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7 TRAFFIC AND TRANSPORT 

7.1 INTRODUCTION 

7.1.1 This Chapter of the Environmental Statement (ES) has been prepared to determine 

the magnitude and significance of the environmental effects associated with the 

transportation requirements of the Proposed Development.  

7.1.2 The context of this Chapter has been informed by the Transport Assessment and 

Travel Plan prepared by Calibro Consultants Ltd, which are contained at Appendix 7.1 of 

this ES. 

7.2 ASSESSMENT APPROACH 

7.2.1 This Chapter of the ES has been prepared with reference to the requirements and 

best practice methods advocated by the following documents; 

• Guidelines for the Environmental Assessment of Road Traffic (IEA, 1993); and 

• Department for Transport’s document entitled ‘Design Manual for Roads & Bridges’ 

Volume 11: Environmental Assessment. 

7.2.2 In this respect, the scope and methods used within the Environmental Impact 

Assessment (EIA) process are defined below. 

Consultation Process 

7.2.3 Pre-application engagement was sought by Calibro undercover of an email dated 

31st July 2017 which set out a range of suggested parameters under which the effects of 

the development would be considered. Calibro also invited the relevant officer to meet on 

site although no response was received.   

7.2.4 The parameters of the assessment have therefore been determined on the basis of 

Calibro’s understanding of the operation of the proposed facility combined with 

consideration of the scope of similar Transport Assessments undertaken for other 

developments in the area. 

Assessment of the Site’s Travel Credentials 

7.2.5 The accessibility credentials of the Application Site have been considered by way 

of GIS-based modelling using centralised travel networks and public transport data to 

identify the accessible catchment of each mode, taking into account average journey 

times. 

Assessment of the Likely Traffic Effects 

7.2.6 The potential effects of development traffic have been considered in terms of the 

potential change in the current operation of the highway network and the study area 

incorporating the following junctions and interconnecting links has thus been assumed. 

 

• Proposed Site Access / Infiniti Way; 

• Hillthorn Farm / A1290-Washington Road; 

• A1290 / Glover Road / Sulgrave Road; 

• A1290 Glover Road / Spire Road; and 

• Spire Road / A1231-Sunderland Highway. 
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7.2.7 The geometric characteristics and general maintenance of the network are 

considered with a view to establishing the suitability of the network in the context of 

accommodating the types of vehicles anticipated in the construction and normal operation 

of the proposed facility. 

Ascertaining Traffic Conditions 

7.2.8 The EIA has sought to take account of existing permitted and future allocated 

development that may have a significant effect on the baseline traffic demand on the study 

area highway network. 

7.2.9 In this respect, the existing traffic demand was surveyed by an independent data 

collection company for all junctions identified within the study area highway network on 

5th July 2016; this being a neutral day void of Bank or School Holidays and any major 

roadworks. 

7.2.10 Analysis of the survey data identified the periods of greatest demand on the 

network to exist between 07:00 and 08:00hrs, and 16:30 to 17:30hrs on a typical 

weekday. 

7.2.11 Surveyed traffic flows were augmented to provide an indication of the baseline 

traffic scenario in the year of opening. Whereas the currently anticipated timescales 

indicate that the Proposed Development shall be operational in Q3 of 2021, this 

assessment robustly assumes 2022 as the year of opening. 

7.2.12 The augmentation of traffic flows incorporates allowances from TEMPRO for the 

anticipated changes in ambient traffic flows and the trip generation potential of the A19 

Ultra Low Carbon Vehicle Corridor Enterprise Zone. 

7.2.13 A forecast of the likely development traffic flows has been derived via a first-

principles assessment that takes into account key operating parameters, including the 

capacity of the facility, number of operating days and typical vehicle payloads. 

7.2.14 The magnitude and significance of the forecasted development traffic flows have 

then been considered in the context of the baseline scenario identified above. 

Ascertaining Changes in Highway Capacity 

7.2.15 The capacity performance of the highway network has been assessed for junctions 

identified within the study area using industry-standard modelling software (Arcady and 

Picady) and wherever possible, utilising input parameters incorporated within technical 

assessments prepared by third-parties in support of now approved planning applications.  

7.2.16 The inclusion of third-party parameters provides increase independence in the 

assessment whilst simplifying the process of review since it is implicit that these 

parameters have been previously accepted by the Local Highway Authority, given that the 

respective proposals were granted planning permission.   

7.2.17 When assessing the relative performance of the highway network, the EIA has 

considered that a junction operates under capacity when a Ration of Flow to Capacity 

(RFC) of less than 0.9 has been calculated. 

7.2.18 A junction has been considered to be nearing capacity when the calculated RFC is 

between 0.9 and 1.0 whilst a calculated RFC that exceeds 1.0 has been taken to indicate 

a breach of junction capacity. 
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Ascertaining Changes in Highway Safety Risk 

7.2.19 The potential highway safety effects of the calculated development traffic flows 

have been undertaken with regard to the existing pattern of accidents and with reference 

to the Institute of Highways and Transportation (IHT) Risk Assessment Matrix, which 

shown at Table 4.1 within the submitted Transport Assessment (Appendix 7.1). 

7.2.20 With this, the severity of a collision is determined by impact speed, the type of 

vehicles involved in the collision and the protection afforded to victims. The resultant risks 

are categorised within the standard matrix as ‘low’, ‘medium’, ‘high’ or ‘very high’. 

7.2.21 It is typically accepted that a ‘low risk’ is immaterial and consideration of mitigation 

would not be required. Where ‘medium risk’ ratings are indicated, mitigation is not a pre-

requisite but practical solutions should be considered where possible. ‘High risk’ ratings 

indicate that mitigation would be desirable but not essential, whereas a ‘very high risk’ 

would require immediate intervention. 

7.2.22 Based on the above, an evaluation has been undertaken to establish if the 

calculated development traffic flows, when considered cumulatively, would lead to an 

abnormal or unacceptable safety risk. Where any unacceptable safety impacts are 

considered likely, appropriate mitigation measures have been identified. 

Assessment of Significance 

7.2.23 The need to consider environmental impacts beyond highway capacity and safety 

has been determined by reference to the guidance for the Environmental Assessment of 

Road Traffic (IEA, 1993), which suggests two broad rules that defined the need to 

undertake full environmental impact analysis. These are as follows: - 

• Highway links where traffic flows will increase by more than +30% (or where the 

number of HGVs will increase by more than +30%); or 

• Sensitive area where traffic flows will increase by more than +10%. 

7.2.24 In the event that the EIA process identifies that the resultant traffic increases 

exceed either of the above criteria, the significance of and exposure to the environmental 

effects of traffic is considered. The environmental effects of traffic include: - 

• Pedestrian amenity (including severance, fear and intimidation, and delay); 

• Driver delay; and 

• Accidents and safety. 

7.2.25 Consideration of the magnitude of the effect is undertaken in compliance with the 

IEA guidance, as outlined below. 

7.2.26 In the context of ‘accidents and safety’ the guidance suggests that professional 

judgment would be needed to assess the significance of the impact in the context of 

existing accident patterns. This Chapter refers to the IHT Risk Assessment Matrix 

(mentioned above) to provide an informative to underpin the professional judgement. 

7.2.27 In the context of driver delay, changes are predicted by the junction capacity 

analyses undertaken for the weekday peak hours. At non-peak demand periods, the 

network performs better and the effect on delay would therefore be less.  

7.2.28 Categorisation of the magnitude of the effects is summarised below in Table 7.1. 
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Table 7.1: Magnitude of Effect based upon Traffic Flow  

Sensitivity Magnitude of Effect 

Substantial Consideration deterioration / improvement in 

local conditions or circumstances (+/- 90% 

change in traffic demand). 

Moderate Readily apparent change in conditions (+/- 60 - 

90% change in traffic demand). 

Slight Perceptible change in conditions or circumstances 

(+/- 30 - 60% change in traffic demand). 

Negligible Very small perceptible change in conditions or 

circumstances (+/- 10 – 30% change in traffic 

demand). 

No Impact No discernible change in conditions (+/- 0 – 10% 

change in traffic demand. 

7.2.29 Receptors are defined in Volume 11 of the Design Manual for Roads & Bridges 

(DMRB) and the levels of the environmental sensitivity of a receptor are specified therein. 

A similar approach is adopted herein with four levels of receptor sensitivity assessed; ‘low’, 

‘medium’, ‘high’ and ‘very high’. In this respect, the land-use of the receptors have been 

used to determine each receptor’s sensitivity as identified below in Table 7.2. 

Table 7.2: Receptor Sensitivity based upon Traffic Flow  

Sensitivity Magnitude of Effect 

Very High Nationally or internationally important site 

with special sensitivity to increases in road 

traffic. 

High Regionally important site with special 

sensitivity to increases in road traffic. 

Moderate Residential (with frontage onto road under 

consideration), educational, healthcare, 

leisure, public open space, or town centre / 

local centre land-uses. 

Low Employment or out-of-town retail land-use 

such as a retail park. 

7.2.30 In the context of the proposed development Table 7.3 below provides an 

evaluation of the relevant receptors. 
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Table 7.3: Potentially Sensitive Receptors  

Receptor Description Sensitivity 

1.A1290-Glover Road 

(West of Fire Station) 

Rear of residential properties set back some 

from roadside (34-metres at closest 

property), with fenced gardens and green 

open space between.  

Moderate 

2. Glover Road  

(North of Spire Road) 

Rear of residential properties set back some 

from roadside (14-metres at closest 

property), with fenced gardens between. 

Moderate 

3.Spire Road (North) 

(South of Fire Station) 

Retail and industrial uses set back from 

main road. Retail treated as ‘local centre’ 

for rigour. 

Moderate 

4. Spire Road (South) 

(North of A1231) 

Both retail and industrial uses set back from 

main road. McDonald’s drive-thru with 

frontage to main road. Retail again treated 

as ‘local centre’ for rigour. 

Moderate 

5.A1290-Washington 

Road  

(East of Application Site) 

Currently greenfield north and south with 

future allocation for industrial to south, and 

reserved for industrial to north. 

Low 

7.2.31 The significance of the impact has been considered with a matrix-based approach, 

similar to that contained with DMRB Chapter 11, such that the impacts are derived from 

the receptor’s environmental sensitivity value in combination with the magnitude of the 

effect at that receptor. The matrix criteria are set out below at Table 7.4. 

Table 7.4: Significance Matrix  
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 Magnitude of Impact (Degree of Change) 

 Substantial Moderate Low Negligible No Impact 

Very High Major Major Major Negligible No Impact 

High Major Major Moderate Negligible No Impact 

Moderate Major Moderate 
Minor to 

Moderate 
Negligible No Impact 

Low Moderate 
Minor to 

Moderate 
Minor Negligible No Impact 

Legislative and Policy Framework 

7.2.32 The EIA process has been undertaken with due regard to current best practice and 

current policy, particularly in respect to the National Planning Policy Framework (NPPF) in 

so much that the assessment focuses on the following principal areas of policy; 
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1) Sustainability 

The stated purpose of the NPPF is “to help to achieve sustainable development” 

(Ministerial Foreword) and this is supported by a presumption in favour of 

sustainable development.  

In this regard, the economic, social and environmental credentials of the 

development proposals will be considered throughout this Chapter, so far as is 

relevant to transport matters. 

2) Cumulative Impact 

Paragraph 32 of the NPPF states that “development should only be prevented 

or refused on transport grounds where the residual cumulative impacts of a 

development are severe” and the Chapter will therefore quantify the magnitude 

of any transport effects (including highway safety and capacity) to inform 

measures of likely severity. 

7.2.33 This Chapter of the ES has been prepared with reference to the requirements and 

best practice methods advocated within the following documents; 

1) National Planning Practice Guidance (Department for Communities and Local 

Government, March 2014); 

2) National Planning Policy Framework (Department for Communities and Local 

Government, March 2012); 

3) Guidelines for the Environmental Assessment of Road Traffic (IEA, 1993); and 

4) Volume 11: Environmental Assessment of the Department for Transport’s 

document entitled ‘Design Manual for Roads & Bridges. 

Limitations to the Assessment 

7.2.34 All traffic surveys were conducted on a neutral weekday and the data collected to 

inform the assessment is considered to be reliable and robust. 

7.2.35 Consequently, there are no clear limitations to the assessment. 

7.3 BASELINE CONDITIONS 

Access by Foot 

7.3.1 The opportunities to travel to/from the Application Site by foot have been 

considered at Figure 3.1 of the submitted Transport Assessment (Appendix 7.1), wherein 

the baseline footway infrastructure has been replicated within a GIS-based accessibility 

model to provide an indication of the geographical area that would be accessible within a 

two-kilometre travel distance of the site. This accords with the Institute of Highways & 

Transportation (IHT) guidance entitled ‘Providing for Journeys on Foot’. 

7.3.2 The resultant geographical catchment presented at figure 3.1 confirm that the 

future staff of the proposed facility would be able to travel from Sulgrave, Hertburn and 

the northern fringes of Barmston. 

7.3.3 On the of basis of this evidence, the Application Site is situated where it would 

afford future employees of the facility with the opportunity to travel by foot, in accordance 

with the various local and national sustainable transport policies. 
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Access by Bicycle 

7.3.4 The opportunities to travel to the Application Site by bicycle have been considered 

at Figure 3.4 of the submitted Transport Assessment (Appendix 7.1) where in the 

baseline infrastructure has been replicated within a GIS-based accessibility model to 

identify the geographical catchment that would be accessible within the industry-standard 

five-kilometre threshold. 

7.3.5 The results of the cycle catchment indicate that the Proposed Development would 

be accessible to future staff residing within areas as far as Blackfell and Springwell to the 

west, Columbia and Fatfield to the south, and Hylton Castle and Downhill to the east. 

7.3.6 On this evidence, it is concluded that the Application Site affords adequate 

opportunity for journeys to be undertaken by bike, in line with current local and national 

sustainable transport policies.   

Access by Bus 

7.3.7 The opportunities to travel to and from the Application Site by bus have been 

evaluated at Section 3.4 of the accompanying Transport Assessment (Appendix 7.1) 

using a GIS-based accessibility model incorporating the most up-to-date bus timetable 

information available at the time of the assessment. 

7.3.8 The analyses considered a reasonable travel-time catchment to comprise an 

intermodal journey of 36-minutes, in line with the average bus journey for commuter trips 

in the North East. The assessment was undertaken for time periods to coincide with the 

likely shift-patterns of the Proposed Development. 

7.3.9 The results of the assessment are shown at Figure 3.5, Figure 3.6 and Figure 3.7 

of the accompanying Transport Assessment (Appendix 7.1). 

7.3.10 The assessments confirm that it would be possible to commute from areas such as 

Sunderland, Chester-Le-Street, Houghton-Le-Spring, Gateshead and South Shields. 

7.3.11 On this basis, it is concluded that the location of the Application Site affords 

adequate opportunities to travel by bus, in support of current local and national transport 

policies. 

Access by Car 

7.3.12 The study area highway network has been considered at Section 4.2 of the 

supporting Transport Assessment (Appendix 7.1) wherein a review of the geometric 

layout of the network was undertaken in the context of the Design Manual for Roads & 

Bridges in combination with Manual for Streets. 

7.3.13 The accompanying Transport Assessment concluded that the local road network 

can accommodate the type of vehicles likely to be visiting the proposed development, as 

evidenced by the numerous surrounding industrial land-uses in the area, which attract 

goods vehicle travel. 

Highway Safety 

7.3.14 The safety risks associated with the current operation of the study area highway 

network area considered at Section 4.3 of the accompanying Transport Assessment 

(Appendix 7.1) wherein accident data available via the Authority’s online portal was 

assessed for the most recent five-year period available, this being 2012 to 2016. This 
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exceeds the minimum requirement of three-years as advised in National Planning Practice 

Guidance. 

7.3.15 The evaluation considered any obvious clusters or patterns of accidents that might 

be suggestive of a deficiency in the layout or geometry of the highway network and which 

might be contributing towards an unacceptable safety risk.  

7.3.16 In this regard, the data were considered in the context of the IHT Risk Assessment 

Matrix, which identified that there was a low risk of slight and serious injury accidents at 

all junctions, save for the eastbound off-slip of the A1231-Sunderland Highway where 

there was also a high risk of fatal injury. However, it was noted that the high-risk rating 

was resultant from one fatality in the five-year assessment period.  

7.3.17 Based on the guidance given in connection with the use of the IHT Risk Assessment, 

a high-risk rating suggests that improvements would be desirable although not mandatory. 

The significance of the development effects is considered later in this Chapter. 

7.3.18 The submitted Transport Assessment therefore concluded that there is no existing 

unacceptable safety risk that would preclude the Proposed Development. 

Baseline Traffic Demand & Highway Capacity 

7.3.19 In combination with this assessment, the accompanying Transport Assessment 

(Appendix 7.1) robustly assumes a year of opening of 2022, which reflects the requisite 

approvals processes, anticipated build-rate, and commissioning and testing required. 

7.3.20 Traffic data for the baseline scenario has been determined by use of the 2016 

surveyed traffic flows and application of a growth factor derived from the Tempro 

database. Allowances for the A19 Ultra Low Carbon Vehicle Corridor Enterprise Zone Site 

3 were also incorporated within the baseline assessment, using traffic figures incorporated 

within the now consented planning application for the infrastructure works being 

constructed to facilitate development at Site 3 of the Enterprise Zone. 

7.3.21 The resultant baseline traffic flows are summarised at Table 7.5 and on the graphs 

included at Appendix 7.2 
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Table 7.5: 2022 Baseline Traffic Flows  

Time Receptor 1 Receptor 2 Receptor 3 Receptor 4 Receptor 5 

Total HGVs Total HGVS Total HGVs Total HGV Total HGV 

00:00 
81 18 69 16 94 24 115 23 56 7 

01:00 
64 14 55 14 60 21 74 23 50 4 

02:00 
85 9 71 9 88 14 94 11 73 3 

03:00 
35 10 27 10 43 17 46 14 19 4 

04:00 
38 10 31 13 44 19 58 15 18 4 

05:00 
89 17 69 21 112 27 136 26 84 8 

06:00 
784 34 415 26 683 34 812 41 733 25 

07:00 
868 47 680 36 855 63 1037 66 809 36 

08:00 
624 79 552 58 627 85 782 97 585 63 

09:00 
446 81 415 56 582 91 808 99 398 60 

10:00 
424 70 395 55 549 79 835 89 371 53 

11:00 
477 76 462 53 619 95 945 94 420 55 

12:00 
522 72 496 49 704 88 1065 92 438 51 

13:00 
521 73 505 53 716 83 1049 93 469 54 

14:00 
739 75 594 52 808 88 1102 92 678 60 

15:00 
940 71 859 52 998 85 1307 91 875 56 

16:00 
851 60 770 50 952 86 1261 87 819 51 

17:00 
755 53 693 38 857 58 1209 65 713 38 

18:00 
442 45 424 27 590 44 911 49 415 29 

19:00 
269 31 283 28 410 41 641 42 255 19 

20:00 
182 29 199 26 292 39 432 36 159 18 

21:00 
144 22 145 27 219 33 311 30 121 13 

22:00 
250 19 185 17 253 24 329 20 226 10 

23:00 
374 15 302 16 324 21 368 21 327 9 

7.3.22 The capacity of the junctions within the study area highway network has been 

considered at Section 5.4 of the submitted Transport Assessment.  

7.3.23 A summary of their performance in provided in the below Table 7.6 using a traffic 

light system to indicate whether the respective junctions operate under capacity (green 

colour), of they are nearing capacity (amber colour) or whether they operate beyond 

capacity (red colour). 

  



ENVIRONMENTAL STATEMENT 

TRAFFIC AND TRANSPORT 

 

K.0178   Land at Hillthorn Farm, Washington 

Table 7.6: Summary of Baseline Junction Capacity  

Junction Relative Junction 

Performance 

Junction 1:                                        

Hilthorn Farm Access Road / A1290-

Washington Road 

 

Junction 2:                                     

A1290-Washington Road / Sulgrave 

Road 

 

Junction 3:                                     

Glover Road / Spire Road 

 

Junction 4:                                       

Spire Road / A1231-Sunderland 

Highway 

 

7.4 ASSESSMENT OF LIKELY SIGNIFICANT EFFECTS 

Construction Phase 

7.4.1 Construction phase impacts are dependent upon the build-rate which is in-turn 

influenced by the complexity of the site. The build-rate will determine the volume of daily 

traffic movements in so much that a greater build-rate would result in higher 

concentrations of activity over a shorter time-period, whilst a lower build-rate would 

reduce concentrations of activity but result in activity occurring over a prolonged period. 

7.4.2 In the context of the Proposed Development, the build-rate is anticipated to be 30-

months commencing from Autumn 2018. A commission phase lasting six months would 

follow immediately afterwards, expected in the spring of 2021. 

7.4.3 It is considered that the potentially significant construction phase impacts are likely 

to be derived in consequence to the following principal activities; 

• Daily arrival and departure of construction staff; 

• On-site activity to re-grade the site and facilitate the construction of 

buildings and associated infrastructure; 

• Export / import of material associated with the re-grading of the site; and 

• Delivery of construction materials, plant and machinery. 

7.4.4  The bullet-points above are also considered within Chapter 5 (Air Quality) of this 

ES. 

Magnitude of the Effect & Significance of the Impact 

7.4.5 The Application Site is a greenfield site with no requirement for significant 

demolition of existing structures/services. The existing ground levels are favourable and 

substantial re-grading is considered unlikely.  It is therefore considered that vehicular 

movements associated with the construction phase will not exceed those of the operational 

phase of development.  

Under Capacity 

Under Capacity 

Under Capacity 

Under Capacity 
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7.4.6 In this respect, the magnitude and severity of the resultant impacts are expected 

to be lower than those associated with the operational phase. Thus, since the impacts of 

the development during its operational phase are considered later in this Chapter to be 

acceptable, it follows that the construction phase impacts must be equally acceptable. 

7.4.7 Notwithstanding, mitigation measures are proposed to further reduce the 

magnitude of the construction effects and these are identified at Section 7.5 of this 

Chapter. 

Operational Phase 

Magnitude of the Effect 

7.4.8 Section 6. of the accompanying Transport Assessment (Appendix 7.1) sets out 

the methodology used to determine the likely trip attraction characteristics of the Proposed 

Development. It uses a first-principles assessment to derive the hourly trip attractions of 

the Proposed Development, reflecting key operational parameters such as the capacity of 

the facility, delivery times, number of staff and shift patterns. 

7.4.9 The resultant change in traffic flow at each receptor is shown throughout the day 

below at Table 7.6 and on the graphs contained at Appendix 7.2. 

Table 7.6: 2022 ‘With Development’ Traffic Flows  

Time 
Receptor 1 Receptor 2 Receptor 3 Receptor 4 Receptor 5 

Total HGVs Total HGVS Total HGVs Total HGV Total HGV 

00:00 
81 18 69 16 94 24 115 23 56 7 

01:00 
64 14 55 14 60 21 74 23 50 4 

02:00 
85 9 71 9 88 14 94 11 73 3 

03:00 
35 10 27 10 43 17 46 14 19 4 

04:00 
38 10 31 13 44 19 58 15 18 4 

05:00 
91 17 72 21 113 27 137 26 85 8 

06:00 
786 34 418 26 684 34 813 41 735 25 

07:00 
870 49 687 43 860 68 1041 71 812 38 

08:00 
633 81 572 65 637 90 793 102 592 66 

09:00 
449 84 422 64 587 96 813 104 401 62 

10:00 
427 72 402 62 554 84 840 93 374 56 

11:00 
479 79 470 60 624 99 950 99 423 58 

12:00 
524 75 503 56 708 93 1070 97 440 53 

13:00 
525 76 515 60 722 87 1055 98 473 57 

14:00 
743 78 604 60 814 93 1108 97 682 63 

15:00 
943 74 866 59 1003 90 1312 96 878 59 

16:00 
854 63 777 58 957 91 1265 92 821 53 

17:00 
757 56 700 45 862 63 1213 70 716 41 
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18:00 
451 47 444 34 601 49 922 53 426 31 

19:00 
269 31 283 28 410 41 641 42 255 19 

20:00 
182 29 199 26 292 39 432 36 159 18 

21:00 
146 22 148 27 220 33 313 30 121 13 

22:00 
251 19 187 17 254 24 330 20 228 10 

23:00 
374 15 302 16 324 21 368 21 327 9 

7.4.10 The above traffic effects have been considered against the baseline traffic flows set 

out previously at Table 7.5 to enable the relative change to be considered throughout the 

day. The results for each receptor are provided below at Table 7.7. The results are also 

shown on the graphs contained at Appendix 7.2. 

Table 7.7: Magnitude of Operational Effects  

Time Receptor 1 Receptor 2 Receptor 3 Receptor 4 Receptor 5 

Total HGVs Total HGVS Total HGVs Total HGV Total HGV 

05:00 1 - 2 - 1 0 1 0 1 - 

06:00 1 - 2 - 1 0 1 0 2 0 

07:00 2 2 7 7 5 5 5 5 3 3 

08:00 9 2 20 7 11 5 11 5 7 3 

09:00 2 2 7 7 5 5 5 5 3 3 

10:00 2 2 7 7 5 5 5 5 3 3 

11:00 2 2 7 7 5 5 5 5 3 3 

12:00 2 2 7 7 5 5 5 5 3 3 

13:00 4 2 10 7 6 5 6 5 4 3 

14:00 4 2 10 7 6 5 6 5 4 3 

15:00 2 2 7 7 5 5 5 5 3 3 

16:00 2 2 7 7 5 5 5 5 3 3 

17:00 2 2 7 7 5 5 5 5 3 3 

18:00 9 2 20 7 11 5 11 5 11 3 

19:00 - - - - - - - - - - 

20:00 - - - - - - - - - - 

21:00 1 - 2 - 1 - 1 - 1 - 

22:00 1 - 2 - 1 - 1 - 2 - 

23:00 - - - - - - - - - - 

7.4.11 The above results identify that the peak change in traffic from the Proposed 

Development would result in a maximum increase of 20 two-way traffic movements in any 
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single period, although the average is significantly less. However, even at its peak, traffic 

would increase at a rate equivalent to +1 vehicle every 3-minutes which is not sufficient 

in the context of highway capacity and safety. 

7.4.12 The accompanying Transport Assessment (Appendix 7.1) also contains the 

detailed results of the capacity analyses undertaken of the junctions within the study area 

highway network in the 2022 ‘with development’ scenario. A summary of the relative 

performance of the junctions is given below in Table 7.8, which adopts the same traffic-

light coding system used earlier in this report. 

Table 7.8: Summary of 2022 ‘With Development’ Junction Capacity  

Junction Relative Junction 

Performance 

Junction 1:                                        

Hilthorn Farm Access Road / A1290-

Washington Road 

 

Junction 2:                                     

A1290-Washington Road / Sulgrave 

Road 

 

Junction 3:                                     

Glover Road / Spire Road 

 

Junction 4:                                       

Spire Road / A1231-Sunderland 

Highway 

 

7.4.13 The above summary confirms that the network shall continue to operate under 

capacity in the year of opening, with the development in situ. 

Significance of the Impact 

7.4.14 As stated previously within this Chapter, the significance of the effect is determined 

in combination with the sensitivity of the receptor, as set out at Table 7.3. In this context, 

the magnitude of the development effects, as identified above at Table 7.7, would derive 

classifications of significance at each receptor, as follows.  

Table 7.9: Magnitude of Operational Effects 

Receptor 
Relative Change 

Resultant 

Magnitude 

Total HGV Total HGV 

1.A1290-Glover Road 

(West of Fire Station) 2.1% 5.6% 

No 

Impact 

No 

Impact 

2. Glover Road  

(North of Spire Road) 4.7% 27.3% 

No 

Impact 
Negligible 

3.Spire Road (North) 

(South of Fire Station) 1.8% 10.9% 

No 

Impact 
Negligible 

4. Spire Road (South) 

(North of A1231) 1.4% 9.9% 

No 

Impact 

No 

Impact 

5.A1290-Washington Road  

(East of Application Site) 2.6% 9.6% 

No 

Impact 

No 

Impact 

Under Capacity 

Under Capacity 

Under Capacity 

Under Capacity 
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7.4.15 For the purposes of rigour, the following analysis of both operational and residual 

impacts have assessed the magnitude and significance of change attributed to HGV traffic.  

7.4.16 In summary of the above, the magnitude and significance of the calculated effects 

is as set out below at Table 7.10. 

Table 7.10: Summary of Operational Impacts 

Operational 
Receptor 

Sensitivity 

Direct 

or 

Indirect 

Effect 

Positive 

/ 

Negative 

Effect 

Permanent 

/ 

Temporary 

Magnitude Significance 

Receptor 1 Moderate Direct Negative Permanent No Impact No Impact 

Receptor 2 Moderate Direct Negative Permanent Negligible 
Negligible 

Adverse 

Receptor 3 Moderate Direct Negative Permanent Negligible 
Negligible 

Adverse 

Receptor 4 Moderate Direct Negative Permanent No Impact No Impact 

Receptor 5 Low Direct Negative Permanent No Impact No Impact 

7.4.17 On the basis of the above, it is evident that the effects of development traffic would 

be, at worst, negligible. In this way, the Proposed Development would not result in any 

unacceptable environmental impacts.  

7.5 MITIGATION & ENHANCEMENT 

7.5.1 Notwithstanding the fact that the environmental impacts of the Proposed 

Development have been identified above to be acceptable, it is proposed to optimise the 

development traffic effects further through the range of measures identified below. 

Construction Phase 

7.5.2 It is proposed that a Construction Traffic Management Plan (CTMP) would be 

prepared and submitted to the Local Planning and Highway Authority prior to the 

commencement of on-site works. The purpose of the CTMP is to ensure that the 

appropriate environmental management practices are followed during the construction 

(and demolition) phase of the project. 

7.5.3 Although measures will be identified within the CTMP, it is possible that they may 

include some or all of the following; 

1) Wheel washing facilities to prevent the transfer of detritus onto the public 

highway; 

2) Appropriate directional road signage to aid driver navigation and to alert all 

road users of the potential for construction traffic; and 

3) A Construction Staff Travel Plan that would seek to minimise the number of car-

borne journeys to the Application Site, including the potential for a mini-bus 

collection service that may be operated by the appointed contractor. 
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Operational Phase 

7.5.4 The assessment has concluded that the existing road network is of suitable 

geometry to accommodate the type of vehicles associated with the Proposed Development 

and that the anticipated traffic could be accommodated within the existing capacity of the 

network.  

7.5.5 Moreover, this assessment has considered the potential to access the Application 

Site by non-car travel modes where after it has been concluded that the site is reasonably 

located where it might encourage such trips.  

7.5.6 Consequently, no mitigation is proposed. 

Residual Impacts 

7.5.7 For simplicity, the benefits afforded by the introduction of the above mitigation 

strategies have not been quantified and indeed, it is considered that doing so would not 

alter the conclusion of this Chapter. Thus, for the purpose of this assessment, the residual 

impacts are clarified as follows. 

Table 7.11: Summary of Residual Impacts 

Operational 
Receptor 

Sensitivity 

Direct 

or 

Indirect 

Effect 

Positive 

/ 

Negative 

Effect 

Permanent 

/ 

Temporary 

Magnitude Significance 

Receptor 1 Moderate Direct Negative Permanent No Impact No Impact 

Receptor 2 Moderate Direct Negative Permanent Negligible 
Negligible 

Adverse 

Receptor 3 Moderate Direct Negative Permanent Negligible 
Negligible 

Adverse 

Receptor 4 Moderate Direct Negative Permanent No Impact No Impact 

Receptor 5 Low Direct Negative Permanent No Impact No Impact 

7.6 CUMULATIVE & IN-COMBINATION EFFECTS 

7.6.1 It is possible that the construction of the Proposed Development could occur 

alongside the construction of other nearby development projects. However, this 

assessment has considered the cumulative impact of the Proposed Development alongside 

the operational effects of future development at Hillthorn Farm.  

7.6.2 The operational effects of the Proposed Development are considered to outweigh 

its construction phase impacts and thus, the above assessment is robust. Notwithstanding, 

however, the future development of Hillthorn Farm would be subject to the scrutiny of a 

planning application and its construction phase impacts would be likely to be subject to a 

CTMP such that the effects could be fully managed and mitigated.   

7.7 SUMMARY  

Introduction 

7.7.1 This Chapter of the ES assess the environmental impacts of the Proposed 

Development on land at Hillthorn Farm, Sunderland with respect to traffic and transport. 
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The context of this Chapter has been informed by the technical analyses contained within 

the accompanying Transport Assessment contained at Appendix 7.1 of this ES. 

7.7.2 This Chapter has considered the environmental impacts of traffic, including 

pedestrian amenity, highway safety and driver delay in the context of the relative change 

in traffic demand. The identified receptors within the study area were considered and 

determined to be either of ‘low’ or ‘moderate’ significance. 

Baseline Conditions 

7.7.3 The location of the Proposed Development has been considered in the context of 

the existing and future consented infrastructure using GIS-based modelling techniques, 

which confirm that the site relates well to nearby residential areas, by non-car travel 

modes. 

7.7.4 Baseline traffic flows have been collected and used as the basis of the 

environmental impact assessment. These incorporate allowances for growth in ambient 

traffic demand and also for anticipated development in the surrounding area. 

Likely Significant Effects 

7.7.5 Operational phase impacts have been determined with reference to the trip 

generation calculations contained within the supporting Transport Assessment at 

Appendix 1. 

7.7.6 Construction phase (including demolition) impacts could be resultant from the 

arrival and departure of construction workers, together with associated goods vehicle 

traffic. Whilst these impacts can be significantly reduced with appropriate mitigation, it is 

considered that the effects would be no worse than during the operational phase of 

development.  

Mitigation & Enhancement 

7.7.7 Notwithstanding the negligible impacts that have been identified above, the 

Proposed Development would be subject to a Travel Plan which would encourage staff and 

visitors to travel in the most sustainable method possible.  

7.7.8 In this respect, the development incorporates a number of an electric vehicle 

charging points to allow staff and visitors to recharge their electric/hybrid vehicle free-of-

charge. Thus, the environmental credentials of car journeys to the site can be optimised 

where there is a genuine need to use the car.  This benefit would be further optimised by 

the encouragement of car-sharing amongst staff. 

7.7.9 For the construction phase, it is proposed that a Construction Traffic Management 

Plan (CTMP) would be prepared and submitted to the Local Planning Authority prior to the 

commence of on-site works. The purpose of the CTMP would be to ensure that appropriate 

environmental management practices were followed during the construction (and 

demolition) phase of the project. 

Conclusion 

7.7.10 On the basis of the evidence presented above, it is the conclusion of this ES Chapter 

that the environmental effects of traffic associated with the Proposed Development can be 

accommodated without unacceptable detriment. 
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7.7.11 Indeed, it is noted that the calculated effects of the development traffic are located 

well within existing bandings of significance that confidence can be taken that any modest 

change to the assessment parameters is unlikely to alter the conclusions of this Chapter. 

 


