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9.0 TRAFFIC AND TRANSPORT

9.1 Introduction

9.1.1 This Chapter presents the findings of the preliminary assessment of the likely

significant effects on Traffic and Transport as a result of the Scheme.
9.1.2 This Chapter describes:

e Relevant legislation, policy and guidance;

e Consultation undertaken to date;

e Baseline conditions and a description of the study area;

e The scope of the assessment for traffic and transport;

e The methodology applied for the assessment;

e The preliminary assessment of the traffic and transport effects;

e A summary of the preliminary conclusions regarding the significance of
these effects;

e Mitigation measure that may be required and an assessment of residual
effects; and

e An outline of further work to be undertaken for the Environmental
Statement (ES).

9.1.3 This chapter is supported by the following Appendices in PEIR Volume 2:

e Appendix 9-1: Outline Construction Traffic Management Plan; and

e Appendix 9-2: Traffic Flow Diagrams.
9.1.4  This chapter is supported by the following Figures in PEIR Volume 3:

e Figure 9-1: Public Rights of Way; and

e Figure 9-2: Automatic Traffic Count Survey Locations.
Statement of Competence

9.1.5 The author of this assessment has 18 years’ experience in the field of

transport planning with a Master’s Degree in Transport Planning.
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9.2 Legislation, Policy and Guidance
Overview

9.2.1 The section identifies the technical guidance and relevant planning policy that
has informed the assessment of effects with respect to traffic and transport.
Legislation

9.2.2 There is no specific legislation relevant to this assessment of impacts on traffic
and transport.

9.2.3 Transportation of large components requiring the use of Abnormal Indivisible
Load (AIL) vehicles will be managed in accordance with the Road Vehicles
(Authorisation of Special Types) (General) Order 2003.

Policy
9.2.4 A summary of the relevant national and local planning policies pertinent to the
Scheme is provided in Table 9.1.
Table 9.1: Planning Policy Relevant to the Traffic and Transport Assessment
Document Policy / Paragraph | Summary of Policy /
Reference Paragraph
National Planning Policy
Overarching National Policy Para5.14.4 States that “The consideration
Statement (NPS) for Energy and mitigation of transport
(EN-1) (2023)* impacts is an essential part of
Government’s wider policy
objectives for sustainable
development”.
Para 5.14.5 Identifies the requirement for the
ES to be supported by a
Transport Assessment (TA) to
be produced in accordance with
Department for Transport (DfT)
guidance.
Para 5.14.14 Identifies that where there is
likely to be substantial HGV
PEIR Chapter 9: Traffic and Transport 9-3
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Document

Policy / Paragraph
Reference

Summary of Policy /
Paragraph

traffic, requirements to control
the movement and parking of
HGVs and avoid abnormal
disruption during the
construction phase may be
attached to a consent.

Para 5.14.20

Sets out that development
consent should not be withheld
provided the applicant is willing
to enter into planning obligations
or requirements to adequately
mitigate any transport impacts
identified.

National Policy Statement for
Renewable Energy
Infrastructure (EN-3) (2023)?

Section 3.10.111 to
3.10.117

Addresses issues to be covered
in assessing transport impacts
specific to solar farm
construction.

Identifies potential mitigation
options.

NPPF (2023)3

Para 115

Sets out that development
should only be prevented or
refused on highway grounds if
there would be an unacceptable
impact on highway safety, or if
the residual impact on the road
network would be severe.

Local Planning Policy

Huntingdonshire Local Plan to
20364

Policy LP 16

Sets out that new development
proposals will be supported
where it is demonstrated that its
likely transport impacts have
been assessed, and appropriate
mitigation measures will be
delivered, in accordance with
National Planning Practice
Guidance.

Also states that “where a
proposal would affect an existing
public right of way or other
formal non-motorised users’
route, this route should be
protected or enhanced within the
proposed development.”
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Document

Policy / Paragraph
Reference

Summary of Policy /
Paragraph

Policy LP 17

Requires development to
provide appropriate space for
vehicle movements, facilitate
accessibility for service and
emergency vehicles, and
incorporate adequate parking for
vehicles and cyclists.

Bedford Local Plan 2030°

Policy 31

Sets out that development
proposals should not have any
significant adverse impact on
access to the public highway,
with consideration of highway
capacity, parking provision,
accessibility by non-car modes,
and the suitability of access
arrangements. Developers will
be required to implement or
contribute towards measures to
mitigate adverse impacts.

Policy 88

Requires that the social and
environmental impact of traffic
from development proposals has
been considered, including with
regard to the impact of freight
movements on the local highway
network, and the impact of
safety in terms of site access
arrangements and general road
safety.

Policy 91

Sets out the criteria applicable to
new development proposals in
relation to access to the
countryside via the public rights
of way network and requires
development to safeguard public
rights of way.

Bedford Allocations and
Designations Local Plan 20136

Policy AD36

Requires the protection,
enhancement and promotion of
pedestrian routes and facilities.

Policy AD39

Requires the protection,
enhancement and promotion of
cycle routes and facilities.

PEIR Chapter 9: Traffic and Transport
September 2024
Version 01

9-5




Y% EAST PARK
| ENERGY

9.25

9.2.6

9.2.7

Guidance

The Institute of Environmental Management and Assessment (IEMA)
Guidelines for the Environmental Assessment of Traffic and Movement
(2023)7 provides guidance on examining the environmental impacts of
developments in terms of traffic and transportation and has been used to

outline the scope of the assessment.

In 2014, the Department for Communities and Local Government (DCLG)
launched a website containing national planning practice guidance®. The
website contains guidance on a range of planning topics such as design,
Local Plans, Neighbourhood Plans and Travel Plans / Transport
Assessments. The section on ‘Travel Plans, transport assessments and
statements in decision-taking’ provides advice on when Travel Plans,
Transport Assessments and Transport Statements are required, and what
they should contain.

Any mitigation measures that may be required will be designed in accordance
with the relevant sections of the Design Manual for Roads and Bridges

(DMRB) and Manual for Streets (MfS), as appropriate.
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9.3 Assessment Methodology

Study Area

9.3.1 The study area for the assessment of the likely significant effects of the
Scheme has been identified based on the proposed route to the Site for

construction traffic from the Strategic Road Network (SRN).

9.3.2 The proposed construction access strategy is described in PEIR Volume 1
Chapter 2; however, in summary, it is proposed that construction traffic will
approach the Site via the B645 Kimbolton Road from the SRN at the Al at St
Neots. Alongside utilising sections of the public highway, a temporary access
road will be constructed to facilitate vehicle movements between different
parts of the Site via a series of temporary and permanent site access

junctions.

9.3.3 The indicative construction access routes are illustrated on PEIR Volume 3
Figure 2-6, while the proposed site access locations are illustrated and
referenced on PEIR Volume 3 Figure 2-5. A full description of each of the
proposed site access junctions is included in Table 2.33 in PEIR Volume 1
Chapter 2. In total there are 20 permanent or temporary points of access with
the public highway. Each access has been identified with a specific Site
Access (SA) reference number from SAO0L to SA20.

9.3.4 The Main Site Access during construction will be created from the B645 into
East Park Site D (ref. SA16 in Table 2.33), and this will be located
approximately 3.7km north-west of the A1 / B645 junction, and 1.4km south-
east of a junction between the B645 and Moor Road. Once traffic is within
Site there are temporary access tracks proposed to link on to East Park Site
C, from which traffic will use an existing access to Great Staughton Road

where vehicles will transfer west to East Park Site B and Site A.

9.3.5 As such, the impact from construction activities will largely be experienced on
the B645 between the Al and the Main Site Access junction. There are also

some isolated locations where the internal haul route crosses or utilises short

PEIR Chapter 9: Traffic and Transport 9-7
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sections of the local highway network, primarily along Great Staughton Road
between an existing access north-west of Site C and Spring Hill. During the
operational phase the impact of maintenance trips will be negligible on the

wider highway network.

9.3.6  The IEMA guidelines identify the following ‘rules’ when considering the initial
appraisal or screening of traffic-related environmental effects to determine if

detailed assessment is required:

¢ Rule 1: include highway links where the traffic flows would increase by
more than 30% (or the number of heavy goods vehicles would increase
by more than 30%); and

e Rule 2: include any other specifically sensitive areas where traffic flows
have increased by 10% or more.

9.3.7 Accordingly, the extent of the local highway network that is relevant to

potential traffic and transport impacts comprises the following road links:

e Link 1: B645 Kimbolton Road between Al and Hail Weston (High Street);

e Link 2: B645 Kimbolton Road between Hail Weston (High Street) and main
site access junction (SA16);

e Link 3: Moor Road at temporary haul road crossing point (SA14 / SA15);

e Link 4: Great Staughton Road between Zantra Business Park (SA12) and
Spring Hill;

e Link 5: Spring Hill between Great Staughton Road and temporary access
junction SA11,;

e Link 6: Green End between accesses SA07 / SA08 and access SA09;

e Link 7: Green End between accesses SA07 / SA08 and Great Staughton
Road;

e Link 8: Great Staughton Road between Green End and access SA0S;

e Link 9: Great Staughton Road between Green End and access SAOQ6;

e Link 10: B660 Kimbolton Road between accesses SA01 and SA02;

e Link 11: Duloe Road at grid connection crossing point between temporary
accesses SA17 and SA18; and

PEIR Chapter 9: Traffic and Transport 9-8
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e Link 12: Bushmead Road at grid connection crossing point between

temporary accesses SA19 and SA20.

9.3.8 The impacts of traffic on the Al have not been considered in detail as part of
this assessment. A preliminary appraisal of the potential increase in traffic
flow along the Al will been considered and the anticipated level of trip
generation from the Site that would impact upon the Al will be described, but
the Scheme is not anticipated to have any significant effect on this highly
trafficked route.

Assessment Methodology

9.3.9 The methodology for assessing the impact of development-generated traffic
will be based on that outlined in the IEMA ‘Guidelines for the Environmental
Assessment of Road Traffic’ (July 2023). In accordance with the IEMA

guidelines, the following criteria will be considered within the assessment:

e Severance (change in traffic flows);

e Driver and pedestrian delay;

e Pedestrian and cyclist amenity, including fear and intimidation (change in
traffic flows on routes used by pedestrians and cyclists);

e Accidents and safety; and

e Hazardous loads.
Severance

9.3.10 Severance is defined in the IEMA guidelines as the “perceived division that
can occur within a community when it becomes separated by a major traffic
artery”. Severance may result from the difficulty of crossing a heavily
trafficked road and can also relate to quite minor traffic flows if they impede
pedestrian access to essential facilities. IEMA guidelines suggest that a 30%,
60% and 90% increase in traffic flows will result in a low, medium and high
change in severance, respectively, but also that “marginal changes in traffic

flows are, by themselves, unlikely to create or remove severance”.

PEIR Chapter 9: Traffic and Transport 9-9
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9.3.11 The Scheme will create temporary internal construction access tracks that will
interact in places with the PRoW network. The increase in HGV movements
along the local highway network also creates the potential for an increase in
severance effects, and as such the effect of severance of routes has been

considered in this Chapter.
Driver and Non-Motorised User (NMU) Delay

9.3.12 Where roads affected by development are at or near capacity, the traffic
associated with such development can cause or add to vehicle delays. Some
roads can typically operate at or near capacity during the weekday AM or PM

peak hours.

9.3.13 While the Scheme would only generate significant volumes of traffic for a
temporary period during construction, there is potential for this to result in
delay for non-development traffic at the Site access junctions where there
would be additional turning movements, and at other key intersections within
the study area which might be affected by increased traffic, particularly on the
minor arms of junctions where the ability to find gaps in passing traffic may

be reduced.

9.3.14 The IEMA guidelines note that “the assessment of driver delay will normally
be based on the technical work reported within the Transport Assessment,
which generally focuses on conditions in the network peak periods”. The
guidelines also note that “these delays are only likely to be significant when
the traffic on the network surrounding the development is already at, or close
to, the capacity of the system”. A Transport Assessment (TA) will be prepared
in due course to accompany the DCO application, which will be undertaken

with due regard to CCC’s TA guidance.

9.3.15 Within this PEIR chapter, however, a preliminary appraisal of the effects of
the Scheme on Driver Delay has been undertaken, with the significance of
the magnitude of impact with regard to driver delay identified using

professional judgement, taking into account that the arrival and departure

PEIR Chapter 9: Traffic and Transport 9-10
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times of staff are forecast to be outside the AM and PM peak hours, as well
as the general rural nature of the highway network within the study area.

9.3.16 An assessment is included for potential impacts causing delays to NMUs,
which is generally as a result of changes in volume and the composition or
speed of traffic which impacts on the ability of pedestrians to cross roads. In
general terms, increases in traffic levels could potentially lead to increases in

pedestrian delay.

9.3.17 There is limited provision for pedestrians along the majority of routes within
the study area. However, the proposed construction access route does pass
near to residential areas including Hail Weston, Staughton Highway and
Great Staughton, which creates the potential for pedestrian, cyclist and
eguestrian movements along the roads within the study area. Consequently,
the effects of the Scheme in terms of pedestrian delay are considered in this

Chapter.
Pedestrian and Cyclist Amenity (including Fear and Intimidation)

9.3.18 Pedestrian and Cycle Amenity (including Fear and Intimidation) is broadly
defined within the IEMA guidelines as “the relative pleasantness of a journey
and is considered to be affected by traffic flow, traffic composition and

pavement width/separation from traffic”.

9.3.19 This definition also includes pedestrian / cyclist fear and intimidation and can
be considered to be a much broader category including consideration of
exposure to noise and air pollution, and the overall relationship between

pedestrians / cyclists and traffic.

9.3.20 As noted above, there are a number of residential areas in the vicinity of the
Scheme as well as an extensive PRoW network and a section of the National
Cycle Network (NCN) Route 12. This creates the potential for there to be a
number of pedestrian, cyclist and equestrian movements in the study area.
Consequently, the effects of the Scheme in terms of pedestrian and cyclist

amenity, including fear and intimidation, are considered in this Chapter.

PEIR Chapter 9: Traffic and Transport 9-11
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Accidents and Safety

9.3.21 The IEMA guidelines note that “the calculation of collision rates is still
considered a relevant approach to scale a road safety assessment; however,
it is more common for stakeholders to request a ‘collision cluster’ assessment

to identify potential impacts at a more detailed level”.

9.3.22 1t 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

guestion.

9.3.23 An assessment of Accidents and Safety has been undertaken by examining
road traffic accident data for the most recent five-year period available. This
analysis will highlight if there are any existing safety issues on the local
highway network, including any accident cluster sites that might be
exacerbated by the Scheme. The outcome of this assessment, and the
resultant effects of the Scheme in terms of accidents and safety, are
considered in this Chapter.

Hazardous Loads

9.3.24 With respect to Hazardous and Dangerous Loads, the IEMA guidelines state
that the assessment should ‘include a risk of catastrophe analysis to illustrate

the potential for an accident to happen and the likely effect of such an event'.

9.3.25 As set out in the EIA Scoping Report, analysis of the local highway network
within the study area indicates there are no significant features, such as
significant drops immediately beyond the carriageway, which would suggest
that the transfer of materials poses a particular risk beyond that which would

be expected on the general highway network.

9.3.26 As such, consideration of the effects of the Scheme with regard to hazardous
and dangerous loads has been scoped out of further detailed assessment in
this Chapter, as agreed with Stakeholders at the Scoping stage. The

measures to be employed to ensure safe vehicular transport of components

PEIR Chapter 9: Traffic and Transport 9-12
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such as panel and batteries are set out within the Outline Construction Traffic
Management Plan (0CTMP) included as PEIR Volume 2 Appendix 9-1.
Further details of the management of health and safety, contamination and
waste management within the Site are contained within the Outline
Construction Environmental Management Plan (0CEMP) included as PEIR
Volume 2 Appendix 2-3.

Assessment of Significance / Assessment Criteria

9.3.27 The significance of effects is determined through consideration of two

elements — the sensitivity of the receptor and the magnitude of the impact.
Receptor Sensitivity

9.3.28 Paragraph 1.3 of the IEMA guidance explains that groups or locations that
may be sensitive to changes in traffic conditions could include people at
home, people in workplaces, sensitive groups such as children, the elderly or
the disabled, sensitive locations such as hospitals, churches, schools or
historical buildings, or people walking.

9.3.29 Sensitivity to changes in transport conditions is generally focussed on
vulnerable user groups who are less able to tolerate, adapt or recover from
changes. The general criteria for defining the importance of receptors, as

defined within the IEMA guidelines, are set out in Table 9.2.

Table 9.2: Receptor Sensitivity Summary (Traffic and Transport)

Sensitivity Description

Very High Schools, colleges, playgrounds, hospitals, retirement homes

High Heayily congested junctions, residential properties very close to
carriageway

Medium Congested junctions, shops/businesses, areas of heavy

pedestrian / cycling use, areas of ecological / nature
conservation, residential properties close to carriageway

Low Tourist / visitor sites, places of worship, residential areas set
back from the highway with screening

PEIR Chapter 9: Traffic and Transport 9-13
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Sensitivity Description

Negligible Receptors with no material sensitivity to traffic flows

9.3.30 The road links included within the study area are as described in paragraph
9.3.7. The link sensitivity has been based upon an average sensitivity of the
whole link, with a separate assessment of high / very high sensitivity receptors
where relevant. Longer links have been broken down into sensible smaller

sections where appropriate.

9.3.31 Road links considered to be of low or medium sensitivity have been assessed
against the ‘Rule 1’ threshold described above (>30% increase in traffic flow).
Road links considered to be of high or very high sensitivity have been
assessed against the ‘Rule 2’ threshold described above (>10% increase in
traffic flow.

Magnitude

9.3.32 Impacts are defined as beneficial or adverse. Key factors influencing this will
include the physical or geographical scale of the impact, the duration and
frequency of the impact, and the reversibility of the impact. The general

criteria for defining the magnitude of impact are set out in Table 9.3.

Table 9.3: Impact Magnitude (Traffic and Transport)

Magnitude Description

High Total loss or major alteration to key elements / features of the
baseline conditions such that post development character /
composition of baseline condition will be fundamentally changed

Medium Loss or alteration to one or more key elements / features of the
baseline conditions such that post development character /
composition of the baseline condition will be materially changed

Low Minor shift away from baseline conditions. Changes arising from
the alteration will be detectable but not material. The underlying
character / composition of the baseline condition will be similar
to the pre-development situation

PEIR Chapter 9: Traffic and Transport 9-14
September 2024
Version 01



Y% EAST PARK
| ENERGY

Magnitude Description

Negligible Very little change from baseline conditions. Change is barely
distinguishable, approximating to a ‘no change’ situation

Significance of Effects

9.3.33 The significance of the effects of the Scheme with regard to traffic and
transport is determined by correlating the magnitude of the impact and the

sensitivity of the receptor.

9.3.34 The general approach adopted for evaluating the significance of effects is
outlined in Table 9.4.

Table 9.4: Significance of Effects Matrix (Traffic and Transport)

Impact Magnitude Receptor Sensitivity

Negligible | Low Medium High Very High
High Minor Moderate | Moderate | Major Major
Medium Negligible | Minor Moderate | Moderate | Major
Low Negligible | Negligible | Minor Moderate | Moderate
Negligible Negligible | Negligible | Negligible | Minor Minor

9.3.35 For the purpose of this assessment, effects predicted to be ‘major’ or
‘moderate’ are generally considered significant in EIA terms, whilst effects
predicted to be ‘minor’ or ‘negligible’ are considered not significant in EIA

terms.
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9.4

9.4.1

9.4.2

9.4.3

Assumptions and Limitations

A number of assumptions are made when forecasting the traffic generation of
the Scheme, both during construction and operation, for example in relation
to the forecast number of construction deliveries and staff required, and the
anticipated delivery schedule. However, these forecasts have been
developed by the Applicant and their consultants based on and derived from
experience with other developments similar in scale and nature to the
Scheme. Therefore, they are considered to represent a realistic estimation of
traffic generation.

No baseline data was available regarding the local pedestrian and cycle

usage.

The traffic generation forecasts presented in this PEIR primarily relate to the
construction period. For clarity, the trip generation forecasts are described in
terms of one-way trips, which are journeys in a single direction, and two-way
movements, which covers both the arrivals to and departures from the Site; 1

arrival trip and 1 departure trip therefore equates to 2 two-way movements.
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9.5 Stakeholder Engagement

9.5.1 An EIA Scoping Report was submitted to the Planning Inspectorate (PINS) in
October 2023. A Scoping Opinion was provided by PINS dated 8" December
2023, which also included responses relating to traffic and transport from
Bedford Borough Council, Cambridgeshire County Council and National

Highways.

9.5.2 Table 9.5 provides a summary of the transport and access related comments
made by relevant stakeholders in the Scoping Opinion and sets out how these

responses have been addressed in this PEIR.

Table 9.5: Response to the Scoping Opinion

Consultee ID Comment Response Reference
to Further
Information

PINS 3.8.1 | Paragraph 14.2.5 of the A preliminary Section 9.8

Scoping Report states that | appraisal of the
the traffic impacts on the potential increase
Al have not been in traffic flow on
considered as part of the the Al has been
assessment on the basis included within
that the trip generation this PEIR

from the site to this route chapter.

will be low. No evidence
has been provided to
confirm how trafficked the
Al is in this location.
Moreover, additional
information is required
regarding which phase this
is relevant to, as there
could be significant effects
in the construction and
decommissioning phases.

The Inspectorate
considers that this matter
should be subject to
further assessment in the
ES, or supporting
evidence should be
provided demonstrating
the absence of LSE and
agreement with the
relevant consultation
bodies.
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Consultee

Comment

Response

Reference
to Further
Information

3.8.2

The Applicant proposes to
scope out transport effects
during the operational
phase on the basis that
anticipated traffic would be
minimal. The traffic levels
expected to be generated
are based on the
assumption that 10 to 16
permanent staff would be
on-site at any one time
using four-wheel drive
vehicles or vans. HGV
access to the site is
described as being rare
and associated with the
repair and replacement of
on-site infrastructure.

The Inspectorate has
considered the
characteristics of the
operational phase of the
Proposed Development
and based on the low
levels of anticipated traffic
generation is content that
this matter can be scoped
out of further assessment.
The ES description of the
operational phase of the
Proposed Development
should clearly set out the
operational vehicle types
and numbers to justify this
position.

A preliminary
appraisal of the
forecast trip
generation during
the operational
phase has been
included within
this PEIR
chapter.

Section 9.8

3.8.3

The Applicant proposes to
scope out a standalone
assessment for the
decommissioning phase of
the Proposed
Development.
Decommissioning is
anticipated to be similar in
duration and nature to the
construction phase and
impacts are expected to
be similar to the
construction phase.

The Scoping Report states
that the vehicle

An outline
Decommissioning
Environmental
Management
Plan (o DEMP)
has been
prepared at PEIR
Volume 2
Appendix 2-5.

PEIR
Volume 2
Appendix
2-5

PEIR Chapter 9: Traffic and Transport

September 2024

Version 01

9-18



¥ | EAST PARK
‘ ENERGY
Consultee ID Comment Response Reference
to Further
Information
movements required
during decommissioning
are not known at this
stage and that a DEMP
will be prepared in due
course. The Inspectorate
is content that a
standalone assessment
for the decommissioning
phase is not required at
this stage provided that an
oDEMP is submitted with
the application.

3.8.4 | The Scoping Report states | An outline PEIR
that there are no nearby Construction Volume 2
road features which Traffic Appendix
suggest that the transfer of | Management 9-1
material poses a risk Plan (oCTMP)
beyond what would be has been
expected on the general prepared to
highway network. accompany this

PEIR chapter,

. the proposed

characteristics of the

measures to
Proposed Development f
and considers that this ensure sate

vehicular
matter may be scoped out
of further assessment transport of

’ materials to the
however the ES should Sj
. ite.

explain the measures
employed to ensure safe
vehicular transport of
components, such as
panels and batteries, to
and from the site.

3.8.5 | The Scoping Report states | The assessment | Section 9.3
that the Institute of set out within this
Environmental PEIR chapter has
Management and been undertaken
Assessment (IEMA) with reference to
Guidelines for the the most recently
Environmental published 2023
Assessment of Traffic and | IEMA guidance
Movement (1993) has document.
been used to determine
the scope of the
assessment. This
guidance has now been
superseded by the
Environmental
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to Further
Information
Assessment of Traffic and
Movement guidance from
IEMA, which was
published in 2023 and
should be referred to in
the ES.
3.8.6 | A PRoW Management Public Right of PEIR
Plan is proposed to be Way (PRoW) Volume 3
submitted with the DCO as | usage surveys to | Figure 9-1;
there are numerous be undertaken
PRoWs in proximity to the | where required to
site. The PRoW inform Section 9.8
Management plan should preparation of
be informed by surveys of | PRoW
the PRoWs affected to Management
ensure that the baseline Plan.
usage of the PRoWs has
been accounted for. A ThENPT(qW
figure of the PRoW .Tle tort ('js.
locations should also be :DETRE?/%Iumme 3
provided, and the ES Figure 9-1
should assess impacts to 9 '
PRoW receptors where A preliminary
significant effects are likely | appraisal of the
to occur. impacts to Prow
receptors where
significant effects
are likely to occur
has been
included within
this PEIR
chapter.
3.8.7 | The Scoping Report states | The impacts of Section 9.8
that an increase of fewer traffic associated
than 30 trips regardless of | with the Scheme
proportional increase is a have been fully
negligible impact. This is appraised across
stated to be derived from the whole study
professional judgement area within this
and experience. Any use PEIR chapter,
of professional judgement | with the effects
to assess effects should determined
be fully justified within the | based on the
ES. identified
percentage
impact on each
link in line with
the IEMA
guidelines.
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Consultee ID Comment Response Reference
to Further
Information
3.8.8 | The TA is described in the | The methodology | Section 9.6
Scoping Report as used to forecast
included “estimated trip baseline traffic
generation including a flows and
description of the development trip
methodology used to generation is set
describe forecast out within this
development trips”. The PEIR chapter.
Applicant should state and
explain which modelling
software they will be using
such as the newly updated
Department for Transport
(DfT) TEMPRO model,
and how the inputted
traffic movements have
been predicted. The
relationship between the
TA outcomes and the ES
should be made clear, with
a suggestion to agree
parameters with the Local
Highway Authority.
Bedford Borough | N/A | Itis noted that the required | The access route | PEIR
Council access route to the to all parcels of Volume 1
indicative East Park the Site is Chapter 2;
substation and BESS described in Section 9.3
facility, located in Site C detail in PEIR "
(Fig. 3-2b), potentially Volume 1 Section 9.7
requiring access for large, | Chapter 2 and
industrial vehicles, is not within this PEIR
noted in the Scoping Chapter.
Report. Similarly, the
location of the storage and
maintenance buildings is
not noted. The impact, and
mitigation, of vehicle
movement to these
facilities will need to be
addressed in the ES.
Cambridgeshire | N/A | The Transport A detailed Section 9.8
County Council Assessment should give breakdown of the
details of the following: construction
. Aprofile of the likely (2 | Phase and the
; . vehicle types
way) traffic associated .
with the construction requwgd has
phase over the 24- b‘f’ef‘ mc_luded
) within this PEIR
month construction
: chapter.
period and
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Consultee

Comment

Response

Reference
to Further
Information

decommissioning
periods.

- This should be further

broken down into
vehicle classifications
with particular
emphasis of the type
of HGVs that will be
used and any
‘abnormal’ or
oversized vehicle
movements.

- The proposed routing
of vehicles to and from
the Strategic Road
Network with pinch
points such as
congested links and or
junctions being
identified. It is noted
that baseline surveys
have been undertaken
in 2022 which is
acceptable.

- The applicant should
refer to
Cambridgeshire
County Council’s
‘Transport
Assessment
Requirements’ which
sets out the trigger
points for further link
or junction analysis to
be undertaken. It
should not be
assumed that these
are the same as those

used for EIA purposes.

A TA will be
prepared to
accompany the
DCO application,
which will be
undertaken with
due regard to
CCC's TA
guidance.

N/A

Non-Motorised User and
Road Safety Audits must
be carried out where the
proposal could result in
increases conflict between
vehicles and Non-
Motorised Users and
where the nature of the
highway infrastructure
changes such there may
be consequential Road

Non-Motorised
User (NMU)
surveys and
Stage 1 Road
Safety Audits
(RSA) will be
undertaken
where required.
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Safety issues across all
user groups.

N/A | There is likely to be a The draft Order PEIR
requirement for enhanced | Limits cover all Volume 1
NMU infrastructure to land expected to | Chapter 2
mitigate the impact of the | be required for
large volumes of Heavy construction,

Goods Vehicles operation and
associated with maintenance,
construction and and
decommissioning phases. | decommissioning
The applicant should of the Scheme.
ensure that the DCO This includes
boundary is sufficient to land required to
accommodate any accommodate
infrastructure works any infrastructure
required to mitigate these | works required.
impacts.

N/A | With reference to Section Contradicts with
14.8 of the EIA Scoping PINS. Further
document, it is not discussion to be
acceptable to scope out held with LHA to
the decommissioning scope out need
phase therefore this must | for detailed
be included in both the assessment of
Transport Assessment decommissioning
and EIA at this stage. phase.

N/A | Site access junctions Comments noted
should be designed to and will be taken
ensure visibility in into account
accordance with the within the ES.

Design Manual for Roads
and Bridges (DMRB) for
the posted speed limit or
actual speeds of vehicles
derived from speed
surveys.
Tracking of access
junctions should be
undertaken to ensure that
two of the largest vehicles
likely to use the access
can pass clear of the
public highway.
Moor Road is considered
to be of inadequate width
to cater for construction
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Reference
to Further
Information

vehicles. Mitigation
measures will be required
for the use of this route by
construction /
decommissioning vehicles.

We note that indicative
internal site access
tracks/haul roads span
between sites C and D.
The preferred option is to
have both parcels
constructed using only the
two proposed construction
accesses directly served
from the B645 and utilise
the on-site tracks / haul
roads, directly crossing
Moor Road, and thus
removing the need to use
the public highway along
Moor Road from the B645
to the site entrances.

National
Highways

N/A

The scoping note states
that there is so few trips
relating to the Al that it is
not considered to be a
particular traffic impact
issue. Given the nature of
the proposed scheme this
is understandable but
National Highways request
the number of trips is
shown on routes on the
SRN going to and from
site for staff and site
workers and while as
operational traffic.

Comments noted
and will be taken
into account
within the ES.

N/A

It is clear construction
traffic will be the most
impact. National Highways
needs to understand the
methodology used to
derive the construction
traffic and which routes
they will use. We will want
to see the peak flows (not
average) on the key
routes. We will also want
to see the abnormal load
routing and number of trip

Comments noted
and will be taken
into account
within the ES. An
outline CTMP
has been
prepared.
National
Highways will be
consulted with
regard to suitable

Section 9.8;

PEIR
Volume 2
Appendix
9-1
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Information
information. A CTMP will AlL routing to

be required to be reviewed | Site.
by National Highways.

9.5.3 Subsequently, a Transport Scoping Meeting was held with officers from
Cambridgeshire County Council, Bedford Borough Council and
Huntingdonshire District Council on 11" March 2024.

9.5.4  Specific matters raised at this meeting included the following:

e The need to ensure that adequate visibility splays were provided at all
access junctions, including the existing access north-west of Site C and
the temporary crossing points on Duloe Road and Bushmead Road on the
grid connection route;

e Ensure that junctions were designed to accommodate the largest vehicles,
to facilitate two-way movement so vehicles were not ‘hovering’ on the
highway waiting to turn in, to avoid over-run of verges, and to avoid mud
being carried onto the highway; and

e The stated preference was for construction traffic to avoid the use of Moor
Road, with connection between Sites C and D to be achieved through the

use of temporary access tracks.
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9.6

9.6.1

9.6.2

9.6.3

9.6.4

9.6.5

Baseline Conditions

Local Highway Network

The Site is located across approximately 769 ha of land to the north-west of
St Neots, with the point of connection to the National Grid at the Eaton Socon

Substation.

As noted above, the Site will be accessed from the SRN via the B645
Kimbolton Road. To the west of its junction with the Al, the B645 Kimbolton
Road is a two-way single carriageway road subject to the national speed limit
(60mph), which runs in a generally south-east / north-west alignment.
Between the Al and the south-eastern end of Hail Weston High Street the
road features a carriageway width of approximately 6.5m, with a shared foot
/| cycleway present along the north-eastern side of the road as far as the
village of Hail Weston. There is no street lighting present, and there are no

properties located along this stretch of the B645.

In the vicinity of Hail Weston, Kimbolton Road is subject to a 50mph speed
limit, and the carriageway width reduces to approximately 6m. Within Hail
Weston there are a small number of properties (approximately 20-30 in total)
located along the B645 to the north-east of the carriageway, although the

majority of these are well set back from the road.

To the north-west of Hail Weston as far as the junction with Moor Road, the
speed limit reverts to 60mph. An 18-tonne weight limit is in force along
Kimbolton Road (except for loading). There are fewer than 10 properties
situated along this stretch of the B645.

Moor Road is a two-way single carriageway road which runs in a generally
north-south alignment from a priority ‘T’ junction with Kimbolton Road at the
northern end. The road is subject to the national speed limit (60mph) and
features a carriageway width of approximately 4m, with passing places

present at regular intervals. No street lighting or footways are present, and
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there are very few properties (fewer than 5) situated along Moor Row between
Kimbolton Road and the proposed site access junction.

9.6.6 The proposed site access strategy will also require use of a short section of
Great Staughton Road to the west of the village of Great Staughton, Spring
Hill and Green End to the north of the village of Little Staughton, and the B660
Kimbolton Road to the north of Keysoe village.

9.6.7 Great Staughton Road is a two-way single carriageway road with a
carriageway width of approximately 5.5m, subject to the national speed limit
(60mph). There are fewer than 5 properties situated along the impacted

sections of Great Staughton Road.

9.6.8 Spring Hill and Green End are both two-way single carriageway roads with a
carriageway width of between 5m and 5.5m along the impacted sections and
are both subject to the national speed limit (60mph). There are fewer than 5
properties situated along the impacted section of Green End, and none along
Spring Hill. Spring Hill joins Great Staughton Road via a priority T-junction,
and Green End joins Great Staughton Road via a priority crossroads junction.

9.6.9 The B660 Kimbolton Road is a two-way single carriageway road with a
carriageway width of approximately 5.5m, subject to a 40mph speed limit.

There are no properties situated along the impacted section of the road.

9.6.10 The grid connection route will cross Duloe Road and Bushmead Road to the
north-west of Eaton Socon. This will require the creation of temporary

crossing points for construction traffic access.

9.6.11 The impacted section of Duloe Road will comprise a length of approximately
50m. Duloe Road at this point is a two-way single-carriageway road with a
carriageway width of approximately 5m, subject to the national speed limit
(60mph). There are no properties situated along the impacted section of the

road.

9.6.12 The impacted section of Bushmead Road will comprise a straight crossing,

with a temporary access to be created on the northern side of the road
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9.6.13

9.6.14

9.6.15

9.6.16

9.6.17

opposite the existing Eaton Socon Substation access road. Bushmead Road
at this point is a two-way single-carriageway road with a carriageway width of
approximately 6.5m, subject to the national speed limit (60mph). There are no

properties situated along the impacted section of the road.
Existing Public Transport Facilities

There are no bus stops or routes along the impacted sections of Moor Road,

Green End, or Great Staughton Road.

The 150 bus service, which provides 4 buses per day between Eynesbury
and Tilbrook, runs along the B645 Kimbolton Road, although there are no bus
stops located along the impacted section of the road. The nearest served
stops are located within the village of Hail Weston, approximately 2km south-
east of the Main Site Access, and in Great Staughton approximately 530m

west of the B645 Kimbolton Road / Moor Road junction.

The 28A bus service provides 3 buses per day in the southbound direction
along the B660 Kimbolton Road, as part of a circular route between Bedford
and Little Staughton. There are no bus stops located along the impacted
section of the road. The nearest informal stopping place is located at the B660
Kimbolton Road / Great Staughton Road junction, approximately 130m north
of the proposed construction access route, although no formal bus stop

infrastructure is provided.
Non-Motorised User Networks

The Site is accessible on foot via Moor Road, Green End and the B660
Kimbolton Road. As noted above, there is generally limited footway provision
along the key highway links within the study area, and the impacted sections

of road are entirely unlit.

NCN Route 12 runs along the B645 Kimbolton Road between the A1 and Hail
Weston. A shared foot/cycleway is present along the north-eastern side of the

road to facilitate cycle travel along this section of the carriageway. This route
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also runs along Bushmead Road in the vicinity of the grid connection crossing

point.

9.6.18 There are a number of PRoW which either cross the Site or pass close to the
Site boundary. These include various rights of way which are suitable for
equestrian use. The PRoW network within the vicinity of the Site comprises
the routes as follows:

e Bedford Staploe 16 (Footpath 16);

e Cambridgeshire Hail Weston 5 (Footpath 112/5);

e Cambridgeshire Hail Weston 6 (Footpath 112/6);

e Cambridgeshire Hail Weston 7 (Bridleway 112/7);

e Cambridgeshire Hail Weston 8 (Footpath 112/8);

e Cambridgeshire Great Staughton 28 (Footpath 213/28);
e Cambridgeshire Great Staughton 3 (Footpath 213/3);
e Cambridgeshire Great Staughton 1 (Footpath; 213/1);
e Cambridgeshire Great Staughton 2 (Footpath 213/2);
e Cambridgeshire Great Staughton 23 (Footpath 213/23);
e Bedford Little Staughton 1 (Footpath 1);

e Bedford Little Staughton 8 (Footpath 8);

e Bedford Little Staughton 26 (Footpath 26);

e Bedford Bolnhurst and Keysoe 13 (Footpath 13);

e Bedford Bolnhurst and Keysoe 36 (Footpath 36);

e Bedford Bolnhurst and Keysoe 37 (Bridleway 37);

e Bedford Bolnhurst and Keysoe 34 (Footpath 34);

e Bedford Bolnhurst and Keysoe 32 (Footpath 32);

e Bedford Bolnhurst and Keysoe 40 (Bridleway 40);

e Bedford Bolnhurst and Keysoe 47 (Footpath 47);

e Bedford Swineshead 1 (Bridleway 1);

¢ Bedford Swineshead 15 (Footpath 15);

e Bedford Pertenhall 2 (Footpath 2);

e Bedford Pertenhall 29 (Footpath 29);
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9.6.19

9.6.20

9.6.21

9.6.22

9.6.23

e Bedford Pertenhall 10 (Footpath 10);
e Bedford Pertenhall 11 (Footpath 11);
e Bedford Pertenhall 17 (Footpath 17); and
e Bedford Pertenhall 26 (Bridleway 26).

A plan illustrating the extent of the PRoW network listed above is included as
PEIR Volume 3 Figure 9-1.

It is anticipated that access to all PRoW routes will be maintained during the
construction phase, with management in place to ensure that all routes can
be safely used, including temporary diversion where necessary. The
proposed mitigation to manage and limit the impact of the Scheme on the

PRoW network is set out in Section 9.7.
Sources of Baseline Information

Traffic Flows

To inform the assessment of the Scheme, Automatic Traffic Counts (ATCs)
were undertaken at a number of locations in the vicinity of the Scheme in June
2022 and April 2024, to determine the baseline traffic conditions of the local
highway network. 24-hour Average Annual Daily Traffic (AADT) and 12-hour
Annual Average Weekday Traffic (AAWT) flows (07:00 — 19:00) will be
derived from the ATC data to enable the baseline traffic flows to be

established at the required design years.

The location of each of the ATC surveys undertaken is shown in PEIR
Volume 3 Figure 9-2.

The baseline AADT and AAWT flows along each of the highway links
identified in paragraph 9.3.7 above are summarised in Tables 9.6 and 9.7,
respectively. The 2022 baseline AADT and AAWT flows are illustrated in
Figures 1 and 2 in PEIR Volume 2 Appendix 9-2. The 2024 baseline AADT
and AAWT flows are illustrated in Figures 3 and 4 in PEIR Volume 2
Appendix 9-2.
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Table 9.6: Baseline Traffic Flows — 24hr AADT, Two-Way
Link ID | Link Total HGVs | %HGVs
Vehicles

2022 Baseline Traffic Flows

1 B645 Kimbolton Road between Al and 7,929 109 1.4%
Hail Weston

2 B645 Kimbolton Road between Halil 6,742 67 1.0%
Weston and main site access junction

3 Moor Road at temporary crossing point | 297 31 10.4%

6/7 Green End between B645 and Green 528 11 2.1%
End

8 Great Staughton Road between Green 776 8 1.0%
End and site access (east of The
Kangaroo)

9 Great Staughton Road between Green 343 2 0.6%
End and site access (west of The
Kangaroo)

10 B660 Kimbolton Road between site 994 13 1.3%
access junctions

2024 Baseline Traffic Flows

4 Great Staughton Road between Zantra | 1,320 6 0.5%
Business Park and Spring Hill

5 Spring Hill between Great Staughton 555 4 0.7%
Road and site access

11 Duloe Road at grid connection crossing | 725 4 0.6%
point

12 Bushmead Road at grid connection 3,004 36 1.2%
crossing point
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Table 9.7: Baseline Traffic Flows — 12hr AAWT (07:00 — 19:00), Two-Way
Link ID | Link Total HGVs | %HGVs
Vehicles

2022 Baseline Traffic Flows

1 B645 Kimbolton Road between A1 and | 6,283 102 1.6%
Hail Weston

2 B645 Kimbolton Road between Halil 5,483 70 1.3%
Weston and main site access junction

3 Moor Road at temporary crossing point | 301 35 11.6%

6/7 Green End between B645 and Green 500 14 2.8%
End

8 Great Staughton Road between Green | 700 8 1.1%
End and site access (east of The
Kangaroo)

9 Great Staughton Road between Green | 311 4 1.3%
End and site access (west of The
Kangaroo)

10 B660 Kimbolton Road between site 892 15 1.7%
access junctions

2024 Baseline Traffic Flows

4 Great Staughton Road between Zantra | 1,297 9 0.7%
Business Park and Spring Hill

5 Spring Hill between Great Staughton 559 4 0.7%
Road and site access

11 Duloe Road at grid connection crossing | 687 7 1.0%
point

12 Bushmead Road at grid connection 2,937 43 1.5%
crossing point

9.6.24 Baseline traffic flow data for the Al has been obtained from the Highways
England WebTRIS Traffic Data. Average daily traffic flow data for 2023 was
obtained for count sites 6815/1 and 6816/1, which are located on the Al
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approximately 500m north of the St Neots junction in the southbound and

northbound carriageways, respectively.

9.6.25 This shows an annual average daily two-way flow in 2023 of 39,278 vehicles,
including 5,460 HGVs. There was a two-way 12hr AAWT flow of 33,547
vehicles, including 5,013 HGVSs.

Road Safety

9.6.26 The road safety record of the local highway network within the study area has
been examined for the most recent 5-year period (2018 to 2022 inclusive),
using the online CrashMap resource®. A breakdown of the accidents by

location and severity is provided in Table 9.8.

Table 9.8: Personal Injury Accident Data

Link ID Incident Severity
Highway Link
Slight Serious | Fatal
1 B645 Kimbolton Road between A1 and | 4 3 0
Hail Weston
2 B645 Kimbolton Road between Hail 2 2 0

Weston and Main Site Access junction

3 Moor Road at temporary crossing point | 0 0 0

4 Great Staughton Road between Zantra | 0 0 0
Business Park and Spring Hill

5 Spring Hill between Great Staughton 0 0 0
Road and site access

6/7 Green End between B645 and Green 0 0 0
End

8 Great Staughton Road between Green | 0 0 0
End and site access (east of The
Kangaroo)

9 Great Staughton Road between Green | 0 0 0
End and site access (west of The
Kangaroo)
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Link ID Incident Severity
Highway Link
Slight Serious | Fatal
10 B660 Kimbolton Road between site 0 0 0

access junctions

11 Duloe Road at grid connection crossing | O 0 0
point
12 Bushmead Road at grid connection 0 1 0

crossing point

9.6.27 Table 9.8 indicates a total of 12 accidents along the highway links within the
study area, of which 6 resulted in serious injury, with 6 being classified as
‘slight’. The majority of the accidents occurred along the B645 to the east of
the proposed Main Site Access junction (SA16), including 5 accidents which
occurred on the northern edge of Eaton Ford, between the B645 / Al
northbound slip roads junction and the B645 / B1048 Great North Road mini

roundabout.

9.6.28 A single accident, which resulted in serious injury, was recorded on
Bushmead Road immediately to the west of the Eaton Socon Substation
access road, close to the grid connection route. There were no accidents
recorded on any of the highway links which would be used to access Sites A,
B and C. Based on the information available, there is no identified pattern of

accidents.
Future Baseline

Assessment Scenarios

9.6.29 The nature of the Scheme is such that the greatest impact is likely to occur
during the Construction Phase, with traffic generation during the operational
phase expected to be minimal. As such, the focus of transport impacts

presented is on the impacts of construction traffic.
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9.6.30

9.6.31

9.6.32

9.6.33

9.6.34

The Construction Phase is expected to last 30 months and is assumed to
commence in Summer 2027, to be completed in late 2029 or early 2030. The
peak of construction activities in terms of traffic generation is expected to
occur during the first 12 months of the construction period. As such, the peak
of construction activity is forecast to occur in late 2027, and this has therefore
been taken as the future assessment year for this assessment.

Future Traffic Year Growth Assumptions

By forecasting the future baseline conditions, the environmental effects
caused by the traffic generated by the Scheme can be established by
comparing the ‘with development’ situation against the ‘without development’

scenario in the 2027 future assessment year.

An estimate of future baseline traffic flows has been undertaken through the
application of regional growth factors derived from the National Transport
Model (NTM). NTM forecasts give traffic growth by region, road type and
whether the area is built up or not. These forecasts are then adjusted by local
TEMPro factors to reflect local traffic trends.

TEMPro 8.1 (Version 8.1, dataset 80) has been used to identify suitable
growth rates to factor the 2022 and 2024 observed baseline traffic flows to a

2027 base year.

The extent of the highway network within the study area falls within four
geographical areas: ‘Bedford 001, ‘Bedford 004’, ‘Huntingdonshire 020°, and
‘Huntingdonshire 015’. The resultant TEMPro growth factors are summarised
in Table 9.9.

Table 9.9: TEMPro Growth Factors (Average Weekday)

Growth Factor
Area Applicable Links
2022-2027 | 2024-2027
Huntingdonshire 020 B645 east of Hail Weston 1.0281 1.0219
Huntingdonshire 015 B645 west of Hail Weston, 1.0251 1.0206
Moor Road
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Growth Factor

Area Applicable Links
2022-2027 | 2024-2027

Bedford 004 Great Staughton Road, 1.0385 1.0281
Spring Hill, Green End

Bedford 001 B660 Kimbolton Road 1.0381 1.0280

Committed Developments

9.6.35 Traffic flows may change slightly as a result of cumulative developments in
the area. No specific committed developments within the study area have
been taken into account within this assessment. It is understood that there
are a number of other proposed solar schemes located in the vicinity of the
Scheme which are at various stages of planning. These sites may have the
potential to cause cumulative traffic impacts along the highway links within
the study area, although insufficient information regarding construction
schedules and traffic generation was available to allow for a full appraisal of

cumulative effects at this stage.

9.6.36 However, the TEMPro growth factors summarised above do take into account
background traffic growth associated with allocated development sites

identified within the Huntingdonshire and Bedford Local Plan documents.

9.6.37 During the scoping discussions with the LHAs, the Applicant was not made
aware of any planned highway works within the immediate study area that

may impact future baseline traffic flows.

9.6.38 Construction is currently underway for the upgrade of the A428 between the
Black Cat roundabout to the south of St Neots and Caxton Gibbet, near
Cambourne. This project will comprise the construction of a new section of
dual carriageway to bypass the existing section of the A428 between St Neots

and Cambourne.

9.6.39 While this project is likely to have beneficial impacts on the Scheme with

regard to access to the Site for AILSs, it is primarily aimed at improving journey
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times and journey time reliability for east — west movements between

Cambridge and Milton Keynes and improving local connections to the eastern

side of St Neots. It is therefore unlikely to result in any significant change in

traffic flow patterns across the local highway network which would comprise

the construction access route to the Site.

Future Year Baseline Traffic Flows

9.6.40 The 2027 assessment year baseline traffic flows have been derived by

multiplying the observed 2022 and 2024 traffic flows by the relevant TEMPro
grown factor. The resultant 2027 baseline AADT and AAWT flows are

illustrated in Figures 5 and 6 in PEIR Volume 2 Appendix 9-2, and are

summarised in Tables 9.10 and 9.11, respectively.

Table 9.10: 2027 Baseline Traffic Flows — 24hr AADT, Two-Way

Link ID Link Total HGVs | %HGVs
Vehicles

1 B645 Kimbolton Road between Al 8,152 112 1.4%
and Hail Weston

2 B645 Kimbolton Road between Hail 6,912 69 1.0%
Weston and main site access junction
(SA16)

3 Moor Road at temporary crossing 304 32 10.5%
point (SA14/SA15)

4 Great Staughton Road between 1,357 6 0.4%
Zantra Business Park (SA12) and
Spring Hill

5 Spring Hill between Great Staughton 571 4 0.7%
Road and Site B access (SA10)

6 Green End between Site B Accesses | 548 11 2.0%
SA07/SA08 and SA09

7 Green End between B645 and Site B | 548 11 2.0%
Accesses SA07/SA08
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Link ID Link Total HGVs %HGVs
Vehicles
8 Great Staughton Road between 806 8 1.0%
Green End and Site B accesses east
of The Kangaroo (SA05/SA06)
9 Great Staughton Road between 356 2 0.6%
Green End and Site B accesses west
of The Kangaroo (SA03/SA04)
10 B660 Kimbolton Road between Site B | 1,032 13 1.3%
access (SA02) and Site A access
(SA01)
11 Duloe Road at grid connection 741 4 0.5%
crossing point
12 Bushmead Road at grid connection 3,070 37 1.2%
crossing point
Table 9.11: 2027 Baseline Traffic Flows — 12hr AAWT (07:00 — 19:00), Two-Way
Link ID | Link Total HGVs %HGVs
Vehicles
1 B645 Kimbolton Road between Al and | 6,460 105 1.6%
Hail Weston
2 B645 Kimbolton Road between Hail 5,575 72 1.3%
Weston and main site access junction
(SA16)
3 Moor Road at temporary crossing point | 309 35 11.3%
(SA14/SA15)
4 Great Staughton Road between Zantra | 1,334 9 0.7%
Business Park (SA12) and Spring Hill
5 Spring Hill between Great Staughton 575 4 0.7%
Road and Site B access (SA10)
6 Green End between Site B Accesses 519 15 2.9%
SA07/SA08 and SA09
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Link ID | Link Total HGVs %HGVs
Vehicles

7 Green End between B645 and Site B 519 15 2.9%
Accesses SA07/SA08

8 Great Staughton Road between Green | 727 8 1.1%
End and Site B accesses east of The
Kangaroo (SA05/SA06)

9 Great Staughton Road between Green | 323 4 1.2%
End and Site B accesses west of The
Kangaroo (SA03/SA04)

10 B660 Kimbolton Road between Site B 926 15 1.6%
access (SA02) and Site A access
(SA01)

11 Duloe Road at grid connection crossing | 702 7 1.0%
point

12 Bushmead Road at grid connection 3,001 44 1.5%
crossing point
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9.7

9.7.1

9.7.2

9.7.3

9.7.4

Design, Embedded Mitigation and Enhancement Measures

Embedded Mitigation

Construction Phase
Routing

In order to minimise the environmental impact of construction traffic, the
construction access strategy has been designed to avoid vehicles using the
public highway as much as practicable, with particular focus on avoiding the
need to pass through villages as far as possible. Temporary access roads
would therefore be constructed across fields to connect the various areas of
the Site. The principal exception to this is the connection between Site C and
Site B, which requires the use of a short section of Great Staughton Road and

Spring Hill.

In order to avoid the need for vehicles to pass through the village of Great
Staughton, all construction trips associated with Site B and Site A will route
through fields between Site C and a private access track to the north-west of
Site C. They would then route along Great Staughton Road between the
private access track to the north-west of Site C (SA12) and the Site B access
from Spring Hill (SA10).

Site B has a number of site access junctions which require construction traffic
to use short sections of the public highway along Great Staughton Road
(SA03, SA04, SA05, SA06) and Green End (SAQ9).

Management of vehicle routeing to, from and around the Site will be managed
through a Construction Traffic Management Plan (CTMP) as secured by the
DCO. An outline CTMP has been prepared and is attached at PEIR Volume
2 Appendix 9-1.
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9.7.5

9.7.6

9.7.7

9.7.8

9.7.9

HGVs

To reduce the potential impact of HGV deliveries, the arrival and departure
times will be managed to minimise the number of HGVs travelling to and from

the Site during the highway peak hours.

In order to reduce the impact of HGV traffic on the local highway network in
the vicinity of the Site, all construction traffic will be directed to the single Main
Site Access junction off the B645 (SA16), which will provide access to the
Main Construction Compound within Site D. From this location, a network of
temporary access roads will be constructed across fields, in order to allow
HGV access to Site C, B, and A while limiting the requirement for vehicles to

use the public highway as far as practicable.

As well as the Main Construction Compound, satellite compounds would also
be located across Sites A, B, and C in relation to the construction phasing of
the Solar PV Areas. These would provide sufficient space to allow for HGV
unloading and manoeuvring to ensure that there would be no overspill
queuing on the surrounding highway network. Furthermore, it is likely that a
number of deliveries would be unloaded within the Main Site Compound in
Site D and would then be transferred on to the satellite compounds by smaller
vehicles. The indicative locations of the construction compounds are
illustrated in PEIR Volume 3 Figure 2-6.

Management of HGV movements to, from and around the Site will be
managed through a Construction Traffic Management Plan (CTMP) as
secured by the DCO. An outline CTMP has been prepared and is attached at
PEIR Volume 2 Appendix 9-1.

The Scheme will require the delivery of 2no. 400kV Transformers. These
would be classified as Abnormal Indivisible Loads (AILs) and would require
transport to the Site to be managed subject to the Road Vehicles
Authorisation of Special Types (General) Order 2003. An outline AIL Route
Access Study, which will investigate potential access routes to the Site and
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identify likely mitigation measures that may be required to facilitate AIL

access, has been commissioned.
Staff Vehicles

9.7.10 To reduce the potential impact of vehicles associated with construction staff,
all construction personnel will be encouraged to lift share with colleagues to
reduce the number of vehicles travelling to and from the Site each day. Staff
will also be instructed to use the strategic road network to travel to and from
the Main Site Access along the B645 from the A1(M), in order to minimise,
and avoid, if possible, the incidence of construction traffic using local roads

through the surrounding villages.

9.7.11 The main car parking area for the Scheme would be located within the Main
Site Compound in Site D. Additional car parking would also be provided within
each of the construction compounds which would be situated across the other
Site areas, but it is anticipated that the majority of staff would park within Site

D and would be transported to other areas of the Site from there by minibus.

9.7.12 During the periods of maximum construction activity, the number of staff
vehicle trips could be further reduced through the provision of additional
minibuses, either to transport staff from the Main Construction Compound to
the other Site compounds, or to transport staff to the Main Site Compound

from nearby transport hubs.

9.7.13 Considering the start/finish times of staff, any staff vehicle movements /
minibus trips on the local highway network are expected to occur outside of
the traditional highway peak hours of 08:00 — 09:00 and 17:00 — 18:00. In the
event that construction staff would be working over multiple shifts, the shift
pattern timings would be managed to avoid the need to travel during the

highway peak hours.

9.7.14 Further details of the proposed management and mitigation of vehicle trips
associated with construction staff movements are set out within the outline
CTMP.
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PRoW Network

9.7.15 Management of PRoWs is likely to involve the use of mesh fencing or Heras
fencing as appropriate in order to clearly demarcate and separate PRoWs
from construction traffic and activities. Where necessary, banksmen would be
utilised during construction where construction traffic is required to cross a
PRoW.

9.7.16 There are expected to be a limited number of temporary PRoW diversions
during the construction phase, primarily in relation to the trenching of cables
across PRoW. Any diversion will be highly localised and for a limited period
of time. It is expected that diversions would be in the magnitude of 10-15m
buffer from the existing PRoW, and only in place whilst trenches are open
across the PRoW. At PRoW crossings the works would be phased to minimise
the amount of time that a temporary PRoW diversion is in place, and as a
result it is not expected that such diversions would last longer than 4 weeks.
At all times, the definitive PRoW width would be retained as a minimum width

for any temporary PRoW diversion.

9.7.17 An outline Public Right of Way Management Plan will be prepared and
submitted with the application for development consent. This document will
set out the principles by which PRoW will be managed during the construction,
operation and decommissioning phases, with a detailed Public Right of Way
Management Plan produced following grant of the DCO and prior to the start

of construction.
Operational Phase

9.7.18 There is no specific embedded mitigation in relation to the Operational phase

of the Scheme due to the negligible transport effect of Site maintenance.
Decommissioning Phase

9.7.19 An outline Decommissioning Environmental Management Plan (0DEMP) has
been prepared and is included as PEIR Volume 2 Appendix 2-5. This would

be secured through the DCO and details management and mitigation

PEIR Chapter 9: Traffic and Transport 9-43
September 2024
Version 01



¥ EAST PARK
| ENERGY

measures and setting out the general principles to be followed in the
decommissioning of the Scheme, which would be agreed with the relevant
authorities in advance of the commencement of decommissioning. It is
expected that the principles agreed to minimise the impact of development-
related traffic during the construction phase will be reviewed and applied

during decommissioning.
Enhancement

9.7.20 There are no embedded enhancement measures related to Traffic and

Transport.
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9.8

9.8.1

9.8.2

9.8.3

9.8.4

9.8.5

9.8.6

Assessment of Likely Significant Effects

Construction Phase

The nature of the Scheme is such that the greatest impact is likely to occur
during the Construction Phase, with this being the focus of transport effects

presented in this PEIR.

During construction there will be temporary increases in traffic flows on the
local highway network as a result of materials and contractors travelling to
and from the Site. A key change from the baseline position will be the number
and percentage of HGVs using local roads.

The construction period is expected to last for up to 30 months, and this is the
period assumed for the purpose of this assessment. As such, all effects will

be short-term and temporary.
Forecast Traffic Generation

In order to understand the scale of potential effects, an estimate of the
potential level of construction traffic the Scheme could generate has been
calculated based on experience of other solar farm facilities within the UK,

and from information supplied by the Applicant.

The trip generation forecasts take into account the key construction-related
activities to be undertaken, including for the setting up and decommissioning
of site compound areas, welfare delivery/collection and servicing. A full
description of the key components and work packages of the construction

phase is provided within PEIR Volume 1 Chapter 2.

The number and type of deliveries that are anticipated to be generated during

the 30-month construction period are summarised in Table 9.12.
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9.8.7

9.8.8

Table 9.12: Estimated Construction Traffic

Description of Temporary / Ancillary Works and Number of Loads
Equipment

Enabling Works 3,265
East Park Substation 181
Grid Connection 475
East Park BESS 120
Site A 381
Site B 1,077
Site C 293
Site D 261
Welfare Provision / Fuel / Waste, etc. 1,178
TOTAL DELIVERY TRIPS (ONE-WAY) 7,231

As summarised in Table 9.12, it is anticipated that the total number of one-
way delivery trips requiring access to the Scheme would be approximately
7,231 across the full 30-month construction period (14,462 two-way
movements). The majority of these trips (6,053) would comprise HGV
deliveries. The trips associated with welfare provision, fuel and waste (1,178)

are anticipated to involve deliveries by light goods vehicle.

Construction operations would be limited to 08:00 — 18:00 Monday to Friday
and 08:00 — 13:00 on Saturday, with no construction work on Sundays or
Bank Holidays. Where possible, construction deliveries will be co-ordinated
to avoid HGV movements during the traditional highway AM and PM peak
hours (08:00 — 09:00 and 17:00 — 18:00, respectively). Measures to control
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the timings of HGV deliveries will be set out within the CTMP, which will be
secured by the DCO.

9.8.9 Assuming construction deliveries will occur over 5.5 days per week on
average during the construction period, this would equate to an average of
approximately 22 two-way movements per day (11 in and 11 out) across the
construction period, inclusive of 18 two-way HGV movements (9 in and 9 out).
However, the most intensive phase of activity is anticipated to relate to the
delivery of aggregate for the construction of access tracks and compounds.
This is likely to occur over a 12-week period between months 1 to 3 of the
construction programme, peaking in month 2 at approximately 88 daily two-
way HGV movements (44 in and 44 out). For the remainder of the construction

programme, the level of daily HGV traffic is anticipated to be much lower.

9.8.10 In addition, typically 495 construction-related staff will require access to the
Site per day on average across the 30-month construction period. The period
of peak construction activity in terms of staff numbers would occur between
months 10 and 20, when there would be an average of 760 staff on site each
day, with a maximum of around 854 staff per day during month 12. It is
anticipated that a significant number of staff would participate in a car share
thereby reducing the number of trips to the Site. Assuming an average car/van
occupancy of 2, this would equate to a maximum of approximately 760 daily
two-way staff trips on average between months 10 and 20, peaking at 854

daily two-way movements during month 12.

9.8.11 This represents a worst-case assumption, and there is potential for this level
of traffic to be reduced through the provision of staff minibuses where
appropriate. Staff car parking will be provided within the Site area as required.
Details of this will be set out within a final Construction Traffic Management
Plan (CTMP), which will be secured by the DCO.

Trip Distribution

9.8.12 The proposed access strategy for the Scheme would entail all construction
HGVs and staff trips travelling from the Al along the B645 as far as the Main
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9.8.13

9.8.14

9.8.15

9.8.16

9.8.17

Site Access junction (SA16). From there, the volume of construction traffic
impacting on the public highway to the west of Site D would be dependent on

the construction schedule.

The proposed access strategy takes into account two alternate locations for
the East Park BESS and Substation site. In Option 1 the BESS and substation
site would be located within Site C. Option 2 locates the BESS and substation
within Site D. The main point of difference between the two options with
regard to the traffic and transport impacts is in relation to the volume of traffic

utilising the temporary crossing point across Moor Road (SA14/SA15).

The distribution of construction trips across the Site has been calculated
based on the indicative resourcing schedule set out within PEIR Volume 2
Appendix 2-1, which provides an estimated breakdown of the number of staff
and construction delivery trips which would be required for each element of

the Site during each month of the construction period.

The distribution of construction trips also takes into account the proposed
construction access strategy, which is described in Section 9.7 and illustrated
on PEIR Volume 3 Figure 2-6.

As noted above, the proposed construction schedule indicates that the
maximum number of construction deliveries by HGV will not coincide with the
period of peak construction activity requiring the maximum number of staff
trips. As such, the average daily construction trip generation has been

calculated for three scenarios:

e Period of Maximum HGVs (Month 2);
e Period of Maximum Staff (Month 12); and

e Average Across Whole Construction Period (30 months).

The total daily construction trip generation across each area of the Site for
each of these scenarios is summarised in Table 9.13 (Option 1) and Table
9.14 (Option 2).
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9.8.18 The forecast trip distributions for each of the above scenarios for Option 1 are

illustrated in Figures 7a, 8a and 9a in PEIR Volume 2 Appendix 9-2. The
forecast trip distributions for each of the above scenarios for Option 2 are
illustrated in Figures 7b, 8b and 9b in PEIR Volume 2 Appendix 9-2.

Table 9.13: Forecast Daily Construction Vehicle Trip Generation (One-Way Deliveries) — Option 1

Scenario
Area Max HGVs Max Staff Average
HGVs LGVs HGVs LGVs HGVs LGVs

Site D 43 26 13 430 10 250
Site C 27 20 7 422 6 206
Site B 17 7 5 316 4 166
Site A 5 3 2 106 1 50
Grid Connection 3 0 3 13 1 2

Table 9.14: Forecast Daily Construction Vehicle Trip Generation (One-Way Deliveries) — Option 2

Scenario
Area Max HGVs Max Staff Average
HGVs LGVs HGVs LGVs HGVs LGVs

Site D 43 26 13 430 10 250
Site C 24 20 7 422 6 202
Site B 19 8 5 316 5 166
Site A 6 3 2 106 1 50
Grid Connection 3 0 3 13 1 2

9.8.19 As noted above, all construction trips will arrive at the site via the Main Site

Access junction off the B645 (SA16), which connects to the Main Construction
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Compound in Site D. It can be seen from Tables 9.13 and 9.14 that there

would be minimal variation between Options 1 and 2 in terms of total traffic

generation to each area of the Site, with only minor differences in vehicle

movements to Sites C, B and A in the Maximum HGVs and Average

scenarios.

Impact of Construction Traffic — Option 1

9.8.20

Tables 9.15, 9.16 and 9.17 set out the predicted changes in vehicle / HGV

movements for Option 1 during the 2027 year of opening, for each of the

scenarios outlined above.

Table 9.15: Percentage Impact Assessment Summary (2027 Max HGVs (Month 2)) — Option 1

Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs

2027 12hr AAWT Scenario

1 6,460 105 139 87 2.15% 83.03%

2 5,575 72 139 87 2.49% 121.10%

3 309 35 94 54 30.36% 152.47%

4 1,334 9 48 33 3.58% 374.92%

5 575 4 48 33 8.32% 842.35%

6 519 15 4 3 0.79% 19.96%

7 519 15 4 3 0.73% 18.35%

8 727 8 3 2 0.35% 22.86%

9 323 4 1 1 0.38% 20.80%

10 926 15 16 11 1.75% 74.34%

11 702 7 6 6 0.80% 83.62%
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Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs

12 3,001 44 6 6 0.19% 12.82%
2027 24hr AADT Scenario

1 8,152 112 139 87 1.70% 77.54%
2 6,912 69 139 87 2.01% 126.52%
3 304 32 94 54 30.81% 170.18%
4 1,357 6 48 33 3.52% 540.51%
5 571 4 48 33 8.38% 810.76%
6 548 11 4 3 0.75% 25.40%
7 548 11 4 3 0.69% 23.36%
8 806 8 3 2 0.32% 21.72%
9 356 2 1 1 0.34% 41.59%
10 1,032 13 16 11 1.57% 81.20%
11 741 4 6 6 0.76% 137.97%
12 3,070 37 6 6 0.18% 15.33%

Table 9.16: Percentage Impact Assessment Summary (2027 Max Staff (Month 12)) — Option 1

Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs
2027 12hr AAWT Scenario
1 6,460 105 886 26 13.71% 24.65%
2 5,575 72 886 26 15.89% 35.95%
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Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs
3 309 35 858 14 277.85% 39.68%
4 1,334 9 643 10 48.23% 116.62%
5 575 4 643 10 111.95% 262.03%
6 519 15 55 1 10.66% 5.04%
7 519 15 51 1 9.81% 4.63%
8 727 8 34 0 4.74% 5.77%
9 323 4 16 0 5.11% 5.25%
10 926 15 216 5 23.34% 32.05%
11 702 7 31 5 4.42% 74.72%
12 3,001 44 31 5 1.03% 11.46%
2027 24hr AADT Scenario
1 8,152 112 886 26 10.86% 23.02%
2 6,912 69 886 26 12.81% 37.56%
3 304 32 858 14 281.97% 44.29%
4 1,357 6 643 10 47.40% 168.13%
5 571 4 643 10 112.74% 252.20%
6 548 11 55 1 10.10% 6.41%
7 548 11 51 1 9.29% 5.89%
8 806 8 34 0 4.27% 5.48%
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Link Base Base Development | Development | % Impact | % Impact

Vehicles | HGVs Vehicles HGVs Vehicles HGVs

9 356 2 16 0 4.63% 10.49%

10 1,032 13 216 5 20.95% 35.01%

11 741 4 31 5 4.19% 123.29%

12 3,070 37 31 5 1.01% 13.70%

Table 9.17: Percentage Impact Assessment Summary (2027 Average Construction Trips) —

Option 1

Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs

2027 12hr AAWT Scenario

1 6,460 105 520 20 8.04% 19.28%

2 5,575 72 520 20 9.32% 28.12%

3 309 35 415 11 134.44% 34.09%

4 1,334 9 341 9 25.47% 97.36%

5 575 4 341 9 59.13% 218.75%

6 519 15 31 1 5.94% 5.35%

7 519 15 28 1 5.47% 4.92%

8 727 8 19 1 2.64% 6.13%

9 323 4 9 0 2.85% 5.57%

10 926 15 102 3 10.98% 18.04%

11 702 7 7 2 0.94% 30.66%

PEIR Chapter 9: Traffic and Transport 9-53

September 2024
Version 01



| EAST PARK
ENERGY
Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs
12 3,001 44 7 2 0.22% 4.70%
2027 24hr AADT Scenario
1 8,152 112 520 20 6.37% 18.00%
2 6,912 69 520 20 7.52% 29.38%
3 304 32 415 12 136.44% 38.05%
4 1,357 6 340 9 25.04% 140.36%
5 571 4 340 9 59.55% 210.54%
6 548 11 31 1 5.63% 6.81%
7 548 11 28 1 5.18% 6.26%
8 806 8 19 1 2.38% 5.82%
9 356 2 9 0 2.58% 11.15%
10 1,032 13 102 3 9.86% 19.70%
11 741 4 7 2 0.89% 50.58%
12 3,070 37 7 2 0.22% 5.62%

Impact of Construction Traffic — Option 2

9.8.21

Tables 9.18, 9.19 and 9.20 set out the predicted changes in vehicle / HGV

movements for Option 2 during the 2027 year of opening, for each of the

scenarios outline above.
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Table 9.18: Percentage Impact Assessment Summary (2027 Max HGVs (Month 2)) — Option 2

Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs
2027 12hr AAWT Scenario
1 6,460 105 139 87 2.15% 83.03%
2 5,575 72 139 87 2.49% 121.10%
3 309 35 87 48 28.06% 134.27%
4 1,334 9 55 39 4.14% 436.52%
5 575 4 55 39 9.60% 980.74%
6 519 15 5 3 0.91% 23.12%
7 519 15 4 3 0.83% 21.26%
8 727 8 3 2 0.40% 26.48%
9 323 4 1 1 0.43% 24.09%
10 926 15 19 13 2.03% 87.48%
11 702 7 6 6 0.80% 83.62%
12 3,001 44 6 6 0.19% 12.82%
2027 24hr AADT Scenario
1 8,152 112 139 87 1.70% 77.54%
2 6,912 69 139 87 2.01% 126.52%
3 304 32 87 48 28.47% 149.86%
4 1,357 6 55 39 4.07 629.31%
5 571 4 55 39 9.67% 943.97%
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Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs
6 548 11 5 3 0.86% 29.42%
7 548 11 4 3 0.79% 27.06%
8 806 8 3 2 0.36% 25.16%
9 356 2 1 1 0.39% 48.18%
10 1,032 13 19 13 1.82% 95.55%
11 741 4 6 6 0.76% 137.97%
12 3,070 37 6 6 0.18% 15.33%

Table 9.19: Percentage Impact Assessment Summary (2027 Max Staff (Month 12)) — Option 2

Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs

2027 12hr AAWT Scenario

1 6,460 105 886 26 13.71% 24.65%

2 5,575 72 886 26 15.89% 35.95%

3 309 35 858 14 277.85% 39.68%

4 1,334 9 643 10 48.23% 116.62%

5 575 4 643 10 111.95% 262.03%

6 519 15 55 1 10.66% 5.04%

7 519 15 51 1 9.81% 4.63%

8 727 8 34 0 4.74% 5.77%

9 323 4 16 0 5.11% 5.25%
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Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs
10 926 15 216 5 23.34% 32.05%
11 702 7 31 5 4.42% 74.72%
12 3,001 44 31 5 1.03% 11.46%
2027 24hr AADT Scenario
1 8,152 112 886 26 10.86% 23.02%
2 6,912 69 886 26 12.81% 37.56%
3 304 32 858 14 281.97% 44.29%
4 1,357 6 643 10 47.40% 168.13%
5 571 4 643 10 112.74% 252.20%
6 548 11 55 1 10.10% 6.41%
7 548 11 51 1 9.29% 5.89%
8 806 8 34 0 4.27% 5.48%
9 356 2 16 0 4.63% 10.49%
10 1,032 13 216 5 20.95% 35.01%
11 741 4 31 5 4.19% 123.29%
12 3,070 37 31 5 1.01% 13.70%
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Table 9.20: Percentage Impact Assessment Summary (2027 Average Construction Trips) —

Option 2

Link Base Base Development | Development | % Impact % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs

2027 12hr AAWT Scenario

1 6,460 105 520 20 8.04% 19.28%

2 5,575 72 520 20 9.32% 28.12%

3 309 35 415 11 134.15% 32.31%

4 1,334 9 341 9 25.53% 103.48%

5 575 4 341 9 59.27% 232.50%

6 519 15 31 1 5.96% 5.66%

7 519 15 28 1 5.48% 5.21%

8 727 8 19 1 2.65% 6.49%

9 323 4 9 0 2.85% 5.90%

10 926 15 102 3 11.01% 19.36%

11 702 7 7 2 0.94% 30.38%

12 3,001 44 7 2 0.22% 4.66%

2027 24hr AADT Scenario

1 8,152 112 520 20 6.37% 18.00%

2 6,912 69 520 20 7.52% 29.38%

3 304 32 415 12 136.14% 36.07%

4 1,357 6 340 9 25.09% 149.19%
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Link Base Base Development | Development | % Impact | % Impact
Vehicles | HGVs Vehicles HGVs Vehicles HGVs
5 571 4 340 9 59.68% 223.78%
6 548 11 31 1 5.64% 7.21%
7 548 11 28 1 5.19% 6.63%
8 806 8 19 1 2.39% 6.16%
9 356 2 9 0 2.58% 11.80%
10 1,032 13 102 3 9.88% 21.14%
11 741 4 7 2 0.89% 50.31%
12 3,070 37 7 2 0.21% 5.57%

Assessment of Magnitude of Impact
Receptor Sensitivity

9.8.22 As stated in the Assessment of Significance / Assessment Criteria section
above, the rules set out in the IEMA guidelines require further assessment
where traffic flows / number of HGVs increase by more than 30% (or 10% for

a sensitive area).

9.8.23 The local highway network within the study area is largely rural in nature, and
there are relatively few properties with direct frontages onto any of the
highway links. Where there are properties which are directly accessed from
the impacted sections of highway, these are generally well set back from the

edge of the carriageway, or otherwise screened with hedgerows.

9.8.24 Furthermore, the majority of the impacted links cover very short sections of
road of generally less than 1km in length. In particular, the impacted sections
of Spring Hill and the B660 Kimbolton Road comprise distances of

approximately 280m and 70m, respectively. The impacted sections of Moor

PEIR Chapter 9: Traffic and Transport
September 2024
Version 01

9-59



Y% EAST PARK
| ENERGY

Road, Duloe Road and Bushmead Road each comprise a single temporary

crossing point.

9.8.25 As such, the sensitivity of all highway links within the study area is considered
to be Low, and the assessment of impacts has therefore been appraised
against the IEMA Rule 1 30% threshold for all links.

Impact of Construction Traffic

9.8.26 Table 9.17 indicates that on average across the whole construction period,
for Option 1 the magnitude of impact of construction traffic would be below
the IEMA 30% threshold, for both overall traffic and HGVs, on the majority of
links. The percentage increase would only exceed 30% for all vehicles on
links 3 and 5, and for HGVs on links 3, 4, 5 and 11, in both the AAWT and
AADT time periods.

9.8.27 Table 9.16 indicates that these impacts would not be a significant change in
the magnitude of impacts during the period of peak construction staff traffic.
In both the AAWT and AADT time periods overall construction traffic is
forecast to exceed the 30% threshold only on links 3, 4 and 5. The percentage
increase would exceed 30% for HGVs on links 2, 3, 4, 5, 10 and 11 for both
the AAWT and AADT periods.

9.8.28 Table 9.15 indicates that during the period of peak HGV traffic, the impact of
construction traffic would generally be below the IEMA 30% threshold on all
links with regard to the increase in total vehicle numbers, although the
magnitude of impact is approximately 31% on link 3 in this scenario. The
percentage increase in HGVs is forecast to exceed the 30% threshold on links
1, 2,3,4,5, 10 and 11 in this scenario, in terms of both AAWT and AADT.
There is also forecast to be a greater than 30% increase in HGVs on link 9 in
the AADT time period.

9.8.29 Tables 9.18 to 9.20 indicate that the difference between Option 1 and Option
2 with regard to the magnitude of impact of construction traffic is minimal.

Table 9.19 indicates that there is no difference between the two Options
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during the period of peak construction staff, while Table 9.20 shows that on
average across the whole construction period there are only minimal
differences in the distribution of development traffic and the resultant

percentage impact on the highway network.

9.8.30 Comparison of Table 9.15 and Table 9.18 indicates that the greatest
difference between the two Options would occur during the period of peak
HGV traffic. Option 1 is indicated to result in a greater magnitude of impact
on link 3, with the overall magnitude of impact on this link being below the
30% threshold for Option 2. Option 2 is indicated to result in a slightly greater
magnitude of impact across links 4 to 10. In general, however, there is no
significant difference in the magnitude of impact between the two options.
With regard to the assessment of environmental effects, therefore, both

options are considered to have the same magnitude of impact.

9.8.31 Withregard to the grid connection route, the preliminary assessment indicates
that the increase in HGV traffic on link 11 (Duloe Road) would be above the
30% threshold in all scenarios. However, this is a reflection of low baseline
HGV flows along this links. In absolute terms, the total increase in HGVs
crossing this link would be a maximum of 6 two-way movements per day. The
percentage increase in total vehicle numbers on both Duloe Road and

Bushmead Road (link 12) is less than 5% in all scenarios.
Impact on Al

9.8.32 As summarised in paragraph 9.6.25, baseline traffic flow data for 2023 shows
that in the vicinity of the St Neots junction there was an average 24hr AADT
flow of 18,726 vehicles (2,603 HGVS) in the northbound direction and 20,552
vehicles (2,857 HGVs) in the southbound direction. If all development traffic
were to arrive and depart in the same direction, this would equate to a
percentage increase of approximately 4.5% in each direction during the
period of maximum construction activity. During the period of maximum HGV

traffic, there would be a maximum increase in HGVs of approximately 3%.
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9.8.33 There was an average 12hr AAWT flow of 16,303 vehicles (2,478 HGVS) in
the northbound direction and 17,244 vehicles (2,535 HGVSs) in the
southbound direction. If all development traffic were to arrive and depart in
the same direction, this would equate to a percentage increase of
approximately 5% in each direction during the period of maximum
construction activity. During the period of maximum HGYV traffic, there would

be a maximum increase in HGVs of approximately 3.5%.

9.8.34 Although this high-level appraisal does not take into account future changes
in traffic flows that may result from new developments or as a result of the
A428 improvement scheme, it is clear that the magnitude of impacts of
Scheme construction traffic would be within the parameters of daily traffic flow
variation based on current traffic volumes on the Al. The Al is deemed to be
of Negligible sensitivity. With reference to the significance of effects matrix at
Table 9.4, it is therefore concluded that the Scheme’s effect on the A1 would
be of negligible significance in EIA terms.

Driver Delay

9.8.35 Any significant effects of delay to other road users are typically made most
apparent during the weekday peak hours when congestion may occur, As
previously indicated, the majority of construction staff trips are likely to occur
outside of the highway peak hours. HGV deliveries would occur throughout

the working day and would generally be scheduled to avoid peak periods.

9.8.36 The greatest percentage impact in terms of total construction traffic is

indicated to occur on link 3, Moor Road, and link 5, Spring Hill.

9.8.37 The impact on Moor Road would be at a single crossing point, which would
be manned by banksmen to ensure that construction traffic only crosses Moor
Road when there is an appropriate gap in traffic, to ensure there is no
additional delay to traffic travelling along Moor Road. Furthermore, the
magnitude of the percentage increase indicated on this link, approximately
135% in the ‘Average Construction’ scenario and 280% in the ‘Max Staff’

scenario, is reflective of a low level of baseline traffic along Moor Road, which
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was observed to have an average two-way flow of approximately 40 vehicles
per hour, or one vehicle every 1-2 minutes, during the daytime.

9.8.38 Similarly, construction traffic would only impact on Spring Hill for a distance
of less than 300m, and the percentage increases forecast on this link are

again reflective of a relatively low level of baseline traffic.

9.8.39 In the ‘Maximum Staff’ scenario there is also forecast to be an increase in
traffic of between 40-50% on link 4, Great Staughton Road between the
private access track north-west of Site C and Spring Hill. However, this
increase is only slightly above the 30% threshold, and this level of trip
generation would only occur for a maximum of 3 months, with the number of

staff on site being generally lower.

9.8.40 In the ‘Maximum HGVs’ scenario the increase in HGV traffic in forecast to
exceed 30% on links 1, 2, 3,9, 10 and 11, and to significantly exceed 30% on
links 4 and 5. These percentage increases are predominantly a reflection of
low baseline HGV flows along these links. In absolute terms, the total increase
in HGVs along these links is low. The maximum increase in HGVs occurs on
links 1 and 2, and equates to approximately 9 two-way movements per hour,
or 1 HGV movement every 6-7 minutes, on average. Across the rest of the
study area, there would be fewer than 1 HGV movement every 10 minutes,
on average. This level of trip generation would only occur for a maximum of 3
months, with the number of HGV movements being generally lower

throughout the majority of the construction period.

9.8.41 As such, it is not considered that the impact of the Scheme would result in
any appreciable effect on the operation of the assessed road links, and
therefore the overall magnitude of impact on Driver Delay is considered to be

Low Adverse.

9.8.42 As the sensitivity of all highway links within the study area is considered to be
Low, with reference to the significance of effects matrix at Table 9.4 it is
concluded that the effect of the Scheme on Driver Delay would be of

negligible significance in EIA terms.
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9.8.43

9.8.44

9.8.45

9.8.46

9.8.47

9.8.48

Non-Motorised User Delay

NMU Delay is considered to be affected by the changes in volume,
composition or speed of traffic, in terms of their respective impacts on the
ability of pedestrians to cross roads. There are a range of local factors that
affect pedestrian delay and the IEMA guidelines do not set out specific

thresholds for judging the significance of changes in levels of delay.

However, there are no specific pedestrian facilities, in terms of footways or
crossing points, on any of the links where the overall increase in traffic is
forecast to exceed the IEMA 30% threshold, and the Scheme would only
impact on each link for a relatively short distance. As such, the magnitude of
the impact on NMUs is considered to be Low Adverse.

As the sensitivity of all highway links within the study area is considered to be
Low, with reference to the significance of effects matrix at Table 9.4 it is
concluded that the effect of the Scheme on Driver Delay would be of

negligible significance in EIA terms.
Severance

The IEMA guidelines indicate that severance effects have historically been
considered as being ‘slight’, ‘moderate’ and ‘substantial’ with changes in

traffic flows of 30%, 60% and 90% respectively.

However, the guidelines also state that “caution needs to be observed when
applying these thresholds as very low baseline flows are unlikely to
experience severance impacts even with high percentage changes in traffic”.

As described above, across the majority of the study area the high percentage
impacts forecasted are generally a result of low baseline flows. The links
which show the greatest percentage impacts are generally those which are
only impacted for a relatively short distance. Of the links on which the total
traffic flow is forecast increase by more than the IEMA 30% threshold, only
link 4 has a length of greater than 1km. The increase in traffic flow would only

exceed 30% on this link in the ‘Maximum Staff’ scenario, and this level of trip
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generation would only occur for a maximum of 3 months, with the number of

staff on site being generally lower.

9.8.49 As such, it is considered that the proposed traffic increase brought about by
the Scheme could not, by itself, cause severance. No other changes to the
local highway network that could represent a physical barrier are proposed
and therefore the overall magnitude of impact on Severance is considered to

be Low Adverse.

9.8.50 As the sensitivity of all highway links within the study area is considered to be
Low, with reference to the significance of effects matrix at Table 9.4 it is
concluded that the effect of the Scheme on Driver Delay would be of
negligible significance in EIA terms.

Non-Motorised User Amenity (Including Fear and Intimidation)

9.8.51 The IEMA guidance suggests that “a tentative threshold for judging the
significance of the effects of traffic on pedestrian and cycle amenity would be

where the traffic flow is halved or doubled”.

9.8.52 The Scheme only results in a doubling of total vehicle flows on link 3 in the
‘Average Construction’ scenario. Flows would also double on link 5 in the
‘Maximum Staff’ scenario. HGV flows would be doubled on link 5 in the
‘Average Construction’ scenario, and on links 4 and 5 in the ‘Maximum Staff’

scenario.

9.8.53 In the ‘Maximum HGVs’ scenario, the level of HGV traffic is forecast to double
on links 2, 3, 4 and 5. However, the actual increase in HGV numbers is low in
absolute terms, and the overall percentage impact in terms of total vehicles is

low on all links in this scenario.

9.8.54 As described in paragraph 9.8.36, the magnitude of the percentage increase
indicated on link 3 is reflective of a low level of baseline traffic along Moor
Road. Furthermore, the impact on Moor Road would be at a single crossing

point, which would be manned by banksmen to ensure that construction traffic
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only crosses Moor Road when there is an appropriate gap in traffic, which
would include the movement of NMU traffic.

9.8.55 Having regard to the points above, the overall magnitude of impact on NMU
Amenity is considered to be Medium Adverse on links 3 and 5, and Low
Adverse across the rest of the study area. As the sensitivity of all highway
links within the study area is considered to be Low, with reference to the
significance of effects matrix at Table 9.4 it is concluded that the effect of the
Scheme on Driver Delay would be of negligible or minor significance in EIA

terms.

9.8.56 With regard to Fear and Intimidation, the IEMA guidance presents a
suggested scoring system to help establish the degree of hazard, in order to
establish the magnitude of impact by reference to the relative change in the

level of fear and intimidation resulting from development traffic.

9.8.57 Based on this scoring system, on links where the overall percentage increase
in construction traffic exceeds the IEMA 30% threshold, the Scheme is only
forecast to result in a step change of a single level compared to the baseline
on links 3 and 5 in the ‘Maximum Staff’ scenario. This would result in the level
of Fear and Intimidation increasing from ‘Moderate’ to ‘Great’, with an overall
increase in traffic of greater than 400 vehicles per day. The magnitude of
impact on these links would therefore be Medium Adverse.

9.8.58 There is also forecast to be a step change of a single level on links 6 and 7 in
both the ‘Average Construction’ and ‘Maximum Staff’ scenarios, and on link
10 in the ‘Maximum Staff scenario. However, the overall increase in traffic on
these links is below the IEMA 30% threshold, and therefore the magnitude of
impact would be negligible.

9.8.59 As previously noted, the impact of the Scheme is limited to a distance of less
than 300m on link 5, and a single crossing point on link 3. The forecast
increase in traffic during the ‘Maximum Staff’ scenario would only persist for
a maximum of 3 months, with the number of staff on site being generally

lower.
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9.8.60 The overall magnitude of impact on Fear and Intimidation is therefore
considered to be Medium Adverse on links 3 and 5, and Low Adverse across
the rest of the study area. As the sensitivity of all highway links within the
study area is considered to be Low, with reference to the significance of
effects matrix at Table 9.4 it is concluded that the effect of the Scheme on

Driver Delay would be of negligible or minor significance in EIA terms.
Public Transport Users

9.8.61 It is not considered that there will be a significant change in delay on any
sections of the local highway network within the study area which facilitate
public transport routes. It is also not anticipated that there would be any need
for the closure of roads during the construction period which would impact on

any bus services within the study area.

9.8.62 It is therefore considered that the significance of effect on public transport

users would be of negligible significance in EIA terms.
PRoWs

9.8.63 As described in section 9.6, there is an extensive PRoW network within and
surrounding the Scheme boundary. The Site layout has been designed to

minimise the impact on this network.

9.8.64 It is not anticipated that any PRoW routes will require permanent closure as
a result of either the construction or operation of the Scheme, but some
temporary diversions and user management may be required for health and
safety purposes during construction.

9.8.65 The magnitude of change on those using the PRoW network is Low Adverse
and the sensitivity is Low. The overall significance of the effect is therefore

negligible in EIA terms.
Accidents and Safety

9.8.66 With regard to accidents and safety, the accident history summarised in Table

9.8 demonstrates that there were no accidents recorded on any of the links
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within the study area other than the B645 between the A1 and the Main Site
Access. However, three of these accidents did occur close to the location of

the Main Site Access junction.

9.8.67 As such, the magnitude of the impact in relation to Accidents and Safety is
considered to be Low Adverse. The sensitivity is Low, and the overall
significance of the effect is therefore negligible in EIA terms.

Summary of Impacts

9.8.68 Table 9.20 outlines a summary of the magnitude of impact and significance
of effects for vehicle travellers, NMUs and public transport users as a result

of the Scheme during the construction phase.

Table 9.20: Summary of Magnitude of Impact and Significance of Effects During Construction

Phase

Description | Sensitivity | Description Magnitude | Effect Significant
of Effect of Change of Change | Category | Effect (Yes/
No)

Vehicle Traveller

Impact on Low Low Negligible | Negligible | No
Al percentage
increase in
both overall
traffic and
HGVs

Driver Delay | Low High Low Negligible | No
percentage Adverse or Minor
increase in
both overall
traffic flows
and HGVs on
some links,
but this is
generally a
reflection of
low baseline
traffic flows.

Accidents & | Low Small number | Low Negligible | No
Safety of accidents Adverse
along B645 in
vicinity of
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Description
of Effect

Sensitivity

Description
of Change

Magnitude
of Change

Effect
Category

Significant
Effect (Yes /
No)

proposed
main Site
access
junction.

NMU

Severance

Low

Largest
increase in
traffic flows
forecast to
occur over
short
distances on
public
highway.

Low
Adverse

Negligible

No

NMU Delay

Low

No specific
NMU facilities
on any of the
links where
overall
magnitude of
impact would
exceed 30%,
and largest
increases in
traffic flows
forecast to
occur only
over short
distances.

Low
Adverse

Negligible

No

NMU
Amenity

Low

Largest
increase in
traffic flows
forecast to
occur over
short
distances on
public
highway.

Low to
Medium
Adverse

Negligible
or Minor

No

Fear &
Intimidation

Low

Largest
increase in
traffic flows
forecast to
occur over
short
distances on

Low to
Medium
Adverse

Negligible
or Minor

No
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9.8.69

9.8.70

9.8.71

Description | Sensitivity | Description Magnitude | Effect Significant
of Effect of Change of Change | Category | Effect (Yes/
No)
public
highway.
PRoW Low Some Low Negligible | No
Network temporary Adverse

diversion and
user

management
on PRoW
network.
Public Transport Users
Delay Neutral No impact on | Neutral Neutral No

bus services

Operational Phase

During the operational phase it is anticipated that there will be 20 FTE staff
on-site at any one time, primarily undertaking maintenance tasks. There will
also be a small number of visitor trips per week for deliveries and servicing of

equipment.

Staff and maintenance vehicles will primarily be four-wheel drive vehicles or
vans. The requirement for HGV access to the Site during the operational
phase will be rare, for example for exceptional maintenance activities such as
the replacement of PV panels or transformers and would generally be less

than the agricultural traffic that would otherwise arise.

Due to the low level or trips likely to be generated within the local highway
network peak hours, as agreed with PINS at the Scoping stage operational
phase transport effects will be scoped out of detailed assessment within the
ES. The ES will therefore focus on the assessment of the transport-related

environmental effects generated during the construction phase.
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Decommissioning

9.8.72 At this stage the number of vehicle movements required during the
decommissioning phase is not known, and as such the level of potential
significant effects cannot be identified at this time. However, it is predicted to

be similar to the construction phase.

9.8.73 At the time of decommissioning, an assessment similar to that undertaken for
the construction phase as part of the ES would be undertaken. As such, no
further detailed assessment of traffic and transport effects during the

decommissioning phase will be undertaken at this stage.
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9.9 Additional Mitigation and Monitoring
Construction Phase

9.9.1 Based on the assessment of likely impacts and effects, the only adverse
effects that are forecast are anticipated to occur only over relatively short
sections of the highway network or would only occur for relatively short
periods of the overall construction schedule. As such, no additional mitigation,

other than the embedded mitigation, is proposed.

9.9.2 As previously described, mitigation measures including travel planning and
HGV management have been incorporated into an outline CTMP, which is
included as PEIR Volume 2 Appendix 9-1. The CTMP for the Scheme would
be secured through the DCO. The measures included within the outline CTMP

include:

e Restriction of construction traffic to a specific, defined route, and restricted
periods of the day and working week;

e Use of banksmen to monitor and control construction traffic entering and
leaving the Site, and manage any interface between Site activities and the
local highway / PRoW network;

e Appropriate signage and safety fencing / barriers will be implemented at
major crossing points and intersections with the local highway / PRoW
network;

e Provision of hardstanding areas within the Site to allow construction
vehicles accessing the Site to manoeuvre within the Site and drop off
loads without impacting on the local highway network; and

e Details of construction staff parking arrangements within the Site area.

9.9.3 The most notable increases in traffic are indicated to result from the forecast
increase in construction staff movements between the various areas of the
Site along links with relatively low baseline flows. Although this would not in
itself constitute a significant effect in EIA terms, during the periods of

maximum construction activity, the number of staff vehicle trips could be
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994

9.9.5

9.9.6

9.9.7

further reduced through the provision of minibuses, either to transport staff
from the Main Construction Compound to the other Site compounds, or to
transport staff to the Main Construction Compound from nearby transport
hubs.

Minor highway improvements could potentially be required in sensitive or
constrained locations to facilitate access for AlLs to the Site. The assessment
of routes from the ‘A’ road network to the main Site access will determine the

feasibility of routes and where mitigation works are required.

It is anticipated that all mitigation required will be set out within outline design
drawings where required for route improvements between the ‘A’ road
network and the Site. Swept path analysis will be presented to support these
designs where required. Temporary diversions or other mitigation measures

for footpaths and cycle paths will be proposed where necessary.

The coppicing, pushing back or removal of hedgerows may be required,
depending on site specific issues, in particular at temporary access SAl14.
Such activity will facilitate temporary construction access from the
carriageway along with using traffic management as well as standard
hedgerow maintenance. However, the site accesses have been located
where possible such that the required visibility will be achievable with minimal

requirement for hedgerow management.
Operational Phase

No additional mitigation is required during the operational phase of the
Scheme due to the negligible transport effect associated with Site operation

and maintenance.
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9.10

9.10.1

9.10.2

9.10.3

Residual Effects

Construction Phase

As summarised in Table 9.20, the anticipated effect of the Scheme with regard
to Traffic and Transport is forecast to be negligible or minor with regard to
Driver Delay, Accidents & Safety, Pedestrian Delay, Severance, NMU

Amenity and Fear & Intimidation, and neutral with regard to public transport.

These effects are not considered to be significant in EIA terms, and no
additional mitigation, other than the proposed embedded mitigation
measures, is proposed. The residual effects are therefore considered to be

negligible, and therefore not significant in EIA terms.
Operational Phase

For the operational phase of the Scheme, the residual effects in relation to
Traffic and Transport will be negligible, and therefore not significant in EIA

terms.
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9.11 Conclusions

9.11.1 The residual effects of the Scheme are not significant, and it can therefore be
concluded that the environmental effect of the Scheme with regard to Traffic
and Transport both on its own, and when considered in conjunction with
cumulative background growth within the study area, is not significant.
Further Work

9.11.2 This Chapter presents preliminary environmental information on the
assessment of the Scheme’s impacts on Traffic and Transport. Further
assessment will be completed prior to submission of the application for
development consent, and will include:
e An outline AIL Route Access Study
e Detailed appraisal of cumulative effects of committed developments
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