines for assessments and therefore the development will have a Minor magnitude of impact.
	6.5.43 The consented developments did not consider the impact on the M62 motorway in relation to the location of the Manchester Mosses, east of Junction 11. However, the MGP ES did consider the M62 west of Junction 7, as shown in Tables 16.17 and 16.25 for the 2015 and 2030 assessments for the AM and PM peak hours only. The impact of the MGP from the ES is summarised in Table 6.14. For the assessment purposes, the impact at Junction 7 of the M62 from the MGP is considered to be the same as east of Junction 11. It was noted that the MGP scheme will result in a redistribution of traffic using the M62, with a reduction in flows at this location in the pm peak.
	6.5.44 To ensure a robust assessment it has been assumed that all development traffic at the Biomass CHP Plant is routed along the M62. The 3MG development proposed all HGV traffic to use the Second Mersey Crossing and therefore this has not been considered at this location. 
	6.5.45 It is clear from Table 6.14 that the cumulative impact of the proposed development with the Mersey Gateway Project will have minimal impact on the M62. At less than 1% increase, the impact is below the 10% threshold set out in the IEMA Guidelines for assessments at sensitive locations and therefore the development will have an imperceptible change in the environmental effects of traffic at the Manchester Mosses no significant effect.

	Environmental Effects
	6.5.46 This section considers the Significance of Effect from both the construction and operational phases of the development.

	Noise and Vibration
	6.5.47 The environmental implications of noise and vibration arising from changes in traffic flow have been separately assessed in Chapter 10.

	Visual Effects
	6.5.48 Development related traffic would route via existing roads, which already carry existing traffic including HGVs. The site is located adjacent to the strategic road network and will avoid built up or sensitive areas. 
	6.5.49 The proposals are not predicted to alter the overall composition of daily traffic flows and HGV proportions are predicted to remain at relatively similar levels.  The significance of the effect upon visual impact of traffic is therefore considered Negligible.
	6.5.50 It is considered that the significance of the effect on visual effects during the construction phase would be Negligible especially if the import of fill material to the site will be from the Stobart Park development. 

	Severance
	6.5.51 Severance is only likely to occur on highly trafficked roads and result from the perceived division the road and traffic creates between either side. There are no communities within the 3MG site, whilst there are pedestrian links between the site and Widnes. The 3MG internal layout is designed to ensure that there is permeability through the site for pedestrians and cyclists, and therefore the significance of the effect on severance would be Negligible. 

	Driver delay
	6.5.52 Operational assessments have been undertaken at the following junctions for the AM and PM peak hours using the TRL ARCADY6 roundabout junction assessment software;
	 Ditton Road / A562 Speke Road / A533 Queensway roundabout;
	 Deseto Road / MacDermott Road / Tesco access roundabout;
	6.5.53 These have been based on the existing base traffic flows with Biomass development, opening year base flows with the proposed 3MG development traffic flows with Biomass development for 2015. For the 2030 assessment, the Ashley Way West and Speke Road roundabouts will be significantly modified as part of the Mersey Crossing scheme and have not been tested. This is in line with the Stobart 3MG Transport Assessment.
	6.5.54 The Desoto Road roundabout has been assessed with the proposed 3MG development, Mersey Gateway Crossing and Biomass development included in 2030, for the development and highway peak hours.
	6.5.55 Table 6.15 summarise the results of the observed, 2015 and 2030 ARCADY assessments for the Desoto Road roundabout with the proposed and consented developments. The ARCADY assessments are included in Appendix 6.2. 
	Source: ARCADY assessments
	6.5.56 These results demonstrate that the Desoto Road junction will operate within capacity in 2030 with the full and committed developments.
	6.5.57 The results for the Ditton Road/A562 Speke Road / A533 Queensway roundabout are summarised in Table 6.16 for the ARACDY assessments for observed flows, and 2015 with the proposed and consented developments. The ARCADY assessments are included in Appendix 6.3
	Source: ARCADY assessments
	6.5.58 These results demonstrate that the junction will operate within its capacity with minimal queues and delay during the peak highway hours, and with the peak development traffic included.  No vehicle is expected to experience delay at either junction of over a minute. Therefore it is considered that any impact on traffic will be Negligible.

	Pedestrian Delay and amenity
	6.5.59 Delay to pedestrians in terms of road traffic is generally a function of being able to cross the road.  Studies have shown that pedestrian delay is perceptible or considered significant beyond a lower delay threshold of 10 seconds, for a link with no crossing facilities.  A 10 second pedestrian delay in crossing a road broadly equates to a two-way link flow of approximately 1,400 vehicles per hour.
	6.5.60 The maximum hourly traffic flow along the proposed access road in the 2030 scenario is predicted to be 15 two-way vehicle movements per hour in the AM peak. The impact on pedestrian delay will be Negligible.
	6.5.61 The Mersey Gateway Project will be providing improved pedestrian facilities, which will reduce the impact of the proposed development on pedestrian delay on the surrounding network.
	6.5.62 The construction phase of the development will coincide with the 3MG redevelopment, where pedestrian demand will be for construction workers only. Therefore there will be no delay to pedestrians within the 3MG site. The effect is therefore considered to be Negligible.

	Accidents and Safety 
	6.5.63 Personal Injury Accident (PIA) data has been obtained from Halton Borough Council. The data obtained includes all injury accidents over the most recent five year period available up to 31st December 2011. This includes the A562 / A533 Queensway from Speke Road to the Silver Jubilee Bridge, Ditton Road and roundabout including the B5419 Moor Lane South, and the internal roads MacDermottt Road and Desoto Road.
	6.5.64 There were no injury accidents on identified on Desoto Road during the five year period, and no accidents identified on the Queensway northbound slip road.
	6.5.65 It is clear that the development will result in very small increases in traffic on the highway. Therefore it is considered that the development would have a Negligible significance of the effect on Accidents and Safety during the operational phase.
	6.5.66 With the construction of the Second Mersey Crossing, there will be a significant reduction in traffic on these roads, with improved provision for cyclists and pedestrians. This development would therefore further reduce the effect of the significance of the development on Accidents and Safety.

	Hazardous Loads
	6.5.67 The Guidelines for the Environmental Assessment of Road Traffic acknowledge, in paragraph 2.4, that most developments would not result in an increase in the number of movements of hazardous or dangerous loads. 
	6.5.68 It is proposed that hazardous loads containing urea and lime would be transported to the site in specialist sealed containers. This will be a total amount of approximately 376 tonnes per year for Urea, and 322 tonnes per year for Lime. These will be stored on site in 40m3 and 20m3 storage tanks respectively. This will result in approximately 30 trips per year (60 two way trips), less than one trip per week.
	6.5.69 There will also be three trips per week associated with removal of the waste ash and Air Pollution Control (APC) residues. The APC residues are classified as hazardous waste and are removed from the site by purpose-designed, sealed containers.
	6.5.70 It is considered that the significance of the effect on hazardous loads during the operational phase would be Minimal.
	Air Pollution
	6.5.71 The potential effects of the traffic generated upon air pollution and air quality is set out in Chapter 8.

	Dust and Dirt
	6.5.72 Dust and dirt arising from traffic is mainly associated with HGV traffic undertaking particular activities and generally results from the spread of existing dust and dirt on roads or following movement along unsurfaced roads.
	6.5.73 It is recognised that some construction sites can result in dust and dirt being transported onto the highway. 
	6.5.74 It is considered that the significance of the effect on dust and dirt during the construction phase would be Negligible.

	Rail Freight
	6.5.75 Immediately to the north of the application site is the existing rail freight terminal operated by Stobart Group. The terminal is connected to the Liverpool Branch of the West Coast Mainline (WCML) and also offers access to the to the Ditton-Warrington line, which provides connections to Trans-Pennine routes and Scotland.
	6.5.76 Capacity
	6.5.77 The existing rail terminal/port can currently accommodate up to 12 container trains per day, each carrying approximately 43 HGV loads, creating potential to accommodate the equivalent of 516 HGV loads by train per day to units within Stobart Park. The adjacent Stobart Park proposals include the construction of an additional rail siding. The Stobart Port freight terminal will be capable of accommodating up to 16 trains per day, creating increased potential to transport the equivalent of 688 HGV loads by train per day to units within Stobart Park.
	6.5.78 A Rail Report was produced by Prologis UK Ltd for a single rail storage and distribution facility at nearby rail sidings located at HBC Field, Halebank Road in Widnes. This concluded that the West Coast Main Line has sufficient capacity to accommodate an additional 16 trains per day if required. The HBC Field development would require only 12 trains per day, which demonstrates that there is available capacity on the existing West Coast Main Line to allow for biomass material to be delivered by rail.
	6.5.79 The equivalent of 24 trucks of fuel per 24 hr-day (5 days per week) required to operate the biomass is a small proportion (c.3.5%) of the overall future capability of the Stobart Ports facility and therefore could be accommodated with reasonable ease. Transporting biomass by rail offers considerable opportunity to deliver large volumes of biomass, not available locally, to the plant, reducing the number of HGVs using the road network and lowering carbon emissions. Rail transport of biomass is only likely to be a viable alternative to road transport over longer distances (approx 150 miles). Biomass material would need to be delivered by road to existing rail terminals elsewhere in the country for onward transfer to 3MG. 
	6.5.80 Potential for Rail Transport
	6.5.81 Given the close proximity of the proposed development to the rail freight terminal there is the potential for the fuel for the biomass CHP plant to be transported to the site by rail.  The rail terminal operates 24 hours a day, 5 days per week with secure storage for over 6,000 containers. Upon arrival at Stobart Port, the final transport leg for fuel arriving by rail would include shunting trucks to transfer goods to the biomass plant via the private internal road network. Stobart Developments Ltd has excluded the roads from public adoption to specifically allow this process. Vehicles transferring wood fuel from the terminal to the plant would not therefore need to travel on the public highway. Transporting biomass by rail offers considerable opportunity to deliver large volumes of biomass to the plant, reducing the number of HGVs using the road network and lowering carbon emissions. Rail transport of biomass is only likely to be a viable alternative to road transport over longer distances (approx 150 miles). Biomass material would need to be delivered by road to existing rail terminals elsewhere in the country for onward transfer to 3MG. 
	6.5.82 The proposal is for fuel to be supplied to the biomass plant via Stobart Biomass, who as part of the Stobart Group, operate a major logistics business including a series of successful rail freight routes across the UK.
	6.5.83 Locating the biomass CHP plant on Stobart Park was primarily a function of the availability or access to suitable heat loads however, its location adjacent to the rail terminal does provide an opportunity for fuel (sourced from elsewhere in the UK) to be delivered to the site by rail. It is the intention that as much of the recovered and virgin wood fuel required by the Biomass CHP plant is sourced locally to reduce the amount of local waste that would otherwise be sent to landfill, reduce transport costs and also to minimise associated transport emissions. Sourcing wood locally will mean that road based transport is the only practical and economical method of transporting the fuel and therefore this is likely to be the principal means of delivering the fuel to the site.
	6.5.84 As is set out in the Carbon Assessment report the emissions resulting from road based transport of wood fuel are very small in comparison to the carbon savings which will be achieved by the biomass CHP plant through the exported electricity and heat replacing conventional energy generation and avoiding greenhouse gas emissions from the waste wood which would otherwise be landfilled.
	6.5.85 In terms of wastes produced from the site requiring removal this includes bottom ash and fly ash and would involve in total only 3 HGV loads per week. Bottom ash and fly ash would be sent for treatment for further use in road construction or landfilling at suitable locations licensed to receive such wastes.  As the quantities of both bottom and fly ash are so, relatively, small rail transport of these materials would not be economically viable.
	6.5.86 Notwithstanding the potential for rail transport this chapter considers as a worst case scenario that all material is transported to site by road, and no reduction in trips has been undertaken in respect of rail linkage to ensure a robust assessment. 
	6.6 Design response and Mitigation
	6.6.1 Site Preparation and Construction
	6.6.2 A Construction Environmental Management Plan will be prepared which sets out the measures which will be undertaken on site to reduce the impact from construction traffic, and the site engineer will monitor dust and dirt emissions on a daily basis.  Specifically, all HGVs will be sheeted to ensure loads are not spilled and there will be a wheel wash facility to ensure all dust and dirt is removed prior to routeing on to the highway network.  
	6.6.3 It has been stated above that measures will be put in place for the control of dirt and dust around the site access during the site preparation and construction phases.
	6.6.4 The Construction Environmental Management Plan will ensure that the construction will have agreed operational times to reduce the impact on the surrounding area.
	6.6.5 Operation
	6.6.6 Although the above assessments demonstrate that there is unlikely to be any significant environmental effects during the operation of the of the Biomass CHP development, a Traffic Management Plan (TPM) will be drawn up and agreed with the Highway Authority. This will set out approved access routes and restrictions, and timing of deliveries / removal of materials to ensure that vehicles do not use inappropriate routes, or create any unnecessary delay on the highway network by arriving and departing at peak highway periods.
	6.6.7 To further reduce the traffic effects associated with the development, staff will be encouraged to car share or use sustainable means of travel. The proposed road providing access to the development will have footway provision connecting to the proposed Desoto Road layout, and the existing footway / cycleway link at Ditton Road to Widnes town centre.
	6.6.8 The 3MG development will be designed to improve the pedestrian and cycle connectivity through the site, which the Biomass CHP development will link in to. This will include pedestrian connections to the existing bus stops on Waterloo Road, and to the National Cycle Route 62 Trans Pennine Trial.
	6.6.9 All hazardous loads will be transported by purpose designed, and sealed containers to minimise the impact.

	6.7 Residual Impacts
	6.7.1 Although the enhancement measures described above are not required to reduce the level of significance with respect to the effects identified, they are included as measures to manage and control the residual effects resulting from the development. Table 6.17 contains a summary of the likely significant impacts of the proposed development.

	6.8 Summary and Conclusions 
	6.8.1 The transport impacts of the proposed development have been assessed in accordance with the guidance set out in the IEMA publication Guidelines for the Environmental Assessment of Road Traffic (Guidance Note No.1) for site preparation, construction and operation.
	6.8.2 The assessments undertaken have demonstrated that the proposal would increase daily traffic flows by a maximum of less than 6% outside of the 3MG site. These assessments established that such increases are unlikely to create any perceptible effect upon the road network. The environmental assessments undertaken have demonstrated there will be no significant delay, impact on pedestrian amenity, accidents and safety, hazardous loads, air pollution or dust and dirt.
	6.8.3 Traffic generated during the construction and operation of the proposed Biomass CHP Plant would be minimal, and therefore it is considered that there would be negligible environmental effects as a result of the proposed Biomass CHP Plant.
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