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Transport Technical Note – Stage 1 Consultation 
1 Introduction 

1.1 This Technical Note has been prepared by WSP | Parsons Brinckerhoff (WSP | PB) and 
Intermodality in order to accompany the submission of the Stage 1 Non Statutory 
Consultation material as part of the draft proposals for the  West Midlands Interchange 
(WMI) Strategic Rail Freight Interchange (SRFI). 

1.2 Within this Technical Note, WSP | PB have dealt with all non rail transport matters whilst 
Intermodality have set out the rail issues. 

1.3 A number of specific topic headings have been identified through discussions within the 
WMI professional team and with Stakeholders, primarily the highway authorities.  These 
are set out below and form the basis of the Technical Note.  

1.4 The transport review of the proposed SRFI has been undertaken on the basis of the 
Illustrative Masterplans for the West and East Rail Terminal Options. 

1.5 Figure 1 shows the location of the site together with the surrounding transport 
infrastructure. 

2 Transport Characteristics of Strategic Rail Freight Interchanges 

2.1 An SRFI falls within the definition of a Nationally Significant Infrastructure Project (NSIP) 
as defined in the Planning Act 2008 and an application will therefore be made in due 
course for a Development Consent Order (DCO). 

2.2 An SRFI is a multi-modal rail freight interchange and distribution centre linked to both the 
rail and primary road network.  It includes the provision of; a rail/road intermodal terminal 
which handles containers and would be open to all businesses and rail served 
warehousing.  Such facilities distribute goods to both local and national market places 
and, as a consequence, there is a need for these facilities to be located in proximity to the 
trunk road and motorway network for onward distribution of goods.   

2.3 There is recognition in the National Policy Statement for National Networks (NPS) of a 
need for a network of SRFIs throughout the UK in order to allow them to operate to their 
full potential and to achieve the full level of rail freight movement growth.  Whilst the 
recession has slowed SRFI growth in previous years, this has now gained pace given the 
expansion and success of the DIRFT facility in Daventry and the promotion of a number 
of other sites around the country. 
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2.4 An SRFI has considerable potential to generate employment. The floor area provided by 
these facilities does not consist of empty sheds full of stored products. They are busy 
hubs with large numbers of employees carrying out a range of activities from manual to 
managerial, all aligned to the distribution of goods.  A key point to recognise is that SRFIs 
operate with different travel characteristics to typical B8 logistic parks and this will need to 
be recognised during the assessment process. 

2.5 The main objectives of Government policy for SRFIs as set out in the NPS are to optimise 
the use of rail in the freight process by maximising rail trunk haul and seeking to minimise 
the secondary distribution of goods by road by co-locating distribution and freight 
activities. SRFIs provide a key element in reducing the cost to business of moving freight 
by rail and are important in facilitating the transfer of freight from road to rail.  This 
therefore reduces trip mileage of freight movements on both the national and local road 
networks. The transfer of freight from road to rail has an important part to play in a low 
carbon economy and in helping to address climate change.  Reliance on the existing road 
based approach to logistics and rail freight interchanges would see road delays to the 
movement of goods continue to increase.  

2.6 As a result the development of SRFIs and a growing rail freight network should result in 
the removal of HGV movements from the national road network as more goods are 
moved by rail.  However, with freight being handled at the SRFI there will be a localised 
traffic impact as HGVs will be used for the final distribution of goods, the collection of 
loads for dispatch by rail and there will be traffic generated by the local employment.    

2.7 The SRFI will operate for 24 hours a day seven days a week.  This means that there 
could be associated HGV movements throughout the week.  Generally the pattern is for 
uniform volumes between 0700 and 1900 with a lower level of activity at other times. 

2.8 There tends to be two employment components, namely; office workers with conventional 
office hours and shift workers who conventionally work over the following three periods; 
0600-1400, 1400-2200 and 2200-0600.  As a result, the employment traffic generation is 
spread out over a number of hours. 

3 Transport Case for Site Location 

3.1 In order to establish a viable SRFI a suitable site needs to have sufficient size to 
accommodate the train movements and a considerable volume of warehousing both in 
terms of number of units and a mix of small to large buildings.  It is also desirable if the 
site is relatively flat in order to enable the rail design.  This generally means that it is 
advantageous if sites are located where there has been little development which can 
constrain the layout.  

3.2 The site benefits from being bisected by the West Coast Main Line (WCML), the single 
most important corridor for non-bulk rail freight in Great Britain, which forms a key 
component of the Government’s plans to create a network of strategic rail freight 
interchanges  capable of being served by the longest and largest freight trains. 

3.3 In this regard, the WCML passing the site is already electrified (allowing access to more 
powerful and efficient electric locomotives) and cleared to the tallest W10 loading gauge, 
able to carry high-cube (2.9m / 9’6” high) containers. The Rugby – Birmingham – Stafford 
branch of the WCML passing the site carries a lower level of rail traffic than the alternative 
route via Rugeley, improving prospects for securing paths for freight trains to, from and 
through WMI.  

3.4 Given the volume of HGVs which will use a SRFI and the need to create an efficient 
freight operation which can operate on a 24/7 basis, any suitable site should be located 
close to the Strategic Road Network. 
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3.5 At the same time, given the operational characteristics, it is preferable for there to be a 
limited amount of frontage development and minor accesses between an SRFI and the 
Strategic Road Network.   

3.6 It can be seen that the WMI site is well placed to meet the characteristics of an SRFI.  It is 
located at the intersection of the Strategic (Rail) Freight Network (the West Coast Main 
Line) and the Strategic Road Network (M6), the former offering all the core requirements 
for an SRFI (775m length trains, W10 loading gauge and electrification). The location is 
ideal for national distribution via connecting Strategic Freight Network and Strategic Road 
Network routes given the location of WMI in the centre of the country, as well as regional 
distribution to surrounding population centres in the West and East Midlands, North West 
and Wales. The site itself offers scope for a significant critical mass of rail-served 
floorspace, integrated around rail freight interchange facilities for intermodal and 
conventional wagon traffic. 

3.7 Given the requirements set out above, WMI is in an excellent location as the West Coast 
Main Line runs through the site and it has direct frontage onto the A5 and A449 trunk 
roads and is within 500m of Junction 12 of the M6. This means that HGVs can easily 
access the M6 and also have a second means of access along the A449 to the south and 
west. 

3.8 There are also a minimal number of properties with direct frontage to the A5 as the site is 
so close to Junction 12 of the M6. 

4 Local Transport Conditions 

 Rail 

4.1 As noted above, the site is located on the Rugby – Birmingham – Stafford branch of the 
WCML, which is electrified throughout (with 25kV ac overhead catenary) between London 
and the Scottish Central Belt and is cleared to W10 loading gauge. The main line is of 
double-track formation (Up Penkridge line towards London and Down Penkridge Line 
towards Stafford) with maximum line speeds of between 110 and 125 mph. An additional 
passing loop for freight trains (Four Ashes Up Goods Loop) runs parallel to the main line 
at this point. Train movements are controlled from Network Rail’s West Midlands 
Signalling Centre (Wolverhampton workstation) in Saltley. 

4.2 The main line connects two major rail freight yards at Bescot (11 miles to the south) and 
Crewe (32 miles to the north), providing suitable locations to recess freight trains awaiting 
onward paths to and from the south and north respectively. Key connecting facilities 
include the ports of Felixstowe (206 miles via London), Southampton (162 miles via 
Oxford), London Gateway (160 miles via London) and the Channel Tunnel (196 miles via 
London) to the south, and Mossend Eurocentral (266 miles) and Grangemouth (285 
miles) to the north. All these locations are sufficiently distant for rail to be viable for freight 
trains making a single round trip every 1-2 days. 

4.3 Network Rail’s timetable for the West Coast Main Line passing WMI currently has paths 
for some 207 trains per day, compared to the busier stretch of the West Coast Main Line 
via Rugeley which currently has paths for around 330 trains per day.  

4.4 Of the 207 train paths passing WMI, 37 are for freight trains, 14 of which operate on most 
days with the balance operating less frequently on an as-required basis. 9 of the 37 
freight train paths relate to coal trains to and from power stations at Ironbridge and 
Rugeley, both of which are in the process of being shut down, releasing paths for other 
train services. By comparison, WMI is anticipated to start with up to 4 trains per day, 
increasing to around 10 trains per day at maturity. 
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 Road Network 

4.5 The M6 is the major road in the area as it serves the north and south of the UK and the 
M6 Toll is approximately 2 miles to the south.  The A5 is a trunk road from the M6 
Junction 12 which connects to the A449 trunk road at Gailey and then the A449 continues 
south to the M54 Junction 2 which provides access to the west and south to Birmingham.  
All these roads are part of the Strategic Road Network and Highways England (HE) is the 
relevant highway authority and they are shown on Figure 1. 

4.6 To the east, the M6 Junction 12 is a large conventional grade separated roundabout with 
four approach arms and no traffic signals.  
 

4.7 The A5 from the M6 to Gailey is a single carriageway road with a 50mph speed limit 
enforced by speed cameras.  Some direct frontage access is available to a small number 
of properties from the A5. The A5 and A449 form a roundabout junction known locally as 
the Gailey Roundabout which has development on three corners with individual accesses 
near the junction itself. 

4.8 South from the Gailey Roundabout, the A449 is a rural dual carriageway subject to the 
national speed limit of 70mph.  It has a small number of at grade junctions which are a 
combination of priority controlled, roundabouts and traffic signals and some direct 
accesses to properties.  At the M54 Junction 2 there is a large signal controlled grade 
separated roundabout which has recently been upgraded as part of the i54 Development. 

4.9 To the south of the site Station Drive runs from the A449 through Four Ashes before 
continuing as Vicarage Road over the M6 and forming a traffic signal junction with the A5 
to the east of the M6 Junction 12.  Station Drive is a single carriageway which is subject 
to a 30mph speed limit through Four Ashes but then is subject to the national speed limit 
of 60mph.  As the road approaches Four Ashes it passes under the West Coast Main Line 
(WCML).  This bridge has a restricted headroom of 3.7 metres which precludes its use by 
most HGVs. 

4.10 A review of 2010-2014 Personal Injury Accident data has been undertaken focusing on 
the surrounding local network. The review has looked for any existing accident hotspots 
that could indicate highway safety or layout concerns.  Figure 2 shows the local highway 
network and the number of accidents at key junctions and locations around the site.  This 
figure demonstrates that there are no unusual accident patterns, with very few serious or 
fatal accidents identified by the review. 

4.11 Figure 3 sets out the current daily traffic volumes on the A5 and A449 in the vicinity of the 
site.  They show that traffic flows using the highway surrounding the site are of a level that 
is typical of their nature and classification.  During peak times, traffic flows are around 
10% of the overall daily volume which is reflective of national averages.  From reports and 
observations to date, the roads in the area generally appear to operate acceptably for 
most of the time with traffic flowing along the main roads.  Some queues have been noted 
at the Gailey Roundabout at peak times and there have been reports of difficulty 
accessing the main roads from side roads. 

4.12 Recent developments and planning consents have come forward within the local area, 
primarily the consent at the Bericote Site for B8 Warehousing and, further afield, the i54 
scheme located adjacent to Junction 2 of the M54.  As part of these consents the 
developments have committed to undertake or contribute to transport works which will 
mitigate their impact. 

4.13 The introduction of WMI will have an impact on local traffic volumes but initial reviews of 
current junction operation reveal that the M6 Junction 12 operates within capacity.  It is 
anticipated that with some minor mitigation it should also be possible to ensure that other 
local junctions and links will also operate acceptably once WMI is operational.  
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4.14 The local highway network will be the subject of detailed analysis in order to assess the 
future operation of the road network with the development in place.  If necessary, 
mitigation measures will be identified in order to address any issues raised by the 
increase in traffic. 

4.15 Highways England are committed to constructing a link road in 2019 from the M54 to the 
M6 Toll.  It is likely that this road will reduce traffic on the A449 and A5 which would be a 
benefit to existing residents and motorists and also facilitate movements associated with 
WMI.    

 Public Transport, Pedestrian & Cycle Facilities 

4.16 There are two bus routes between Stafford and Wolverhampton which operate along the 
A449.  They both stop immediately opposite Gravelly Way, the existing access into the 
site. These currently provide a combined 30 minute frequency during the day, offering non 
car accessibility to the site in general.  There is a further service which provides additional 
buses in the peak periods only.  Figure 4 provides further details. 

4.17 The nearest railway station is at Penkridge, approximately 4km from the site.  Services to 
Wolverhampton, Birmingham, London Euston (south) and Stafford and Manchester 
(North) are provided from here.  Generally, around 3 trains in each direction per hour 
serve this railway station throughout the main part of the day with up to 4 trains per hour 
provided in each direction during the morning and evening peak commuting periods. 

4.18 There is one existing public right of way (PRoW), a footpath, which passes through the 
site itself.  It enters the site from the A449, approximately 400m south of the Gailey 
Roundabout, crosses the railway and continues to Croft Lane.  The site is bisected by the 
Staffordshire and Worcestershire Canal with its towpath which is classified as a “Traffic 
Free Cycle Route” and is generally unsurfaced.  Adjacent to the site there is a mapped 
cycle route along the A449 from the M54 to Penkridge. 

4.19 By linking the A449 route with the canal towpath and with potential improvements it 
should be possible to provide a good quality cycle and pedestrian route into and through 
the site.  

5 Rail Access to Site 

5.1 On-site rail freight interchange facilities at WMI would be compatible with full-length 
(775m) intermodal and conventional wagon freight trains, as well as shorter (240m) 
express freight services, hauled by diesel or electric locomotives.  

5.2 Reception sidings alongside the main line, connected to both directions of travel, would 
hold freight trains between arrival, processing and departure 

5.3 An intermodal terminal on site would be operated by multiple overhead gantry cranes 
and/or reach stackers as required, transferring containers and other intermodal units 
between road and rail vehicles and an intermediate storage area. The internal estate road 
network will link all the warehousing floorspace to the intermodal terminal and to the 
Strategic Road Network, allowing occupiers and surrounding companies to be served by 
the rail freight interchange facilities. 

5.4 The quality of rail access and the scale of the site means that it will be possible to provide 
direct rail connection to a number of warehouses, albeit most occupiers at existing SRFI 
currently prefer to rely upon access to and from shared-user or dedicated intermodal 
terminal facilities.   
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6 Road Access to Site 

6.1 As both the A5 and the A449 form part of the Strategic Road Network falling under the 
jurisdiction of Highways England the implications of the use of existing junctions and the 
introduction of new junctions to serve development proposals from the A5 and A449 need 
to be discussed with this stakeholder.  Advice on providing access from the Strategic 
Road Network is provided within the Department for Transport Circular 02/2013 “The 
Strategic Road Network and the Delivery of Sustainable Development”.  

6.2 The presumption of Highways England is that new junctions or direct means of access 
from motorways will not be permitted unless essential for the delivery of strategically 
planned growth. This proposal does not seek to achieve direct access from the M6 or the 
creation of a new junction with the M6.   

6.3 Highways England adopts a graduated and less restrictive approach to creating new 
junctions or intensifying the use of existing points of access to non motorway routes.  
There is a presumption in favour of the use of existing junctions rather than the creation of 
new junctions.  However the need to facilitate growth and the role highway accesses play 
in achieving development is also important. 

6.4 Vicarage Road is a local road and is the responsibility of Staffordshire County Council as 
Local Highway Authority. The Local Highway Authority does not have specific design 
guidance for the creation of new junctions serving commercial development sites. It is 
therefore necessary to consider the Design Manual for Roads and Bridges when 
assessing the geometric requirements of new junctions to serve development providing 
commercial floor space.  

6.5 There are two illustrative masterplans for the West and East Rail Terminal Options.  The 
highway access to the site is the same for both options, although the internal network 
varies between each option. 

6.6 Figure 5 is an indicative diagram showing the possible points of access which could serve 
the site. As can be seen, three general access routes are proposed to serve the 
development.  These are as follows;  

• Access One - a main access from the A5 (between M6 Junction 12 and the Gailey 
Roundabout), 

•  

• Access Two - from the A449 (provided between The Gailey Roundabout and the 
signal controlled junction of A449 / Station Drive, 

• Access Three - from Vicarage Road. 

6.7 Given the size of the site and the internal layout, it is proposed to provide a fourth 
emergency gated access on the A5 as shown in Figure 5.  This will facilitate access to the 
site in the event of any restrictions or blockages.   

6.8 It should be emphasised that these locations are dependent on the emerging site details 
and could be amended as a result of consultations and technical review.  It is not 
proposed to provide vehicular access from Croft Lane. 

 Main Access from the A5 

6.9 The key access to the development for vehicular traffic would be via the A5 and which 
would be provided between Junction 12 of the M6 and the Gailey Roundabout.  For the 
reasons provided above it should be as close as possible to the M6, but with sufficient 
distance to avoid any interaction between possible queues from each junction.   
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6.10 It is considered that the optimum form of access for such a junction would consist of the 
provision of a new roundabout junction with the A5.  The junction configuration would 
consist of a three arm roundabout with a diameter of approximately 60 metres.  A concept 
design for such an arrangement is shown on drawing 70001979/SK/004 Rev A, which is 
appended to this Technical Note. 

6.11 Approaches to the junction along the A5 would need to be widened as shown in order to 
allow two vehicles to wait side by side at the stop lines of the junction and this would 
provide benefits from the operational perspective. 

6.12 It should be noted that access from the A5 would necessitate the introduction of a new 
junction with the Strategic Route Network.  However it is understood that at the 
appropriate time the development proposal would result in the closure of the existing 
access which serves the mineral workings that is currently served via a left in / left out 
junction with the A5.  Consequently the introduction of a three arm roundabout junction 
with the A5 would not result in a net increase in junctions joining the A5.  Initial 
discussions with Highways England suggest that they understand the need for the 
provision of the new junction given the need to serve the development and promote 
strategic growth. 

6.13 Regard has been given to adjoining entrances to existing properties from the A5 in order 
to ensure rights of access are not compromised. This will need to be considered in 
relation to the final scheme design. 

6.14 The speed limit of the A5 in the vicinity of the site is 50 mph and this will need to be taken 
into account in formulating the final design requirements of the new junction.   

6.15 New junctions provided within the development itself will need to be introduced in a 
location and form that does not prejudice the future operation of the roundabout access 
from the A5.   

6.16 Given the presence of the existing north / south cycleway that is provided adjacent to the 
A449, it is considered that it would be beneficial to provide a cycleway link adjacent to the 
A5 in order to provide a connection for those wishing to travel to the site by bicycle from 
this direction.  This will provide linkages from the site towards existing cycle infrastructure. 

 Access from the A449 

6.17 A second site access on the A449 provides a choice of routes for the development which 
immediately lessens the traffic impact on the road network compared to a single point of 
access.  Currently, an existing junction connects to the A449 via Gravelly Way by way of 
a four arm priority controlled cross roads junction. However, works are scheduled for the 
introduction of a traffic signal junction to serve the consented Bericote development on 
land to the east of Gravelly Way.   

6.18 The purpose of this site access junction is to serve any non M6 development traffic that 
has an origin or destination to the south west of the site, principally the M54. This will 
ensure that any development traffic travelling to or from this direction can bypass the 
Gailey Roundabout.  It will therefore be advantageous to provide a signage strategy within 
the site which directs vehicles towards the A449 / Gravelly Way junction for movements 
towards the M54.   
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6.19 Consideration has been given to the potential introduction of a four arm roundabout in 
order to serve this section of the site. At this stage, given that the works to the junction of 
A449 / Gravelly Way have been progressed purely to serve the consented Bericote 
development, rather than serve more strategic growth, it is anticipated that a four arm 
roundabout junction would present a preferred layout from this direction given the 
increased number of HGVs.  Drawing 70001979/SK/002 Rev B shows a concept design 
of a four arm roundabout with a diameter of approximately 60 metres and which is 
appended to this Technical Note. 

6.20 Given the presence of an existing cycle route adjacent to A449, cycle routes from the site 
could link into these existing facilities. 

6.21 It will be a requirement to demonstrate that any new junctions that are introduced within 
the development site will not prejudice the operation of the junction of Gravelly Way and 
the A449. This will be assessed during the design process of the project however the size 
of the site allows for flexibility in terms of the road layout that will be provided.  

 Access from Vicarage Road 

6.22 In order to provide access to all parts of the site and provide a choice of routes it is 
proposed to provide a junction on Vicarage Road.  This would also result in an alternative 
route for local employees and link to M6 Junction 12. 

6.23 There will be a suitable signing strategy for this route in order to reflect the anticipated 
more local use.  This will aim to direct vehicles towards the A5 and Cannock. This is 
because Vicarage Road is a more local road which currently serves a number of existing 
residential properties.   

6.24 In addition, an existing railway bridge with a restricted head room of 3.7 metres is located 
to the south west of the site on Station Drive. The signing strategy will also seek to ensure 
that traffic to the south west is not directed to or from Vicarage Road. Consequently 
access from Vicarage Road will not be identified as the main entrance to the SRFI. Initial 
discussions held with both Staffordshire County Council and Highways England reinforce 
this view. 

6.25 Consideration has been given to the potential introduction of a four arm roundabout 
junction in order to serve this part of the site.   

6.26 Suitable cycle facilities can be provided which allow linkages towards the existing 
advisory cycle facilities that are present adjacent to Vicarage Road and Straight Mile to 
the south and then the east.  

6.27 Drawing 70001979/SK/005 Rev A shows a concept design of a four arm roundabout with 
a diameter of approximately 50 metres and which is appended to this Technical Note.   
This drawing also shows the provision of a 4.0 metre cycleway to the south west which 
will allow connections towards the existing cycleways that are present in this direction. 

7 Assessment Issues 

 Introduction 

7.1 In developing the DCO Application the scheme will be refined through a number of 
iterations.  This will be based on the results of the Stage 1 Consultation and relevant data 
as it is received, reviewed and analysed. 

7.2 The issues which will form part of the necessary transport assessments are outlined 
below. 
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 Rail 

7.3 Network Rail has engaged at an early stage of development of the WMI proposals, 
considering the engineering and operational aspects of the new SRFI in relation to the 
WCML and connecting routes through to Stage 3 of Network Rail’s 8-stage “GRIP” 
process (Governance on Rail Investment Projects), along with a statement of in-principle 
support for the proposals. Further engagement with Network Rail will be undertaken to 
refine this assessment against the evolving wider package of national rail network 
enhancement, including the West Coast Main Line Route Study and proposals for High 
Speed 2. Network Rail’s GRIP project development methodology is being used as the 
basis for assessment. 

 Sensitive Receptors   

7.4 The transport element of the Environmental Assessment will be undertaken in accordance 
with the best practice guidance outlined in the Institute of Environmental Management 
and Assessment’s (IEMA) note ‘Guidelines for the Environmental Assessment of Road 
Traffic’.  This document identifies the following uses as sensitive receptors: 

• Schools; 

• Health facilities; 

• Community facilities;  

• Churches 

• Care Homes 

• Areas with significant pedestrian movements;  

• Large residential areas; and  

• Air Quality Management Areas (AQMA). 

7.5 An initial assessment has identified a number of sensitive sites in the local vicinity of the 
site and in residential areas including Penkridge, Cannock, Featherstone, Coven and 
Brewood.  Figure 6 outlines all the sensitive receptors identified in a wider area around 
the site at this stage.  The identification and clarification of directly relevant sensitive 
receptors will be sought through the consultation process. 

 Rights of Way 

7.6 A single footpath providing a Right of Way is present within the site area itself, as can be 
seen on Figure 7. This provides a Right of Way between the A449 to the west, cutting 
through the railway sidings before connecting to Croft Lane to the east.  

7.7 This footpath will probably require diversion as part of the delivery of the scheme, at this 
stage it is anticipated that a diversion could be provided to the north through the 
landscape areas that are shown on the Illustrative Masterplans.  

7.8 It is not intended to change the route of the canal towpath although potential 
improvements of the towpath will be investigated.  
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 Transport Assessment 

7.9 A full Transport Assessment will be undertaken in accordance with best practice and this 
will form an appendix to the Environmental Assessment. 

7.10 Given the complex and specific nature of an SRFI the approach to the Traffic Impact 
Assessment is set out in more detail below. 

8 Approach to Traffic Assessment 
Trip Generation 

8.1 24hr vehicular trip generation for the development will be forecast using data recorded at 
an existing successful SRFI at Daventry, known as DIRFT together with specific forecast 
demand at WMI.  DIRFT currently has two operational areas known as DIRFT I and II.  
There is a DCO for an extension known as DIRFT III but this is not yet built.   

8.2 In its current form, DIRFT I and II is a rail freight terminal including an intermodal terminal, 
which is open for use by any businesses, either at DIRFT or elsewhere.  It also has the 
other attributes of a successful SRFI, namely; rail connected warehousing and standalone 
warehousing.  It is located west of a junction on the motorway network, Junction 18 of the 
M1. Public transport to the site is limited and there are currently no built up areas within a 
reasonable walking distance.  In these terms it is similar to WMI and therefore makes it a 
comparable site to WMI and suitable for using to establish SRFI trip generation. 

8.3 Surveys will be carried out across the existing DIRFT I and II site as a whole to establish 
both number and type of vehicles arriving and leaving each warehouse in order to 
calculate a trip rate for both, employee vehicles and HGVs. 

8.4 In order to account for the movement of vehicles within DIRFT and establish the 
proportion of internal trips (trips between warehouses and trips between the intermodal 
terminal and warehouses) Automatic Number Plate Recognition (ANPR) surveys will be 
carried out to track the movements of vehicles around and out of the sites. 

8.5 It is proposed to carry out the following surveys 

• 24hr Manual Classified Count at the accesses to the  warehouses from the public 
highway  

• 24hr ANPR survey at the accesses to the warehouses from the public highway, at 
the access into / out of the Intermodal Terminal as well as on the roads surrounding 
the site where vehicles leave the site area. 

8.6 Using the known floor areas of the warehousing at DIRFT I and II it will be possible to 
calculate a trip rate for employee vehicles and HGVs for both rail connected warehousing 
and standalone warehousing using the manual classified count at the entrance to each 
warehouse. 

8.7 Using the ANPR survey it will be possible to calculate the proportion of these trips which 
are internal and remain on the DIRFT I and II sites.  The trip generation can then be 
discounted by this proportion to establish the number of trips generated by WMI which 
impact on the external highway network. 
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8.8 In order to accurately predict the number of employee trips generated by modes of 
transport other than the car at WMI, it is proposed to use census data to establish the 
travel mode proportions for journeys to work in the area.  This will include journeys by 
bus, walking, cycling, car passenger and taxi as well as by private car.  Working back 
from the proposed number of employee private vehicle trips and the proportion of private 
vehicle trips, it will be possible to establish the number of journeys made by other modes. 

Trip Distribution 

Employee Trip Distribution 

8.9 It is common practice to establish a development trip distribution using census data.  
Journey to work data provides information on the start and end point of a person’s journey 
to work. For an employment site, this information is usually gathered for journeys to the 
area the site is located in, if there is sufficient development, or a nearby area containing 
similar development.  The journey to work census data includes a breakdown for all the 
different modes of travel so it is possible to establish a distribution for each mode.   

8.10 In addition to journey to work data it is proposed to analyse unemployment data and use 
this to influence the trip distribution.  It is assumed that a larger proportion of trips will 
come from areas where there are more workers available. 

8.11 This information will also be used to develop and target the provision of facilities such as 
public transport and footways / cycleways to ensure these are convenient and serve the 
appropriate populations. 

HGV Trip Distribution 

8.12 The HGV trip distribution will need to reflect the overall operation of WMI, this includes the 
activities at the intermodal terminal, the interaction between the terminal and rail use, the 
rail served warehousing and associated road based activities. 

8.13 WMI will be able to function as both a National Distribution Centre (NDC), sending and 
receiving freight from around the country and beyond, and a Regional Distribution Centre 
(RDC), receiving freight to disseminate and deliver within the West Midlands area to the 
end user.  As a result, WMI will generate both primary and secondary distribution trips, 
serving national and regional destinations. 

8.14 To understand the likely distribution of the HGV trips to the intermodal terminal the DfT 
document ‘Road Freight Statistics 2014’ will be utilised.  This document provides data on 
the volume of goods inbound and outbound to each region in the UK.  At this time the 
2014 document is the most recent version. 

8.15 As WMI is located in the West Midlands region of the UK it is expected that it would result 
in a distribution pattern similar to the rest of the region for national freight movements.  

8.16 It is anticipated that goods will be delivered to WMI by rail (from ports, the Channel Tunnel 
and other SRFIs) and by road, before being distributed by HGVs to other national and 
regional distribution centres or the end user.  Similarly WMI would be able to receive 
goods for onward movement and export by sea or the Channel Tunnel. In order to 
calculate the distribution of goods outbound from WMI to all regions in the UK other than 
the West Midlands, information on outbound goods from the West Midlands region will be 
used.  

8.17 The distribution of trips from WMI to destinations within West Midlands will be calculated 
using information on freight movements into the region from all other regions in the UK. 
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8.18 It is intended to use the same Road Freight Statistics data to establish a trip distribution 
for HGV trips generated by the onsite warehousing therefore the same methodology as 
detailed above for the intermodal terminal will be applied to the separate warehouse trips. 

HGV Mileage Reduction 

8.19 SRFIs are intended to reduce the number and length of HGV trips on the national 
highway network.  Without an SRFI, freight arrives in the UK either on container ship or 
through the Channel Tunnel.  It is then typically driven by HGV to NDCs within the UK 
before being sent on to RDCs, local distribution centres and end users. The introduction 
of an SRFI removes the first HGV journey to NDCs and potentially RDCs, reducing the 
distance driven by HGVs on the national highway network.  At the same time, and as the 
network of Rail Freight Interchanges (RFI) in the country develops, loads can be moved 
by rail between interchanges.  For example, freight may be collected at an RFI/NDC in 
Scotland, transferred by train to WMI for onward distribution. In order to estimate the 
reduction in HGVs as a result of WMI, the overall logistics operation can be simplified and 
Diagram 1 is an illustration of the vehicle mileage which can be saved by the use of rail at 
WMI.   

8.20 Once the forecast origins of freight are known, and using the regional destinations of 
freight established for the HGV distribution, it is possible to calculate the length of trip if 
the whole journey is made by road.  This can then be compared to the length of trip 
required by road if the freight is first delivered by rail to WMI.  Generally the length of road 
trip from WMI will be shorter due to its central location within the UK than if it has to travel 
by road from the origin, i.e. rail will have accounted for the majority of the journey.   

8.21 It is important to recognise that the movement of freight, as shown in Diagram 1, is two 
way.  There will be a similar simplified logistics chain for exports and, in any event, 
containers (whether full or empty) need to be moved in the opposite direction. 

 

Diagram 1 – Illustrative HGV Road Mileage Savings 
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Regional Motorway Performance 

8.22 The M6 and the M42, particularly around Birmingham and north to Manchester are 
currently busy for lengthy parts of the day with some congestion in peak periods.  
Construction of WMI will help remove long-distance HGVs bringing freight along the M6 
from road to rail, thereby providing a benefit to the Birmingham area and the 
Birmingham/Manchester corridor.  Once more information is available on origins and 
destinations it will be possible to calculate the potential scale and distribution of this 
volume. 

9 Committed and Planned Improvements to the Strategic Road 
Network 

9.1 Highways England invests in improvements to the Strategic Road Network throughout the 
UK.  Identified below are schemes which are either complete, being implemented or are 
planned for the Strategic Road Network in the vicinity of Birmingham and WMI.  

9.2 The following schemes have been recently completed:  

• SMART Motorways between M6 J10a and J13 

• Improvements to M54 J2 

• SMART Motorways between M6 J5 and J8 

• SMART Motorways between M6 J8 and J10a 

• Improvements to M6 J17 

• Improvements to M6 J16 

9.3 The following schemes are currently being implemented: 

• SMART Motorways between M6 J16 and J19 

• SMART Motorways between M5 J6 and J4a 

• Improvements to A45 / A46 junction 

• Improvements to M1 J19  

9.4 The following schemes are planned: 

• M54 to M6 / M6 Toll 

• SMART Motorways between M6 J13 and J15 

• SMART Motorways between M6 J2 and J4 

• Improvements to M42 J6 

• Improvements to M6 J10 

• Improvements to A46 and its junctions through Coventry 

• SMART Motorways at M40 / M42 Interchange 

• Improvements to M5 J5, J6 and J7 

9.5 The locations of these improvements are shown on Figure 8, attached. 
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9.6 These improvements, along with the introduction of a network of SRFIs, will aid the flow of 
traffic and reduce congestion on the Strategic Road Network around the West Midlands. 

9.7 One of the schemes directly beneficial to WMI is the proposed M54 to M6 Link Road.  
This is likely to remove traffic from the A5 and A449 in the vicinity of WMI, reducing 
congestion at the Gailey roundabout and along both roads.  This will assist in improving 
journey reliability for existing local traffic and proposed users of WMI. 

9.8 There is a commitment to deliver this scheme from Central Government and the transport 
implications of its introduction will be considered.  However, to be robust, an assessment 
will also be undertaken of the implications without its introduction.  

10 Potential Measures to Provide Non Car Access 

10.1 Provision will be made at the site access junctions to accommodate movement as 
appropriate for pedestrians and cyclists.  This will consider the provision of connections to 
existing linkages and also have regard for the need to avoid directing pedestrians and 
cyclists towards inappropriate elements of the highway network, particularly M6 Junction 
12. 

10.2 Whilst bus services do operate in the area surrounding the site, the existing provision of 
bus services does not provide particularly frequent levels of service.  In addition, the 
services do not necessarily coincide with worker start / finish times. 

10.3 Consequently, a better approach to ensure that public transport opportunities are 
available for future employees of the scheme would be to provide specific and bespoke 
bus services that are tailored around worker start / finish times.  It is anticipated that 
specific collection / drop off points can be established which reflect the areas where 
workers are drawn from, for example Wolverhampton to the south and within other 
specific urban areas of South Staffordshire.  

10.4 It will be a requirement to implement a Travel Plan as part of the development.  This will 
provide an overall strategy to facilitate, promote and encourage travel to and from the site 
by sustainable modes of travel, particularly for future employees.  The Travel Plan will 
promote measures such as personalised travel planning for employees to show them how 
they can reach the site in a sustainable manner.  This could include travel using bespoke 
bus services, by bicycle in the summer months or part of a wider car share initiative.  The 
Travel Plan would stress the positive aspects of travel using sustainable means, 
particularly in terms of lifestyle benefits and cost savings. 

10.5 Overall, the Travel Plan would form part of the overall strategy required to mitigate traffic 
changes arising from the proposal.  

11 Consideration of Potential Impacts – Construction and Demolition 

11.1 Based on the proposed phasing of development the peak year of construction will be 
estimated and the volume of traffic generated by the construction activities calculated.  
Using this data, an assessment of impact on links and sensitive receptors surrounding the 
site will be carried out during the peak periods of construction activity.  Consideration will 
be given to use of rail transport as part of the construction phase, subject to Network 
Rail’s own programme for delivering the initial rail access works within the overall project 
timescale. The scope of this assessment will be established as further data becomes 
available.  
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12 Consideration of Potential Impacts – Completed Development 

12.1 A full impact assessment of the development will be carried out for the proposed year of 
full occupation.  As well as an assessment of impact on links and sensitive receptors 
surrounding the site, an assessment of junction operation will be carried out for a 
selection of junctions in the surrounding area.  The junctions for assessment will be 
discussed with the relevant stakeholders but we anticipate the assessment including the 
following junctions as well as the new site accesses; 

• M6 J12 

• A5 / A449 Gailey Roundabout 

• A449 / Gravelly Way junction 

• A5 / Vicarage Road junction 

• A449 / Station Road Drive 

• M54 J2 

• A449 / B5012 Roundabout. 

12.2 The full impact assessment will also consider traffic management measures to ensure 
WMI traffic, particularly HGV’s, are directed towards the appropriate sections of the 
Strategic Road Network.  This is important in terms of reducing the impact at The Gailey 
Roundabout, the existing restricted bridge at Station Road / Vicarage Road and Vicarage 
Road itself. 

12.3 The use of signage strategies directing HGV traffic towards appropriate routes is a key 
element for the successful operation of SRFIs.  Other regionally significant sites provide 
such strategies and it will be in the interests of the development to ensure such a strategy 
is provided at WMI. This strategy will also ensure that HGV’s and strategic car journeys 
are directed away from sensitive local roads and villages such as Coven and Calf Heath. 

12.4 WMI will have the opportunity to connect to the M6 quickly by virtue of the proximity of the 
site location.  This will have benefits for both the development and other road users.  Full 
details of the traffic implications will be assessed in due course and if necessary, suitable 
mitigation schemes identified.   

12.5 The introduction of the M54 / M6 / M6 Toll Link would reduce traffic using the A449 and 
A5 corridors.  Whilst this scheme is a committed scheme, the assessment will also 
address the scenario in which it is not provided.  
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