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Acronyms

Glossary
Term
Abnormal Loads

Acronym

Definition
Loads or vehicles that exceed maximum vehicle weight, axle
weight or dimensions as set out in the Road Vehicles
(Construction and Use) Regulations 1986 as amended.

Outline Code of
Construction Practice

A document setting out construction phase mitigation measures.

Construction Traffic
Management Plan

A document identifying working methods and procedures that
mitigates possible adverse traffic impacts of a scheme.

Ghost Island

Dedicated right turn lane into a side road allowing traffic to wait to
turn right without obstructing the passage of straight through
traffic.

Full term

AADT

Annual Average Daily Traffic

ATC

Automatic Traffic Count

DCO

Development Consent Order

DfT

Department for Transport

DMRB

Design Manual for Roads and Bridges

EIA

Environmental Impact Assessment

ES

Environmental Statement

HA

Highways Agency

HGV

Heavy Goods Vehicle

HVDC

High Voltage Direct Current

HVAC

High Voltage Alternating Current

Highway Link

Length of highway.

NATA/WebTAG
Methodology

A standard national approach to undertaking assessments of
major transport infrastructure projects.

Pedestrian Amenity

The convenience or comfort of movement on foot.

IPC

Infrastructure Planning Commission

Serious personal injury
accident

An accident leading to serious injuries requiring hospital
treatment.

LCC

Lincolnshire County Council

LTP

Local Transport Plan

Severance

Real or perceived difficulties moving between one part of a
community to another.

NATA

New Approach to Appraisal

Slight accident

An accident leading to slight injuries which are defined as cuts,
bruises or sprains requiring roadside attention but not normally
requiring admission to hospital.

NELC

North East Lincolnshire Council

NLC

North Lincolnshire Council

NPPF

National Planning Policy Framework

Raised and kerbed traffic island with a bollard that provides a
physical separation between traffic entering and leaving a
roundabout on an arm of a roundabout.

NTM

National Transport Model

PEIR

Preliminary Environmental Information Report

Software designed to predict traffic growth based on the National
Transport Model (NTM).

PIA

Personal Injury Accident

PPG

Planning Practice Guidance

TRACK Analysis

Computer modelling of area taken up by a moving vehicle.

SoCG

Statement of Common Ground

Transport Assessment

A transport assessment is a comprehensive and systematic
process that sets out transport issues relating to a proposed
development. It identifies what measures will be taken to deal
with the anticipated transport impacts of the scheme and to
improve accessibility and safety for all modes of travel,
particularly for alternatives to the car such as walking, cycling and
public transport.

SRN

Strategic Road Network

TA

Transport Assessment

TT

Trenchless Technology (see Volume 1, Chapter 3: Project
Description)

TEMPRO

Trip End Model Presentation Programme

Trip Assignment

The routes that vehicles take between a site and other areas.

WebTAG

Web Transport Analysis Guidance

Trip Distribution

The proportion of vehicle trips between a site and other areas.

Vehicle Trip Generation

The number of vehicle movements into and out of a
development.

Splitter Island

TEMPRO

iii

8.1.1

8.1.2

8.1.3
8.1.4

This chapter presents the results of the Environmental Impact Assessment (EIA) of
the onshore elements of the proposed Project Two development (namely the export
cable landfall site, the indicative onshore cable route corridor, the onshore HVDC
converter/HVAC substation and the interconnection with National Grid substation)
during its construction, operation and decommissioning on Traffic and Transport.
Project Two is the second project proposed for development within the Hornsea
Zone. The Hornsea Zone is being developed using a phased programme, which
divides the zone into subzones. The first of the subzones to be developed was
Subzone 1 (Project One), for which an application was submitted to the Planning
Inspectorate (PINS) in July 2013. Subzone 2 (Project Two) is the second of the
subzones to be developed. Project Two is similar in terms of its nature and location,
to Project One. As such, where matters have been discussed and agreed during
consultation on Project One, and are applicable to the Project Two EIA, they have
been incorporated into this Environmental Statement (see Section 8.4 for further
details).

8.1.6

The primary purpose of the Environmental Statement is to support the Development
Consent Order (DCO) application for Project Two under the Planning Act 2008 (the
2008 Act). The Environmental Statement should be read in conjunction with the NonTechnical Summary, which summarises in non-technical language the key issues
presented in this report.
It is intended that the Environmental Statement will provide statutory and nonstatutory consultees with sufficient technical information to complete the examination
of the proposed development options and will form the basis of agreement on the
content of the DCO.
Purpose of this Chapter

8.1.7

This Environmental Statement chapter will:


Present the existing environmental baseline established from desk studies,
dedicated surveys and consultation undertaken by SMart Wind;
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Identify any assumptions and limitations encountered in compiling the
environmental information; and



Highlight any necessary monitoring and/or mitigation measures which could
prevent, minimise, reduce or offset for the possible environmental effects
identified at the relevant stage in the EIA process.

Detailed discussions with the Highways Agency (HA), and the relevant Highway
Authorities, namely, North Lincolnshire Council (NLC) Highway Authority, North East
Lincolnshire Council (NELC) Highway Authority and Lincolnshire County Council
(LCC) Highway Authority were undertaken as part of Project One. These have been
taken into consideration for the Project Two assessment.

8.1.9

The transport environmental effects are associated with the following categories of
movement:


The movement of construction workers;



The movement of equipment and materials;



The movement of abnormal loads; and



Movements associated with the operation, maintenance and decommissioning of
the cable route and the onshore HVDC converter/HVAC substation.

8.1.10

The traffic and transport environmental assessment is based on baseline studies and
surveys, consultation with relevant highway authorities and relevant guidance. Details
are set out in Section 8.5.

8.2.1

The project consists of the installation of an onshore cable of approximately 40 km,
which would make landfall at Horseshoe Point, near Tetney and connect to the
proposed onshore HVDC converter/HVAC substation located to the north of North
Killingholme. A detailed description of the project is provided in Volume 1, Chapter
3: Project Description.

8.2.2

In the Scoping Report prepared for Project Two (SMart Wind, 2012), key constraints
pertaining to the onshore environment were described over a broad study area
covering approximately 1,350 km2 in Hull, the East Riding of Yorkshire and the
northern districts of Lincolnshire. Information providing the broad context for the
assessment of effects on transport has been drawn from across the onshore study
area identified in the Scoping Report.

Purpose of this Document
8.1.5

Present the potential environmental effects on traffic and transport arising from
Project Two, based on the information gathered and the analysis and
assessments undertaken to date;

8.1.8

The application for development consent for Project Two has been compiled and
consulted on by SMart Wind on behalf of ‘the Developer’.
The information in this chapter is supplemented with a Transport Assessment (TA)
that provides more detail of the proposed access strategy. The TA is presented as
Annex 6.8.1.



8.2.3

Road links within the traffic and transport study area are shown in Figure 8.1. The
study area in relation to transport includes all highways, rights of way, private
accesses and railways in the vicinity of the cable route corridor and the onshore
HVDC converter/HVAC substation that are anticipated to be used by construction,
operational and decommissioning traffic. The traffic and transport study area also
includes parts of the wider transport networks that provide links between the cable
route corridor and onshore HVDC converter/HVAC substation site and the strategic
transport networks, rail terminals and port facilities.

8.2.4

The traffic and transport study area includes all areas identified by the HA and the
LCC, NLC and NELC Highway Authorities in the course of consultation.
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Figure 8.1

Traffic and transport study area (1 of 5).
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Figure 8.1

Traffic and transport study area (2 of 5).
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Figure 8.1

Traffic and transport study area (3 of 5).
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Figure 8.1

Traffic and transport study area (4 of 5).
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Figure 8.1

Traffic and transport study area (5 of 5).
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Summary of NPS EN-1 policy relevant to
the assessment of traffic and transport
8.3.1

8.3.2

Guidance on the issues to be assessed for offshore renewable energy developments
has been obtained through reference to the Overarching National Policy Statement
(NPS) for Energy (EN-1, DECC, 2011a) and the NPS for Renewable Energy
Infrastructure (EN-3, DECC, 2011b). The NPS for Electricity Networks Infrastructure
(NPS EN-5, DECC, 2011c) provides additional information.

Highways Agency and Highways Authorities
as appropriate on the assessment and
mitigation.
5.13.4 Where appropriate, the applicant
should prepare a travel plan including
demand management measures to mitigate
transport impacts. The applicant should also
provide details of proposed measures to
improve access by public transport, walking
and cycling, to reduce the need for parking
associated with the proposal and to mitigate
transport impacts.

NPS EN1 (paragraphs 5.13.1 to 5.13.12) includes guidance on relevant matters
which are to be included in an applicant's assessment, these being summarised in
Table 8.1.

Summary of NPS EN-1 policy relevant to
the assessment of traffic and transport

How and where considered within the
Project Two assessment

This chapter considers all relevant potential
transport impacts during the construction,
operational and decommissioning phases of
development. The traffic and transport study
area has been established through
discussions with the relevant Highway
Authorities. Noise is considered in Chapter 9:
Noise and Vibration, and inter-related effects
are considered in Chapter 12: Inter-related
Effects.

5.13.2 The consideration and mitigation of
transport impacts is an essential part of
Government’s wider policy objectives for
sustainable development as set out in
Section 2.2 of NPS EN-1.

This chapter identifies possible transport
impacts and ways to mitigate them in section
8.6 The mitigation of these impacts is
incorporated into the development proposals.

5.13.5 If additional transport infrastructure is
proposed, applicants should discuss with
network providers the possibility of cofunding by Government for any third-party
benefits. Guidance has been issued in
England which explains the circumstances
where this may be possible, although the
Government cannot guarantee in advance
that funding will be available for any given
uncommitted scheme at any specified time.

Additional transport infrastructure is limited to
the provision of a number of temporary
construction accesses along the cable route
corridor. All temporary accesses will be
removed and the original highway reinstated
in all cases when cable route construction is
finished. Details of the temporary access
arrangements are set out in Section 5.3 and
Appendix A of the TA in Annex 6.8.1.

Decision making
5.13.6 A new energy NSIP may give rise to
substantial impacts on the surrounding
transport infrastructure and the Secretary of
State should therefore ensure that the
applicant has sought to mitigate these
impacts, including during the construction
phase of the development. Where the
proposed mitigation measures are
insufficient to reduce the impact on the
transport infrastructure to acceptable levels,
the Secretary of State should consider
requirements to mitigate adverse impacts on
transport networks arising from the

Applicant’s assessment
5.13.3 If a project is likely to have significant
transport implications, the applicant’s ES
should include a TA, using the
NATA/WebTAG methodology stipulated in
Department for Transport (DfT) guidance
(DfT, 2007), or any successor to such
methodology. Applicants should consult the

Where appropriate it is expected that
movement by sustainable means will be
facilitated and encouraged. However, the
linear nature of the works, the absence of a
fixed permanent work site along the cable
route corridor and the rural nature of much of
the cable route corridor make it impossible to
implement a standard travel plan for cable
route corridor working. Further details about
sustainable travel are set out in Annex 6.8.1:
Transport Assessment.
It is anticipated that encouragement of
sustainable travel modes would also form
part of the Construction Traffic Management
Plan which would be prepared closer to the
implementation of the project, when there is
greater certainty about parameters.

Introduction
5.13.1 The transport of materials, goods and
personnel to and from a development during
all project phases can have a variety of
impacts on the surrounding transport
infrastructure and potentially on connecting
transport networks, for example through
increased congestion. Impacts may include
economic, social and environmental effects.
Environmental impacts may result
particularly from increases in noise and
emissions from road transport. Disturbance
caused by traffic and abnormal loads
generated during the construction phase will
depend on the scale and type of the
proposal.

How and where considered within the
Project Two assessment

A TA has been prepared in accordance with
guidance and best practice including DfT
guidance on TA (DfT, 2007) and its scope
has been discussed and agreed with the
relevant Highway Authorities including the
HA. The TA is located in Annex 6.8.1.
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This chapter identifies possible transport
impacts resulting from all phases of
development and mitigation measures are
incorporated into the scheme. Details are set
out in Section 8.6.

Summary of NPS EN-1 policy relevant to
the assessment of traffic and transport

How and where considered within the
Project Two assessment

Summary of NPS EN-1 policy relevant to
the assessment of traffic and transport

development, as set out below. Applicants
may also be willing to enter into planning
obligations for funding infrastructure and
otherwise mitigating adverse impacts.
5.13.7 Provided that the applicant is willing to
enter into planning obligations or
requirements can be imposed to mitigate
transport impacts identified in the
NATA/WebTAG TA, with attribution of costs
calculated in accordance with the
Department for Transport’s guidance, then
development consent should not be withheld,
and appropriately limited weight should be
applied to residual effects on the surrounding
transport infrastructure.



This chapter identifies possible transport
impacts resulting from all phases of
development and commitments made to
implementing appropriate mitigation
measures. Details are set out in Section 8.6.


Mitigation
5.13.8 Where mitigation is needed, possible
demand management measures must be
considered and if feasible and operationally
reasonable, required, before considering
requirements for the provision of new inland
transport infrastructure to deal with remaining
transport impacts.

As stated above, no new provision of inland
transport infrastructure apart from temporary
improvements to cable route access points is
proposed. Details are set out in section 8.6
and Section 5.3 and Appendix A of the TA in
Annex 6.8.1.

5.13.10 Water-borne or rail transport is
preferred over road transport at all stages of
the project, where cost-effective.

It is expected that all abnormal loads would
be transported by water and the most likely
landing location is Immingham Docks which
are close to the HVDC converter/HVAC
substation site. Details are set out in the TA
in Annex 6.8.1.

5.13.11 The Secretary of State may attach
requirements to a consent where there is
likely to be substantial HGV traffic that:

HGV routes are identified in Section 5.3 and
Appendix A of the TA (Annex 6.8.1).
Restrictions on HGV timing are proposed to
avoid adverse impact on sensitive receptors,
particularly schools. Details are provided in
Table 8.13 and at paragraph 8.6.96. The
design of the construction works avoids the



control numbers of HGV movements to
and from the site in a specified period
during its construction and possibly on the

5.13.12 If an applicant suggests that the
costs of meeting any obligations or
requirements would make the proposal
economically unviable this should not in itself
justify the relaxation by the Secretary of
State of any obligations or requirements
needed to secure the mitigation.

The proposed mitigation measures relate to
the routeing and timing of heavy goods
vehicle (HGV) movements and do not require
the provision of any new inland transport
infrastructure apart from temporary
improvements to cable route access points.
Details are set out in section 8.6 and within
Section 5.3 and Appendix A of the TA in
Annex 6.8.1.

5.13.9 The Secretary of State should have
regard to the cost-effectiveness of demand
management measures compared to new
transport infrastructure, as well as the aim to
secure more sustainable patterns of
transport development when considering
mitigation measures.

routing of such movements;
make sufficient provision for HGV parking,
either on the site or at dedicated facilities
elsewhere, to avoid ‘overspill’ parking on
public roads, prolonged queuing on
approach roads and uncontrolled on-street
HGV parking in normal operating
conditions; and
ensure satisfactory arrangements for
reasonably foreseeable abnormal
disruption, in consultation with network
providers and the responsible police force.

8.3.3
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How and where considered within the
Project Two assessment
risk of HGV parking on surrounding highway.
The transport of abnormal loads would be
subject to necessary studies and is expected
to cause minimal disruption. The most likely
landing site for abnormal loads is
Immingham Docks which are close to the
HVDC converter/HVAC substation site with a
good quality highway connection. Details are
provided in the TA in Annex 6.8.1.
The timing of abnormal loads and
consultation with network providers and the
police is set-out in the Road Vehicles
(Authorisation of Special Types) Order 2003
(STGO).
The costs of meeting any obligations or
requirements in relation to Traffic and
Transport are not anticipated to make the
proposal economically unviable.

NPS EN-3 also includes guidance relating to potential secondary or indirect impacts
arising from changes to the physical environment which should also be considered.
Paragraph 1.7.2 bullet point 4 and paragraph 2.6.4 of NPS EN-3 relate to traffic and
transport; these are reproduced in Table 8.2.

Table 8.2

‘All developments that generate significant amounts of movement should be
supported by a Transport Statement or Transport Assessment. Plans and decisions
should take account of whether:

Summary of NPS EN-3 policy on decision making with regard to Traffic and
Transport and consideration in the Project Two assessment.

Summary of NPS EN-3 policy on
decision making (and mitigation) in
relation to Traffic and Transport

How and where considered within the
Project Two assessment

Appraisal of Sustainability (AoS)
1.7.2 bullet point 4:
Significant negative effects were identified
for all three technologies covered by EN-3
for traffic and transport.

This Chapter assessed the significance of
effects of the proposed development on
traffic and transport receptors in paragraphs
8.6.62 to 8.6.154.

Offshore Wind
2.6.4 The extent to which generic impacts
set out in EN-1 are relevant may depend
upon the phase of the proposed
development being considered. For
example, land-based traffic and transport
and noise issues may be relevant during the
construction and decommissioning periods
only, depending upon the specific proposal.

This Chapter assesses the construction
period in paragraphs 8.6.62 to 8.6.129, the
operation and maintenance period in
paragraphs 8.6.130 to 8.6.142 and the
decommissioning phase in paragraphs
8.6.143 to 8.6.154.

8.3.4

NPS EN-5, to be read in conjunction with NPS EN-1, deals with electricity network
infrastructure including cable routes and grid connections. No specific policy is set out
in relation to transport. The document does not relate directly to traffic and transport
issues.

8.3.5

Further advice in relation specifically to the Project Two development has been
sought through consultation with the statutory authorities and from the PINS scoping
opinion (Table 8.5).

8.3.6

Policy and guidance relating to transport impacts associated with the Project Two
development is provided in a number of local and national policy and guidance
documents as described in Table 8.3.

8.3.8

The Department for Communities and Local Government published the National
Planning Policy Framework (NPPF) in March 2012, which replaces previous PPSs.
This sets out the Government’s planning policies for England. The NPPF sets out the
Government’s desire to enable sustainable development. National Planning
Statements have been produced by Government for Nationally Significant
Infrastructure Projects (NSIPs). Further details of policy and guidance are attached at
Annex 6.8.2.

the opportunities for sustainable transport modes have been taken up depending
on the nature and location of the site, to reduce the need for major transport
infrastructure;



safe and suitable access to the site can be achieved for all people; and



improvements can be undertaken within the transport network that cost
effectively limit the significant impacts of the development. Development should
only be prevented or refused on transport grounds where the residual cumulative
impacts of development are severe.’ (Paragraph 32)

8.3.9

Where a development affects the Strategic Road Network, reference should also be
made to Circular 02/2013 - The Strategic Road Network and the Delivery of
Sustainable Development. This replaces Circulars 02/2007 and 01/2008. Circular
02/2013 states that ‘the Highways Agency supports the economy through the
provision of a safe and reliable strategic road network, which allows for the efficient
movement of people and goods’. Similarly to the NPPF, Circular 02/2013 states that
‘development should only be prevented or refused on transport grounds where the
residual cumulative impacts of development are severe’.

8.3.10

On 6 March 2014 the Department for Communities and Local Government (DCLG)
launched the Planning Policy Guidance (PPG) as a web-based resource. This
includes a section on travel plans, transport assessments and statements in decisiontaking. Paragraphs 013 to 015 provide guidance on Transport Assessments and
Statements and explain when Transport Assessment and Transport Statements are
required, how the need for and scope of a Transport Assessment or Statement
should be established and what information should be included in Transport
Assessments and Statements.

8.3.11

The availability of sustainable transport modes is assessed in section 8.5. Access
issues and the impact on the Strategic Road Network are discussed in section 8.6.
Mitigation measures are summarised in Table 8.13. A Transport Assessment is
included in Annex 6.8.1 which provides further detail on these topics.

National Planning Policy Framework (2012) and Circular 02/2013 (2013)
8.3.7



Local Planning Policy
8.3.12

With regard to traffic and transport, the National Planning Policy Framework (NPPF)
states that:
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The onshore cable route lies within the districts of East Lindsey, West Lindsey, North
East Lincolnshire and North Lincolnshire. The proposed onshore HVDC
converter/HVAC substation site is also located in North Lincolnshire. A summary of
the policies relating to traffic and transport in the relevant policy documents is set out
in Table 8.3.

Summary of Policy/Guidance

Project Two Traffic and Transport
Assessment

Guidelines for Environmental Impact Assessment, (Institute of Environmental
Management and Assessment (IEMA), 2004)
This document provides guidance on the EIA
process.

The guidelines are taken into account in the
assessments undertaken in relation to
Project Two, as set out in Section 8.6.

Guidelines for the Environmental Assessment of Road Traffic, (Institute of
Environmental Assessment (IEA), 1993)
This document provides guidance on the
thresholds for determining when and where
there is potential for transport environmental
impacts.

The relevant thresholds have been used as a
basis for identifying those road links where
there are possible transport environmental
impacts. Details are provided in paragraphs
8.6.53-8.6.61.

The Design Manual for Roads and Bridges (DMRB), Volume 11: Environmental
Assessment (Highways Agency et al, 2008)
This document provides guidance on the
methods for assessing the environmental
impact of road schemes. The methodologies
are also relevant in the context of the
transport impacts of other types of scheme.
The significance of an impact is defined by a
combination of its magnitude and the
sensitivity of the receptors affected by the
scheme.

Summary of Policy/Guidance

Project Two Traffic and Transport
Assessment

This seeks to promote sustainable transport
for people and goods and recognises the
differing transport needs in urban and rural
areas.

The Project Two assessments consider
opportunities for sustainable transport and
the nature of the transport networks in the
traffic and transport study area. Details are
provided in paragraphs 8.5.96 and within the
TA (Annex 6.8.1).

Circular 02/2013: The Strategic Road Network and the Delivery of Sustainable
Development (DfT, 2013)
The Circular sets out the way in which the
Highways Agency will engage with
communities and the development industry
to deliver sustainable development and
economic growth whilst safeguarding the
primary function and purpose of the strategic
road network.

The significance of transport environmental
impacts is assessed in relation to the
magnitude of the impact and the sensitivity of
receptors affected by the impact. The
interaction of magnitude and sensitivity is
summarised in Table 8.12. The identification
of the magnitude of impact and the sensitivity
of receptors is provided in paragraphs 8.6.21
to 8.6.35.

DMRB, Volume 5, Section 1, Part 3. TA 46/97, Traffic Flow Ranges for the Assessment
of New Rural Roads (Highways Agency et al, 1997)
The document identifies the daily traffic flows
that can be accommodated on rural roads of
different standards.

The daily flows on links within the traffic and
transport study area are compared with
design flows in paragraph 8.5.83.

DMRB, Volume 13, Section 1, Chapter 4, The Valuation of Accidents on Links (DfT 2004)
The document provides average rates of
personal injury accidents of different types of
road links.

An assessment of rates of personal injury
accidents within the traffic and transport
study area and a comparison with national
averages is set out in paragraphs 8.5.84 to
8.5.95.

National Planning Policy Framework (NPPF) (DCLG, 2012)
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This chapter assesses the impact of
development traffic upon the Strategic Road
Network within Section 8.6.

Lincolnshire County Council Fourth Local Transport Plan (LTP) 2013/14 to 2022/23
(LCC, 2013)
This latest Local Transport Plan replaces the
Third Local Transport Plan which covered
the period 2011/12 to 2012/13.
The Local Transport Plan Objectives are:
 to assist the sustainable economic
growth of Lincolnshire, and the wider
region, through improvements to the
transport network;
 to improve access to employment and
key services by widening travel
choices, especially for those without
access to a car;
 to make travel for all modes safer and,
in particular, reduce the number and
severity of road casualties;
 to maintain the transport system to
standards which allow safe and
efficient movement of people and
goods;
 to protect and enhance the built and
natural environment of the county by
reducing the adverse impacts of
traffic, including HGVs;
 to improve the quality of public spaces
for residents, workers and visitors by
creating a safe, attractive and
accessible environment;
 to improve the quality of life and
health of residents and visitors by
encouraging active travel and tackling
air quality and noise problems; and
 to minimise carbon emissions from
transport across the county.

North Lincolnshire Local Plan (Adopted 2003) (NLC,2003)
This includes a definition of a road hierarchy
within the area to accommodate heavy
vehicle movements in particular and
identifies the potential adverse impacts upon
unsuitable roads.

Socio-economic effects of the proposed
development are considered in Chapter 11:
Socio-economics.
Access to the proposed development by
sustainable modes of travel is considered in
Annex 6.8.1: Transport Assessment.
An assessment of rates of personal injury
accidents within the traffic and transport
study area and a comparison with national
averages is set out in paragraphs 8.5.84 to
8.5.95.
Details of the routes for the movement of
people and materials associated with the
development is provided in paragraphs 8.5.6
to 8.5.79.
The impact of HGVs associated with the
project is assessed in paragraphs 8.6.62 to
8.6.154.
Public spaces are not affected by the
development proposals.
Active travel is considered in Annex 6.8.1:
Transport Assessment. Noise and Air Quality
are considered separately within onshore
Chapters 9: Noise and Vibration and 10: Air
Quality and Health.

North Lincolnshire Third LTP (2011-2026) (NLC, 2011)
The Project Two assessment considers
This seeks to achieve sustainable travel,
opportunities for travel by sustainable modes.
reductions in transport emissions and
Details are provided in paragraph 8.5.96 of
improvements in transport safety.
this ES chapter and within the Annex 6.8.1:
Transport Assessment. Possible impacts in
terms of transport safety are also assessed
(see paragraphs 8.6.101 to Error! Reference
source not found.).
Emissions from transport are considered in
onshore Chapter 10: Air Quality and Health.
North-East Lincolnshire Local Plan (Adopted 2003) (NELC, 2003)
This seeks to minimise the environmental
impact of freight movement and encourage
the use of rail and water for the transport of
freight.

North Lincolnshire Local Development Framework
This is a suite of documents to guide future
planning and development in North
Lincolnshire. This includes a Supplementary
Planning Document relating to the
development of renewable energy schemes
(NLC, 2011). In terms of transport it requires
that access is assessed and that proposals
meet the requirements of the Highway
Authority.

The Project Two assessment considers the
most suitable routes for HGV movement.
Within the North Lincolnshire area, HGVs for
Project Two are routed via the North
Lincolnshire Strategic Road Network where
possible, including the M180, A180 and A160
(category 1 routes).
The work has been informed by discussions
with NLC Highway Authority in relation to
Projects One and Two. Details of the
methodology for identifying HGV routes are
set out in paragraphs 8.5.15 to 8.5.80 with
further elaboration in the TA in Annex 6.8.1.

The impacts of the access arrangements for
the cable route and grid connection of Project
Two are considered and the requirements of
the Highway Authority have been established
through consultation and meetings. Details of
consultation are provided in Table 8.5
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The Project Two assessment considers the
environmental impact of freight movement
and identifies measures to minimise
transport effects. Large components are
expected to be transported by water and the
most likely landing point is expected to be
Immingham Docks. Details are provided in
paragraphs 8.6.120 to 8.6.129.

North-East Lincolnshire Third LTP (2011-2026)
This seeks to encourage the movement of
freight by rail and water and maintain the
quality of those routes most suited for the
transport of freight.

The work has been undertaken in
accordance with discussions with the
relevant Highway Authorities, in relation to
both Project One and Project Two, to ensure
that the most suitable freight modes and
routes are used. Details of the methodology
for identifying HGV routes are set out in
paragraphs 8.5.15 to 8.5.80 with further
elaboration in the TA in Annex 6.8.1.
It is expected that all abnormal loads would
be transported by water and the most likely
landing location is Immingham Docks which
are close to the HVDC converter/HVAC
substation site.

8.4.1

The Project Two development is similar, both in terms of its nature and location, to
Project One. The matters relevant to Project Two which were raised in the formal
responses from consultees for Project One and issues identified during preapplication consultation on Project One are set out in the Table 8.4.

8.4.2

All of these matters have been taken forward in the EIA for Project Two and a
response on each matter in terms of Project Two is also provided in Table 8.4.
Further details on the statutory and non-statutory consultation undertaken for Project
Two are set out in the Consultation Report.

Consultee

Highway
Authorities and
Highways Agency

Issues raised on
Project One which
are applicable to
Project Two
The number of light and
heavy vehicle
movements associated
with the construction,
operational and
decommissioning
phases of development.

How/where addressed within Project
Two
Number of light and heavy vehicle
movements were derived from a range of
data sources including details of the
proposed construction methods within the
Volume 1, Chapter 3: Project Description.

Issues raised on
Project One which
are applicable to
Project Two

How/where addressed within Project
Two

Highway
Authorities and
Highways Agency

The timescales of light
and heavy vehicle
movements during the
construction, operational
and decommissioning
phases of development.

Timescales for development were derived
from information provided on the
proposed construction methods and worst
cases were adopted in terms of applying
these timescales to traffic and transport
environmental impacts.

Highway
Authorities

The routes used by
heavy vehicles and
abnormal loads to
access the cable route
and the HVDC
converter/HVAC
substation site.

HGV routes were selected to minimise
adverse traffic and transport
environmental impacts on sensitive
receptors and sensitive parts of the
highway network.

Highway
Authorities

The impact of
construction traffic
movements on the
operation of junctions
within the study area.

The level of peak hour increases in traffic
movements at critical junctions within the
traffic and transport study area were
identified and, where necessary, junction
operational assessments were
undertaken to identify whether these
increases would lead to any adverse
impacts in terms of driver delay.

Highway
Authorities

The location and
standard of works area
access points.

Each proposed works area access point
has been identified and a preliminary
design, taking into account the swept
paths of vehicle types likely to use the
access points, the required visibility
splays and other relevant highways
standards were prepared.

Highway
Authorities

Traffic management at
road crossings.

Traffic management measures have been
identified to allow the cable route to cross
highways (where they were not crossed
by TT) without unacceptable delays to
other highway users.

Highways Agency

Possible conflicts
between Project One
construction works and
the HA’s A160/A180
improvement scheme.

There is a signed Statement of Common
Ground relating to the interaction between
the Hornsea Project One, Hornsea
Project Two and the A160/A180 Port of
Immingham Improvement projects which
identifies how the interaction between the
Hornsea projects and the A160/A180 Port
of Immingham Improvement project will
be managed. Further details are provided
in paragraph 8.7.9.

Consultee
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Consultee

Highway
Authorities

Local Highway
Authorities

Issues raised on
Project One which
are applicable to
Project Two

How/where addressed within Project
Two

Possible damage to
local roads resulting
from the passage of
HGVs associated with
construction.

It is proposed to undertake before and
after video surveys of local roads
providing access to work sites so that
damage to highways associated with
construction vehicle movements could be
identified and appropriate contributions
made to rectify the damage.

Possible impacts on the
Centrica access road.

Discussions have been held with Centrica
to set up a commercial agreement to
rectify any damage to this road
associated with Project One construction
traffic, to ensure that access to the power
station is maintained at all times and to
ensure that access for emergency
vehicles is maintained at all times.

Various measures to
minimise or eliminate
adverse transport
environmental impacts.

Consultee

Rule 8 Question
PN6 (a) and (b)

Issues raised on
Project One which
are applicable to
Project Two
(a) Which ports and
airports might be used to
support the construction
of Hornsea Project 1?

How/where addressed within Project
Two
A number of ports and located on the east
coast of England and the west coast of
continental Europe may be suitable for
much of the construction and operation
activities required for the Project. The
impact assessment undertaken within this
ES Chapter assumes that abnormal loads
would arrive at the port of Immingham.
The impact of the use of other posts has
not been assessed at this stage
(paragraphs 8.6.73 and 8.6.122 refer.
No airport (or airports) have been
identified as a construction support base,
however it is reasonable to consider the
potential that local airports which currently
support helicopter operations, for example
to the oil and gas industry, might be
utilised. These comprise the Humberside,
Norwich and North Denes (Great
Yarmouth) airports.

These measures, identified in this
Chapter and Annex 8.6.1: Transport
Assessment, are set out in an Outline
Code of Construction Practice (SMart
Wind, 2014).
(b) On what basis, when
and by whom would
decisions about the use
of ports and airports be
taken?
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The final selection of port facilities and
airports to support the construction of the
Project will be dependent on a range of
factors including further technical studies
and the final detailed design of the wind
farm.

Consultee

Rule 8 Question
CL2 (a)
First Part of
Question

Issues raised on
Project One which
are applicable to
Project Two
First Part of Question (a)
Please explain the
analysis and/or
modelling which
underpins the stated
50% of construction
workforce coming from
the Grimsby area.

How/where addressed within Project
Two
The distribution of onshore construction
workers is presented in Paragraph 8.6.15
based on the total resident population in
the Cleethorpes, Grimsby, Immingham and
Waltham areas as derived from the 2001
Census National Statistics (Population
Table UV01: Yorkshire and The Humber
(Region), North East Lincolnshire). The
distribution of workers within this area was
assumed to be directly proportional to the
resident population in each part of the
area.

Consultee

Rule 8 Question
CL2 (a)
First Part of
Question

The stated 50% of the onshore
construction workforce coming from the
Grimsby area was based on the fact that
the 2001 resident population within
Grimsby was 85,699 and the total
combined resident population within the
Cleethorpes, Grimsby, Immingham and
Waltham areas was 155,990 (i.e. c.50% of
the total combined resident population
reside in Grimsby). The calculations were
based on the 2001 Census since the
results of the 2011 Census were not
available at the time the work was
undertaken.

Issues raised on
Project One which
are applicable to
Project Two
Second Part of Question
(a) Have any provisions
been made to shift the
mode of transport of
construction workers
away from cars?

How/where addressed within Project
Two
For the purposes of undertaking a
reasonable worst case assessment of
transport impact it is assumed that
construction workers accessing the cable
route would travel with a mode share of
75% single occupancy car driver (See
Table 8.8). This mode share acknowledges
the particular accessibility challenges
associated with work along the cable route
in relatively remote areas where access to
public transport is often constrained. It has
been assumed that the single occupancy
car driver mode share for construction
workers at the HVDC converter/HVAC
substation site would be 50% driver (See
Table 8.8). The 50% figure reflects the
greater
opportunities
to
implement
measures to reduce car travel in this
location.
Measures will be implemented to minimise
construction
worker
car
travel.
A
commitment to these measures including
the requirement for a Construction Traffic
Management Plan (CTMP) is made in the
Outline Code of Construction Practice
(SMart Wind, 2014) and within Table 8.13
‘Designed-in mitigation measures’. These
measures will be prepared by the principle
contractor
in
advance
of
works
commencing on site and will be discussed
and agreed with the relevant local planning
authority and any associated Highways
Authority. Opportunities for travel on foot,
by bicycle and by public transport are
identified in the Volume 6, Annex 6.8.1:
Traffic Assessment.

The census analysis is detailed in
paragraphs 8.6.15 to 8.6.17 and with
Volume
6,
Annex
6.8.1:
Traffic
Assessment.
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Consultee

Rule 8 Question

Issues raised on
Project One which
are applicable to
Project Two
(a) What assumptions
have been made about
the phasing and/or
timing of the impacts
arising from the various
works sites?

How/where addressed within Project
Two
A description of the assumptions made in
deriving
the
transport
movements
associated with construction activities
(timescale and numbers of vehicle
movements) is set out in Volume 6, Annex
6.8.1: Traffic Assessment.

Consultee

Rule 8 Question

Issues raised on
Project One which
are applicable to
Project Two
(b) What are the likely
traffic impacts arising
from maintenance
requirements over the
long term?

The maintenance requirements over the
long term are expected to be minimal with
no requirement for significant engineering
works. The cable route maintenance will
require occasional access by, in general,
single light vehicles. In relation to the
HVDC
converter/HVAC
substation
operational traffic will comprise light
vehicles associated with staff. Maintenance
of the HVDC converter/HVAC substation
over the long term will require very limited
numbers of HGV movements consistent
with this type of land use. The impacts of
the operation and maintenance phase are
set out in paragraphs 8.6.130 to 8.6.142.

(c) Para 7.10.1 states
that ‘Discussions with
the Highways Agency
have identified
appropriate measures to
avoid conflict between
the cable route and the
proposed A160/A180
Improvement scheme
taking into account all
possible phasing
combinations.’ How is
agreement with HA on
this to be secured?

There is a signed Statement of Common
Ground relating to the interaction between
the Hornsea Project One, Hornsea Project
Two and the Highways Agency’s
A160/A180
Port
of
Immingham
Improvement projects which identifies how
the interaction between the Hornsea
projects and the A160/A180 Port of
Immingham Improvement project will be
managed. Further details are provided in
paragraph 8.7.9.

The assumptions are informed by
discussions with the relevant Highway
Authorities (HA, LCC, NLC, NELC).
It has been assumed that there would be
work on up to five sections of the cable
route at any one time (See Table 8.8). This
assumption is considered as a reasonable
worst case in terms of assessing the
associated transport impact. For the
purposes of undertaking an assessment of
the reasonable worst case transport impact
of the construction works the cable route is
divided into 19 sections corresponding with
the available access routes and access
points (paragraph 8.5.19 refers). The
sections are not necessarily of similar
length and vary from 1 km to 4.25 km.
Given that there are expected to be, as a
reasonable worst case assumption, five
teams working concurrently the 19 sections
of the cable route have been allocated into
four phases of works with each team
moving from phase 1 to phase 4 over the
construction period. The construction of
the HVDC converter/HVAC substation is
assumed to occur during the first phase of
works on the cable route as shown in the
indicative construction programme.

Rule 8 Question

Actual timescales and sequencing of works
will be confirmed once a contractor has
been appointed post DCO consent and
detailed design undertaken.
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How/where addressed within Project
Two

Communication between the HA and
Hornsea projects will be ongoing through
the DCO process.

Consultee

Centrica’s
response to
Examining
Authority Rule 8
question CL11 for
Hornsea Project
One

Issues raised on
Project One which
are applicable to
Project Two
Issues regarding the use
and upgrade of the
potential shared Chase
Hill Road access to the
Centrica power station
and Project One HVDC
converter/HVAC
substation.

How/where addressed within Project
Two
A number of meetings with Centrica have
been undertaken In relation to Hornsea
Project One. Centrica has confirmed that
shared use of the access road leading from
Chase Hill Road, and installation of
conducting media alongside the road, will
be acceptable, subject to any shared use
not being detrimental to Centrica’s ongoing
operational requirements, and agreement
of final commercial terms with regards to
any upgrading and resurfacing of the
access road. Commercial discussions in
relation to Project One are progressing. It
is expected that a similar Commercial
Agreement would be signed in relation to
Project Two, should Project Two proceed
before Project One.

8.4.3

A summary of the issues arising from consultation that has taken place during the
preparation of this assessment for Project Two is set out in Table 8.5 below.

8.4.4

A Scoping Report for Project Two was submitted to the Planning Inspectorate (PINS),
in October 2012 (SMart Wind, 2012). Following consultation, PINS provided a
Scoping Opinion in November 2012 (PINS, 2012).

8.4.5

The first phase of consultation for Project Two took place alongside the fourth phase
of consultation for Project One during February and March 2013. These consultation
phases were synchronised to ensure the process of developing the projects
simultaneously was clearly set out and understood.

8.4.6

The Draft Environmental Statement for Project Two was consulted on during the
second phase of consultation, which took place during July 2014.

8.4.7

Further targeted consultation took place during Autumn 2014 in relation to minor
changes to the onshore cable route (including the route into the onshore HVDC
converter/HVAC substation), compounds, accesses and substation footprint.

8.4.8

Table 8.5 below provides an overview of key issues raised during consultation to date
for Project Two and how these have been addressed in the production of this
Environmental Statement chapter. Further information can be found in the
Consultation Report.

8.4.9

Consultation undertaken with Centrica and reported in response to Examining
Authority Project One Rule 8 question CL11 is also presented in Table 8.5 below.
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Consultee

Form of
response

Date issue
raised

Planning
Inspectorate

Scoping Opinion

November 2012

Issues raised
Traffic and transport is not specified as a topic for assessment under
Schedule 4; although in line with good practice SoS considers it is an
important consideration per se, as well as being the source of further
impacts in terms of air quality and noise and vibration. Cross-reference
should also be made to the landscape and visual assessment.
Notes that the assessment should include all phases of the development.
Onshore traffic/transport assessment should consider the assessment of the
vehicles associated with the construction, operation, and decommissioning
of the offshore development where applicable. Information should be
provided on the types of vehicles and also on the type of plant to be used
during the construction phase. Information should also be provided on the
numbers of such vehicles/plant passing along each access route on an
hourly/daily basis during the construction phase.
The SoS refers the Applicant to the detailed comments made by North
Lincolnshire Council and also to comments made by East Lindsey District
Council and Brigsley Parish Council which are relevant to traffic and
transport impacts.
SoS draws to the Applicant’s attention the comments provided in Appendix 2
from the JNCC/NE regarding the reinstatement of public footpaths and
bridleways, and enhancement of public access.

How/where addressed
ES Chapters have been prepared for Air Quality, Noise
and Land Use, Agriculture and Recreation. Crossreferences to these chapters are given where
appropriate in this Chapter.
All phases of development are considered in this
Chapter.
The construction vehicle numbers, vehicle sizes, types
and assignment to routes is considered in Section 8.5 of
this Chapter and within the Transport Assessment
(Annex 6.8.1).

Comments from the Local Highway Authorities are
considered in this table and in Table 8.4 where they are
relevant from Hornsea Project One.

Public Rights of Way are considered in Chapter 7: Land
Use, Agriculture and Recreation.

Noted that comment from Louth Navigational Trust has confirmed they
agree with the content of the Scoping Report provided Horizontal Directional
Drilling (HDD) will be used to pass under Louth Canal.
East Lindsey
District
Council

Scoping Opinion
(Response
appended to the
Scoping
Opinion)

November 2012

Assessment should include the Impact of traffic generated during the
construction period of the cable route and associated development and also
the impact of the development on the local roads, bridges, footpaths, cycle
ways and bridleways. The physical nature and capacity of the surrounding
road network including the identification of the routes selected for both
heavy and light loads and staff. Any work required to allow these routes to
be utilised by construction and other traffic should be identified.

The impact of traffic predicted to be generated during the
construction period is assessed within Section 8.6 of this
Chapter and within the Transport Assessment (Annex
6.8.1). The construction vehicle numbers, vehicle sizes,
types and assignment to routes is considered in Section
8.5 of this Chapter and within the Transport Assessment
(Annex 6.8.1).

Any effects on the homes and occupants of those living and working
alongside the selected routes should be analysed and any necessary
mitigation measures identified.

Public Rights of Way are considered in Chapter 7: Land
Use, Agriculture and Recreation.
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Consultee

Form of
response

Date issue
raised

North
Lincolnshire
Council

Scoping Opinion
(Response
appended to the
Scoping
Opinion)

November 2012

Issues raised

How/where addressed

EIA should contain a Transport Assessment that covers the points as set out A TA is provided as ES Annex 6.8.1.
in the Project Two Scoping Opinion.
Expected that a Construction Management Plan (CMP) will be prepared in A Construction Traffic Management Plan would be
prepared closer to the implementation of the project,
accordance with good practice. The CMP will include, at least, the following:
when there is greater certainty about parameters.
* Details of construction traffic quantity;
* Details of HGV routeing;
* Details of the abnormal loads route;
* Details of standard working hours at the various sites;
* Details of any local restrictions on the hours of HGV operation;
* The provision of wheel washing facilities at work site access points;
* Measures to minimise dust and dirt;
* Details of temporary parking or traffic management measures;
* Details of local works to maintain pedestrian access, amenity and safety;
* Details of the proposed construction methods that maintain accesses to
private dwellings and minimise impacts on public rights of way;
* Measures to minimise overall vehicle generation.
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Consultee

Form of
response
Phase Two
Consultation

Date issue
raised
23 October 2014

Issues raised
Transport Assessment – para 6.8.3
The Council would strongly recommend and support the signing of a
Statement of Common Ground with the Highways Agency in relation to
Project Two and the A160 works.
Para 6.9.1
The Council assumes that the detailed assessments of abnormal load
routes will include swept paths and identify any temporary mitigation
measures that may be required to accommodate the movements.

Para 7.2.1
The Council would recommend that there is a provision/commitment within
the CTMP (or similar) to reduce single occupancy car trips where possible
for construction workers and consider measures to achieve this in more
detail (e.g., provide staff minibuses and encourage car sharing).
Section 7.8
The Council would recommend discussions with their Network Management
Team at the earliest possible opportunity.

How/where addressed

Noted.

Abnormal loads are required for the
substation/transformer components to be transported
from the Port of Immingham to the
substation/transformer location. A worst case
assumption of three abnormal loads via the SRN has
been made.

The Outline CoCP commits to providing a Travel Plan
which will consider measures to encourage sustainable
travel including those identified by NLC.

NLC’s Network Management team will be contacted
once more details of the likely timeframe for the various
road crossings along the route are known.

Para 9.1.12
Potential mitigation measures should be discussed with the highway
authority as soon as possible.
The Code of Construction Practice should include a CTMP.
The Outline CoCP includes a commitment that a CTMP
will be developed prior to construction.
The Council would prefer that Top Road (South Killingholme) is avoided by
HGVs where possible. HGVs travelling along Top Road to access the
industrial areas to the north and north east is a sensitive issue for local
residents.
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Top Road does not form part of the primary HGV route
proposed (purple route on ES Figure 8.2). However, if
the TT crossing at the railway is undertaken before the
main cable route works it may be necessary for a
number of HGVs to gain access to the TT site via the
cable route to the east of Top Road (green dots on
Figure 8.2). If the HA A160/A180 project is complete
before cable are laid in this area, then HGVs for the TT
crossing would be routed via the new HA road and not
via Top Road.

Consultee

Highways
Agency

Form of
response

Phase One
Consultation

Date issue
raised

13 March 2013

Issues raised

How/where addressed

The A18 railway bridge (near the B1211 junction) is closed to HGVs for the
foreseeable future. If it is proposed to use this route, then the diversion route
either needs to be followed or an alternative route identified.

Given the timescales involved prior to commencement of
Project Two construction, it is anticipated that the bridge
repairs would be completed before the start on site of
Project Two.

Since Project Two is proposed to share the same cable route as Project
One, our concerns in relation to the impact of construction traffic and the
cable crossing the Strategic Road Network (SRN) are still applicable for
Project Two. In order for a robust worst case assessment in terms of impact
on the SRM, expect that Project Two cable route will be assessed as a
separate project to Project One despite sharing the same cable route and
the cumulative impact will also be assessed.

There is a signed Statement of Common Ground relating
to the interaction between the Hornsea Project One,
Hornsea Project Two and the A160/A180 Port of
Immingham Improvement projects which identifies how
the interaction between the Hornsea projects and the
A160/A180 Port of Immingham Improvement project will
be managed. Consultation with the Highways Agency will
be ongoing as the projects progress through the DCO
process.

In light of Project One, Agency feel that the impact of construction activities
won't significantly affect the operation of the SRN. Assume appropriate
discussions relating to the cable crossing the SRN and specifically in the
vicinity of the A160 /A180 have been undertaken between the project teams
to ensure that no conflicts will arise.
North East
Lincolnshire
Council

Phase One

13 March 2013

Express a strong desire for both onshore cable routes of P1 and P2 to be
installed at the same time to minimise the disruption caused by the
construction of the trenches and installation of the cable on local residents
and users of the highway network.
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The cumulative impacts of Project One and Project Two
constructed together are assessed within Section 8.7 of
this Chapter.

Table 8.17 within this Chapter reviews different
scenarios in terms of the timing and interaction between
Project One and Project Two.

Characterisation of the Baseline Environment
Highway network

Methodology to Inform Baseline
8.5.1

The proposed onshore infrastructure (both the indicative onshore cable route and the
HVDC converter/HVAC substation site at North Killingholme) for Project Two is
predominantly adjacent to Project One.

8.5.2

The synergies were identified at an early stage and the environmental surveys to
inform the baseline were designed to inform the EIA for both Project One and Project
Two.

8.5.3

The baseline condition is that without Project One. An assessment with the Project
One development is considered in the Cumulative Impact Assessment in Section 8.7.

8.5.4

The following baseline studies and surveys have been used in this assessment:


A two day site visit was undertaken in October 2011 to audit the transport
networks within the traffic and transport study area. The area covered by the site
visit is shown on Figure 8.1. A summary of the information collected during the
site visit is provided in Annex 6.8.3: Description of Network. Existing traffic flow
information has been obtained from surveys held by LCC, NELC and NLC within
the traffic and transport study area. Additional traffic surveys have been
undertaken on those links expected to be used by traffic associated with the
project. A summary of the baseline traffic surveys is attached at Annex 6.8.4:
Base Traffic Flows;



A further site visit was undertaken in November 2012 to review details of
proposed access points. The information from this site visit has been used to
inform the TA (Annex 6.8.1);



Site visits were undertaken in March 2014 and August 2014 to further review
details of proposed access points and HGV routes. The information from these
site visits has been used to inform the TA (Annex 6.8.1) and this ES Chapter;



The records of personal injury road traffic accidents for the traffic and transport
study area have been obtained from LCC and Humberside Police (on behalf of
NELC and NLC) for the five year period 1 January 2009 to 31 December 2013. A
summary of the personal injury accidents is provided in Annex 6.8.5: Personal
Injury Accident Locations. These are discussed in paragraphs 8.5.84 to 8.5.95;
and



8.5.5

Details of the highway network within the traffic and transport study area are set out
at Annex 6.8.3. The following paragraphs provide an overview of the Strategic Road
Network (SRN) and the highway network providing access to the landfall, cable route
and onshore HVDC converter/HVAC substation site.
Strategic network

8.5.6

The main route into the area from the wider SRN is via the M180 that runs east-west
between the A180 and the M18 to the west. The M18 connects with the A1(M) and
the M1 and to areas to the north of the Humber. The M180 is a standard three lane
motorway with hard shoulders suitable for the passage of all vehicles. The M180
becomes the A180 at a point approximately 1 km to the west of the A18 junction at
Barnetby le Wold. This junction also provides access to Humberside International
Airport which caters for around 320,000 passengers per year.

8.5.7

The A180 comprises the eastward extension of the M180 to Grimsby. It is a dual
carriageway with grade-separated junctions, hard strips and laybys at intervals.

8.5.8

The A160 links the A180 and Immingham Docks. It is a single carriageway between
the A180 and South Killingholme and becomes a dual carriageway that extends past
the oil refinery and other industrial sites. Its eastern end, which provides access to
Immingham Docks, is a wide single carriageway.

8.5.9

The M180, A180 and A160 form part of the HA SRN. All other roads in the traffic and
transport study area are the responsibility of the relevant local Highway Authorities.
North Lincolnshire Council has defined a North Lincolnshire Strategic Road Network
(NLSRN) which is designed to “create priority routes for through traffic”. The NLSRN
includes the M180, A180 and A160 as ‘category 1’ routes; the A18 as a ‘category 2’
route; and Top Road, Eastfield Road, Rosper Road, and Chase Hill Road as
‘category 3’ roads.

8.5.10

It is expected that large components for the HVDC converter/HVAC substation site
would be transported by water. The closest docks are at Immingham. A main access
for the docks is adjacent to Rosper Road that provides access to the HVDC
converter/HVAC substation site on Chase Hill Road. The route avoids all bridges and
has no constraints for the passage of abnormal loads. If the large components were
delivered to other docks the route to the HVDC converter/HVAC substation site would
be via the A180, A160 and either via Eastfield Road or Rosper Road. The route via
Rosper Road passes under a railway bridge. This chapter assesses the movement of
abnormal loads in paragraphs 8.6.64 to 8.6.65 and 8.6.128.

Existing bus services in the vicinity of the cable route and the HVDC converter/
HVAC substation site have been obtained from current timetables. A summary of
the bus services is provided at Annex 6.8.6: Public Transport Flows. These are
summarised in Table 8.1. Details of the approach to impact assessment are
provided at Section 8.6 of this chapter.
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A18, A46 and A16

8.5.17

8.5.11

The A18 forms a grade-separated junction (i.e with on and off slip roads) with the
A180 just to the east of the M180. This continues past Humberside International
Airport and then runs generally north-west to south-east parallel with the coast. The
road passes through some settlements (Melton Ross and Great Limber) but is
generally of a good standard and is suitable for the passage of heavy goods vehicles.

8.5.12

The A46 approaches the traffic and transport study area from Lincoln to the southwest. The A46 forms part of the HA SRN between the M1 and Lincoln and has
recently been dualled and widened in places as part of the Newark-Widmerpool
improvement scheme. To the north-east of Lincoln the A46 passes through a number
of settlements and is of variable standard although generally suitable for the passage
of all vehicle types.

8.5.13

The A46 crosses the A18 west of Laceby and continues
Cleethorpes/Grimsby as a dual-carriageway with a 50 mph speed limit.

8.5.14

The A16 runs north-south linking Grimsby north with areas to the south towards the
Wash and beyond to Stamford where it connects with the A1. The A16 is generally of
a good standard suitable for the passage of all vehicles. It passes through a number
of small settlements.

towards

Access to Cable Route
8.5.15

A temporary haul road is expected to be constructed along the full length of the cable
route corridor to provide for HGV access to undertake trenching works and install the
cables. The cable route crosses a number of roads and railways. Major transport
infrastructure including railways, the A46, A180 and A160 would be crossed using
TT. TT is also used to cross features such a major drains, pipelines and
environmentally sensitive areas. At TT locations, temporary construction side
accesses are located to ensure that, if necessary, the TT can be installed prior to the
main cable route. Details of all the crossing types are explained in the onshore
section of the Project Design (Volume 1, Chapter 3: Project Description).

8.5.16

Access to the cable route and key transport links are described in 19 individual
sections, each generally defined by a distinct HGV access route although in some
cases a route section has more than one access if access is possible from each end
of the section. The HGV access routes are illustrated in Figure 8.2. The proposed
HGV access route in each section is identified in the following paragraphs in order to
clarify the extent of the highway network being assessed. More detail of access
routes and links between the cable route and the external highway network are
provided in the TA attached as Annex 6.8.1.
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Many of the access points and HGV routes are similar to those previously proposed
for Hornsea Project One. There are a small number of additional access points for
Hornsea Project Two, resulting in the use of alternative HGV routes from Project One
for Project Two. In particular, additional HGV accesses to the cable route corridor and
compounds close to the A180 are proposed via existing left-in, left-out petrol filling
station accesses from the A180 in addition to Station Road, Habrough, which is
proposed for use by Hornsea Project One (cable route sections 14 and 15 on Figure
8.2). This results in greater HGV movements using the A180, including U-turns at the
roundabout with the A1173 in order to use the left-in, left-out access points; and
fewer HGV movements using Station Road, Habrough.
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Figure 8.2

HGV access routes (2 of 3).
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Figure 8.2

HGV access routes (3 of 3).
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Landfall to Louth Canal TT Crossing (Route Section 1)
8.5.18

The existing highway network in the vicinity of the landfall is constrained in terms of
width. Sheep Marsh Lane is a single track road with passing places. Forward visibility
is good. The road currently carries some agricultural traffic and visitors to the car park
at Horseshoe Point, with access to an area of public open space. The Environment
Agency (EA) has recently undertaken works to the sea defences in this area. There is
an unsurfaced route available along the top of the sea defences to the north of the
car park although this route would only be used for emergency, operational and
maintenance purposes.

8.5.19

A single track lane leads north from Sheep Marsh Lane towards the cable route at a
piggery.

8.5.20

The priority T-junction of Sheep Marsh Lane with the A1031 has good visibility in both
directions.

8.5.21

In order to reach Sheep Marsh Lane it is necessary to either travel on the B1201 from
the A16 through North Thoresby or travel through Tetney which links to the A16 to
the north via Station Road. The simple priority junction of the B1201 with the A16 has
good visibility. The simple priority junction of Station Road with the A16 has good
visibility.

8.5.22

It is proposed to access the cable route via Sheep Marsh Lane with a link north to the
cable route via the piggery.
Louth Canal Crossing to Tetney Drain TT Crossing (Route Section 2)

8.5.23

The existing access to New Delights, which incorporates a bridge that crosses Tetney
Drain, represents the most practical opportunity to access the short section of cable
route between the TT sites east of the Louth Canal TT crossing. The access into New
Delights has constrained forward visibility for vehicles turning right into the access
although it appears that this could be improved by formalising the junction and
moving the right turn into New Delights further to the south-east.

8.5.24

To reach New Delights it is necessary to travel via Tetney Lock Road and Tetney.
The simple priority junction of Tetney Lock Road with the A1031 has good visibility.
The route through Tetney is through a residential area with some sensitive receptors
although the road itself is of a standard that allows the safe passing of HGVs. An
alternative route is from the north via the A1031 through New Waltham although this
route requires vehicles to travel through a number of built-up areas and has thus
been discounted.
Tetney Drain TT Crossing to A1031 Humberston Road (Route Section 3)

8.5.25

The short section of the cable route between Tetney Drain and the A1031
Humberston Road can be accessed from the north of Tetney Lock Road. This route
also requires construction traffic to travel through Tetney.

8.5.26

If the TT crossing at Tetney Drain is undertaken before the main cable route works it
will be necessary to gain access to the north of the TT crossing via a temporary
access on the northern side of Tetney Lock Road to the east of the New Delights
access. Further details of the number of HGV movements associated with the TT
operations are provided in the TA in Annex 6.8.1.
A1031 Humberston Road to A16 (Route Section 4)

8.5.27

This section of the cable route can be accessed from Station Road which runs
between the A16 and Tetney. Other access points to this section of the cable route
would be via roads to the north and west of Tetney. To access the A1031 or Holton
Road requires vehicles to pass through Tetney unless they approach from the north
through New Waltham. Holton Road is a narrow residential road with on-street
parking, limited footway provision and subject to poor forward visibility within the
village. The route via Holton Road has therefore been discounted for HGVs, but may
be used for some light vehicles.

8.5.28

Station Road is of a good standard and provides opportunities to access the cable
route in several places. Three possible access points have been identified on the
northern side of Station Road: one to the east of the line of the dismantled railway,
one to the west of the line of the dismantled railway, and one close to the junction of
Station Road with A16.
A16 to B1203 (Brigsley) (Route Section 5)

8.5.29

The cable route crosses the A16, a busy link between Grimsby and the south. This
crossing may be undertaken using TT or traffic management. The cable route passes
close to Waithe Lane to the west of the A16. Waithe Lane is a very narrow link (width
3.0 m-3.6 m) with few opportunities for vehicles to pass and is unsuitable for
construction traffic. At Brigsley, Waithe Lane passes through part of the village and is
very constrained. Visibility to the left for vehicles turning out of Waithe Lane onto the
B1203 falls short of standards. Waithe Lane is also used by walkers. It has therefore
been discounted as a means of accessing the cable route.

8.5.30

Access from the east to this section of the cable route is proposed directly from the
west of the A16 immediately to the north of the Station Road junction in the vicinity of
an existing field access.

8.5.31

The B1203 is of a reasonable standard and provides a link to the A18 to the south
through Brigsley. The B1203 forms a roundabout junction with the A18 to the southwest of Brigsley. The roundabout has a diameter of around 32 m and is able to
accommodate the turning movements of all vehicle types.

8.5.32

Brigsley contains residential properties, a church and has narrow footways along the
B1203 in places.

8.5.33

There is opportunity to gain access to the cable route north of Brigsley on both the
eastern and western sides of the B1203.
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B1203 to B1219 (Waltham) (Route Section 6)
8.5.34

This route section is accessible from the B1203 and the B1219 west of Waltham.

8.5.35

The B1219 provides a good standard link to the A18 to the west. The B1219 forms a
simple priority junction with the A18 with good visibility. The B1219 passes through
Barnoldby le Beck which contains a number of residential properties set back from
the carriageway with footways generally behind verges.

8.5.36

There are opportunities to access the cable route both north and south of Waltham
Road.

A46 TT Crossing to Laceby Beck TT Crossing (Route Section 9)
8.5.43

Laceby Beck TT Crossing to A1173 (Stallingborough) (Route Section 10)
8.5.44

The cable route crosses Aylesby Road which is a narrow lane generally with good
forward visibility. Aylesby Road is subject to a ban on HGVs over 7.5 tonnes. The
section of Aylesby Road to the south of the cable route that links to the A18 passes
through Aylesby which has on-street parking, intermittent footways and sensitive
receptors. Aylesby Road has been ruled out as an HGV access to the cable route
although it may be necessary for the route to be used to access the TT site north of
Laceby Beck if this TT crossing is undertaken in advance of the main cable route
works. Details of the number of HGV movements through sensitive areas associated
with TT works are set out in the Transport Assessment in Annex 6.8.1.

8.5.45

The cable route crosses Wells Road to the north of Aylesby Road. Wells Road is a
narrow lane running from the B1210 at its northern end to the A1173 where it
connects 500 m north of the A1173/A18 junction. It is subject to a ban on HGVs over
7.5 tonnes. Two HGVs are unable to pass each other in places along this road
although the use of the southern section of Wells Road is considered suitable to gain
access to part of the cable route.

8.5.46

The A1173 is a good standard road between the A18 and the B1210. At its southern
end the A1173 forms a priority junction with the A18 with a right turn ghost island.
Visibility is good at the junction.

8.5.47

At its northern end the A1173 forms a roundabout junction with the B1210. The
B1210 continues to the south-east towards the link to the A180 through Healing.
Healing contains sensitive receptors including a large secondary school and is not
suitable for significant numbers of HGVs. To the north-west the B1210 continues
towards Immingham which contains residential development and a public house on
the section that would be used to link with the A160 to the north. Immingham also
contains schools although not immediately adjacent to the B1210. The B1210 has
footways and is lit through Immingham.

8.5.48

HGV access to this section of the cable route is proposed from four possible points.
The first is via an existing farm track that leaves Beach Holt Lane/Nooking Lane to
the east of the A18 and to the west of Aylesby and joins the cable route to the northeast.

8.5.49

The second is via the existing eastern access to Manor Farm onto Nooking Lane,
where there is sufficient visibility onto Nooking Lane / Main Road to accommodate
HGVs.

B1219 to Team Gate Drain (Route Section 7)
8.5.37

Access to the short section of cable route between the B1219 and Team Gate Drain
can be achieved directly from the north of the B1219 Waltham Road. Access to the
TT works is also proposed via Bradley Road.
Team Gate Drain to A46 TT Crossing (Laceby) (Route Section 8)

8.5.38

The cable route continues north from Team Gate Drain. It is not possible to access
this section via the B1219 since vehicles would not be able to cross Team Gate
Drain. In order to access the eastern part of this cable route section it is necessary to
travel via Bradley Road. In order to access Bradley Road from Waltham Road it is
necessary to negotiate a mini-roundabout within Waltham. The mini-roundabout has
a diameter of around 21 m with splitter islands on every arm facilitating pedestrian
crossing. Bradley Road is generally of a good standard with residential properties at
its northern and southern ends and some sensitive receptors, particularly at its
northern end where it forms a junction with the A46.

8.5.39

It would be possible to gain access to the cable route from Bradley Road using a
route through Netherwood Farm, or via an access into the compound situated in the
field to the south of Netherwood Farm.

8.5.40

The route through Netherwood Farm, or via an access into the compound situated in
the field to the south of Netherwood Farm, would also provide access to TT works
north of Team Gate Drain if these are undertaken before the main cable route works.

8.5.41

Access to the northern part of this route section is possible directly from the south of
the A46. The A46 in the vicinity of the cable route is a dual-carriageway suitable for
the passage of all vehicle types. If access to the cable route were to be gained to the
south of the A46 it would be necessary for vehicles approaching from the A18 to the
west to U-turn at the Morrisons roundabout approximately 1 km to the east of the
cable route. The access would therefore be left-in, left-out.

8.5.42

The A46 forms a roundabout junction with the A18 to the south-west of Laceby. The
roundabout has a diameter of around 64 m and can accommodate the turning of all
vehicles.

HGV access to this section of the cable route is proposed via an existing field access
from the A46 to the east of Laceby and to the east of the cable route. A left-in, left-out
junction is proposed. The access has provision for vehicles to decelerate and
accelerate when leaving or joining the A46.
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8.5.50

8.5.51

8.5.52

The third possible access point is via a new temporary access to the south of Wells
Road using the southern section of Wells Road that connects with the A1173 and
A18 to the south-west.

Agriculture and Recreation.
8.5.57

The fourth possible access point is a new temporary junction to the east of the A1173
south of Stallingborough Grange Farm. The access is located on the outside of a
bend allowing good visibility for emerging vehicles.

Railway to A180 (Route Section 14)

A1173 to North Beck Drain (Route Section 11)

8.5.58

Access to the TT site north of the railway is proposed onto the cable route corridor
from Roxton Road.

It is proposed to access the section of the route between the A1173 and North Beck
Drain via an access to the north-east of the northern bend in the vicinity of
Stallingborough Grange Farm.

8.5.59

Two accesses to the cable route between the railway and the A180 are proposed.
The first utilises an existing left-in left-out access to a petrol filling station on the
southern side of the A180. The petrol filling station access is designed to accept
HGVs and the petrol filling station forecourt directly abuts a proposed compound for
the cable route to the west. Vehicles accessing the cable route from the west would
need to undertake a U-turn movement using the grade separated roundabout of
A180/A1173 to the west in order to enter the petrol filling station access from A180
westbound.

8.5.60

The second is as proposed for Hornsea Project One, via an existing gated farm
access that joins the B1210 Station Road just to the south-west of the A180. The
simple priority access has good visibility.

8.5.61

The farm access can be approached from the south-west on the B1210 through
Habrough. The B1210 through Habrough is of a good standard. The road passes
residential properties that are set back, a public house and an equestrian centre. At
the level crossing in Habrough there is a tight right angled bend. Large and heavy
vehicles are required to seek permission before passing across the level crossing.
Further to the south it is possible to access the A18 via the B1211 through
Brocklesby. This is a road of good standard. Through Brocklesby residential
properties are set back from the road and a footway is provided on one side of the
road. The B1211 connects with the A18 to the west of Keelby at a priority junction
with good visibility.

8.5.62

It is possible to travel from the A18 directly to Habrough on the B1210 without the
need to pass through Great Limber.

8.5.63

The approach to the farm access from the north is from the A160 Habrough Road.
This is of a good standard between Habrough and the A160. North of the A180 overbridge, Habrough Road forms a mini-roundabout junction with the B1210 to
Immingham. The mini-roundabout has a diameter of around 13 m. The miniroundabout is constrained by the presence of Habrough Church on one corner, a
hotel and other properties. Footways are provided on one side on two of the arms
and two sides on one of the arms. Vehicles passing between the A160 and the farm
access are not required to turn at the mini-roundabout. Vehicles travelling from the
A160 to Immingham are required to turn left at the mini-roundabout.

North Beck Drain to Gas Pipeline (Route Section 12)
8.5.53

The cable route crosses Keelby Road which runs between the A18 to the south-west
and the B1210 to the north-west. Keelby Road is subject to a restriction on HGVs
over 7.5 tonnes except for loading. The section of the road north of the cable route
has a width of between 5.4 m and 6.0 m which is sufficient to allow the passing of two
HGVs. Forward visibility is good over this section of the road. Keelby itself contains
a number of sensitive receptors. The priority junction of Keelby Road with the B1210
to the north has good visibility. Vehicles approaching from the north would have to
pass through the south-eastern edge of Immingham along the B1210.

8.5.54

It is proposed to gain access to the cable route section between North Beck Drain
and the gas pipeline to the north-west of Keelby Road via the northern section of
Keelby Road thus avoiding the need for any heavy vehicles to pass through Keelby.

8.5.55

If the A18/A180 Link Road (Immingham By-Pass) scheme is completed before this
route section is undertaken, it will be possible for traffic to be routed via the A180
instead of the B1210 Immingham Road, thus reducing the impact of development
traffic on B1210 Immingham Road.
Gas Pipeline to Railway (Route Section 13)

8.5.56

It may be possible for light vehicles to access the TT site north of the railway using
the existing farm track that passes through Immingham Grange and connects with
Roxton Road north of the railway.

It may be possible to access the short section of the cable route between the gas
pipeline and the railway from Keelby Road. This assumes that it is possible for heavy
vehicles to cross the gas pipeline with suitable ground reinforcement if necessary. If,
for engineering reasons, it is not possible to cross the gas pipeline with heavy
vehicles, it would be necessary to gain access to the short section of cable route
between the gas pipeline and the railway via Roxton Road, a narrow single track lane
with a 7.5 tonne weight restriction. Roxton Road crosses the railway at a level
crossing. Vertical alignment restricts forward visibility at the bridge over the A180.
Roxton Road continues to the south to join Keelby Road to the north-east of Keelby.
Roxton Road is used by walkers and is crossed by a public right of way between
Stallingborough and Habrough. A number of measures would need to be put in place
to facilitate works in this location. These are described in Chapter 7: Land Use,
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8.5.64

Given the constraints in passing through Habrough it is proposed that vehicles
approach the farm access from the north from the A160 and Habrough Road.

8.5.73

A180 to Habrough Road (Route Section 15)
8.5.65

8.5.66

8.5.67

Two accesses to the cable route south of the A160 are proposed. The first utilises an
existing left-in left-out access to a petrol filling station on the northern side of the
A180. The petrol filling station access is designed to accept access by HGVs. An
existing stub from the petrol filling station forecourt to the west is proposed to be
widened to provide access to the cable route and a construction compound.
The second access to route section 15 is via Habrough Road. This is not subject to
any particular constraints relating to the passage of vehicle types. Habrough Road
joins the A160 at a roundabout with a diameter of around 50 m which is suitable for
HGV turning movements.
It may also be necessary to gain direct access to the short section of cable route
between the A180 and the B1210 Immingham Road. An access point is proposed on
the southern side of the B1210 Immingham Road. Vehicles approaching from the
A160 would not be required to travel through Immingham but would have to negotiate
the mini-roundabout at Habrough Church.

Railway to Chase Hill Road (Route Section 18)
8.5.74

Access to this cable route section is proposed via Church Lane (also known as
Nicholson Road) which connects with Eastfield Road at a priority junction with good
visibility. Eastfield Road forms a signalised junction with the A160 dual-carriageway
to the west of the oil refinery. Eastfield Road is of a good standard and currently
provides access to the oil refinery and other industrial sites. All HGV traffic would be
routed via Eastfield Road and not through North Killingholme.

8.5.75

Access to the TT site at Chase Hill Road is proposed via Chase Hill Road.
Chase Hill Road to HVDC converter/HVAC substation (Route Section 19)

8.5.76

The HVDC converter/HVAC substation site lies to the west of the existing
Killingholme Substation. The section of cable route between Chase Hill Road and
the HVDC converter/HVAC substation site would be accessed from the north of
Chase Hill Road (Brick Lane). The section of Chase Hill Road between Eastfield
Road and Rosper Road is of a good standard and currently provides access to the
Killingholme Substation and Killingholme Power Station.

8.5.77

The HVDC converter/HVAC substation site would be accessed via the existing
Killingholme Power Station access road that forms a junction with Chase Hill Road to
the west of Rosper Road. The access road is straight and has a minimum width of
6.0 m (narrowing from around 7.0 m at the junction with Chase Hill Road) with wide
verges on either side.

Habrough Road to A160 (Route Section 16)
8.5.68

8.5.69

Access is proposed to this route from Faulding Lane, which is routed eastwards from
Habrough Road. Faulding Lane has a 7.5t weight restriction east of Habrough Road
but is sufficiently wide between Habrough Road and the cable route access to permit
two HGVs to pass. Faulding Lane would also be used to access the TT across a CHP
pipeline to the south of Faulding Lane.
A further access to the southern TT site is proposed to the east of Habrough Road,
which is not subject to any restrictions.
A160 to Railway (Route Section 17)

8.5.70

8.5.71

8.5.72

The A160 is suitable for the passage of all vehicle types and provides the main link
between the North Killingholme industrial area and the Strategic Road Network
(SRN). It would be significantly upgraded as part of the Highways Agency’s
A160/A180 Port of Immingham Improvements.

Existing Vehicle Restrictions
8.5.78

Access to the cable route immediately north of the A160 is proposed via the existing
residential access road on the northern side of the A160 immediately to the west of
the A160/Habrough Road roundabout. The access would be left-in, left-out.
It is likely that the Highways Agency’s A160/A180 Port of Immingham Improvements
scheme would be implemented before Hornsea Project Two. In this situation, the
residential access road would be accessed via a new spur from the new road
alignment to join Top Road at the junction with Greengate Lane.
If the TT crossing at the railway is undertaken before the main cable route works it
may be necessary for a number of HGVs to gain access to the TT site via the cable
route to the east of Top Road.
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There are restrictions on the passage of HGVs over 7.5 tonnes on the following links:


Faulding Lane east of Habrough Road (Route Section 16);



Top Road to the north of the A160 at South Killingholme (Route Section 17);



Church Lane/Nicholson Road between High Field Road and North Killingholme
(Top Road) (Route Section 18);



Chase Hill Road to the west of Eastfield Road (Route Section 19);



The Keelby and Stallingborough Roads between the A18 and the B1210 (Route
Sections 12 and 13);



Wells Road between the A1173 and the B1210 (Route Section10);



Aylesby Road between the A18 and the B1210 (Route Section 10); and


8.5.79

Within Tetney Village (excluding Town Road, Chapel Road and the A1031)
(Route Sections 2 and 3).

At the request of LCCHA possible seasonal effects on traffic flows on the A1031 have
been investigated. The most recently available traffic data supplied by LCCHA
indicates that August 12 hour (07:00-19:00) weekday flows on the A1031 are 5%
higher than October 12 hour weekday flows. It is concluded that although there
appears to be a small seasonal variation in flows on this link this level of difference
will not alter the conclusions drawn about the suitability of using shuttle working to lay
cables across the A1031 in this location. Further details are provided in the Transport
Assessment attached as Annex 6.8.1.

8.5.83

A comparison between observed flows and design flows for rural roads (Traffic Flow
Ranges for the Assessment of New Rural Roads, DMRB, (Highways Agency et al,
1997) indicates that sections of the A18 between the A180 and the B1210 have the
highest daily flows compared with the relevant design flows. This indicates that the
section of road is currently operating at about 80% of the relevant design flows. It is
concluded that current levels of daily traffic within the traffic and transport study area,
although high on the busiest routes, remain below design flows.

The above links pass through or lead to built-up areas with residential properties or
other sensitive areas or are narrow and thus unable to accommodate 2-way HGV
movements. Some of the above links would be used to access TT works in advance
of the main cable route works, or are used over very short lengths where there is
sufficient opportunity for HGVs to pass. The proposed measures to mitigate possible
adverse impacts in these locations are described in Section 8.6.
Existing Restrictions on Streetworks

8.5.80

8.5.82

A search has been made for any links affected by the construction works that may be
protected streets or streets with special engineering difficulties or those subject to
restrictions on works as a result of substantial road works, The search has revealed
that in the North Lincolnshire of the traffic and transport study area Rosper Road is
designated as having ‘Special Engineering Difficulty’ and Eastfield Road is
designated as ‘Special Engineering Difficulty and Traffic Sensitive’. No works are
proposed on either of these links as part of the project. In the North east Lincolnshire
section of the traffic and transport study area Waltham Road, Brigsley, the A46
Laceby dual carriageway and Riby Road are defined as ‘Traffic Sensitive’ between
the hours 07:30 and 09:30 and between 15:30 and 18:30. The impact of the
proposed introduction of temporary shuttle working on the A46 has been assessed.
Details are provided in section 8.6 below. Both Waithe Lane and Aylesby Road,
Aylesby are defined as ‘Special Engineering Difficulty’ in relation to the presence of
culverts. Any issues arising from this will be considered at the detailed design stage.
Roxton Road is defined as ‘Special Engineering Difficulty’ in relation to the level
crossing. No works are proposed to this level crossing. In the Lincolnshire section of
the traffic and transport study area, a section of the A18 in the vicinity of the B1210
has been subject to a notice of ‘Substantial Road Works’. No works are proposed in
this area.

Road Safety
8.5.84

Annex 6.8.5 shows a summary of the personal injury accident (PIA) records for the
latest available five year period (1 January 2009 to 31 December 2013) for the local
area and the routes expected to be used to access the cable route. The study area
covers three highway authorities: Lincolnshire County Council (LCC), North
Lincolnshire Council (NLC) and North East Lincolnshire Council (NELC).

8.5.85

When consulted on Hornsea Project One in relation to accidents, the following
concerns were raised;







Existing Traffic Flows
8.5.81

Annex 6.8.4 summarises the traffic flow information collected as part of the
assessment process. Daily traffic flows at 13 sites have been obtained from the DfT
website. Daily traffic flows at three sites have been obtained from LCC. Daily traffic
flows at 12 sites have been obtained from Automatic Traffic Counts (ATCs)
undertaken on behalf of RPS Planning and Development Ltd (RPS) for SMart Wind in
October 2011. A manual classified turning count was undertaken at the A46
Morrisons Roundabout in September 2012.

LCC asked for specific analysis of:



The A18 in the Ludborough area, which is characterised by bends and
ditches;
The junction of the A18 and B1201;
The B1201 as it passes through North Thoresby; and
The A1031 as it passes through Tetney.

NLC had specific concerns about the A18 between Barnetby Interchange and
Humberside Airport; and

8.5.86

Concerns were raised by NELC about the section of the A18 between the A46 and
B1203, which was identified as having a poor accident record as part of the Hornsea
Project One Environmental Statement. This was heightened by a fatal accident in
which five lives were lost in April 2013.

8.5.87

Table 8.6 summarises the accident rates on links within the traffic and transport study
area. The figures are expressed as numbers of PIAs per million vehicle kilometres
based on annual average daily traffic (AADT) flows on each link.
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Table 8.6

Summary of accident rates.

Link

A180 between
M180 and A160
A160 between
A180 and Ulceby
Road, including
A180 junction
A160 between
Ulceby Road and
Rosper Road
Eastfield
Road/Chase Hill
Road/Rosper
Road between
A160 and site and
back to A160

AADT
(2013)(1)

33,207

13,970

11,913

2,326

Millions of
vehicle
kilometre
s per year
(2)

106.66

5.10

15.22

5.43

Habrough
Road/Killingholme
Road between
A160 and B1210

4,274

B1210 between
A18 and A1136

3,986

24.00

A18 between A180
and B1210

10,932

A18 between
B1210 and A1173

Link
Personal
Injury
Accident
s (PIAs)
over five
years (3)

34

23

14

3

Personal
Injury
Accident
s (PIAs)
over five
years (3)

National
average
accident
rates/PIAs
per million
vehicle
km (4)

PIAs per
million
vehicle
km

15,287

16.74

12

0.381

0.143

PIAs per
million
vehicle
km

0.381

0.064

A46 between A18
and Morrisons
Roundabout

7,035

24.39

43

0.381

0.353

0.902*

A46 between
Caistor (A1173)
and A18

2,890

4.75

6

0.404

0.253

0.184

B1203 between
A18 and Waltham,
B1219
B1201 between
A16 and A1031,
via North Thoresby

1,986

2.75

8

0.404

0.581*

A1031 between
B1219 and B1201,
via Tetney

3,175

7.65

21

0.381

0.549*

A1031 between
B1201 and Sheep
Marsh Lane

2,820

3.50

8

0.381

0.457

0.381

0.381

0.844

0.110

0.356

50

0.404

0.417

25.54

49

0.381

0.384

7,595

26.06

18

0.381

0.138

A18 between
A1173 and A46

12,601

15.18

12

0.381

0.158

A18 between A46
and B1203

5,238

12.43

37

0.381

0.596*

A18 between
B1203 and A16

4,068

14.25

35

0.381

0.491*

A16 between A18
and B1219

12,461

46.85

78

0.381

0.333

A1173 between
A18 and B1210

2,789

3.67

11

0.381

0.600*

5

Millions of
vehicle
kilometre
s per year
(2)

National
average
accident
rates/PIAs
per million
vehicle
km (4)

0.4040.844

2.81

AADT
(2013)(1)

(1) Annual average daily traffic (AADT) derived from traffic surveys / DfT Flows
(2) AADT multiplied by length of link
(3) Information supplied by LCC / Humberside Police
(4) Average accident rates from Table 4/1 COBA Manual, (DfT, 2004)
* Links with accident rates more than 25% above the national average

8.5.88

Typical average accident rates for single carriageway roads with speed limits of 30
mph to 40 mph (within urban locations) are around 0.844 PIAs per million vehicle km.
For other locations typical accident rates for single carriageway roads are around
0.404 PIAs per million vehicle km or 0.381 PIAs per million vehicle km for single
carriageway A-roads.

8.5.89

Where observed accident rates are slightly in excess of national averages this does
not necessarily indicate a poor safety record. Accident rates significantly above
average rates (defined as over 25% higher than national average rates) are more
likely to indicate a need for more detailed assessment. These links are marked with a
* in Table 8.6
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8.5.90

8.5.91
8.5.92

There are six links where accident rates are more than 25% above national average
rates. These are:


A160 between A180 and Ulceby Road, including A180 junction;



A18 between A46 and B1203;



A18 between B1203 and A16;



A1173 between A18 and B1210;



B1201 between A16 and A1031, via North Thoresby; and



A1031 between B1219 and B1201, via Tetney.

8.5.93

Only one accident recorded on the A18 within the study area was given a causal
factor related to road condition during the five year period assessed. This was the
accident labelled A-8 on the plans which form Annex 6.8.5. This serious severity
accident occurred on the right-hand bend close to the junction with B1211, which is
within the area for which Lincolnshire County Council is the Highway Authority. A
motorcycle failed to negotiate the right-hand bend and left the carriageway to the
nearside.

8.5.94

Responding to the concerns of LCC highway authority in relation to B1201 and
A1031:

One further link has an accident rate between 10% and 25% above national average,
the A1031 between B1201 and Sheep Marsh Lane.
Analysis of the accident records for the A18 and surrounding highway links, in
response to the concerns of the local highway authorities, indicates that there is a
high accident record on some sections of the A18, including six fatal accidents
recorded over approximately 12.5km during the five year period examined. In
particular, the following areas are of note:


Sixteen PIAs occurred at or in the close vicinity of the A18 junction south of the
Barnetby interchange;



Eleven PIAs occurred at or close to the A18/B1211 junction and the adjacent
railway bridge, east of Melton Ross;



Five PIAs occurred at the crossroads junction to the east of Great Limber, in the
vicinity of Brocklesby Park Primary School;



Five PIAs occurred at or near the sharp bend and junction with the B1211 at
Keelby;



Six PIAs occurred on the A18 at or in the vicinity of the A1173 junction (Riby
crossroads). This included two fatal accidents. A further ten PIAs occurred on the
A1173;



Three PIAs occurred at the junction of the A18 and Beech Holt Lane near
Aylesby. A further nine accidents occurred on Nooking Lane/Main Road/Aylesby
Road passing through Aylesby;



Twelve PIAs occurred at the roundabout junction of the A18 and the A46;



A total of 64 PIAs occurred on the single carriageway link of the A18 between the
A46 and the A16, a distance of 16km. Four of these PIAs, all within NELC, were
fatal; eight PIAs involved at least one HGV and 11 involved at least one
motorcycle. It is noted that NELC reduced the speed limit on their section
following the fatal PIA in 2012. However on the LCC section to the south, the
national speed limit still applies; and



There were eight PIAs at the junction of the A18 and the A16, of which three
involved an HGV and two a motorcycle.

8.5.95



Thirteen PIAs occurred at or close to the junction of the A16 and B1201 at North
Thoresby. The right turn from the B1201 was a factor in several of these PIAs;



There were five PIAs on the A1031 between Fleetway and Sheep Marsh Lane,
four of them on a sharp bend;



There was a fatal PIA on the A1031 east of the B1201 junction;



There was a fatal PIA on Tetney Lock Road;



There were seven PIAs on the A1031 as it passes through Tetney.

PIAs are considered further in Section 8.6 and Appendix H within the Transport
Assessment (Annex 6.8.1) where additional analysis of accidents which have
occurred on the HGV routes proposed for Hornsea Project Two is also provided.
Public Transport Services

8.5.96
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Annex 6.8.6 summarises bus routes in the vicinity of the cable route and the closest
bus stop on each route if it lies within 800 m of the cable route. Details of the bus
services within 800 m of the cable route (an acceptable walking distance according to
Table 3.2 of the Institution of Highways and Transportation's Guidelines for Providing
for Journeys on Foot (IHT, 2000)) are summarised in Table 8.7.

Table 8.7

Summary of bus services within 800 m of cable route.

Stop (if within
800 m of cable
route)

Laceby, Church
Lane

Laceby, St
George Butler
Close

Service

HF
(Humber
Flyer)

Cleethorpes Grimsby Humberside Airport Hull

Frequency
(Monday to
Saturday)

Hourly

First
service
(bus
station or
bus stop
if within
800m of
cable
route)

Last service
(bus station
or bus stop if
within 800 m
of cable
route)

07:26

17:46

07:55

Holton Le Clay,
Surgery

51

Grimsby - Louth

30 Minutes

07:00

18:43

150

Immingham Barton/East Halton

3 Services Daily

10:28

14:28

18:01

South
Killingholme,
Greengates Lane

7

30 Minutes

8

Grimsby - North Sea
Lane

30 Minutes

07:00

23:15

9/9A

Waltham - Grimsby Cleethorpes

30 Minutes

06:10

22:40

12

Bradley Park Grimsby - New
Waltham / Waltham

Hourly

10:20

17:35

05:00/06:25

23:05/23:40

09:43
(outbound)

18:55
(inbound)

Source: local bus timetables
08:08

19:13

Medium and Long Term Temporal Change
8.5.97

It is expected that baseline traffic flows will change over the assessment period
(construction, operation and decommissioning) in line with the relevant predicted
traffic growth forecasts for the area. The Trip End Model Presentation Programme
(TEMPRO) database derived from the National Transport Model (NTM) has been
used to estimate growth in surveyed traffic flows for the years of construction and has
been considered in relation to the operation and decommissioning of the project.

8.5.98

The Highways Agency has a scheme to improve the A160 junction with Habrough
Road and Top Road as part of the ‘A160/A180 Port of Immingham Improvement’
which is itself a Nationally Significant Infrastructure project. The proposed cable route
crosses the A160 close to the junction improvement. The earliest start of construction
on the HA scheme is likely to be summer 2015 with completion in autumn 2016.

8.5.99

The proposed cable route, compounds and access points for Hornsea Project Two in
the vicinity of the A160 and resulting interaction with the Highways Agency scheme is
provided in Annex 6.8.9: Project Two Route with HA A160 Scheme. There is a signed
Statement of Common Ground relating to the interaction between the Hornsea
Project One, Hornsea Project Two and the A160/A180 Port of Immingham
Improvement projects which identifies how the interaction between the Hornsea
projects and the A160/A180 Port of Immingham Improvement project will be
managed.

10 Minutes
(Saturday: 15
mins)
(Mondays and
Fridays also in
School
Holidays)
2 daily on
Tuesdays and
Fridays

Brigsley, St
Helens Crescent

25

Grimsby - Ludford

Holton Le Clay,
Surgery

28

Grimsby Mablethorpe

4 daily

17:15

Cleethorpes Grimsby - Grange
Estate -Laceby

Grimsby - Louth Skegness

18:15/22:45

17:51

Hourly

21

05:15/18:15

08:14

Weekends Only
Holton Le Clay,
Surgery

Last service
(bus station
or bus stop if
within 800 m
of cable
route)

(Saturday: no
service)

3

Cleethorpes Grimsby - Bradley

30 Minutes

First
service
(bus
station or
bus stop
if within
800m of
cable
route)

Grimsby - Saltfleet

Grimsby - Caistor Market Rasen –
Lincoln

13/14

Immingham Grimsby

Frequency
(Monday to
Saturday)

50

Hourly

06:50

Route

Tetney Primary
School

Grimsby-Europarc

(Saturday: no
service)

Service

45/46

2

Waltham,
Barnoldby Road

Bradley, Bradley
Inn

Route

Stop (if within
800 m of cable
route)

1 daily on
Mondays,
Wednesdays,
Thursdays and
Saturdays
Tuesday only

14:00
(Tues, Fri,
Sat)

17:35
(Mon-Fri)

14:10

N/A
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Data Limitations
8.5.100 Baseline data is well documented and supported by numerous recent traffic surveys.
The location of sensitive receptors has been assessed through site visits,
consultations and other sources and the level of uncertainty is low.
8.5.101 There is low uncertainty about the routes to be taken by construction vehicles. There
is medium uncertainty about some of the construction parameters to be adopted, in
particular the proportion of the haul road and construction compounds that will require
aggregate surfacing. There is medium uncertainty about the timescale and phasing of
construction. A precautionary approach has therefore been adopted in relation to
assumptions about the proportion of the haul road and construction compounds that
will require aggregate surfacing and the timescale and phasing of construction.
Details are provided below.

Key Parameters for Assessment
8.6.1

The assessment scenarios listed in Table 8.8 have been selected as those having the
potential to result in the greatest effect on an identified receptor or receptor group.
These scenarios have been selected from the details provided in the project
description (Volume 1, Chapter 3: Project Description) in order to inform a ‘worst case
scenario’. Effects of greater adverse significance than those presented here are not
predicted to arise should any other development scenario based on details within the
project Design Envelope (e.g. different turbine layout) be taken forward in the final
design scheme.

8.6.2

The main potential impacts associated with traffic and transport,considered within this
assessment, are presented in Table 8.8. The impacts are discussed in further detail in
the text that follows Table 8.8.

8.6.3

The assessment has taken into account the project description set out in Volume 1,
Chapter 3: Project Description. Key parameters relevant to the assessment of
impacts on traffic and transport are set out in paragraphs 8.6.1, 8.6.2 and Table 8.8
below and assumptions used in the assessment of likely vehicle movements are also
listed at Annex 6.8.7 and in Annex 6.8.1.
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Table 8.8

Design envelope scenario considered within assessment of potential impacts on traffic and transport.
Potential Impact

Direct/indirect

Maximum adverse scenario

Direct

The temporary construction compound has dimensions
of 150 m by 200 m at the landfall.

Justification

Construction phase
Landfall
The temporary impact of the construction work may affect
severance of routes.
The temporary impact of the construction work may affect
pedestrian delay.
The temporary impact of the construction work may affect
fear and intimidation.
The temporary impact of the construction work may affect
accidents and road safety.
The temporary impact of hazardous, dangerous and
abnormal loads during construction works.

Alternative trenchless technologies have been
considered for the landfall crossing as defined in the
Volume 1, Chapter 3: Project Description. At this
location, Smart Wind has confirmed that the Thrust
Bore operation would require 210 m2 of steel shuttering
with associated bracing and additional crane
movements to lift the Thrust Bore equipment into and
out-of the pit. Assuming steel shuttering is based upon
TK Steel ‘Union Straight Web Sections’ delivered on a
low-loader with a 14 tonne payload, this would require
three HGVs to deliver and three HGVs to remove the
shuttering assuming that bracing is carried on the final
low-loader. Two additional HGV arrivals and two
additional HGV departures have been assumed to
provide lifting equipment.
Construction in the intertidal area at the landfall would
be undertaken within the period April to September
inclusive in any year. The cable installation would be
undertaken in phases. The first phase would comprise
installation of up to eight cable ducts by Thrust Bore, as
a worst case, under the sea defence within a period of
up to three years. Cable installation beneath the sea
defence and through the intertidal area would be
carried out over up to four phases for a period of up to
five sequential years. For each cable this would take
up to two weeks. In any one year a maximum of up to
four cables would be installed giving a maximum of
eight weeks working in two week periods within the
April to September period.
All plant, equipment and materials are transported by
road via the SRN.
75% of staff assumed to drive themselves to work and
no access by public transport. (Additional 25% of staff
assumed to car share).
The worst case would involve the import and export of
all material.
Ramp on landward side of sea defences constructed of
imported earth with a volume of approx. 400 m3 and is
retained for two years during landfall works.
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The scenario presented and the use of Thrust Bore,
rather than an alternative trenchless technology,
represents the highest number of vehicle movements
due to the requirement to transport steel shuttering
and additional craneage compared with other
techniques such as horizontal directional drilling.

Potential Impact

Direct/indirect

Maximum adverse scenario

Justification

Crossing technologies as set out in Volume 4, Annex
4.3.4: Crossing Schedule (Onshore)
Cable Route
The temporary impact of the construction work may affect
severance of routes.
The temporary impact of the construction work may affect
fear and intimidation.
The temporary impact of the construction work may affect
accidents and road safety.
The temporary impact of hazardous, dangerous and
abnormal loads during construction works.

Direct

The route length is approximately 40 km. For cable
route corridor construction the temporary width is up to
40 m and the permanent width is up to 20 m (except
where a physical obstacle is encountered in which case
it may be extended up to 30 m).

The corridor width and duration of works at each
section and the use of Thrust Bore, rather than an
alternative trenchless technology, are considered to
be those which generate the largest number of
vehicle movements and it is assumed that all
transport movements are by road, ensuring a worst
case assessment.

Project Two could be built using multi-phase or a
single-phase construction programme. Under a multiphase programme scenario, the onshore construction
programme (including all phases and gaps between
phases) would not exceed five and a half years. Under
a single-phase construction programme, the total
duration of the export cable construction would not
exceed three years.

The project will be constructed in a minimum of three
years and this shortest timescale gives rise to the
highest daily traffic flows.

The maximum adverse scenario in terms of traffic is
therefore based on three years' construction (whether
or not this is phased). All plant, equipment and
materials are transported by road via the SRN.
75% of staff assumed to drive themselves to work.

Opportunities for public transport use are limited and
therefore this consideration results in the worst case
scenario being considered, with the highest number
of vehicles on the road network.

Two parallel trenches of 7 m per trench are used.

Two parallel trenches of 7 m per trench gives the
worst case impact in terms of volume of material
required to be moved and therefore the highest
number of HGV movements compared with other
trenching options.

0.6 m depth of stabilised backfill transported to cable
route.

0.6 m is considered the maximum required for cable
route construction.

750 m of cable per roll and one roll per HGV.

This is the minimum length of cable expected per roll
and thus leads to the maximum number of HGV
movements.

100% of the cable route is ducted.
750 m of ducting per HGV.
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This is considered the minimum length of ducting per
HGV thus leading to the maximum number of HGV
movements.

Potential Impact

Direct/indirect

Maximum adverse scenario

Justification

The temporary haul road width is 5 m and 100% of the
haul road is surfaced with aggregate with geotextile
underlay.

Much of the cable route is inaccessible by means
other than a temporary haul road. An aggregate
surface is proposed over 100% of the haul road as a
worst case to ensure the maximum number of
associated HGV movements is assessed.

As a worst case the 5 m haul road and 50% of
construction compounds are assumed to require
aggregate surface to an average depth of 0.3 m with
geotextile underlay. Aggregate delivered for TT
compounds would be re-used for the haul road.
For TT compounds which span the cable route for both
Hornsea Project 1 and Hornsea Project 2 routes, only
50% of the TT compound area would be needed to be
covered in aggregate for Hornsea Project Two alone,
as above.

Work progresses on five work fronts at any one time.

Given the need for significant areas within
compounds for laydown and storage the assumption
of 50% surfacing is considered a realistic worst case.
In assessment scenario for P2 alone, only half of the
Trenchless Technology (TT) compounds which span
both the P1 and P2 route is required (the half
spanning the P2 route), the half spanning the P1
route will only be required if P1 is complete or not
started and then P2 could use these instead. Our
assumption is that compounds are 50% surfaced and
therefore for the assessment scenario for P2 alone,
the area of the TT compounds which span both P1
and P2 is to be multiplied by 25% (i.e. 50% not
required for P2 alone x 50% surfaced).

This is a reasonable assumption based on rational
use of resources and timescales.

Crossing technologies as set out in Volume 4, Annex
4.3.4: Crossing Schedule (Onshore).
HVDC converter / HVAC substation

Direct

The temporary impact of the construction work may affect
severance of routes.
The temporary impact of the construction work may affect
pedestrian delay.
The temporary impact of the construction work may affect
fear and intimidation.
The temporary impact of the construction work may affect
accidents and road safety.
The temporary impact of hazardous, dangerous and
abnormal loads during construction works.

A works site is required for the HVDC converter / HVAC
substation construction.
All staff, plant, equipment and materials are transported
by road via the SRN.
Allowance is made for approximately 3,000 HGV
movements for topsoil/subsoil removal from site.

Worst case assumes that all transport movements
are by road and possible method of delivery of large
components is via the SRN and therefore the
maximum number of traffic movements would be
generated.
As a worst case it has been assumed that
topsoil/subsoil is removed from the substation site to
a depth of 1.0 m with an additional 25% for possible
topsoil/subsoil removal elsewhere on site.

Abnormal loads (expected to comprise three
transformers) could be transported via the SRN.

The worst case assumes three abnormal loads are
transported via the SRN rather than from Immingham
Docks (paragraphs 8.6.64 to 8.6.65 and 8.6.128).

Regular inspections of the onshore cable,
approximately every two to five years, will be conducted
via the link boxes. Should repairs to the cable become

The worst case scenario involves levels of transport
movements that are significantly lower than those
during construction.

Operation phase
The impacts arising from traffic associated with operation
of the cable route may affect traffic and transport
receptors.

Direct
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Potential Impact

Direct/indirect

Maximum adverse scenario

Justification

necessary, the cable would be accessed at the relevant
jointing pits and pulled between them. Access to the
link boxes, jointing pits and transition joint bays will be
via existing roads, tracks and field gates, with the
permission of the landowner. These visits would be
made by light vehicles only. In the unlikely event that a
larger vehicle is required to access the jointing pits or
transition bays, and existing roads and tracks do not
allow suitable access, a temporary metal track (or
similar) would be constructed to gain access.
The onshore HVDC converter/HVAC substation will be
designed to be unmanned during operation.
Maintenance visits will either be weekly (for the HVDC
station option) or monthly (HVAC station). These visits
are likely to be made by light vehicles only and would
use the existing road network and the permanent
HVDC converter/HVAC substation access constructed
as part of the project. It is not anticipated, but it might
be necessary for a larger component part of the
onshore HVDC converter/HVAC substation to be
replaced and access may be required for larger
vehicles and HGVs, which would also use the existing
road network and HVDC converter/HVAC substation
access constructed as part of Project Two.

Impacts arising from traffic associated with operation and
maintenance of the HVDC converter/HVAC substation may
affect traffic and transport receptors.

Decommissioning phase
The impacts arising from traffic associated with
decommissioning of the cable route may affect traffic and
transport receptors as shown in Figure 8.3.
The impacts arising from traffic associated with
decommissioning of the onshore HVDC converter/HVAC
substation may affect traffic and transport receptors as
shown in Figure 8.3.

Direct

Building materials and equipment removed from the
HVDC converter / HVAC substation site.
All staff, plant, equipment and materials transported by
road via the SRN.
Cable route will remain in situ with the ends sealed.
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The worst case assumes all buildings and equipment
removed from the site by road and therefore the
maximum number of traffic movements would be
generated.

Vehicle trip generation (construction)

Assessment Criteria and Impact Assessment Methodology
8.6.4

8.6.5

The assessment within this chapter has been prepared with reference to the
‘Guidelines for the Environmental Assessment of Road Traffic’ (IEA, 1993) and
Volume 11 – Environmental Impact Assessment of the Design Manual for Roads and
Bridges (DMRB) (Highways Agency et al, 2008). The significance of transport
environmental effects is assessed by considering the interaction between the
magnitude of the impacts and the sensitivity of the receptors in the vicinity of
transport corridors. This assessment compares the baseline situation with the
development, taking into account other schemes that are likely to affect future
baseline conditions.

8.6.8

Detailed assessments of vehicle generation have been carried out for the
construction phase of development. The level of vehicle generation during the
operational and decommissioning phases would be significantly lower than during the
construction phase.

8.6.9

The level of vehicular trip generation associated with the construction phase of the
project is based on calculations undertaken for Hornsea Project One amended with
additional information about the anticipated construction methods for Project Two that
influence quantities of materials and types of equipment to be transported to and from
sites and staffing levels, as described in Table 8.8 - Design Envelope. Details of the
technical parameters used for the construction stage trip generation calculations are
presented in Annex 6.8.7: Construction Vehicle Trip Generation.

8.6.10

Details of the likely construction compound areas, locations where HDD is expected,
and the timescales and phasing of development have been provided by SMart Wind
and are documented in the Volume 1, Chapter 3: Project Description and Volume 4,
Annex 4.3.4: Crossing Schedule (onshore).

8.6.11

It is expected that work on the cable route would not be undertaken on all route
sections at the same time. It is anticipated that work would progress on five work
fronts at any one time. This affects those links that are expected to carry HGVs
associated with more than one route section.

Consistent with the IEMA guidelines, the following are considered in this chapter:


Driver Delay;



Severance of Routes;



Pedestrian Delay;



Fear and Intimidation (pedestrian amenity);



Accidents and Road Safety; and



Hazardous, Dangerous and Abnormal Loads.

Noise and Air Quality are considered separately within Chapters 9 and 10
respectively, based upon traffic flows presented in Annex 6.8.8.
Technical methodologies
8.6.6

8.6.7

The technical methodology for undertaking the assessment of transport impacts is
based upon the IEMA Guidelines for the Environmental Assessment of Road Traffic
(1993). The Transport Assessment (ES Annex 6.8.1) is in accordance with the DfT’s
Guidance on Transport Assessment, (DfT, 2007). The DfT guidance relates, in
particular, to the description of existing transport conditions, the assessment of
highway safety and public transport services, the identification of traffic growth
forecasts, the derivation of generated traffic and the distribution and assignment of
traffic.

Vehicle distribution and assignment (construction)
8.6.12

For the purposes of assessing transport impact the proposed cable route is divided
into 19 sections defined by the proposed HGV access routes shown on Figure 8.2.
The HVDC converter/ HVAC substation site is treated as a route section.

8.6.13

For each route section, one or more potential vehicular access points is identified.
These are based on an assessment of the local highway network, described in
Section 8.5, possible HGV routes to and from the access points, the locations of
sensitive receptors, the physical ability to achieve safe and satisfactory access and
consultation responses.

8.6.14

HGV routes to and from the possible route section access points have been identified
through a review of the routes to and from the SRN, the sensitivity of local roads to
changes in HGV flows, records of highway safety and consultation responses. The
plan at Figure 8.2 shows the proposed main HGV routes to and from the route
sections. More detailed plans showing access points are included as Appendix A of
Annex 6.8.1: Transport Assessment. The main HGV route corridors are via the M180
and A180 and then either south on the A18 to access various sections of the cable
route via appropriate routes or towards the north via the A160 using Eastfield Road
and Rosper Road to access Chase Hill Road from where access to the HVDC
converter/HVAC substation site can be achieved.

The assessment of abnormal load movements is informed by the Road Vehicles
(Construction and Use) Regulations 1986 (as amended) and the Road Vehicles
(Authorisation of Special Types) (General) Order 2003. The ability of vehicles to
negotiate links and junctions is assessed using the TRACK computer programme
(Savoy Computing Services Ltd, 2012) that models the areas required to allow the
passage of vehicles and loads.
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8.6.15

8.6.16

8.6.17

Light vehicles (staff movements) have been distributed according to the location of
population in the area (2001 Census) and the relative distance of population centres
from the cable route. The following distribution has been adopted:


Scunthorpe/Hull: 10%;



Cleethorpes: 15%;



Grimsby: 50%;



Immingham: 10%; and



Waltham and surrounding settlements: 15%.

Further details of vehicle generation, distribution and assignment are set out in the
paragraphs dealing with the transport environmental effects of construction starting at
paragraph 8.6.62.

8.6.19

8.6.20

8.6.21

Where the screening test outlined above identifies that transport effects have the
potential to be significant, the magnitude of the impact is assessed. Magnitude is
defined in general terms in guidance contained in Volume 11 of DMRB and is
summarised in the context of transport in Table 8.9.

Table 8.9

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



Test 2: include any other specifically sensitive areas where traffic flows will
increase by 10% or more.

Any link where changes in total traffic flows or HGV flows resulting from the
development are predicted to be less than 10% is screened out of the assessment. It
should be noted that changes of less than 10% are generally considered to be
insignificant given that the daily variations in background traffic flows may fluctuate by
this amount.
In accordance with the Guidelines for the Environmental Assessment of Road Traffic
(IEA, 1993), links where the changes in total traffic flows or HGV flows are predicted
to be between 10% and 30% are screened out of the assessment if there are no
sensitive receptors as defined by paragraph 8.6.25 and in Table 8.11. Links where
the predicted changes in total traffic flows or HGV flows are between 10% and 30% in
the presence of sensitive receptors and where changes in total traffic flows or HGV
flows are in excess of 30% are subjected to a more detailed level of assessment in
relation to potential transport environmental effects.

Definition

High

Substantial or total loss of capability for movement along or across
transport corridors, loss of access to key facilities and loss of highway
safety. Severe delays to travellers (adverse).
Large scale improvement in the capability for movement along and
across transport corridors, major improvement in access to key
facilities, in highway safety and in delays to travellers (beneficial).

Medium

Moderate loss of capability for movement along or across transport
corridors, loss of access to key facilities and loss of highway safety.
Severe delays to travellers (adverse).
Moderate improvement in the capability for movement along and
across transport corridors, major improvement in access to key
facilities, in highway safety and in delays to travellers (beneficial).

Low

Some measurable loss of capability for movement along and across
transport corridors, some measurable loss of access to key facilities
and some measurable loss of highway safety. Some measurable
increase in delays to travellers (adverse).
Some measurable increase in the capability for movement along and
across transport corridors, some measurable increase in access to
key facilities and some measurable increase in highway safety. Some
measurable increase in delays to travellers. Reduced risk of negative
impacts occurring (beneficial).

Negligible

Very minor loss of capability for movement along and across transport
corridors, very minor loss of access to key facilities and very minor
loss of highway safety. Very minor increase in delays to travellers
(adverse).
Very minor increase in capability for movement along and across
transport corridors, very minor increase in access to key facilities and
very minor increase in highway safety. Very minor decreases in delays
to travellers (beneficial).

No Change

No loss of capability for movement along and across transport
corridors, no change of access to key facilities and highway safety. No
delays to travellers.

In order to establish whether a highway link should be included as part of the detailed
environmental assessment the following tests, that are set out in the IEA Guidelines
(IEA, 1993), are applied:


Definition of terms relating to the magnitude of an impact upon traffic and
transport receptors.

Magnitude

Whilst the 2011 census has now been undertaken, journey to work information for the
‘daytime population’ is not yet available from the Office of National Statistics (ONS)
and therefore cannot be used in this assessment at this time.
Screening tests

8.6.18

Determining the magnitude of impacts

Source: Based on HA205/08 Table 2.2, Volume 11, (Highways Agency et al., 2008)
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8.6.22

With particular reference to severance the above categories of magnitude of impact
can be defined by the percentage change ranges set out in Table 8.10.
Sensitivity

Table 8.10

Magnitude (extent) of impact and changes in flows.
Change in Traffic Flow

Very High

Those receptors with high sensitivity with site-specific reasons for
being particularly sensitive to changes in traffic flows e.g. community
with high incidence of mobility impairment requiring to cross roads to
access essential facilities.

High

Receptors of greatest sensitivity to traffic flows: e.g. schools, colleges,
playgrounds, accident black spots, urban/residential roads without
footways that are used by pedestrians.

Medium

Traffic flow sensitive receptors including: e.g. congested junctions,
doctors’ surgeries, hospitals, shopping areas with roadside frontage,
roads with narrow footways, un-segregated cycle ways, community
centres, parks, recreation facilities, retirement homes.

Low

Receptors with some sensitivity to traffic flow: e.g. places of worship,
public open space, nature conservation areas, listed buildings, tourist
attractions and residential areas with adequate footway provision.

Negligible

Receptors with low sensitivity to traffic flows and those sufficiently
distant from affected roads and junctions.

Magnitude (adverse or
beneficial)

Change in total traffic or HGVs flows over 90%

High

Change in total traffic or HGVs flows 60 - 90%

Medium

Change in total traffic or HGVs flows 30 - 60%

Low

Change in total traffic or HGVs flows of less than 30%

Negligible

Source: IEA 1993, para 4.31

8.6.23

8.6.24

The extent of the change is identified as absolute percentages in Table 8.10.
Although these figures are suggested as having some relevance to changes in
severance (the real or perceived difficulty accessing adjacent areas or facilities) it is
recommended that the ranges be treated with some caution as they do not
necessarily have the same relevance to all transport environmental impacts.

8.6.26

Table 8.11 is based on IEMA Guidelines for the Environmental Assessment of Road
Traffic (1993). It should be noted that although it draws attention to the presence of
potentially vulnerable groups, more detailed assessments of local circumstances may
indicate that in relation to specific transport environmental impacts the area is either
more or less sensitive to changes in traffic flows. For example, the presence of a
school would suggest high sensitivity. However, in relation to pedestrian delay the
area may not be sensitive to an increase in traffic flows because signal controlled
pedestrian crossing facilities are provided either side of the school. On the other
hand, a school with a high proportion of children with special needs or close to an
accident black spot may be considered to have very high sensitivity to changes in
traffic flows. The detailed assessments set out below therefore consider each case in
the context of the local circumstances and each specific transport impact.

8.6.27

The general sensitivity of receptors within the traffic and transport study area have
been identified with reference to the criteria set out in Table 8.11 and existing vehicle
restrictions, particularly in relation to the passage of HGVs. A plan identifying the
locations of sensitive receptors on potential vehicle access routes is Figure 8.3.

Transport environmental effects are also assessed in terms of their duration, their
frequency and in terms of their reversibility and these have also been taken into
account in identifying the significance of transport environmental effects of Project
Two.
Determining the sensitivity of the receptor

8.6.25

The determination of the sensitivity of receptors to environmental effects is broadly
based on the criteria of value, adaptability, tolerance and reversibility. In terms of
transport impacts, receptors comprise people living in an area, using facilities in an
area and using transport networks in an area. Given that all persons are deemed to
be of equal value, sensitivity to changes in transport conditions is generally focussed
on vulnerable user groups who are less able to tolerate, adapt to and recover from
those changes. Vulnerable groups would include school children and the elderly. The
following table summarises the general criteria for identifying receptor sensitivity by
relating the presence of vulnerable groups to identifiable physical features within the
environment.

Definition
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8.6.28

The receptors with high sensitivity include schools, colleges, hospitals, care homes
and residential areas with poor footway provision. The plan at Figure 8.3 identifies
schools adjacent to the B1210 in Healing, in the vicinity of the B1210 to the east of
the Aylesby Road junction, to the east of the Bradley Road junction with the A46,
adjacent to the B1219 east of Waltham and at Humberston, adjacent to the A1031 in
Tetney close to the Station Road junction and south of the B1201 in North Thoresby.
A small school is also located to the north of the A18 to the north-east of Great
Limber. It is likely that some children would walk along the A18 from Great Limber in
order to access this school.

8.6.29

Accident black spots are defined as having high sensitivity to changes in traffic flows.
The plan at Figure 8.3 identifies those highway links that have accident rates which
are greater than 25% higher than average accident rates. It has been suggested by
NLC that there may be a poor HGV accident record on the section of the A18 south
of the A180 junction. This area has been subjected to an analysis of accident records
over the past five years (see paragraph 8.5.88 and Annex 6.8.1 Transport
Assessment) to establish the extent of any HGV safety issue in the location and thus
the sensitivity of this area.

8.6.30

There have been two fatal accidents on the A18 which had causal factors relating to
defective road surfaces. One fatal accident on the A18 resulted from a car skidding
on a defective road surface on a bend and colliding head-on with an HGV on a
stretch of the A18 south of the A46, within the NELC area, all five occupants of the
car were killed. Following this accident, the speed limit on this section of the A18
(within the NELC area) was reduced. The second involved a motorcycle which failed
to negotiate a right-hand bend and left the carriageway to the nearside; a causal
factor was given as a defective road surface. The section of the A18 between A46
and B1203 has been attributed a medium sensitivity to changes in HGV flows.

8.6.31

There are two hospitals shown on Figure 8.3 to the east of the cable route. However,
these are over 3 km from the cable route and are not adjacent to any routes used by
HGVs to access the cable route and are therefore not sensitive to any phases of the
development.

8.6.32

A care home is located to the east of Bradley Road approximately 1 km south of the
A46.

8.6.33

Open spaces and recreation areas that are deemed to have medium sensitivity to
changes in traffic flows are located in North Thoresby, east of Tetney, west of
Humberston on the northern side of the B1219, east of Bradley Road to the south of
the A46 and in Keelby to the south of the Stallingborough Road.

8.6.34

Poor or intermittent footway provision is present in the residential areas of Aylesby,
North Killingholme and east of the mini-roundabout on the B1210 Immingham Road.

8.6.35

8-43

In addition to sensitive receptors, road crossings are identified in Figure 8.3. It is
possible that the work required to lay cables across roads would lead to driver delay.
These road crossings are therefore identified as locations that could potentially
experience adverse impacts. These are considered in more detail below.
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Assessment of Significance

Evaluation of the significance of effects
8.6.36

Table 8.12 summarises the correlation of sensitivity and magnitude of impact to
identify levels of significance.

Table 8.12

Designed-in mitigation measures adopted as part of the project
8.6.40

As part of the project design process a number of designed-in mitigation measures
have been proposed to reduce the potential for impacts on Traffic and Transport.
These measures are considered standard industry practice for this type of
development. For further details, please refer to Volume 1, Chapter 5: Environmental
Impact Assessment Methodology.

8.6.41

The proposed transport strategy for each stage of development will include mitigation
measures defined by the application of best practice and identified through
consultation with relevant stakeholders. The measures are summarised in Table
8.13.

8.6.42

In the event that further mitigation is to be proposed which cannot be designed into
the project, this has been included as proposed additional mitigation. The residual
significance of effect is then assessed. Additional mitigation and residual significance
of effect is set-out for each potential traffic and transport impact in Table 8.20.

Matrix used for assessment of significance showing the combinations of
receptor sensitivity and the magnitude of effect.

Sensitivity

Magnitude of impact
No change

Negligible

Low

Medium

High

Negligible

Negligible

Negligible

Negligible or
Minor

Negligible or
Minor

Minor

Low

Negligible

Negligible or
Minor

Negligible or
Minor

Minor

Minor or
Moderate

Medium

Negligible

Negligible or
Minor

Minor

Moderate

Moderate or
Major

High

Negligible

Minor

Minor or
Moderate

Moderate or
Major

Major or
Substantial

Very High

Negligible

Minor

Moderate or
Major

Major or
Substantial

Substantial

Source: HA 205/08, DMRB Volume 11, Section 2 Part 5, Table 2.4.

8.6.37

For the purposes of this assessment any effect that is moderate, major or substantial
is considered to be significant in EIA terms. Any effect that is minor or below is not
significant in EIA terms. Effects can either be adverse or beneficial.
Impact Types and Potential Effects

8.6.38

The main potential impacts associated with traffic and transport,considered within this
assessment, are presented in Table 8.8. The impacts are discussed in further detail
in the text that follows the table.

8.6.39

The assessment has taken into account the project description set out in Volume 1,
Chapter 3: Project Description. Key parameters relevant to the assessment of
impacts on traffic and transport receptors are set out in Table 8.8 and assumptions
used in the assessment of likely vehicle movements are also listed at Annex 6.8.7.
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Table 8.13

Designed-in mitigation measures adopted as part of the project with respect
to traffic and transport.

Mitigation Measure adopted as part of the
project

Mitigation Measure adopted as part of the
project

Justification

Justification

Measures to minimise dust and dirt associated
with the movement of construction vehicles.

To minimise adverse air quality effects
(see Chapter 10: Air Quality and Health).

To avoid adverse effects on communities
and road users.

The provision of appropriate parking facilities.

To eliminate risks associated with
inappropriate parking.

Video condition surveys will be undertaken before
the start of works and after the substantial
completion of works on minor links used by HGVs
to access the cable route. Damage to the
highway caused by construction traffic will be
repaired.

To ensure that construction traffic has no
lasting adverse impact on the condition
of highways.

Traffic management measures at those points
where cable trenches are cut across highways or
where existing access rights are affected. Some
further elaboration is provided below this table.

To minimise delays to existing highway
users and to maintain highway safety.

To ensure that appropriate measures are
implemented to maintain highway safety.

A route for abnormal loads will be identified (this
will be between Immingham Docks and the HVDC
converter/HVAC substation or between the SRN
and the HVDC convertor/HVAC substation). The
route timing and method of transport of abnormal
loads will be discussed and agreed with the HA,
the police and relevant highways and bridge
authorities.

To avoid damage to inappropriate
highways, to minimise delays and risks
to road users and to avoid adverse
impacts on local communities.

HGV movements, accidents and near misses on
the section of the A18 between the A46 and
B1203 will be monitored.
Mitigation measures will be incorporated into the
Construction Traffic Management Plan if
necessary.

Standard construction working hours will be
identified. For the cable route and substation
these are proposed to be 07.00 to 18.00 on
weekdays and 07.00 to 13.00 on Saturdays and
for the HDD at landfall and other sites are
proposed to be 24 hours, seven days a week
during drilling contingent on ground conditions.
Other activities that will require 24 hour operation
will be: site security, oil filling of transformers at
the HVDC converter/HVAC substation, some
work at jointing pits and possible remedial works
in response to severe weather events. These will
be agreed in consultation with the relevant
planning authorities.

It is expected that in some
circumstances working hours could be
extended when this would reduce the
magnitude of environmental impacts of
construction (e.g. to increase safety,
reduce driver delays, reduce the duration
of impacts etc.).

The diversion of rights of way affected by the
construction works with closures only when
absolutely necessary (see Chapter 7: Land Use,
Agriculture and Recreation).

Closure of rights of way minimise risks to
members of the public resulting from
construction works. Diversions minimise
delays and inconvenience to
pedestrians, cyclists and equestrians.

Where possible overall vehicle movement
generation will be minimised through measures to
encourage and promote sustainable travel and
transport.

To minimise overall emissions and to
minimise other traffic and transport
impacts.

Local management of vehicle movements to
minimise the risks of vehicles meeting each other
on narrow sections.

To minimise highway risk and possible
delays.
To maintain highway safety.

Restrictions on HGV operating hours, particularly
through Tetney, North Thoresby and along those
sections of the B1210 that provide access to local
schools.

To minimise adverse impacts on local
communities and vulnerable highway
users.

The design of HGV access points, including
visibility standards and, where necessary,
temporary speed restrictions on the adjacent
highway will be agreed with the relevant Highway
Authorities. Details are provided in the TA at
Annex 6.8.1.

To ensure the ongoing safe and efficient
functioning of the highway.

Restrictions on HGV operating hours and
measures to minimise the number of HGV
movements through sensitive areas when access
to HDD sites is essential (through North Cotes,
Aylesby Road and Top Road).

To minimise adverse impacts on local
communities and vulnerable highway
users.

At all vehicle accesses where accommodation
works are undertaken to allow the movement of
vehicles between the cable route and the highway
the original highway will be reinstated after
construction work is completed.
The burial depth of cables in the vicinity of the
proposed A160/A180 improvement scheme will
be increased to a level agreed with the HA.

To reduce the risk of conflict with
A160/A180 improvement scheme.

Wheel washing at all site access points where it is
necessary to eliminate the risk of mud and debris
on the highway.

To eliminate risks to highway users
resulting from mud and debris on the
highway.

HGV routes will be identified
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Mitigation Measure adopted as part of the
project

Justification

In relation to the use of the access road serving
the HVDC converter/HVAC substation from
Chase Hill Road the following mitigation
measures are proposed:
 Protection will be provided for services
under the access road where this is
necessary;
 Measures will be implemented if necessary
to maintain access at all times for
emergency vehicles during the delivery of
abnormal loads;
 A video survey of the condition of the
access road and an assessment of the
condition of the highway drainage will be
undertaken before and after the
construction of the HVDC converter/HVAC
substation and an appropriate contribution
made towards the remediation of any
damage resulting from the passage of
construction vehicles; and
 Appropriate traffic management will be
implemented in association with any works
to the access road to ensure that access
for other users is maintained at all times.

To maintain access for other users,
minimise risk and avoid permanent
damage to the access road.

Construction Traffic Management Plan (CTMP)

A CTMP will form part of the Code of
Construction Practice and will be
secured through a requirement of the
Development Consent Order for the
project. Once a main contractor has
been appointed the CTMP will be agreed
with the relevant planning authorities in
consultation with the highway authority
and the Highways Agency.

A traffic management plan for the onshore portrelated traffic (i.e., to and from the selected base
port or ports for construction) with be developed
in consultation with the relevant highway authority
and relevant planning authority.

8.6.43

The mitigation measures will be set out in the Outline Code of Construction Practice
(SMart Wind, 2014) that forms part of the DCO submission.

8.6.44

Where the cable route is being installed at road crossings, it is expected that
temporary shuttle working (temporary restriction of the carriageway to one lane with
signal control) would be employed to maintain the safe passage of vehicles. In some
cases, where traffic flows are very low and forward visibility at the crossing point is
good, shuttle working could be controlled manually. In most cases it is expected that
shuttle working (alternate one-way traffic) would be signal controlled. The width of the
at road crossings is expected to be around 30 m. This would mean that the link would
be able to accommodate hourly two-way flows of around 1,200 vehicles before any
vehicle experienced any significant delays. A peak hourly flow of 1,200 vehicles
would correspond with two-way daily flows of around 12,000 vehicles assuming that
daily flows are approximately ten times peak hour flows (in accordance with typical
daily profiles of traffic flow). This level of flow significantly exceeds that on almost all
those links crossed by the cable including the A1031 that carries around 5,400
vehicle movements per day in August and 5,000 vehicle movements per day in
average months. The exception is the A16 that currently carries two-way daily flows
of around 13,000 vehicles. In this location it is expected that the construction
methods would minimise the length of highway over which shuttle working is required
and minimise the time when shuttle working is required.
Further Mitigation and Monitoring

8.6.45

Further mitigation measures have been identified, in relation to the potential for
severance as a result of increases in HGV movements in Tetney and North
Thoresby, paragraphs 8.6.83 and 8.6.84; and in relation to accidents on the A18
between A46 and B1203, paragraph 8.6.117.

8.6.46

At Tetney and North Thoresby, additional monitoring of HGV routes, time restrictions
and pedestrian crossing opportunities will be undertaken. The details of this
monitoring will be set out in the Construction Traffic Management Plan. If this
monitoring identifies that the HGV movements associated with Hornsea Project Two
are affecting severance then mitigation in the form of temporary pedestrian crossings
at suitable points within these settlements will be implemented.

8.6.47

On the A18 between the A46 and B1203, additional monitoring of HGV movements
and accidents will be undertaken. The details of this monitoring will be set out in the
Construction Traffic Management Plan. If this monitoring indicates accidents involving
Hornsea Project Two traffic, or if accident occurrences on this stretch of the A18
remain more than 25% above national average up to and during the construction
period for Hornsea Project Two, then potential mitigation measures would be
discussed with North East Lincolnshire Council, as the Highway Authority for this
section of the A18.
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Construction phase
8.6.48

The effects of the construction of Project Two have been assessed on traffic and
transport in the onshore study area. The environmental impacts arising from the
construction of Project Two are listed in Table 8.8 along with the Design Envelope
parameters against which each construction phase impact has been assessed.

8.6.49

A description of the significance of effects upon traffic and transport receptors caused
by each identified impact in paragraphs 8.6.62 to 8.6.154.

8.6.50

8.6.51
8.6.52

Table 8.14
Location
Reference
(Figure
8.1)

8.6.54

Route/location

Percentage Change due
to Project Two
construction traffic
(maximum daily change)
Total veh

HGV

I

M180 between junctions 4 and 5

2.7%

10.2%

The identification of the traffic and transport environmental effects requires an
assessment of the amount of traffic associated with construction activities and the
significance of this additional traffic. Annex 6.8.8: Traffic Flows with Construction
Traffic contains details of the following:

II-A

A180 between M180 and A160

1.5%

5.8%

II-B

A180 between A160 and A1173

0.6%

4.0%

III

A160 north of A180

2.6%

7.7%



2011 base flows;

IV

A160 west of Eastfield Road

1.6%

3.3%



Future year flows that include an allowance for annual growth in background
traffic flows;

V

A18 east of Melton Ross

6.1%

77.8%

VI

A18 west of Great Limber

8.7%

139.1%



Construction traffic flows; and

VII

A18 north of A46

3.8%

65.9%



Maximum percentage change in daily traffic volumes as a result of impact of
construction traffic.

VIII

A18 south of B1219

7.5%

82.7%

IX

A18 west of A16

7.8%

61.2%

The traffic flows are expressed as AADT. Total vehicle flows and HGV flows are
shown.

X

A1173 south west of Stallingborough

1.2%

0.0%

XI

A46 near Irby upon Humber

0.0%

0.0%

In order to assess the impacts of construction traffic on the wider strategic routes it
has been assumed that work could occur on up to five cable route work fronts and
the HVDC converter/HVAC substation simultaneously. In order to assess the impacts
of construction on all local access routes it is assumed that work is ongoing on the
specific cable route sections accessed from that route.

XII

A46 between Laceby and Bradley

1.1%

45.7%

XIII

A16 north of Louth

0.0%

0.0%

XIV

A16 north of B1201

1.6%

44.6%

XV

A16, Holton le Clay

0.8%

0.0%

XVI

A1031 east of B1201

8.3%

141.6%

XVII

A1031 south of Tetney

2.0%

0.0%

Table 8.14 reviews the road links for which baseline traffic information is available
(Table 2 of Annex 6.8.1: Transport Assessment and presented graphically in Annex
6.8.4: Base Traffic Flows) and calculates the percentage change in daily two-way
traffic flows during construction based upon the numbers of total vehicles and HGVs
predicted as a result of the project (Table 10 of Annex 6.8.1: Transport Assessment
and presented graphically in Annex 6.8.8: Traffic Flows with Construction Traffic).

XVIII

B1201 west of A1031

8.5%

293.2%

XIX

Eastfield Road, South Killingholme

7.2%

13.7%

XX

Habrough Road, South Killingholme

5.4%

112.1%

XXI

B1210 Immingham Road, Immingham

5.4%

278.9%

XXII

Keelby Road, Keelby

5.5%

373.7%

The absolute number of new vehicle movements predicted on the A18 reduces from
north to south as vehicles leave the A18 to access individual route sections to the
east, as shown in Table 10 of Annex 6.8.1: Transport Assessment and presented
graphically on Annex 6.8.8: Traffic Flows with Construction Traffic.

XXIII

Aylesby Road, Grimsby

0.1%

6.0%

XXIV

Bradley Road, north of Waltham

0.3%

13.0%

XXV

B1219 Waltham Road, Barnoldby le Beck

0.7%

13.0%

XXVI

B1203 Waltham Road, Brigsley

2.5%

107.1%

XXVII

Station Road, Tetney

6.7%

280.1%

XXVIII

Holton Road, Holton le Clay

0.0%

0.0%

Screening for further assessment of transport environmental effects
8.6.53

Percentage change in daily flows during construction.
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8.6.55

8.6.56

8.6.57

8.6.58

8.6.59

In terms of total vehicle flows it can be seen that the maximum daily level of increase
does not exceed 8.7% on any link. In terms of overall vehicles this means that there
is no requirement for further assessment of transport environmental effects.
In terms of HGV movements it can be seen that fourteen links experience increases
in daily two-way flows over 30% and thus require further assessment of transport
environmental effects. A further four links have increases in HGV flows between 10%
and 30%. The IEA Guidelines (IEA, 1993) indicate that the latter require further
assessment of transport environmental effects if they are sensitive to changes in
HGV movements.
Two of the four links with daily increases in HGV flows between 10% and 30% have
specific sensitive receptors: Bradley Road, north of Waltham (care home and open
space) and B1219 Waltham Road, Barnoldby Le Beck (residential). Accordingly,
these links have been included within the subsequent assessment. The M180
between junctions 4 and 5 and Eastfield Road, South Killingholme are screened out
of further assessment as they have no sensitive receptors and a maximum daily
change in traffic flow less than 30%.



B1219 Waltham Road, Barnoldby le Beck;



B1203 Waltham Road, Brigsley and



Station Road, Tetney.

8.6.60

Table 8.4 shows the location of these links and the percentage increase in traffic
predicted on them along with other constraints such as weight limits and sensitive
receptors such as residential areas, public open space, schools, care homes and
hospitals.

8.6.61

The Table 8.15 summarises those links where transport environmental effects are
most likely to be significant and require a further level of assessment as set out
below.

Table 8.15
Location
Reference
(Figure
8.1)

Key links for transport environmental assessment.
Link Location

Sensitivity of Receptor

Percentage
Change in Daily
HGV flows

Those links where consultees have identified specific concerns are considered again
in the relevant sections below. Sheep Marsh Lane may also experience significant
transport effects since there will be a large percentage increase in total and HGV
traffic. Sheep Marsh Lane is not included in the table above since no traffic survey
has been undertaken on the lane and percentage changes would not therefore be
meaningful. It is, however, considered that existing flows on the lane are very low.

V

A18 east of
Melton Ross

Low (no evidence of poor HGV
safety record)

77.8%

VI

A18 west of
Great Limber

Low (high at school to the north
east of Great Limber)

139.1%

VII

A18 north of A46

Low (no specific sensitive receptors
nor poor accident record)

65.9%

On the basis of the above screening tests the following links need to be considered in
relation to further assessments:

VIII

A18 south of
B1219

Medium (sensitivity relating to
personal injury accident records)

82.7%



A18 east of Melton Ross;

IX

A18 west of A16

61.2%



A18 west of Great Limber;

Low (sensitivity relating to personal
injury accident records)



A18 north of A46;

XII

Low (no specific sensitive receptors
nor poor accident record)

45.7%



A18 south of B1219;

A46 between
Laceby and
Bradley



A18 west of A46;

XIV

Low (no specific sensitive receptors
nor poor accident record)

44.6%



A16 north of
B1201

A46 between Laceby and Bradley;

XVI

A16 north of B1201;

Low (sensitivity relating to personal
injury accident records)

141.6%



A1031 east of
B1201



A1031 east of B1201;

XVIII

B1201 west of A1031;



Habrough Road, South Killingholme;

High (residential area and presence
of school and open space,
sensitivity relating to personal injury
accident records)

293.2%



B1201 west of
A1031 (North
Thoresby)



B1210 Immingham Road, Immingham;

XX

Low (poor footway provision)

112.1%



Keelby Road, Keelby;

Habrough Road,
South
Killingholme



Bradley Road, north of Waltham;
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Location
Reference
(Figure
8.1)

Link Location

Sensitivity of Receptor

Percentage
Change in Daily
HGV flows

XXI

B1210
Immingham
Road,
Immingham

Medium (presence of schools but
HGV routes and hours of operation
avoid school opening and closing
times, sensitivity relating to personal
injury accident records)

278.9%

XXII

Keelby Road,
Keelby

Low (7.5 t weight limit and special
engineering difficultly in relation to
drainage culverts)

373.7%

XXIV

Bradley Road
north of
Waltham

Medium (care home and open
space)

13.0%

XXV

B1219 Waltham
Road, Barnoldby
le Beck

Medium (residential area with
limited footway provision)

13.0%

XXVI

B1203 Waltham
Road, Brigsley

Medium (traffic sensitive’ between
the hours 07:30 and 09:30 and
between 15:30 and 18:30)

107.1%

XXVII

Station Road,
Tetney

High (residential area, school and
open space)

280.1%

N/A

Sheep Marsh
Lane

Low (access to recreation area)

% increase not
available since
existing HGV
movements on
Sheep Marsh
lane are
extremely low
and have not
been quantified.

8-50

8-51

Figure 8.4

Screening for potentially significant transport effects (2 of 2).
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The temporary impact of the construction work may affect driver delay.
8.6.62

8.6.64

The impact in terms of driver delay during construction related to the road crossing at
the A16 is predicted to be of short term duration and continuous. The magnitude is
considered to be low. The impact in terms of driver delay during construction related
to other road crossings is predicted to be of short term duration and continuous. The
magnitude is considered to be negligible.

8.6.68

It is predicted that the impact would affect receptors directly. Driver delay impacts
would be fully reversible once works end.

Driver delay can result from the following:


An increase in traffic flows, particularly during peak hours resulting in increased
queues on links and at junctions;



The passage of slow moving vehicles such as abnormal loads; and



Reduction in link capacity resulting from changes in carriageway width or other
highway characteristics.

Magnitude of impact
8.6.63

8.6.67

Total vehicle increases on the highway network during construction would constitute
up to 8.7% increase at the locations shown in Table 8.14. The magnitude of impact in
terms of driver delay resulting from additional traffic flows associated with the
construction of the proposed development is therefore considered to be negligible
short term duration, continuous and fully reversible once works end.
The transport of abnormal loads from the docks at Immingham to the HVDC
converter/HVAC substation site would be over a short distance and would be timed to
minimise delays to other road users. The magnitude of impact in terms of driver delay
resulting from the transport of abnormal loads associated with the construction of the
proposed development from Immingham Docks is therefore considered to be
negligible. Since the route between the docks and the HVDC converter/HVAC
substation has no sensitive receptors, the impact in terms of driver delay associated
with the transport of abnormal loads from Immingham Docks has been screened out
of the assessment.

8.6.65

If the abnormal loads arrive via another landing location they would arrive by road via
the M180, A180, A160 and either Eastfield Road or Rosper Road. Since the transport
of abnormal loads would involve slow moving vehicles there would be some limited
delay to other road users, which would be of short term duration, intermittent. The
magnitude of this impact is considered to be low.

8.6.66

The laying of cables across highway links would require temporary shuttle working
and this is likely to require temporary traffic signals. This would introduce some driver
delay. On lightly trafficked routes the magnitude of delay would be negligible. Shuttle
working would be used to lay cables across highway links and that in almost all cases
this would not lead to any significant delay for highway users. For the A16 crossing,
where peak hour two-way flows may slightly exceed the level that can be
accommodated by shuttle working (depending the length of the shuttle working), it is
proposed to seek to maintain two-way working for as long as possible during the
construction phase. If it is deemed necessary to introduce shuttle working this would
be done for the shortest time possible and would be accompanied by suitable traffic
management and prior warning for highway users. Typically a road crossing would
take less than one week so any impacts would be for short periods.

Sensitivity of receptor
8.6.69

The sensitivity of links that are predicted to carry construction traffic, in terms of driver
delay, is considered to be low to medium depending on whether or not alternative
routes are available.

8.6.70

The sensitivity of links along which abnormal loads would travel is considered to be
medium as diversions to avoid delays would introduce significant additional time to
journeys.

8.6.71

The sensitivity of the link affected by the introduction of temporary shuttle working
(A16) in terms of driver delay is considered to be medium since alternative routes
require significant diversions and the use of alternative routes may introduce delays
and possible adverse effects in other parts of the network. It is predicted that the
effect would affect receptors directly.
Significance of effect

8.6.72

The significance of driver delay resulting from the overall increase in traffic on the
network is negligible, short term and continuous. This is not significant in EIA terms.

8.6.73

The significance of driver delay resulting from the transport of abnormal loads if
abnormal loads arrive via Immingham Docks is negligible, short term and intermittent.
This is not significant in EIA terms. The significance of driver delay resulting from the
transport of abnormal loads from another port is uncertain at this stage.

8.6.74

The significance of the driver delay impact resulting from the need to lay the cable
across highway links is minor adverse. The effect would be short term and
temporary and is not significant in EIA terms.
Future monitoring

8.6.75
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On the basis of the above no future monitoring is considered necessary in relation to
the temporary impact in terms of driver delay during construction.

The temporary impact of the construction work may affect severance of routes.

changes in flows on the A18 is therefore considered to be low.

8.6.76

Significance of effect

Severance is potentially increased during construction as a result of increases in total
traffic and in HGV movements making it more difficult to cross roads and access
facilities or other sections of the local community. An increase in fear and
intimidation, usually associated with an increase in the number of HGV movements
can also increase severance. It is predicted that the impact would affect receptors
directly. The impact would also be short term and continuous.

8.6.77

The areas that could potentially be affected in terms of increased severance are:
Melton Ross; Great Limber; North Thoresby; B1210 Immingham Road; Bradley
Road, Waltham; B1219 Waltham Road, Barnoldby le Beck; Brigsley; and Tetney.

8.6.78

North Thoresby, B1210 Immingham Road, Brigsley and Tetney are particularly
sensitive as they contain schools and children’s play areas adjacent to routes used to
access the cable route. A school is located just to the north of the A18 east of Great
Limber and it is likely that some children would walk to school via the A18 from Great
Limber.
Magnitude of impact

8.6.79

8.6.80

The magnitude of the increase in HGVs on a daily basis on the locations set out in
paragraph 8.6.77, based on the thresholds set out in Table 8.10 is high on A18 west
of Great Limber; B1201 west of A1031 (North Thoresby); B1210 Immingham Road,
Immingham; B1203 Waltham Road Brigsley and Station Road Tetney; medium on
A18 east of Melton Ross; and negligible on Bradley Road north of Waltham and
B1219 Waltham Road Barnoldby le Beck.

8.6.82

The significance of the severance effect based on the interaction of magnitude and
sensitivity set out in Table 8.12, with restrictions on HGV operating times at North
Thoresby, B1210 Immingham Road, Bridgsley and Tetney, avoiding school opening
and closing times, is moderate adverse at Tetney and North Thoresby and minor
adverse at Melton Ross, Great Limber, B1210 Immingham Road, and Brigsley. The
effects on severance would affect receptors directly, are short-term, continuous, and
fully reversible when works end.

8.6.83

However, the existing number of HGV movements on these links is generally small
and therefore the percentage increase due to the project is high. The absolute
number of HGV movements as a result of the project equates to a maximum of 86
per hour (or circa 1.4 additional HGVs movement every minute) on the A18 east of
Melton Ross and west of Great Limber and fewer than this on all the other links
(Table 12 of Annex 6.8.1 refers).

8.6.84

The moderate adverse effects at Tetney and North Thoresby are considered to be
significant in EIA terms and further opportunities for mitigation measures for HGVs
routed via these locations are set out in paragraph 8.6.46.
Future monitoring

8.6.85

It is expected that, with restrictions on HGV operating times at North Thoresby,
B1210 Immingham Road, Bridgsley and Tetney, avoiding school opening and closing
times, the magnitude of the severance impact at these locations would be low.
Sensitivity of receptor
The sensitivity of receptors in relation to severance is considered to be high at
Tetney and at North Thoresby since it is likely that a large number of children would
need to cross the road to reach the school. At B1210 Immingham Road; Bradley
Road, Waltham; Waltham Road, Barnoldby le Beck; and Brigsley some vulnerable
road users may cross the road in areas where HGV increases are predicted and the
sensitivity of receptors in relation to severance is considered to be medium.

8.6.81

For the A18 close to Melton Ross and Great Limber the sensitivity in relation to
severance is considered to be low since there is less need for vulnerable groups to
cross the A18 where there may be an increase in traffic. There is expected to be
some need for parents and children to cross the A18 as part of the journey on foot to
the school on the Brocklesby Road north-east of Great Limber. However, the school
is not on the road where impacts are predicted; it is around 800 m from the nearest
residential dwelling south of the A18, indicating that a lower number of children may
walk to the school than at schools in other locations. The sensitivity of this school to

On the basis of the above, future monitoring is considered necessary in relation to the
effect in terms of severance during construction in Tetney and North Thoresby.
Monitoring would take the form of identification of Project Two HGVs and checks that
these HGVs are adhering to time restrictions, obeying traffic laws such as speed
limits and respecting pedestrian’s needs to cross roads. This monitoring is set out in
paragraph 8.6.46.
Further mitigation

8.6.86

If this monitoring identifies that the HGV movements associated with Hornsea Project
Two are affecting severance then mitigation in the form of temporary pedestrian
crossings at suitable points within these settlements will be implemented.

The temporary impact of the construction work may affect pedestrian delay.
8.6.87
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Pedestrian delay can result from significant increases in total flows on links where
pedestrians are required to cross without signal controlled crossings. The impact
affects receptors directly, is short-term and continuous. No links within the traffic and
transport study area in areas where pedestrians routinely cross roads experience
significant increases in total traffic flows. There are therefore not expected to be any
adverse impacts associated with the construction phase of development in terms of
pedestrian delay.

8.6.88

Pedestrian amenity in this situation relates to increases in numbers of HGVs and is
considered separately below, in association with fear and intimidation.

8.6.89

Magnitude of impact

8.6.90

The magnitude of impact in terms of pedestrian delay is negligible in all cases as
demonstrated by the low estimated increases in total traffic volumes presented in
Table 8.14.

8.6.96

It is expected that, with restrictions on HGV operating times at North Thoresby,
B1210 Immingham Road, Bridgsley and Tetney, avoiding school opening and closing
times, the magnitude of the severance impact at these locations would be low

8.6.97

The magnitude of impact on fear and intimidation would be of short term duration,
continuous and fully reversible when works end. The predicted impacts would affect
receptors directly.
Sensitivity of receptor

Sensitivity of receptor
8.6.91

The sensitivity of receptors in relation to severance is considered to be high at
Tetney and at North Thoresby since it is likely that a large number of children would
need to cross the road to reach the school. At B1210 Immingham Road and Brigsley,
some vulnerable road users may cross the road in areas where HGV increases are
predicted and the sensitivity of receptors in relation to severance is considered to be
medium. At Melton Ross and Great Limber the sensitivity in relation to pedestrian
delay is considered to be low since there is less need for vulnerable groups to cross
the road where there may be an increase in traffic.

8.6.98

Significance of effect
8.6.99

Significance of effect
8.6.92

The significance of the pedestrian delay effect based on the interaction of magnitude
and sensitivity set out in Table 8.12 is negligible adverse. The effects would be
short-term, continuous, fully reversible once works end, and are not significant in EIA
terms.
Future monitoring

8.6.93

On the basis of the above no future monitoring is considered necessary in relation to
the temporary effect in terms of pedestrian delay during construction.

The sensitivity of Great Limber, Bradley Road north of Waltham, North Thoresby,
Brigsley, Tetney, Melton Ross, and B1210 Immingham Road in relation to fear and
intimidation is considered to be low since all are provided with good quality footways
catering for pedestrian movements. The sensitivity at Barnoldby le Beck is
considered to be medium due to poor footway provision.

The significance of the fear and intimidation effect based on the interaction of
magnitude and sensitivity set out Table 8.12, and taking into account footway
provision restrictions in HGV operating hours at North Thoresby, B1210 Immingham
Road, Bridgsley and Tetney, is minor adverse at Tetney, Brigsley, North Thoresby,
Melton Ross, Great Limber and B1210 Immingham Road and negligible adverse at
Bradley Road north of Waltham and Barnoldby le Beck. The effect would be
short-term, continuous, fully reversible when works end and is not significant in EIA
terms.
Future monitoring

8.6.100 On the basis of the above no future monitoring is considered necessary, over and
above that already considered under ‘severance’ above in relation to the temporary
effect in terms of fear and intimidation during construction.

The temporary impact of the construction work may affect fear and intimidation.
8.6.94

Fear and intimidation can be associated with the increase in HGV movements,
particularly in areas where there are significant pedestrian movements and where
footway provision is poor. The impact affects receptors directly and would be shortterm and continuous.
Magnitude of impact

8.6.95

The magnitude of the increase in HGVs on a daily basis, where they might affect fear
and intimidation of pedestrians, based on the thresholds set out in Table 8.10 is high
on A18 west of Great Limber, B1201 west of A1031 (North Thoresby), B1210
Immingham Road Immingham, B1203 Waltham Road Brigsley and Station Road
Tetney; and medium on A18 east of Melton Ross. The magnitude of increase at
Bradley Road north of Waltham and Waltham Road Barnoldby le Beck would be
negligible.

The temporary impact of the construction work may affect accidents and road safety.
8.6.101 The impact of construction work in terms of road safety affects receptors directly and
would be short-term, continuous and fully reversible once construction work is
complete.
8.6.102 The issue of road safety has been raised by NLC in relation to the northern section of
the A18 and has been highlighted on a number of links as a result of an assessment
of accident rates. The following links have rates of personal injury road traffic
accidents significantly above national average rates (see para 8.5.89). Where these
links do not correspond exactly with those links assessed for changes in traffic flows,
the corresponding closest link where changes in flows are assessed is shown in
brackets cross references to the location reference in Figure 8.1 and Table 8.14.
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A160 between A180 and Ulceby Road, including A180 junction (III - A160 north
of the A180);



A18 between A46 and B1203 (VIII - A18 south of B1219);



A18 between B1203 and A16 (IX - A18 west of A16);



A1173 between A18 and B1210 (X - A1173 south west of Stallingborough);



B1201 between A16 and A1031, via North Thoresby (XVIII – B1201 west of
A1031); and



A1031 between B1219 and B1201, via Tetney (XVII - A1031 south of Tetney).

Magnitude of impact
8.6.103 The magnitude of increase in total vehicle movements on all of these links is
negligible (Table 8.14 refers).
8.6.104 In order to assess the possibility of the presence of additional HGVs contributing to
personal injury road traffic accidents the magnitude of the increase in HGV
movements on each of these links has also been assessed (Table 8.14 refers).
8.6.105 The magnitude of the increase in HGV movements on the section of the A160 north
of the A180 is predicted to be negligible (+7.6%). The magnitude of the increase in
HGV movements on the A18 south of B1219 is predicted to be medium (+82.5%).
The magnitude of increase in HGV movements on the A18 west of the A16 is
predicted to be medium (+61.0%). There is predicted to be no change in HGVs on
the A1173 south west of Stallingborough. The magnitude of the increase in HGV
movements on the A1031 through Tetney is considered low (no HGVs are routed on
the A1031 south of Tetney although a number use Station Road and a short section
of the A1031 through and north of Tetney to access the section of the cable route to
the east of Tetney). The magnitude of increase in HGV movements on the B1201
west of the A1031 is predicted to be high (+295.8%).
Sensitivity of receptor
8.6.106 The assessment of accident data supplied by the various Highway Authorities and
summarised in paragraphs 8.5.84 to 8.5.95 is based on all vehicle types. It has been
shown that the overall increase in vehicle movements associated with the
construction of the proposed development is not significant and it is the increase in
HGV movements that prompts the need for a further level of assessment.
8.6.107 The analysis of accident data over the latest five year period provided by NLC, NELC
and LCC (Table 8.6) indicates the following number of personal injury accidents
involving HGVs over the past five years on the links identified as having significantly
higher than average accident rates, which are shown diagrammatically in Annex
6.8.5:



A160 between A180 and Ulceby Road, including A180 junction: 3 slight and 1
serious accident involving HGVs with the NLC area, and 2 slight and 2 serious
accidents involving HGVs in the NELC area;



A18 between A46 and B1203: 1 slight and 2 fatal accidents involving HGVs, in
the NELC area;



A18 between B1203 and A16: 1 serious accident involving HGVs in the NELC
area and 2 slight and 1 serious accidents within the LCC area;



A1173 between A18 and B1210: No accidents involving HGVs within either the
LCC or NELC areas;



B1201 between A16 and A1031, via North Thoresby: No accidents involving
HGVs, LCC area; and



A1031 between B1219 and B1201, via Tetney: No accidents involving HGVs
within either the LCC or the NELC areas.

8.6.108 On the A160 between the A180 and Ulceby Road, within the LCC area: the first slight
HGV accident involved a collision between two HGVs, one of which lost control when
its load moved under braking in icy conditions at 0930 on a February weekday; the
second slight HGV accident involved a car turning into the path of an oncoming HGV
in dry conditions at 2235 on a February weekday; and the third slight HGV accident
was a result of a van driver suffering a medical incident at the wheel before colliding
with an oncoming HGV, the accident occurred in dry conditions at 0759 on a July
weekday. The serious accident in the LCC area involved a vehicle entering the
oncoming carriageway to avoid collision with stationary traffic before colliding headon with an oncoming HGV, the accident occurred in wet/damp conditions at 0946 on
an August weekday.
8.6.109 On the A160 between the A180 and Ulceby Road, within the NELC area, the first
slight HGV accident involved a single HGV losing control and leaving the carriageway
in dry conditions at 1910 on a July weekday; the second slight HGV accident involved
the trailer of an HGV moving resulting in the driver losing control, the accident
occurred in dry conditions at 1226 on a Sunday in January; the first serious HGV
accident within the NELC area involved a van impacting an HGV whilst undertaking
an illegal U-turn, the accident occurred at 0814 on a January weekday in dry
conditions; and the second serious HGV accident involved a left-hand-drive HGV
veering into the path of a car, the accident occurred at 0830 on a June weekday in
dry conditions.
8.6.110 Overall, given the high number of HGVs using the A160 and the absence of a
common contributory factor it is considered that this section of highway has low
sensitivity to increases in HGV flows.
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8.6.111 On the A18 between A46 and B1203, which is only within the NELC area: the slight
severity HGV accident occurred when an HGV clipped a motorcyclist whilst both were
overtaking another vehicle, causing injury to the motorcyclist in dry conditions at 1500
on a July weekday; the first fatal HGV accident was the result of an HGV striking the
rear of a pedal cycle at 0940 on a December Saturday, the causal factors include
“dazzling sun” and “windscreen dirty or scratched”; the second fatal HGV accident
resulted from a car skidding on a defective road surface on a bend and colliding
head-on with an HGV. All five occupants of the car were killed. The accident occurred
at 1225 on an April weekday in dry road conditions. Following this accident, the
speed limit on this section of the A18 (within the NELC area) was reduced.
8.6.112 As a result of the incidence of fatalities and accidents involving two-wheelers, but
taking into account the introduction of a reduced speed limit following the recorded
fatalities; it is considered that this section of the A18 has medium sensitivity to
increases in HGV flows.
8.6.113 On the A18 between B1203 and A16: the serious HGV accident within the NELC
area involved an HGV entering the A18 turning across the path of a motorcyclist, the
accident occurred on a weekday in August in dry conditions. Within the LCC area: the
first slight accident involved a single HGV which swerved, the accident happened at
1109 on a weekday in July; the second slight severity HGV accident resulted from the
HGV driver being distracted from within the vehicle, no other vehicle was involved,
the accident occurred and 0845 on a June weekday; the serious severity accident
involved a poor overtaking manoeuvre by a car which was impacted by the rightturning HGV it was trying to overtake.
8.6.114 The HGV accidents on this section of the A18 appear to result from human error and
accordingly, it is considered that this section of the A18 has low sensitivity to
increases in HGV flows.
8.1.11

The A1173 between A18 and B1210, the B1201 between A16 and A1031, and the
A1031 between B1219 and B1201 have had no reported HGV accidents over the five
year period assessed, however it is accepted that this is against a background of a
low number of HGVs using these routes. Accordingly, it is considered that these links
have low sensitivity to increases in HGV flows.
Significance of effect

8.6.115 Based on the interaction of magnitude and sensitivity set out in Table 8.12 and on the
basis of the above levels of magnitude and sensitivity, the significance of the
predicted increase in HGV movements associated with the construction phase of
development is moderate adverse for the A18 between the A46 and B1203; minor
adverse for the A18 between B1203 and A16 and for the B1201 between the A16
and A1013; and negligible for the A160 between A180 and Ulceby Road, for the
A1173 between A18 and B1210, and the A1031 between B1219 and B1201.

8.6.116 There is a low requirement for pedestrians to cross the A18 between the A46 and
B1203 where HGV routes are proposed (Figure 8.2). However in accordance with the
EIA methodology, the moderate impact in this location is considered to be significant
in EIA terms.
8.6.117 The effect would be short-term and continuous, and fully reversible once works end.
Future monitoring
8.6.118 On the basis of the above, future monitoring of HGVs is proposed in relation to the
accident record on the section of the A18 between the A46 and B1203. This
monitoring is set out in paragraph 8.6.47.
Further mitigation
8.6.119 If monitoring indicates an accident problem, mitigation measures would be discussed
with North East Lincolnshire Council

The temporary impact of hazardous, dangerous and abnormal loads during construction
works.
8.6.120 It is expected that some abnormal loads would be transported to the HVDC
converter/HVAC substation site. These are likely to be delivered by water and either
arrive at the docks at Immingham or via the SRN (M180, A180, A160 and either
Eastfield Road or Rosper Road). The abnormal loads are expected to be HVDC
converter/HVAC substation components that exceed standard load weight and
possibly exceed standard width and height.
8.6.121 Immingham Port is designed to accept abnormal loads and the roads leading to the
port receive abnormal loads regularly. The passage of abnormal loads would be
discussed with the relevant highway authorities and police authority prior to delivery
and measures adopted to ensure that the movement is undertaken safely and with
minimal delay for other highway users.
8.6.122 The impact from the use of any other port for the transport of goods has not been
assessed at this stage.
8.6.123 Depending on the width, length or weight of the vehicle, different notice periods have
to be provided to the Highways Agency, Bridge Authorities and the Police. These can
vary between two and five days. The following activities would need to be undertaken
in accordance with the Road Vehicles (Authorisation of Special Types) Order 2003
(STGO):
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Before the start of any journey, notify in accordance with Schedule 5 the chief
office of Police for each area in which the vehicle or vehicle-combination is to be
used;



Ensure that the vehicle or vehicle-combination is used in accordance with the
requirements of that Schedule; and



Ensure that the vehicle or vehicle-combination is accompanied during the journey
by one or more attendants employed in accordance with Schedule 6.

8.6.124 The impact in relation to the transport of abnormal loads would be short-term and
intermittent and would affect receptors directly.

Future monitoring
8.6.129 On the basis of the above no future monitoring is considered necessary in relation to
the temporary impact in terms of hazardous, dangerous and abnormal loads during
construction.

Magnitude of impact
8.6.125 The magnitude of the impact of abnormal loads would be negligible if they arrive via
Immingham Docks or low if they arrive via the SRN since the number of abnormal
load movements would be low, each load would be present on the network for a short
period of time and standard measures applied in terms of route, timing and method of
delivering to minimise delays to other highway users. Accordingly, the impact
magnitude is considered to be low for the maximum adverse scenario.
Sensitivity of receptor
8.6.126 The route between the docks at Immingham and the HVDC converter/HVAC
substation site comprises the dock access road, Rosper Road and a section of
Chase Hill Road. All of these links are of a good standard and capable of
accommodating the passage of abnormal loads. The route does not include any
overhead structures, level crossing or bridge crossings with weight restrictions. The
passage of abnormal loads would, however, lead to some limited driver delay as the
loads would move slowly. The sensitivity of the public roads to the passage of
abnormal loads is therefore considered to be low.
8.6.127 The route between the SRN and the HVDC converter/HVAC substation site
comprises the M180, A180, A160 and either Eastfield Road or Rosper Road. All of
these links are of a good standard and capable of accommodating the passage of
abnormal loads. The route options do not generally include any overhead structures,
level crossings or bridge crossings with weight restrictions although it would be
necessary to pass under a railway bridge if the route via Rosper Road were used.
The passage of abnormal loads would, however, lead to some limited driver delay as
the loads would move slowly. The sensitivity of the roads between the SRN and the
HVDC converter/HVAC substation site to the passage of abnormal loads is
considered to be low.
Significance of effect
8.6.128 On the basis of the above the significance of the worst case, passage of abnormal
loads to the HVDC converter/HVAC substation site via the SRN, is considered to be
minor adverse, would affect receptors directly, would be short-term, intermittent and
fully reversible and is not significant in EIA terms.

Operation and maintenance phase
8.6.130 The effects of the operation and maintenance of Project Two have been assessed on
traffic and transport in the onshore study area. The environmental impacts arising
from the operation and maintenance of Project Two are listed in Table 8.8 along with
the Design Envelope parameters against which each operation and maintenance
phase impact has been assessed.
8.6.131 A description of the significance of effects upon traffic and transport receptors caused
by each identified impact is given below.
The impacts arising from traffic associated with operation of the cable route may affect
traffic and transport receptors.
8.6.132 The operation of the cable route would generate a negligible level of vehicle
movements. The impact would affect receptors directly, would be long-term and
intermittent. Regular inspections of the onshore cable, approximately every two to
five years, would be conducted via the link boxes. Should repairs to the cable
become necessary, the cable would be accessed at the relevant jointing pits and
pulled between them. Access to the link boxes, jointing pits and transition joint bays
would be via existing roads, tracks and field gates, with the permission of the
landowner. These visits would be made by light vehicles only. In the unlikely event
that a larger vehicle is required to access the jointing pits or transition bays, and
existing roads and tracks do not allow suitable access, a temporary metal track (or
similar) would be constructed to gain access. Any possible impacts would be kept to
a minimum.
Magnitude of impact
8.6.133 The magnitude of all traffic and transport environmental impacts associated with the
operation of the cable route would be negligible.
Sensitivity of receptor
8.6.134 The sensitivity of the network surrounding the cable route to changes in traffic flows
varies from low to high, as outlined in the Construction Phase assessment above.
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Significance of effect
8.6.135 The significance of all transport environmental effects associated with the operation
of the cable route would be at worst minor adverse since the magnitude of change in
traffic flows associated with the operational phase of development is extremely low
and even those areas that have high sensitivity to changes in traffic flows would not
be adversely affected by operational traffic. The effect would be long-term and
intermittent. The effect is not significant in EIA terms.
Future monitoring
8.6.136 No future monitoring is proposed in relation to traffic and transport associated with
the operation of the cable route since operational traffic movements would be
extremely low.

Impacts arising from traffic associated with operation and maintenance of the HVDC
converter/HVAC substation may affect traffic and transport receptors.
8.6.137 The onshore HVDC converter/HVAC substation would be designed to be unmanned
during operation. Maintenance visits would either be weekly (for the HVDC station
option) or monthly (HVAC station). These visits are likely to be made by light vehicles
only and would use the existing road network and the permanent HVDC
converter/HVAC substation access constructed as part of the project.
8.6.138 It is not anticipated, but it might be necessary for a larger component part of the
onshore HVDC converter/HVAC substation to be replaced and access may be
required for larger vehicles and HGVs, which would also use the existing road
network and HVDC converter/HVAC substation access constructed as part of Project
Two.

Future monitoring
8.6.142 No future monitoring is proposed in relation to traffic and transport associated with
the operation of the HVDC converter/HVAC substation since operational traffic
movements would be low.
Decommissioning phase
8.6.143 The effects of the decommissioning of Project Two have been assessed on traffic
and transport in the onshore study area. The environmental impacts arising from the
decommissioning of Project One are listed in Table 8.8 along with the Design
Envelope parameters against which each decommissioning phase impact has been
assessed.
8.6.144 A description of the significance of effects upon traffic and transport receptors caused
by each identified impact is given below.
The impacts arising from traffic associated with decommissioning of the cable route
may affect traffic and transport receptors.
8.6.145 The decommissioning of the cable route would involve leaving the cable ducting insitu and therefore there would be no requirement for significant numbers of HGV
movements to transport haul road materials (haul road materials associated with
construction would be removed from site at the end of the construction period), cable
route components or other equipment and plant. The overall level of impact would
therefore be significantly less than that associated with the construction phase of
development. The impacts would affect receptors directly. The duration would be
short-term and less than that for the construction phase. The impacts would be
continuous over the decommissioning period.

Magnitude of impact
8.6.139 The magnitude of all traffic and transport environmental impacts associated with the
operation of the HVDC converter/HVAC substation would be negligible.
Sensitivity of receptor

Magnitude of impact
8.6.146 All transport environmental impacts associated with cable route decommissioning are
considered to be significantly less than that during the construction phase of
development. The magnitude of all transport impacts during the decommissioning
phase is considered to be negligible.

8.6.140 The sensitivity of the local highway network to changes in vehicle movements is low.
Significance of effect
8.6.141 The significance of the transport environmental effects associated with the operation
of the HVDC converter/HVAC substation is negligible, long-term and continuous and
would affect receptors directly. This is not significant in EIA terms.

Sensitivity of receptor
8.6.147 The traffic and transport study area is expected to contain the same sensitive
receptors during the decommissioning phase of development as during the
construction and operational phases. The sensitivity of the network surrounding the
cable route to changes in traffic flows varies from low to high, as outlined in the
Construction Phase assessment above.
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Significance of effect
8.6.148 The significance of all transport environmental effects associated with the
decommissioning of the cable route would be negligible or minor adverse, shortterm and continuous and would affect receptors directly. This is not significant in EIA
terms.

Future monitoring
8.6.154 No future monitoring is proposed in relation to traffic and transport associated with
the decommissioning phase of the HVDC converter/HVAC substation since the
significance of effect is negligible and all associated traffic movements would cease
at the end of the decommissioning period.

Future monitoring
8.6.149 No future monitoring is proposed in relation to the decommissioning of the cable
route.

The impacts arising from traffic associated with decommissioning of the onshore HVDC
converter/HVAC substation may affect traffic and transport receptors.

Key Parameters for Assessment
8.7.1

The assessment has followed the guidance stated in the PINS consultation response
to the Draft Environmental Statement for Project Two Annex 4.5.3: Cumulative,
Transboundary and Inter Related Effects Discussion Document.

8.7.2

The cumulative assessment for onshore topics follows the advice given in Version 2
of the Planning Inspectorate’s Advice Note Nine: Rochdale Envelope (PINS, 2012)
for Nationally Significant Infrastructure Projects (NSIPs) of which Hornsea Project
Two is one. The advice is as follows:

8.6.150 The decommissioning of the HVDC converter/HVAC substation may involve
demolition and the removal of materials from the site. The number of vehicle
movements associated with this operation would be less than that associated with the
construction phase of development since average load sizes for decommissioned
equipment and demolished materials would be larger than during construction. It is
likely that large components which comprised abnormal loads during construction
could be dismantled on site and therefore be removed by conventional HGV
transport. The impacts would affect receptors directly. The duration would be shortterm and less than that for the construction phase. The impacts would be continuous
over the decommissioning period.

“The potential cumulative impacts with other major developments would also need to
be carefully identified such that the likely significant impacts can be shown to have
been identified and assessed against the baseline position (which would include built
and operational development). In assessing cumulative impacts, other major
development should be identified through consultation with the local planning
authorities and other relevant authorities on the basis of those that are:

Magnitude of impact
8.6.151 The magnitude of transport impact would be less than during the construction phase
of development. All highway links comprising the vehicle route from the wider
highway network to the HVDC converter/HVAC substation site were screened out of
further assessments during the construction phase due to the low percentage
increases in total traffic and HGV movements. The magnitude of impact of
decommissioning of the substation is therefore negligible.
Sensitivity of receptor
8.6.152 The local highway network has low sensitivity to changes in traffic flows.

Under construction;

2

Permitted application(s), but not yet implemented;

3

Submitted application(s) not yet determined;

4

Projects on the Planning Inspectorate’s Programme of Projects;

5

Identified in the relevant Development Plan (and emerging Development Plans with appropriate weight being given as they move closer to adoption)
recognising that much information on any relevant proposals will be limited; and

6

Identified in other plans and programmes (as appropriate) which set the
framework for future development consents/approvals, where such development
is reasonably likely to come forward.

In preparing such information, it should not be forgotten that the purpose of an EIA is
to inform the examination, and decision making process. The EIA should be clear and
practical.” (PINS Advice Note Nine: Rochdale Envelope, page 8).

Significance of effect
8.6.153 The significance of the effect of changes in vehicle movements associated with the
decommissioning of the HVDC converter/HVAC substation would be negligible
short-term and continuous and would affect receptors directly. This is not significant
in EIA terms.

1

8.7.3
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The schemes listed in Table 8.16 have been considered in the cumulative
assessment for Traffic and Transport. The schemes are identified on Figure 5.3 and
Figure 5.4 in Volume 1, Chapter 5: Environmental Impact Assessment Methodology.

8.7.4

A two stage approach to potential cumulative impacts has been adopted. An initial
review of each site’s location, scale and trip generation (if available) has been used to
identify whether there is the potential for cumulative impacts on Traffic and Transport
alongside Hornsea Project Two. For those sites where there is not likely to be a
cumulative impact or effect, this is documented in the ‘Description of potential
cumulative impact’ column of Table 8.16. Where there is the potential for a
cumulative impact, the site and its traffic generation and timing (if available) has been
considered further and the potential for cumulative impact is given in the paragraphs
following Table 8.16.

8.7.5

As noted in paragraph 8.6.8, the predicted impacts and effects of the operational and
decommissioning phases would be significantly lower than the construction phase,
therefore the assessment of potential cumulative impact focuses on the overlap of
other schemes with the construction period for Hornsea Project Two.
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

Phillips66
Replacement
Pipeline.

36

Replacement of
approximately 4.5km (the
seaward section) of the
crude oil pipeline from
offshore buoy to Tetney Tank
Farm. The landfall for the
pipeline is at Northcoates
Point to the North of
Horseshoe Point.

Although the site area
is largely outside of the
1 km buffer it does fall
adjacent to the Tetney
to Saltfleet Tidal Flood
Defence Scheme.
Pipeline landfall close
to Northcoates Point,
East Lindsey District
Council.

The Environmental
Statement and Marine
Licence application were
submitted on 3 March and
the application was
approved on 27 June 2014.

Pipeline construction was
expected to take place
during the period July 2014
to September 2015.
However construction is
likely to be delayed until
early March 2015.

Construction staff and
movement of materials,
equipment and components
during construction. See
paragraph 8.7.7.

Eight wind turbines
at Land at
Bishopthorpe Farm.

41

Erection of eight wind
turbines (each with a
maximum height from the
ground to the blade tip of
between 105 m to 115 m.)

The site boundary is
162 m from the cable
route corridor. The
closest turbine is 1.6
km from cable route
corridor.
Tetney, East Lindsey
District Council.

The application was refused
at committee by the Council
on the 5 February 2014.
An appeal has subsequently
been submitted by the
applicant to PINs. The
application is going to
Public Inquiry in August
2014 and has not been
determined as of 1
December 2014.

Date of commencement of
construction unknown.

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Industrial
development at
Peacefield Business
Park.

38

Erection of seven industrial
units to use under Class B1:
Business and Class B8:
Storage and Distribution of
the Town and Country
Planning (Use Classes)
Order Act 1987 as amended,
in accordance with amended
plans received by the Local
Planning Authority on 02
April 2013.

700 m from the cable
route corridor.
Holton le Clay, East
Lindsey District
Council.

Application was approved
under delegated powers on
the 12 July 2013.

Planning permission must
be implemented by 12 July
2018. Date of
commencement of
construction unknown.

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Land Adjacent
Westlands, Station
Road, Tetney,
Grimsby, North East
Lincolnshire

68

Outline application for the
erection of 35. dwellings.

790m from cable route
corridor.
Tetney
East Lindsey District
Council

Application was submitted
on the 5 March 2014 and
amended on 21 and 30
June 2014. Application had
not been determined as of 1
December 2014.

Date of commencement of
construction unknown.

Construction staff and
movement of materials,
equipment and components
on sensitive link for
severance (Station Road,
Tetney) if construction
periods overlap. See
paragraph 8.7.18.
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Scheme

Waltham Road
Mushroom Farm
Strands) Brigsley

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)
61

Description

Location, Parish and
Local Authority

Demolition of existing
detached bungalow,
proposed residential
development of six units
within new build barn and
one detached residence.

180 m from cable route
corridor.

Current status

Timescale for
development

Description of potential
cumulative impact

Application approved under
delegated powers on 4 July
2013.

Planning permission must
be implemented by 4 July
2018. Date of
commencement of
construction unknown..

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

(Updated December 2014)

Brigsley, North East
Lincolnshire Council.

Residential
Development at
Sandon House.

3

Demolition of Sandon House
and erection of eight
dwellings with associated
access, landscaping and new
footway along the frontage of
Barnoldby Road, up to
number 123.

151 m from the cable
route corridor.
Waltham, North East
Lincolnshire Council.

Planning permission
granted.

Planning permission must
be implemented by 13
February 2016. Date of
commencement of
construction unknown.

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Aylesby Road Land
West Of Pyewipe
Farm

56

Erect wind turbine with hub
height of 50 m, blade tip
height of 77 m and
generation capacity of 900
kW.

78 m from the cable
route corridor.
Wold, North East
Lincolnshire Council.

Application approved 19
May 2014.

Date of commencement of
construction unknown.

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

A18/A180 Link Road
(Immingham ByPass).

40

Link from A1173/A180
junction to B1210.

At its closest to Project
Two this linear project
is 700 m from the
cable route corridor.
South of Immingham.
North East
Lincolnshire Council.

Planning permission
granted. Scheme gained
departmental approval in
the 2011 Autumn
Statement.

Contractors have been
appointed. Date of
commencement of
construction unknown..

Scheme is likely to be
completed before the start
of construction so no
cumulative impact in terms
of construction traffic.
Once constructed the
scheme would reduce the
impact of traffic around
Immingham and therefore
lead to a positive impact.
See paragraph 8.7.8.

Wind turbine at
Immingham Grange,
Immingham.

30

Wind turbine (37 m hub, 55
m blade tip).

Proposed turbine
location is 64 m from
the cable route
corridor, Site boundary
crosses the cable
route corridor.

EIA Screening. EIA not
required. No planning
application had been
submitted as of 1 December
2014.

Date of commencement of
construction unknown.

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Immingham, North
East Lincolnshire
Council.
A160/A180 Highway
Improvements.

2

Immingham Port access
improvements.

Crosses the cable
route and 2.9 km from
the HVDC
converter/HVAC
substation site.
A160, North East
Lincolnshire Council.

Application was submitted
to PINs on the 8 January
2014 and was accepted on
the 27 January 2014.
A signed Statement of
Common Ground between
the Highway Authority and
SMart Wind (for Project One
and Project Two) was
issued to the A160
Examination Process on 8th
May 2014.The examination
closed on 4 September
2014. PINs issued a report
of recommendation to the
SoS on 6 November 2014.
The deadline for the SoS
decision is 6 February 2015.

The construction period is
expected to be
approximately 16 months,
and the intention is for
construction to start in late
spring / early summer
2015, subject to obtaining a
Development Consent
Order (DCO).

It is anticipated that the
construction programme for
the A160/A180 Port of
Immingham improvements
would be completed before
the construction period for
Hornsea Project Two
begins. Accordingly, no
cumulative impact is
anticipated.
Nevertheless, there is a
signed Statement of
Common Ground relating to
the interaction between the
Hornsea Project One,
Hornsea Project Two and
the A160/A180 Port of
Immingham Improvement
projects which identifies
how the interaction
between the projects would
be managed.

Residential
development at 17
Greengate Lane.

10

Outline planning permission
to erect eight dwellings
including associated access
roads and parking areas with
appearance and landscaping
reserved for subsequent
approval.

340m from the cable
route corridor and 2.8
km from the onshore
HVDC
converter/HVAC
substation site.
South Killingholme,
North Lincolnshire
Council.

Planning permission was
granted under delegated
powers on the 16 April
2014.

Reserved Matters required
to be submitted by 16 April
2016 and the development
implemented by 16 April
2019 or within 2 years of
the approval of the
reserved matters,
whichever is later. Date of
commencement of
construction unknown.

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Total Lindsey Oil
Refinery substation

9

Planning permission to erect
a sub-station.

155 m from the cable
route corridor.
North Killingholme,
North Lincolnshire
Council.

Planning permission was
granted under delegated
powers on the 6 June 2013.

Planning permission must
be implemented by 6 June
2018. Date of
commencement of
construction unknown.

Cumulative impact
associated with
construction traffic would
not result in a cumulative
impact which is higher in
magnitude (Table 8.10
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

refers) than Hornsea
Project Two alone.
URSA Glass Wool
Insulation
manufacturing plant,
at North Killingholme.

5

Glass wool insulation
manufacturing plant.

245 m from the cable
route corridor.
Adjacent to the
onshore HVDC
converter/HVAC
substation site.
North Killingholme,
North Lincolnshire
Council.

Planning permission
granted. Application to
extend timescale for
implementation awaiting
determination.

Construction likely to start
in 2017 for 36 months.

Construction staff and
movement of materials,
equipment and components
during construction and
staff and goods movements
once operational. See
paragraph See paragraph
8.7.12.

C. GEN power plant
at North Killingholme
Power Plant.

11

570 MW power station. The
plant includes a gasifer of up
to 65 m, storage silos up to
45 m and flare stack up to
135 m in height.

Power plant is 490 m
from the HVDC
converter/HVAC
substation site but the
proposed pipe
conveyor crosses the
cable route corridor
and the HVDC
converter/HVAC
substation site.
North Killingholme,
North Lincolnshire
Council.

DCO granted by the SoS on
11 September 2014.
Elements of the CPO
application for grid
connection were refused.
Awaiting response from
C.GEN.

Construction is indicated to
take 36 months to
complete. Date of
commencement of
construction unknown.

Construction staff and
movement of materials,
equipment and components
during construction and
staff movements, import of
fuel and export of byproducts once operational.
See paragraph 8.7.13.

Quay and wind
turbine
manufacturing
factory, Able Marine
Energy Park,
Killingholme
Marshes.

14

New quay and wind turbine
manufacture. The maximum
height to eaves of the tallest
building (foundation factory)
would be 45 m. The
development covers an area
of approximately 150 ha.

400 m from the cable
route corridor and 800
m from the onshore
HVDC
converter/HVAC
substation site.
North Killingholme,
North Lincolnshire
Council.

Permission granted by the
SoS on the 18th December
2013.
The development must be
completed within 10 years
of the DCO coming into
force.

Construction was
programmed to start in
2013 for 24 months.
However, construction was
delayed by Special
Parliamentary Procedure.
The Parliamentary
Committee decided that
there was no case for Able
to answer in respect of the
petitions of general
objection presented. The
DCO came into force on
29th October 2014.

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Port-related logistics
and business park,
Able Humber Ports
Northern Area,

13

Port-related logistics and
business park. The
development covers an area
of approximately 380 ha.

Adjacent to the HVDC
converter/HVAC
substation.
North Killingholme,

Section106 Agreement was
signed on the 9 July 2013
and the Decision Notice
issued on the 10 July 2013.

Planning permission must
be implemented by 10 July
2016. Date of
commencement of

Construction staff and
movement of materials,
equipment and components
during construction and
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Halton Marshes.

Location, Parish and
Local Authority

Current status
(Updated December 2014)

North Lincolnshire
Council.

Timescale for
development

construction unknown.

Description of potential
cumulative impact

staff and goods movements
once operational. See
paragraph 8.7.14.
May be complete before
commencement of Project
Two.

Manor Farm Solar
Park

74

Solar park comprising
100,056 modules with a total
generating capacity of
26.01MW

45 m from the cable
route corridor.
Laceby, North East
Lincolnshire Council

Screening Opinion received
on 24 July 2014, stating EIA
is not required. No planning
application has been
submitted (as of 11
December 2014)

Date of commencement of
construction unknown.

Construction staff and
movement of materials,
equipment and components
during construction. See
paragraph 8.7.23.

Alfords Garden
Centre, Grimsby
Road

76

Refurbishment of existing
garden centre site including
extensions, relocation of
accesses, new parking,
removal & relocation of
polytunnels, fencing,
landscaping & associated
works. Demolition of Russell
Dene and the erection of a
new dwelling.

787 m from the cable
route corridor.
Laceby
North East
Lincolnshire Council

Application submitted on 30
July 2014 2014 and
validated on 1 September
2014. Application had not
been determined as of 1
December 2014.

Date of commencement of
construction unknown.

Construction staff and
movement of materials and
equipment during
construction and staff,
customer and goods
movements once
operational. See
paragraph 8.7.24.

Low Farm Solar
Farm, Bradley Road

77

EIA screening opinion for a
proposed 21 MW solar
photovoltaic (PV)
development.

40 m from the cable
route corridor
Grimsby,
North East
Lincolnshire Council.

Screening Opinion
published in June 2014
stating EIA is not required.
No planning application has
been submitted as of 1
December 2014.

Date of commencement of
construction unknown.

Construction staff and
movement of materials,
equipment and components
during construction. See
paragraph 8.7.25.

Blyth Way (Land Off)
Laceby

78

Outline application for up to
100 dwellings with means of
access to be considered.

660 m from the cable
route corridor.
Grimsby, North East
Lincolnshire Council

Planning application
validated in June 2014.
Application had not been
determined at 1 December
2014. No Transport
Assessment or highways
consultation on planning
file.

Date of commencement of
construction unknown.

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational. See
paragraph 8.7.26.

Residential
development at Land
at Tetney Golf Club.

80

Outline application to erect
27 dwellings, swales and
attenuation pond.

735 m from cable route
corridor. T
Tetney, East Lindsey

Application submitted 24
July 2014. Planning
application validated on 2
July 2014. Application had

Date of commencement of
construction unknown.

Construction staff and
movement of materials and
equipment during
construction. Traffic
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Hydrocarbon
exploratory borehole,
land at Mauxhall
Farm, Immingham
Road,
Stallingborough

99

Industrial Units,
Halton Road East,
North Killingholme
Industrial Estate

100

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

District Council.

not been determined as of 1
December 2014.

Temporary permission for the
construction of a new access
track, temporary well site and
clean enclosed burner pit,
with associated portable
cabling for the storage of
equipment and for staff office
accommodation, the drilling
of an exploratory borehole for
oil, undertaking of production
tests and retaining the site
and wellhead valve assembly
gear for evaluation.

830 m from the cable
route corridor.

Planning permission was
granted on 22 October 2014
with the signing of a S106
Agreement Application to
discharge several
conditions was submitted in
November 2014 and is
pending consideration (as of
1 December 2014).

Site construction, including
site clearance, will take
approximately seven
weeks, after which the
drilling rig will be moved
onto the site and rigged up
(an additional two weeks).

No immediate local
cumulative impact likely.

Four industrial units and an
extension to an existing unit
with a new access

1 km from the cable
route corridor and 1.6
km from the onshore
HVDC
converter/HVAC
substation site.

Refused 19 November
2014.

Date of commencement of
construction unknown

No immediate local
cumulative impact likely.

Application submitted in
May 2014. Under
consideration.

In relation to the AMEP
marine works which are
scheduled to commence in
2016.

Cumulative traffic only likely
to occur on A160 Ulceby
Road, which does not have
sensitive receptors.
Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Stallingborough, North
East Lincolnshire
Council

movements of residents
once operational. See
paragraph 8.7.27.

North Killingholme,
North Lincolnshire
Council.
Enabling Works for
AMEP, Land
adjacent to, Rosper
Road

95

Planning permission to
undertake enabling works in
support of the AMEP project
which will comprise site
clearance, ground raising
works, felling of a copse,
creation of a footpath,
removal offsite of the topsoil
layer, importation spreading
and compacting of
approximately 275,000m3 of
fill material, new drainage
ditches and the construction
of a new twin cell drainage
culvert

997 m from the
onshore HVDC
converter/HVAC
substation site and 2
km from the cable
route corridor.
South Killingholme
North Lincolnshire
Council
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

Brocklesby Road
(Site Adjacent to
Habrough Station)

62

Outline application to
demolish existing buildings
and erect six dwellings.

1.4 km from cable
route corridor.
Habrough, North East
Lincolnshire Council.

Application approved under
delegated powers on the 29
August 2013.

Reserved Matters required
to be submitted by 29
August 2016. No details
available relating to
construction timetable.

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Two Wind turbines
Tetney Golf Club.

39

Screening Opinion request
for the erection of two 225
KW wind turbines measuring
45 m to blade tip.

1.3 km from the cable
route corridor.
Holton le Clay, East
Lindsey District
Council.

Screening opinion
completed and Officer’s
advice issued on the 17
August 2012. Decision
concluded that no EIA was
required.
No application had been
submitted as of 1 December
2014.

Date of commencement of
construction unknown

Cumulative impact
associated with
construction traffic would
not result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Residential
development at Land
Rear of the Towers,
Church Lane.

37

Erection of eight detached
houses including a total of
four garage blocks and three
bungalows including one with
detached double garage
(total of 11 no. dwellings)
erection of walls and fencing
to a maximum height of 2 m
and construction of a
vehicular access.

1.1 km from the cable
route corridor.
Tetney, East Lindsey
District Council.

Planning permission
granted.

Planning permission must
be implemented by 6
September 2015. Date of
commencement of
construction unknown.

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Enabling works for
Able Marine Energy
Park Land south east
of Access Track
East, Off Rosper
Road, North
Killingholm, North
Lincolnshire.

60

Planning permission for
consent for enabling works
associated with the
construction of AMEP, a
Nationally Significant
Infrastructure Project which
will include and extend
beyond this application site.
The proposal is to remove
topsoil from three fields
currently in agricultural use
(amounting to approximately
35,000 cubic metres of
material), and to import,

1.4 km from the cable
route corridor and 920
m from the onshore
HVDC
converter/HVAC
substation site.
North Killingholme,
North Lincolnshire
Council.

Application approved on 21
July 2014.

Date of commencement of
construction unknown but
linked to Able Marine
Energy Park.

Potential cumulative impact
associated with traffic for
construction of the Project
Two onshore HVDC
converter/HVAC substation
and Marine Energy Park
construction traffic, staff
and movement of materials,
equipment and components
during construction.
Dependent on timescale,
routes used and predicted
traffic impact for Marine
Energy Park project.
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

deposit and compact
approximately 140,000 cubic
metres of clean stone fill
material, raising levels from
approx 2.4mAOD to a
minimum of 3.1mAOD, and
creating a level, durable
surface for use as a site
compound for the contractors
constructing the AMEP quay.
Works will include the
installation of piped crossings
across existing ditches, and
of new sub-surface drainage
that will discharge into
existing surface water
ditches that outfall into the
Humber Estuary.
Development at
Humberston Avenue,
Clay Lane

63

Description of potential
cumulative impact

See paragraph 8.7.11.

Outline application for the
redevelopment of land
including the provision of a
footpath, cycleway and
landscaping with East
Lindsey District as part of a
cross-authority Hybrid
application for the erection of
339 dwellings, a primary
school, a community
building, allotments, play
area, landscaping, new
access and associated
outside infrastructure
(outline). Also the erection of
46 dwellings with associated
landscaping and access
(full).

2.3 km from the cable
route corridor.
Holton Le Clay, East
Lindsey District
Council.

Application approved under
delegated powers on the 10
October 2013.

Reserved Matters required
to be submitted by 10
October 2016. Date of
commencement of
construction unknown

Construction staff and
movement of materials,
equipment and components
during construction.
Movement of residents’
vehicles once occupied.
See paragraph 8.7.15.

Hybrid application for the
erection of 339
dwellings(C3), a primary
school(D1), a community
building(D1), allotments, play
areas, landscaping, new
access & associated on-site

2.3 km from the cable
route corridor
Holton Le Clay
East Lindsey District
Council

Application was refused on
the 12 August 2013.

Date of commencement of
construction unknown

Construction staff and
movement of materials,
equipment and components
during construction.
Movement of residents’
vehicles once occupied.
See paragraph 8.7.15.
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The decision was appealed
by the applicant on the 27th
September 2013. The
appeal was dealt with at

Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

infrastructure (Outline). Also
the erection of 46 dwellings
(C3) with associated
landscaping & access

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

Inquiry on the 11 February
2014. Appeal was allowed
with conditions on 19 June
2014.

Outline application for the
redevelopment of land
including the provision of
landscaping with East
Lindsey District as part of a
cross-authority Hybrid
application for the erection of
147 dwellings, a community
building, allotments, play
area, landscaping, new
access and associated
outside infrastructure
(outline). Also the erection of
46 dwellings with associated
landscaping and access
(full).

2.3 km from the cable
route corridor
Holton Le Clay
East Lindsey District
Council

Application approved under
delegated powers on the 3
March 2014

Date of commencement of
construction unknown

Construction staff and
movement of materials,
equipment and components
during construction.
Movement of residents’
vehicles once occupied.
See paragraph 8.7.15.

Residential
development at East
A16/Louth Road
roundabout.

18

Outline application for 200
residential units with access.

3.2 km from cable
route corridor.
Humberston and New
Waltham, North East
Lincolnshire Council.

Planning permission
granted.

Under construction.

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Land Off Altyre Way
Grimsby

69

Hybrid mixed use application
for residential development
of up to 50 houses (outline),
B1/B8 uses including trade
counters with ancillary
showrooms (outline) and up
to 8 units B1a/B1b units (full)
with associated access, car
parking and landscaping

3.95km from the cable
route corridor.
Humberston and New
Waltham
North East
Lincolnshire Council

Planning application was
submitted on the 6 February
2014. A Planning
Committee held on 19
November 2014
recommended that the
application is approved
subject to conditions and
the signing of a S. 106
agreement.

Date of commencement of
construction unknown

Construction staff and
movement of materials,
equipment and components
during construction.
See paragraph 8.7.22.

Residential
development at Land
adjacent to Scartho
Park.

16

Erect 315 dwellings and
associated roads and
sewers.

2.3 km from the cable
route corridor.
Scartho, North East
Lincolnshire Council.

Planning permission
granted.

Permission granted in
September 2005, and
already under construction.
A number of phases are
already complete.
Completion anticipated

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

December 2016.
Land At Winchester
Avenue Grimsby

70

Demolish existing buildings
and erect three storey Extra
Care apartment block,
comprising 48 single bed, 12
two bed apartments and
common community facilities.
Construction of new
vehicular access off
Winchester Avenue, parking,
landscaping and associated
works

2.64km from the cable
route corridor.
North East
Lincolnshire Council.

Planning permission
granted on 1 May 2014.

Development must begin
before 1 May 2017. Date of
commencement of
construction unknown

Construction staff and
movement of materials,
equipment and components
if construction periods
overlap. See paragraph
8.7.34.

Residential
development
including demolition
of Old Hospital at
Diana Princess of
Wales Hospital.

19

Demolition of existing
buildings and erection of 104
two and three bedroomed
dwellings, parking, garaging,
access road and associated
works.

3 km from the cable
route corridor.
Park, North East
Lincolnshire Council.

Planning application
submitted and awaiting
determination as of 11
December 2014..

Date of commencement of
construction unknown

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Residential
development at 86102 Stallingborough
Road.

15

Residential development of
42 dwellings including
associated garages,
vehicular access and turning
heads, temporary access for
construction vehicles,
landscaping including public
open spaces, balancing pond
and drainage.

1.9 km from the cable
route corridor and 10
km from the HVDC
converter/HVAC
substation.
Wold, North East
Lincolnshire Council.

Planning permission
granted.

Planning permission to be
implemented by 19 March
2016. Construction planned
to take place over 9 to 12
months.

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Open storage at
South Marsh Road,
Stallingborough.

31

Port-related open storage for
ABP.

3.6 km from cable
route corridor
Immingham, North
East Lincolnshire
Council.

EIA Scoping Opinion.

Date of commencement of
construction unknown

Construction staff and
movement of materials,
equipment and components
during construction and
staff and goods movements
once operational.
See paragraph 8.7.16.

Wind turbine on land
north of A180/A1173,
Stallingborough.

25

Wind turbine (60 m hub, 85
m blade tip).

2.2 km from the cable
route corridor.
Immingham, North
East Lincolnshire
Council.

Screening Opinion states
that EIA is not required. No
planning application has
been submitted as of 1
December 2014.

Date of commencement of
construction unknown

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

Project Two alone.
Biomass CHP
facility, Alexandra
Road South,
Immingham Dock.

20

49 MW biomass combined
heat and power facility
including a 77 m high flue
and high level conveyor from
dock.

3.4 km from the cable
route corridor and 5.3
km from the onshore
HVDC
converter/HVAC
substation site.
Immingham, North
East Lincolnshire
Council.

Planning permission
granted.

Demolition of existing
buildings and site
clearance July 2012 to
December 2012. Site
Construction Activities
January 2013 to December
2014. Commissioning
October 2014 to March
2015.

Construction is expected to
be completed before
Project Two construction
and therefore no
cumulative impact in terms
of traffic and transport.

Biomass heat boilers
on land at
Immingham Dock.

22

Construct new building
incorporating three 5.5 MW
biomass heat boilers, three
separate flues enclosed
within single wind shroud and
associated water treatment
plant, pipe bridge and
substation. Tallest element
appears to be below 24 m.

4 km from the cable
route corridor and 5
km from the HVDC
converter/HVAC
substation.
Immingham, North
East Lincolnshire
Council.

Planning permission
granted with conditions on
19 June 2014

Permit obtained from
Environment Agency in
May 2014. Currently under
construction.

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Land At Kings Road
Immingham

71

Proposed Outline
development of site E1/3 in
the NELC local plan for
general industry (B2) storage
and distribution (B8) and
minor office development,
research and development,
light industry (B1) with
associated access &
landscaping.

3.65km from the cable
route corridor
Immingham
North East
Lincolnshire Council.

Planning permission
granted on 10 April 2014.

Reserved Matters to be
submitted by 9 April 2017.
Permission to be
implemented by 9 April
2019 or within two years of
approval, whichever is
later. Date of
commencement of
construction unknown

Construction staff and
movement of materials,
equipment and components
on M180, A180 and A160 if
construction periods
overlap; or movement of
light and heavy vehicles if
Kings Road site is
operational whilst Hornsea
Project Two is under
construction.
See paragraph 8.7.20.

Upgrade of poultry
farm on Land At
North Killingholme
Airfield.

23

Upgrade of existing poultry
farm including the erection of
24 poultry sheds, 13 service
buildings, associated
buildings and associated
equipment.

2.4 km from the cable
route corridor and 3
km from the onshore
HVDC
converter/HVAC
substation site.
North Killingholme,
North Lincolnshire
Council.

Planning permission
granted on 19 August 2014.

Date of commencement of
construction unknown

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact (Table 8.10 refers)
which is higher in
magnitude than Hornsea
Project Two alone.

Immingham Western

66

A port facility to be used for

2.2 km from the cable

Associated British Ports

Date of commencement of

Construction staff and
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Deepwater Jetty
(IWDJ), West of the
Immingham Gas
Jetty and the
Humber International
Terminal,
Immingham.

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

the import, storage and
onward distribution of liquid
bulk goods. The facility
consists of berthing facilities,
dredged areas to
accommodate vessels,
landside handling
infrastructure and road
improvements and rail
connections.

route corridor and 2.3
km from the onshore
HVDC
converter/HVAC
substation site.
South Killingholme,
North Lincolnshire
Council.

(ABP) applied to the Marine
Management Organisation
(MMO) for a Harbour
Revision Order under
Section 14 of the Harbours
Act 1964 on 20 November
2013. The application is
being considered by the
MMO. A draft Harbour
Revision Order was
published on 11 June 2014.

construction unknown

movement of materials,
equipment and components
on M180, A180 and A160 if
construction periods
overlap; or movement of
heavy vehicles if
Immingham Western
Deepwater Jetty is
operational whilst Hornsea
Project Two is under
construction. See
paragraph 8.7.20.

National Grid River
Humber Gas
Replacement Project

75

A 5.4km high pressure gas
replacement pipeline running
between locations close to
Paull and Goxhill on the
banks of the River Humber.
The pipeline will help
distribute gas to other parts
of the UK and connects into
the gas import terminal at
Easington.

4.3 km from the HVDC
converter/HVAC
substation site.
Goxhill, North
Lincolnshire and
Holderness, East
Riding of Yorkshire
Council.

Screening report submitted
to PINS in March 2014.
PINS response in April 2014
concluded that the
proposed pipeline is EIA
development. Scoping
opinion from PINS
published in June 2014.
Consultation concluded on
31 October 2014.

Construction timescale is
predicted to be 35 months
with the pipeline elements
being constructed typically
between April and
September in a single
season..

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Renewable Power
Facility, Kiln Lane
Industrial Estate

82

Development of renewable
power facility for the
production of electricity using
pre-treated fuel feedstocks,
including tyres and carpets
processed on site with
ancillary storage, lorry and
car provision and widening of
existing access off Europa
Way

3.8 km from the cable
route corridor.
Stallingborough
North East
Lincolnshire Council

Application validated on 4
November 2014 and is
pending consideration.

Would be built over a 12
month period but no start
date identified within
planning submission

Insufficient details publically
available. No immediate
local cumulative impact
likely, due to location of
scheme relative to Hornsea
Project Two.

Land at Hewitts
Avenue

83

Outline application to erect
up to 63 dwellings and a
public house, including the
provision of open space and
associated infrastructure.

5.2 km from the cable
route corridor.
Grimsby,
North East
Lincolnshire Council.

Application submitted in
August 2014. Awaiting
decision.

Date of commencement of
construction unknown

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Land r/o 184

84

Outline application for

2.7 km from cable

Application submitted

Date of commencement of

Cumulative impact
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Humberston Avenue

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

residential development for
up to 30 dwellings, access
from Longhurst Housing
Group development
DC/107/12/HUM) with all
matters reserved

route corridor.
Grimsby
North East
Lincolnshire Council.

September 2014. Pending
consideration.

construction unknown

associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Solar PV
development,
Cromwell Road

85

Screening opinion for
proposed solar PV
development, maximum
7MW

4.2 km from cable
route corridor,
Grimsby, North East
Lincolnshire Council.

Screening opinion published
2 October 2014. The
proposal is not EIA
development. No planning
application has been
submitted as of 1 December
2014.

Date of commencement of
construction unknown

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Field Head Road
(Land North of ),
Laceby

86

Screening request for
proposed residential
development (143 homes)

1.47 km from the cable
route corridor.
Laceby North East
Lincolnshire Council.

Screening opinion issued in
August 2014 stating that
EIA is not required. No
planning application has
been submitted as of 1
December 2014.

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational. See
paragraph 8.7.28.

Wind Turbine at Hall
Farm, Main Road,
Beelsby

87

Screening request for a 67 m
wind turbine

4 km from the cable
route corridor.
Beelsby,
North East
Lincolnshire Council

Screening opinion issued on
19 August 2014 stating that
EIA is not required. No
planning application had
been submitted as of 4
December 2014.

Date of commencement of
construction unknown

Short term construction
impact of abnormal
indivisible loads using A18.
See paragraph 8.7.29.

Solar Farm at
Beelsby House Farm

88

Screening request for
proposed 15MVsolar PV
development

4.4 km from the cable
route corridor
Beelsby
North East
Lincolnshire Council.

Screening opinion issued on
24 November 2014 stating
that EIA is not required. No
planning application had
been submitted as of 4
December 2014.

Date of commencement of
construction unknown

Short term construction
impact of abnormal
indivisible loads using A18
or A46. See paragraph
8.7.30.

Land At Louth Road,
New Waltham

89

Screening request for
residential development of
approximately 450 dwellings
with associated urban uses,
with all matters reserved
except for access.

2.2 km from the cable
route corridor.
New Waltham, North
East Lincolnshire
Council

Screening opinion issued in
June 2014 stating that EIA
is not required. No planning
application had been
submitted as of 4 December
2014.

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational. See
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

paragraph 8.7.31.
Land off Andrew
Road, Humberston

90

Screening request for outline
planning application to
deliver residential scheme on
a 9.4 hectare site.

6.6 km from the cable
route corridor.
Humberston
North East
Lincolnshire Council

Screening opinion issued in
May 2014stating that EIA is
required. No planning
application had been
submitted as of 4 December
2014.

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational. See
paragraph 8.7.32.

Residential
development at
Hewitts Circus,
Cleethorpes

91

Screening request for
residential development
(outline) of approximately 80
dwellings dwellings with all
matters reserved except for
access.

5.2 km from the cable
route corridor.
New Waltham, North
East Lincolnshire
Council

Screening opinion issued in
April 2014 stating that EIA is
not required. No planning
application had been
submitted as of 4 December
2014..

Date of commencement of
construction unknown

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Residential
development, site
previously of The
Cloisters

92

Planning permission for the
erection of 14 dwellings;
carry out work to and
extension of the highway;
vehicular access and parking
facilities that also encompass
existing properties 22-25
Hallcroft; alteration,
extension and realignment of
existing footpaths; new
boundary treatments; hard
and soft landscaping
including the removal of
several trees and their
replacement; and new
external lighting(Resubmission PA/2013/1387)

4.1 km from the cable
route corridor
Ulceby, North
Lincolnshire Council

Planning permission
granted on 2 September
2014.

Date of commencement of
construction unknown

Small development with
cumulative traffic only likely
to occur on A160 Ulceby
Road, which does not have
sensitive receptors.
Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Barrow-Thornton
Pumping Station

93

Planning permission to erect
borehole kiosk

2.2 km from the cable
route corridor and 2.8
km from the onshore
HVDC
converter/HVAC
substation site.
Halton,
North Lincolnshire

Planning permission
granted 14 August 2014.

Date of commencement of
construction unknown

Cumulative traffic only likely
to occur on A160 Ulceby
Road, which does not have
sensitive receptors.
Cumulative impact
associated with
construction and
operational traffic would not
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Council

Description of potential
cumulative impact

result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Hillgarth Farm,
Station Road, Ulceby

94

Planning permission for
installation of a groundmounted 50kW solar PV
array.

2.8 km from the cable
route corridor and 5.1
km from the onshore
HVDC
converter/HVAC
substation site.
Ulceby
North Lincolnshire
Council

Planning permission
granted 17 September
2014.

Date of commencement of
construction unknown

Cumulative traffic only likely
to occur on A160 Ulceby
Road, which does not have
sensitive receptors.
Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Wind turbines at land
to the south of Fen
Lane

96

Erection of 7no. wind
turbines (each with a
maximum blade tip of up to
115 metres and a hub height
of up to 70 metres) and
associated infrastructure
including hard-standings, an
electricity substation,
provision of temporary site
construction compounds
enclosed by fencing,
alterations to existing
vehicular access,
construction of field drain
crossings and underground
cabling

2.5 km from the cable
route corridor.
North Thoresby,
East Lindsey District
Council

Application submitted on 30
May 2014 and validated on
27 June 2014. Awaiting
decision.

Construction timeframe of
10 months. Aim to
complete construction by
2016.

Construction is expected to
be completed before
Project Two construction.
There would be minimal
operational traffic and
therefore no cumulative
impact in terms of traffic
and transport is predicted.

4.5 m mast at
Marshchapel County
Primary School.

81

Erection of a 4.5 m mast with
two data transmitters, 6.4 m
above ground level.

2.14 km from the cable
route corridor
, Marshchapel, ,
East Lindsey District
Council

Planning permission
granted 6 August 2014.

Date of commencement of
construction unknown

Very small project. The
cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

Project Two alone.
The HIT 3 Biomass
Importation Facility

97

Extension to the existing gas
terminal berthing face, ship
unloading equipment and a
conveyor system.

3.8 km from the cable
route corridor and 3.4
km from the onshore
HVDC
converter/HVAC
substation site.
Immingham
North Lincolnshire
Council

Awaiting determination

Date of commencement of
construction unknown

Insufficient details publically
available to assess
cumulative impact in terms
of Traffic and Transport.

Killingholme Energy
Centre, North
Killingholme Airfield.

98

Combined cycle gas turbine
(CCGT) with a nominal
generating capacity of up to
1,200MW and associated
power lines, gas pipeline and
highway access.

1.07 km from the cable
route corridor and 1.9
km from the onshore
HVDC
converter/HVAC
substation site..
North Killingholme,
North Lincolnshire
Council.

Pre-application stage

Date of commencement of
construction unknown

Potential for cumulative
impact on A160. Insufficient
details publically available
to assess magnitude of this
impact or possible
cumulative effect.

Open storage at
South Marsh Road,
Stallingborough.

31

Port-related open storage for
ABP.

3.6 km from the cable
route corridor.
Stallingborough, North
East Lincolnshire
Council.

Scoping opinion issued
December 2009. No
planning application had
been submitted as of 4
December 2014.

Date of commencement of
construction unknown.

Cumulative traffic only likely
to occur on A180, which
does not have sensitive
receptors.
Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Land at Field Head
Road, Laceby

101

Hybrid application for the
erection of 64 dwellings (C3),
play areas, landscaping,
access and associated on-site
infrastructure (Full). Also, the
erection of 88 dwellings (C3)
with all matters reserved
(Outline)

1.5km from the cable
route corridor.
Laceby, North East
Lincolnshire Council.

Application validated 6
October 2014. Pending
consideration.

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational. See
paragraph 8.7.28.
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Scheme

Manby Road Solar
Farm, Immingham

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)
102

Description

7.5 MW Ground Mounted
Solar Farm

Location, Parish and
Local Authority

1.8km from the cable
route corridor
and4.5km from the
onshore HVDC
converter/HVAC
substation site.

Current status
(Updated December 2014)

EIA Screening Opinion
adopted on 4 December
2014.

Timescale for
development

Description of potential
cumulative impact

Date of commencement of
construction unknown

Insufficient details publically
available to assess
cumulative impact in terms
of Traffic and Transport.
Cumulative impact unlikely
given the site’s location and
potential routes for
construction traffic via A180
and A160 which do not
have sensitive receptors.

Immingham
North East
Lincolnshire
Council.
Residential
development at land
south of Princess of
Wales Hospital,
Scartho Road,
Grimsby

103

Outline application for 190
units (phase 1) and 43 units
(phase 2)

2.6km from the cable
route corridor
Grimsby
North East
Lincolnshire Council.

Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational.
Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Wind Turbine at land
at East Ravendale
Farm, East
Ravendale.

Expansion of Lorry
Park at Manby Road
Immingham

106

500kw wind turbine (40 m
hub, 64 m blade tip)

3km from the cable
route corridor
East Ravendale
North East
Lincolnshire Council.

109

Expansion of the existing
lorry park to both the West
and East. This will include
new security fencing around
the site, CCTV and wash-

2.9 km from the cable
route corridor and 5.2
km from the onshore
HVDC
converter/HVAC
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EIA Screening Opinion
adopted on 16 October
2014. No application had
been submitted as of 11
December 2014.

Date of commencement of
construction unknown

Insufficient details publically
available to assess
cumulative impact in terms
of Traffic and Transport.
Cumulative impacts unlikely
given the development type
and likely HGV / abnormal
load movements.

Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Insufficient details publically
available to assess
cumulative impact in terms
of Traffic and Transport.

Scheme

Residential
development at Land
off Station Road,
Waltham,

Residential
development at land
Off Cheapside
Waltham

Renewable Power
Facility at Plot Q Kiln
Lane Industrial Estate
Europa Way
Stallingborough North
East Lincolnshire

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

110

111

112

Description

Location, Parish and
Local Authority

room facilities. Capacity on
the site (which is currently
operating at capacity) is
proposed to expand from 55
to 141.

substation site.
Immingham
North East
Lincolnshire Council.

Erection of 51 dwellings
including garages, vehicular
access, landscaping and
attenuation ponds
(Resubmission of
DM/0502/14/FUL)

2 km from the cable
route corridor
Waltham
North East
Lincolnshire Council.

Hybrid application for the
erection of 53 dwellings (C3),
landscaping, access and
associated on-site
infrastructure (Full). Also the
erection of 46 dwellings (C3)
with associated landscaping
and access (Outline).

1.08km from the cable
route corridor
Waltham
North East
Lincolnshire Council.

Development of a renewable
power facility for the
production of electricity using
pre-treated fuel feedstocks
including tyres and carpets
processed on site with
ancillary storage, lorry and
car provision and widening of
existing access off Europa
Way

3.9 km from the cable
route corridor
Stallingborough
North East
Lincolnshire Council.

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

Cumulative impacts unlikely
given the site’s location and
potential routes via A180
and A160 which do not
have sensitive receptors.
Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Insufficient details publically
available to assess
cumulative impact in terms
of Traffic and Transport.
Given the small scale of the
proposals, it is unlikely that
there would be any
cumulative impacts.

Application had not been
determined as of 11
December 2014.

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational.
Based upon the predicted
development trips within
the Transport Assessment,
impacts from construction
or operational traffic would
not result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of delivery
HGVs once operational.
Based upon the predicted
development trips within
the Transport Assessment
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

Description of potential
cumulative impact

and the site’s location with
access via the A180, which
does not have sensitive
receptors, no cumulative
impacts on Traffic &
Transport are anticipated.
Residential
Development at Land
Station Road
Stallingborough

113

Outline planning application
for the erection of up to 25
dwellings with access to be
considered.

1.9km from the cable
route corridor
Stallingborough
North East
Lincolnshire Council.

Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of residents
once operational.
Based upon the predicted
development trips within
the Transport Assessment
no cumulative impact on
Traffic & Transport is
anticipated.

Residential
development at Land
North Of, High Street,
North Thoresby, East
Lindsey

116

Erection Of Residential
Dwellings And Vehicular
Access

2.9km from the cable
route corridor
North Thoresby
East Lindsey District
Council.

EIA Screening Opinion
adopted on 21 October
2014. The proposal is not
EIA development. A
planning application was
submitted on 30 October
2014.

Date of commencement of
construction unknown

Possibility of cumulative
impact as North Thoresby
is identified as having
sensitive receptors with an
impact from Hornsea
Project Two alone.
However, there are
insufficient details publically
available about the
proposals to assess the
cumulative impact in terms
of Traffic and Transport.

Macaulay Lane Solar
Farm, Former Refuse
Disposal Site,
Macaulay Street,
Grimsby

104

5MW solar panel
development, erection of
fencing, electricity substation,
cctv and associated works
(Phase 1)

4.3km from the cable
route corridor
Grimsby
North East
Lincolnshire Council.

Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Based upon site location
and the small number of
traffic movements required,
no cumulative impacts on
Traffic & Transport are
anticipated.

Macaulay Lane Solar
Farm, Former Refuse
Disposal Site,
Macaulay Street,

105

2MW solar panel
development, erection of
fencing, electricity substation,
cctv and associated works
(Phase 2)

4.3km from the cable
route corridor

Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Based upon site location
and the small number of
traffic movements required,
no cumulative impacts on
Traffic & Transport are

Grimsby
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Scheme

Identification
number (Figure
5.3 and 5.4 in
Volume 1,
Chapter 5: EIA
Methodology)

Description

Grimsby

Location, Parish and
Local Authority

Current status
(Updated December 2014)

Timescale for
development

North East
Lincolnshire Council.

Business Park at Land 107
off Woad Lane &
Moody Lane, Grimsby

Outline application for the
creation of a business use
site for either or combination
of B1(c), B2 or B8 uses with
office facilities and
associated service yard and
parking areas with all matters
reserved

4.5km from the cable
route corridor.

Description of potential
cumulative impact

anticipated.
Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Grimsby
North East
Lincolnshire Council

Construction staff and
movement of materials and
equipment during
construction. Traffic
movements of employees
and HGV movements once
operational.
There is a potential for a
cumulative impact on
B1210, however it is
unlikely that this result in a
cumulative impact which is
higher in magnitude (Table
8.10 refers) than Hornsea
Project Two alone.

Wind turbine at land
north of, Caistor
Road, Barrow Upon
Humber,

114

Planning permission for
erection of a single wind
turbine with a maximum
height to blade tip of 78
metres (agl) together with
associated ancillary
infrastructure, access tracks,
crane pad, sub-station
building, underground
cabling and temporary
construction compound

9km from the cable
route corridor.
Barrow Upon Humber
North Lincolnshire
Council.
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Application had not been
determined as of 11
December 2014

Date of commencement of
construction unknown

Cumulative impact
associated with
construction and
operational traffic would not
result in a cumulative
impact which is higher in
magnitude (Table 8.10
refers) than Hornsea
Project Two alone.

Enabling works for Able Marine Energy Park

Potential Cumulative Impacts
8.7.6

The following section describes the potential cumulative impacts where these were
identified in Table 8.16 above.

8.7.11

Phillips 66 Replacement Pipeline
8.7.7

Philips 66 has recently submitted a revised application to undertake the replacement
pipeline works from an offshore base. The application was approved on 27 June
2014. The revised application no longer requires HGV movements in the vicinity of
Tetney. The revised application would generate HGVs along the Strategic Road
Network (SRN) comprising the M180, A180 and A160 to Immingham Port.
Accordingly, there may be vehicles using these SRN links associated with both
Project Two and the Phillips 66 pipeline replacement. However, the SRN is designed
to cope with HGVs, does not have sensitive receptors and the magnitude of the
cumulative impact on SRN routes between Project Two and the Phillips 66 pipeline
replacement is expected to be negligible. Accordingly, no cumulative effect is
anticipated.
A18/A180 Link Road (Immingham By-Pass)

8.7.8

The DCO came into force on 29th October 2014. As the construction period is
predicted to take 24 months there is the potential for overlap with the construction of
Project Two. The operational phase is likely to coincide with the construction of
Project Two. Information submitted with Able Marine Energy Park application
indicates that the development would generate a significant volume of vehicle
movements. It is anticipated that around 4,000 vehicle movements would be
generated on the local network on a daily basis. The majority of this traffic is
predicted to use the A160/A180/M180 corridor. This part of the highway network is
shown to be of a high standard and lacks any sensitive receptors. No traffic is
predicted to use the A18 south of the A180. It is concluded that this development
would not lead to any significant cumulative traffic and transport environmental
impacts. It is also possible that the A160/A180 scheme would be completed before
the commencement of the scheme, helping to reduce the likelihood of cumulative
traffic and transport environmental impacts.
URSA Glass Wool Insulation manufacturing plant

8.7.12

The scheme is likely to be completed before construction work starts on Project Two
so there is no potential for cumulative impacts relating to construction works or traffic.
Once completed the scheme would provide a high quality route between the A18 and
the B1210 south-east of Immingham, thus allowing HGV access to the section of the
cable route between the A180 and the A1173, particularly route section 12, without
the need for HGVs to pass through Immingham on the B1210. This would therefore
achieve a beneficial traffic and transport environmental impact.

The proposed construction of the URSA Glass Wool plant in close proximity to the
onshore HVDC converter/HVAC substation site would lead to a potential increase in
traffic during the Project Two construction phase since the expected timescale for the
development of the URSA scheme may coincides with the Project Two scheme
construction. The existing local highway network does not have sensitive receptors
so it is considered that it is unlikely that the scheme would lead to any significant
cumulative impacts. It is also likely that the local highway network would be improved
at this stage as a result of the A160/A180 improvement scheme.
C. GEN power plant

CAA160/A180 Highway Improvements
8.7.13
8.7.9

The Highways Agency A160/A180 Port of Immingham improvement scheme is likely
to be completed before the start of work on Hornsea Project Two in a similar location.
Accordingly, no cumulative impact is anticipated. The TT works for Hornsea Project
Two have been designed to avoid the HA scheme.

8.7.10

There is a signed Statement of Common Ground relating to the interaction between
the Hornsea Project One, Hornsea Project Two and the A160/A180 Port of
Immingham Improvement projects which identifies how the interaction between the
Hornsea projects and the A160/A180 Port of Immingham Improvement project will be
managed. The interaction between Project Two and the Highways Agency Scheme in
terms of land use is provided within Annex 6.8.9: Project Two Route with HA A160
Scheme.
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This project lies within the North Killingholme industrial area. The construction start
date of the project is not yet known but it is possible that the construction and
operational phases would coincide with the construction phase of Project Two. The
routes to and from the site that are also expected to be used by Project Two
construction traffic do not include sensitive receptors. It is concluded that this
development would not lead to any significant cumulative traffic and transport
environmental impacts. It is also possible that the A160/A180 scheme would be
completed before the commencement of the scheme, helping to reduce the likelihood
of cumulative traffic and transport environmental impacts. There would not be any
cumulative effects resulting this project and Hornsea Project Two.

Port-related logistics and business park
8.7.14

This project is a major development with the potential to generate significant numbers
of light and heavy vehicle movements on the highway network between the A180 and
the site north east of the HVDC converter/HVAC substation site. The TA for the
scheme identifies around 600 vehicle movements during the AM peak period
associated with the operational phase. The time of possible combined impact could
be during the construction phase of Project Two. The assessments in this chapter
have indicated that there are no sensitive receptors on the highway links between the
A180 and the HVDC converter/HVAC substation site that would also be used by
traffic associated with the Able Humber Ports Northern Area development. The
highway improvements accompanying the Able Humber Ports Northern Area
application are designed to ensure a non detrimental impact on the local highway
network. The Able development will have impacts but, due to the lack of sensitive
receptors in the area, and the highways improvements these will not be significant
and the addition of Hornsea Project Two, which has a negligible impact on its own in
this area, would not increase the impacts to make them significant.

Drax Biomass Generating Station Heron Renewable Energy Park.
8.7.17

Land Adjacent to Westlands, Station Road, Tetney
8.7.18

Development at Humberston Avenue, Clay Lane
8.7.15

There is currently no definitive timetable for development of this project, but it is
possible that the construction phase could overlap with the construction phase for
Project Two. As a result, there may be construction vehicles from this project and
Project Two using similar links on the road network. If the Humbertson Avenue
development is complete before Hornsea Project Two, there would be light vehicles
associated with the traffic to/from the residential development which could be on the
road network at the same time as construction traffic for Project Two. It is unlikely that
the cumulative impact would be higher in magnitude (Table 8.10 refers) than Hornsea
Project Two alone.

Whilst the proposed residential development is relatively small scale (50 dwellings), if
the construction periods overlap, it is possible that movement of construction staff,
materials, equipment and components could be undertaken on Station Road Tetney
at the same time as the construction traffic for Hornsea Project Two. Station Road,
Tetney is identified as a sensitive receptor on which an increase in HGV movements
is anticipated as part of Hornsea Project Two. However, it is unlikely that the
cumulative impact would be higher in magnitude (Table 8.10 refers) than Hornsea
Project Two alone.
Land at Kings Road Immingham

8.7.19

Open storage at South Marsh Road, Stallingborough.
8.7.16

It is possible that the construction and operation of this facility would coincide with the
construction of Project Two. The location of the development at Immingham Dock
allows all traffic movements to and from the development to avoid sensitive
receptors. It is concluded that this development would not lead to any significant
cumulative traffic and transport environmental impacts. It is also possible that the
A160/A180 scheme would be completed before the commencement of the scheme,
helping to reduce the likelihood of cumulative traffic and transport environmental
impacts.

There is currently no definitive timetable for development of this project, but it is
possible that the construction phase could overlap with the construction phase for
Project Two. As a result, there may be construction vehicles from this project and
Project Two using similar links on the road network. If the South Marsh Road
development is complete before Hornsea Project Two, there would be light and
heavy vehicles associated with the traffic to/from the storage development which
could be on the road network at the same time as construction traffic for Project Two.
It is unlikely that the cumulative impact would be higher in magnitude (Table 8.10
refers) than Hornsea Project Two alone.
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There is no definitive timetable for development of this project, but the permission is
required to be implemented by April 2019 and it is therefore possible that the
construction phase could overlap with the construction phase for Project Two. As a
result, there may be construction vehicles from this project and Project Two using
similar links on the road network, particularly the M180, A180 and A160. If the Land
at Kings Road Immingham development is complete before Hornsea Project Two,
there would be light and heavy vehicles associated with the traffic to/from the
commercial development which could be on the road network at the same time as
construction traffic for Project Two, particularly the M180, A180 and A160. The M180,
A180 and A160 lack sensitive receptors and it is unlikely that the cumulative impact
would be higher in magnitude (Table 8.10 refers) than Hornsea Project Two alone.

Immingham Western Deepwater Jetty
8.7.20

There is no definitive timetable for development of this project. It is possible that the
construction phase could overlap with the construction phase for Project Two. As a
result, there may be construction vehicles from this project and Project Two using
similar links on the road network, particularly the M180, A180 and A160. If the
Immingham Western Deepwater Jetty development is complete before Hornsea
Project Two, there would be heavy vehicles associated with the traffic to/from the
Deepwater Jerry which could be on the road network at the same time as
construction traffic for Project Two, particularly the M180, A180 and A160. The M180,
A180 and A160 lack sensitive receptors and it is unlikely that the cumulative impact
would be higher in magnitude (Table 8.10 refers) than Hornsea Project Two alone.

Alfords Garden Centre, Grimsby Road
8.7.24

Land off Altyre Way Grimsby

Any potential cumulative impact from this development and Hornsea Project Two
would be limited to the construction period of the Garden Centre, as the predicted
operational impact after the Garden Centre works is assessed in the application as
being net improvement over the baseline. The timescale for construction of the
garden centre works is not provided within the planning submission. Access would be
from the A46 in the vicinity of the Morrisons roundabout. This section of the A46 is
used for HGV access to Hornsea Project Two and the Morrisons roundabout is
assessed for capacity within the Hornsea Project Two Annex 6.8.1: Transport
Assessment. It is unlikely that the cumulative impact would be higher in magnitude
(Table 8.10 refers) than Hornsea Project Two alone and therefore there would be no
significant cumulative effect.
Low Farm Solar Farm, Bradley Road

8.7.21

There is currently no definitive timetable for development of this project, but it is
possible that the construction phase could overlap with the construction phase for
Project Two. As a result, there may be construction vehicles from this project and
Project Two using similar links on the road network, in particular the A16 between
Holton Le Clay and North Thoresby (north of B1201) where Hornsea Project Two
results in an HGV increase of over 30%. and it is unlikely that the cumulative impact
would be higher in magnitude (Table 8.10 refers) than Hornsea Project Two alone.

8.7.25

Land at Winchester Avenue, Grimsby
8.7.22

There is currently no definitive timetable for development of this project, but it is
possible that the construction phase could overlap with the construction phase for
Project Two. As a result, there may be construction vehicles from this project and
Project Two using similar links on the road network, in particular the A46 between
Laceby and Bradley, where Hornsea Project Two results in an HGV increase of over
30%. and it is unlikely that the cumulative impact would be higher in magnitude
(Table 8.10 refers) than Hornsea Project Two alone.

Blyth Way (Land Off) Laceby
8.7.26

Manor Farm Solar Park
8.7.23

Potential cumulative impacts from this development and Hornsea Project Two would
be limited to overlapping construction periods for each project. There is no
construction timescale given in the Low Farm Solar Farm application. Cumulative
construction traffic is most likely to occur on Bradley Road and A46. It is unlikely that
the cumulative impact would be higher in magnitude (Table 8.10 refers) than Hornsea
Project Two alone.

There is limited information about this development publically available. However, it is
likely that access would be taken from the A46 west of the Morrison’s roundabout.
This section of the A46 is used for HGV access to Hornsea Project Two and the
Morrisons roundabout is assessed for capacity within the Hornsea Project Two Annex
6.8.1: Transport Assessment. The scale of the Solar Park would indicate that the
number of HGV movements during the construction period could be high. However,
there is insufficient information in the public domain to calculate the cumulative
impact magnitude or whether the construction periods of the Solar Park and Hornsea
Project Two would overlap.
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The future year given in the Blyth Way Transport Assessment is 2018/19. Potential
cumulative impacts from this development and Hornsea Project Two could occur with
the overlap of the construction period for Hornsea Project Two and construction and
operation period for the new dwellings off Blyth Way. Cumulative construction traffic
is most likely to occur on Aylesby Road and A46. It is possible that the cumulative
impact of HGV traffic through Aylesby from both projects would be higher in
magnitude (Table 8.10 refers) than Hornsea Project Two alone, due to the very low
baseline HGV movements on Aylesby Road. However, the impact is unlikely to be
higher than negligible in magnitude and therefore there would be no significant
cumulative effect.

Residential development at Land at Tetney Golf Club
8.7.27

There is limited information about the transport impacts of development publically
available. There does not appear to be a Transport Assessment or highways
consultation on the planning file. Potential cumulative impacts from this development
and Hornsea Project Two could occur with the overlap of the construction period for
Hornsea Project Two and construction and operation period for the development at
Tetney Golf Club. Nevertheless, the construction access to the site is proposed from
Station Road, Tetney where Hornsea Project Two alone results in a high magnitude
impact due to HGV flows. It is unlikely that the cumulative impact would be higher in
magnitude (Table 8.10 refers) than Hornsea Project Two alone and the mitigation
measures already proposed for Hornsea Project Two would be sufficient to mitigate
the cumulative effect of construction traffic from both projects constructed together.

Land At Louth Road, New Waltham
8.7.31

It is possible that the construction period of Project Two could overlap with the
construction or operational period of the Field Head Road development; this would
result in cumulative traffic from both developments on the A46 and A18. However, it
is very unlikely that the cumulative impact would be higher in magnitude (Table 8.10
refers) than Hornsea Project Two alone given the traffic flows provided in the
Transport Assessment for the Field Head Road development.

8.7.32

8.7.30

The construction timetable for this development is not known. However, there would
be a requirement for abnormal indivisible load movements to travel along the A18.
This may result in cumulative construction traffic impacts in terms of drive delay.
However, it is normal practice for abnormal load movements to be routed outside of
peak hours and therefore this cumulative impact would be limited in magnitude. It is
unlikely that the cumulative impact would be higher in magnitude (Table 8.10 refers)
than Hornsea Project Two alone.

There is limited information about this development publically available. However, it
has the potential to be a sizeable residential development. There is a potential for
cumulative traffic from the construction period of Hornsea Project Two and the
construction and operational period of the Andrew Road development on the A16.
However, it is unlikely that the cumulative impact would be higher in magnitude
(Table 8.10 refers) than Hornsea Project Two alone.
Conclusion of Cumulative Impacts with Other Sites

8.7.33

Wind Turbine at Hall Farm, Main Road, Beelsby
8.7.29

However, there is a
development would
predominantly along
would be higher in

Land off Andrew Road, Humberston

Field Head Road (Land North of), Laceby
8.7.28

The construction timetable for this development is not known.
possibility that construction and operational traffic from this
overlap with construction staff routes for Hornsea Project Two,
the A16. However, it is unlikely that the cumulative impact
magnitude (Table 8.10 refers) than Hornsea Project Two alone.

It is concluded from the cumulative impact assessment of Hornsea Project Two and
the sites listed in Table 8.16 and paragraphs 8.7.6 to 8.7.32 that the Hornsea Project
Two development would not lead to any significant cumulative traffic and transport
environmental effects. There would not be any further significant effects than those
already identified for Hornsea Project Two alone, for which mitigation measures have
already been identified in Table 8.13 and paragraphs 8.6.43 to 8.6.47.
Cumulative Impacts with Hornsea Project One

8.7.34

There are a number of potential scenarios for the timing of construction of Project
Two and Project One. This has been taken into account in the onshore cumulative
impact assessment of Project Two with Project One. This has been assessed on the
basis of the following three potential scenarios:


Scenario One - Project One constructed before Project Two.

Solar Farm at Beelsby House Farm



Scenario Two - Project Two constructed before Project One.

The construction timetable for this development is not known. However, there may be
a requirement for abnormal indivisible load movements to travel along the A18 or
A46. This may result in cumulative construction traffic impacts in terms of drive delay.
However, it is normal practice for abnormal load movements to be routed outside of
peak hours and therefore this cumulative impact would be limited in magnitude. It is
unlikely that the cumulative impact would be higher in magnitude (Table 8.10 refers)
than Hornsea Project Two alone.



Scenario Three - Project One and Project Two constructed at the same time.
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8.7.35

In the event of a simultaneous or overlapping construction programme with Project
One, or in the event that Project Two construction has completed prior to the
commencement of Project One construction (i.e., Scenarios Two and Three), access
to and use of some of the temporary construction compounds and work areas
authorised by the Project One DCO will be prevented or restricted by the construction
of Project Two. In order to reduce the impacts to Project One in these circumstances,
the Project Two DCO contains some temporary construction working sites and
means of access which are intended for temporary use by Project One to
compensate Project One and reduce the impacts of Project Two on Project One.
Scenarios Two and Three may require the use of these temporary construction
working sites (referred to as “compensation compounds” in the chapter and Annex
4.5.4: Cumulative Impacts with Project One) , which will not be required under
Scenario One.

8.7.36

The plan in Volume 4 at Annex 4.5.4: Project One/Project Two Interface shows all of
the features (side accesses, compounds, etc.) potentially required for all scenarios.

8.7.37

The potential cumulative effects of Project Two with Project One for traffic and
transport are summarised in Table 8.17. As well as construction impacts, the table
also includes a description of the cumulative operational and decommissioning
impacts.

8.7.38

A description for the worst case Scenario for traffic and transport is provided in
paragraphs 8.7.39 onwards.
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Scenario

Scenario One:

Scenario Two:

Scenario Three:

Impact

Project One constructed before Project
Two

Project Two constructed before Project
One

Project One and Project Two constructed
at the same time

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive
receptors, rather than the length of time
construction is undertaken.
In this scenario, the operational phase of
Project One would overlap with the
construction phase of Project Two.
The operational phase of Project One is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project Two and
operational traffic from Project One would not
result in a cumulative impact which is higher
in magnitude (Table 8.10 refers) than
Hornsea Project Two construction phase
alone.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive receptors,
rather than the length of time construction is
undertaken.
In this scenario, the operational phase of
Project Two would overlap with the construction
phase of Project One.
The operational phase of Project Two is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project One and
operational traffic from Project Two would not
result in a cumulative impact which is higher in
magnitude (Table 8.10 refers) than Hornsea
Project One construction phase alone.

Longer periods of shuttle-working over short
periods, temporary traffic signals for cable
crossings of roads, and greater numbers of
slow-moving and turning HGVs would lead to
greater adverse effects on driver delay at
cable crossing locations and accesses to the
cable route and compounds.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive
receptors, rather than the length of time
construction is undertaken.
In this scenario, the operational phase of
Project One would overlap with the
construction phase of Project Two.
The operational phase of Project One is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project Two and
operational traffic from Project One would not
result in a cumulative impact which is higher
in magnitude (Table 8.10 refers) than
Hornsea Project Two construction phase
alone.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive receptors,
rather than the length of time construction is
undertaken.
In this scenario, the operational phase of
Project Two would overlap with the construction
phase of Project One.
The operational phase of Project Two is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project One and
operational traffic from Project Two would not
result in a cumulative impact which is higher in
magnitude (Table 8.10 refers) than Hornsea
Project One construction phase alone.

The cumulative effect of Project One and
Project Two construction traffic on similar
routes would lead to greater adverse effects
on locations with sensitive receptors, such as:
North Thoresby; Immingham Road,
Immingham; Brigsley and Tetney.

Driver Delay
The temporary impact of shuttle-working and
traffic signals for cable crossings of roads may
result in adverse impact on driver delay.
The temporary impacts of the traffic to the
cable route, in particular HGVs associated
with trenching, cable laying, construction
compounds and temporary construction side
access routes may result in increases in
vehicle numbers and slow moving, turning
traffic with an associated impact on driver
delay.

Severance of Routes
The temporary impacts of the traffic to the
cable route, in particular HGVs associated
with trenching, cable laying, construction
compounds and temporary construction side
access routes may result in increases in
vehicle numbers on routes with sensitive
receptors, resulting in adverse impact on
severance.
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The Code of Construction Practice (CoCP)
and Construction Traffic Management Plan
(CTMP) would be used to avoid greater
adverse effects occurring on driver delay than
for Hornsea Project Two undertaken alone.

The cumulative impact is considered further in
paragraphs 8.7.39 onwards.

Scenario

Scenario One:

Scenario Two:

Scenario Three:

Impact

Project One constructed before Project
Two

Project Two constructed before Project
One

Project One and Project Two constructed
at the same time

Pedestrian Delay
The temporary impacts of the traffic to the
cable route, in particular HGVs associated
with trenching, cable laying, construction
compounds and temporary construction side
access routes may result in increases in
vehicle numbers on routes with sensitive
receptors, resulting in adverse impact on
pedestrian delay.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive
receptors, rather than the length of time
construction is undertaken.
In this scenario, the operational phase of
Project One would overlap with the
construction phase of Project Two.
The operational phase of Project One is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project Two and
operational traffic from Project One would not
result in a cumulative impact which is higher
in magnitude (Table 8.10 refers) than
Hornsea Project Two construction phase
alone.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive receptors,
rather than the length of time construction is
undertaken.
In this scenario, the operational phase of
Project Two would overlap with the construction
phase of Project One.
The operational phase of Project Two is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project One and
operational traffic from Project Two would not
result in a cumulative impact which is higher in
magnitude (Table 8.10 refers) than Hornsea
Project One construction phase alone.

The cumulative effect of Project One and
Project Two construction traffic on similar
routes would lead to greater adverse effects
on locations with sensitive receptors, such as:
North Thoresby; Immingham Road,
Immingham; Brigsley and Tetney.
However, these locations still have suitable
footways and therefore it is unlikely that the
magnitude of effect would become any more
significant in EIA terms.
The cumulative impact is considered further in
paragraphs 8.7.39 onwards.

Fear and Intimidation
The temporary impacts of the traffic to the
cable route, in particular HGVs associated
with trenching, cable laying, construction
compounds and temporary construction side
access routes may result in increases in
vehicle numbers on routes with sensitive
receptors, resulting in adverse impact on fear
and intimidation.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive
receptors, rather than the length of time
construction is undertaken.
In this scenario, the operational phase of
Project One would overlap with the
construction phase of Project Two.
The operational phase of Project One is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project Two and
operational traffic from Project One would not
result in a cumulative impact which is higher
in magnitude (Table 8.10 refers) than
Hornsea Project Two construction phase
alone.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive receptors,
rather than the length of time construction is
undertaken.
In this scenario, the operational phase of
Project Two would overlap with the construction
phase of Project One.
The operational phase of Project Two is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project One and
operational traffic from Project Two would not
result in a cumulative impact which is higher in
magnitude (Table 8.10 refers) than Hornsea
Project One construction phase alone.

The cumulative effect of Project One and
Project Two construction traffic on similar
routes would lead to greater adverse effects
on locations with sensitive receptors, such as:
North Thoresby; Immingham Road,
Immingham; Brigsley and Tetney.
The cumulative impact is considered further in
paragraphs 8.7.39 onwards.
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Scenario

Scenario One:

Scenario Two:

Scenario Three:

Impact

Project One constructed before Project
Two

Project Two constructed before Project
One

Project One and Project Two constructed
at the same time

Accidents and Road Safety
Potential for increase in overall traffic and
HGVs on links with poor accident record.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive
receptors, rather than the length of time
construction is undertaken.
In this scenario, the operational phase of
Project One would overlap with the
construction phase of Project Two.
The operational phase of Project One is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project Two and
operational traffic from Project One would not
result in a cumulative impact which is higher
in magnitude (Table 8.10 refers) than
Hornsea Project Two construction phase
alone.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive receptors,
rather than the length of time construction is
undertaken.
In this scenario, the operational phase of
Project Two would overlap with the construction
phase of Project One.
The operational phase of Project Two is
predicted to generate a negligible amount of
traffic. The cumulative impact associated with
construction traffic from Project One and
operational traffic from Project Two would not
result in a cumulative impact which is higher in
magnitude (Table 8.10 refers) than Hornsea
Project One construction phase alone.

The cumulative effect of Project One and
Project Two construction traffic would lead to
greater daily increases in traffic and HGV
volumes on links with a poor accident record.
The cumulative impact is considered further in
paragraphs 8.7.39 onwards.

Hazardous, Dangerous and Abnormal
Loads
Movements of abnormal loads for construction
of the onshore HVDC converter/HVAC
substation.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive
receptors, rather than the length of time
construction is undertaken.
In this scenario, the operational phase of
Project One would overlap with the
construction phase of Project Two.
The operational phase of Project One is not
predicted to require abnormal loads. The
cumulative impact associated with
construction traffic from Project Two and
operational traffic from Project One would not
result in a cumulative impact which is higher
in magnitude (Table 8.10 refers) than
Hornsea Project Two construction phase
alone.

The highest impacts on Traffic and Transport
receptors occur as a result of peak vehicle
numbers at the locations of sensitive receptors,
rather than the length of time construction is
undertaken.
In this scenario, the operational phase of
Project Two would overlap with the construction
phase of Project One.
The operational phase of Project Two is not
predicted to require abnormal loads. The
cumulative impact associated with construction
traffic from Project One and operational traffic
from Project Two would not result in a
cumulative impact which is higher in magnitude
(Table 8.10 refers) than Hornsea Project One
construction phase alone.

The cumulative effect of Project One and
Project Two would be a greater frequency of
abnormal loads over a shorter timeframe than
if each project were undertaken alone.
However the infrequent nature of abnormal
loads, even if both projects were undertaken
together, is unlikely to result in a greater
impact or significance of effect than Project
Two considered alone.

8-89

The Code of Construction Practice (CoCP)
and Construction Traffic Management Plan
(CTMP) would be used to avoid greater
adverse effects occurring on driver delay than
for Hornsea Project Two undertaken alone.

Link
No.

Link Description
2017 Baseline

Project One

Project Two

Sum of Hornsea P1 & P2

Percentage Impact of
Hornsea P1 & P2

All Veh

HGV

All Veh

HGV

All Veh

HGV

All Veh

HGV

All Veh

HGV

I

M180 between junctions 4 and 5

31,030

8,045

354

335

835

817

1189

1152

3.8%

14.3%

II

A180 between M180 and A160

32,758

7,787

272

225

481

451

753

676

2.3%

8.7%

III

A160 north of A180

14,424

4,251

282

225

369

327

651

552

4.5%

13.0%

IV

A160 west of Eastfield Road

11,031

3,938

97

47

173

131

270

178

2.4%

4.5%

V

A18 East of Melton Ross

10,969

845

232

224

666

658

898

882

8.2%

104.3%

VI

A18 west of Great Limber

7,772

473

240

224

673

658

913

882

11.8%

186.4%

VII

A18 north of A46

13,309

759

210

198

512

500

722

698

5.4%

92.0%

VIII

A18 south of B1219

4,777

420

137

129

357

347

494

476

10.3%

113.4%

IX

A18 west of A16

4,323

552

129

129

338

338

467

467

10.8%

84.5%

X

A1173 south west of Stallingborough

2,880

300

64

26

34

0

98

26

3.4%

8.7%

XI

A46 near Irby upon Humber

7,331

305

0

0

0

0

0

0

0.0%

0.0%

XII

A46 between Laceby and Bradley

18,418

335

113

34

195

153

308

187

1.7%

55.9%

XIII

A16 north of Louth

16,184

770

0

0

0

0

0

0

0.0%

0.0%

XIV

A16 north of B1201

10,994

392

118

118

175

175

293

293

2.7%

74.7%

XV

A16, Holton le Clay

13,291

489

88

0

100

0

188

0

1.4%

0.0%

XVI

A1031 east of B1201

2,911

123

156

82

241

175

397

257

13.6%

208.1%

XVII

A1031 South of Tetney

3,278

97

74

0

66

0

140

0

4.3%

0.0%

XVIII

B1201 west of A1031

2,050

60

82

82

175

175

257

257

12.5%

430.9%

XIX

Eastfield Road, South Killingholme

2,401

953

86

36

173

131

259

167

10.8%

17.5%

XX

Habrough Road, South Killingholme

4,413

180

179

50

238

202

417

252

9.4%

139.8%

XXI

B1210 Immingham Road, Immingham

4,115

73

149

28

223

202

372

230

9.1%

317.5%

XXII

Keelby Road, Keelby

2,066

17

73

28

113

64

186

92

9.0%

537.1%

XXIII

Aylesby Road, Grimsby

2,425

26

0

0

2

2

2

2

0.1%

6.0%

XXIV

Bradley Road, north of Waltham

6,405

74

21

0

21

10

42

10

0.7%

13.0%

XXV

B1219 Waltham Road, Barnoldby le Beck

4,818

74

39

0

36

10

75

10

1.6%

13.0%

XXVI

B1203 Waltham Road, Brigsley

2,983

70

41

41

75

75

116

116

3.9%

165.3%

XXVII

Station Road, Tetney

2,423

35

102

60

162

99

264

159

10.9%

449.5%

XXVIII

Holton Road, Holton le Clay

1,016

14

0

0

0

0

0

0

0.0%

0.0%
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Worst Case Assessment for Hornsea Project One and Hornsea Project Two
Undertaken Together
8.7.39

This ES Traffic & Transport Chapter, Annex 6.8.1: Transport Assessment, and the
equivalent documents for Hornsea Project One assess the cable route construction
as being undertaken across 19 route sections of unequal length plus the
substation/convertor, with up to five work fronts open at the same time (Figure 8.2,
paragraph 8.6.12, and paragraphs 8.5.18 to 8.5.77 refer).

8.7.40

Over the road network as a whole, the worst case impacts assessed are not all
predicted to happen simultaneously. The worst case impact on each link would be
relative to which sections of the cable route are under construction at a particular time
and the road links used by construction vehicles to access those cable route
sections.

8.7.41

8.7.42

8.7.43

8.7.46

Link
Ref.

If the Hornsea Project One and Project Two construction periods were to overlap, for
efficient construction and site management, it is most likely in practice that
construction of Project Two would occur on different cable route sections to that for
Project One. This would reduce the impact compared with the worst case of both
Hornsea Project One and Hornsea Project Two undertaking construction on the same
route sections simultaneously.
The worst case impact is considered here, which considers the cumulative impact of
Hornsea Project One and Hornsea Project Two undertaking construction on the same
route sections simultaneously. The cumulative impacts of Hornsea Project One and
Project Two together on the road links considered in both projects are set out in
Table 8.18.



XXIV

Bradley Road, north of Waltham; and



XXV

B1219 Waltham Road, Barnoldby le Beck.

8.7.44

The magnitude of the cumulative impact on these two links is unchanged from that
assessed for Project Two alone, as identified in Table 8.15 (13.0% HGV increase)
and therefore does not need to be considered further as part of the cumulative
assessment.

8.7.45

All other links with traffic flow or HGV flow increases between 10% and 30% are not
sensitive to increases in traffic flows or HGV flows and therefore do not need to be
considered further in line with the screening tests.
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Name

Cumulative Impact
Magnitude
All veh.

HGV
High

Sensitivity to
increases in traffic

Significance of
Effect P1 & P2
Cumulative

V

A18 east of
Melton Ross

No
Change

VI

A18 west of
Great Limber

Negligible No
Change

Low (high at school to
the north east of Great
Limber)

Negligible
(total traffic)

VII

A18 north of
A46

No
Change

High

Low (no specific
sensitive receptors nor
poor accident record)

Minor (HGVs)

VIII

A18 south of
B1219

Negligible High

Medium (sensitivity
relating to personal
injury accident records)

Negligible
(total traffic)

Low (sensitivity relating
to personal injury
accident records)

Negligible
(total traffic)

IX

The screening tests within the Guidelines for the Environmental Assessment of Road
Traffic (IEA, 1993), as set out in paragraphs 8.6.18 to 8.6.20, have been applied to
the cumulative traffic flows and HGV flows from Project One and Project Two
combined in Table 8.18. This indicates two links identified as sensitive to changes in
traffic flows or HGV flows which have daily traffic flow or HGV increases of between
10% and 30%.

Table 8.19 shows links which are identified as having cumulative daily traffic flow or
HGV increases of over 30% within the cumulative assessment in Table 8.18. Where
the magnitude of impact and/or effect has changed from that for Hornsea Project Two
alone, based upon Tables 8.10 and 8.12, the revised impact magnitude and effect is
stated.

A18 west of A16 Negligible High

Low (no evidence of
Minor (HGVs)
poor HGV safety record)

Moderate/Major
(HGVs)

Minor/Moderate
(HGVs)

XIV

A16 north of
B1210

No
Change

Medium

Low (no specific
sensitive receptors nor
poor accident record)

Minor (HGVs)

XVI

A1031 east of
B1201

Negligible 208.1%

Low (sensitivity relating
to personal injury
accident records)

Negligible (total
traffic)

XVIII

B1201 west of
A1031 (North
Thoresby)

Negligible 430.9%

High (residential area
and presence of school
and open space,
sensitivity relating to
personal injury accident
records)

Minor (total
traffic)

XXVII

Station Road,
Tetney

Negligible 449.5%

High (residential area,
school and open space)

Minor (total
traffic)

Cumulative Project One / Project Two Effects on Community Severance,
Pedestrian Amenity, Fear and Intimidation
8.7.47

8.7.48

8.7.49

8.8.1
The changes to the significance of effect in terms of total traffic are negligible to minor
with Project One and Project Two combined compared with negligible for all links for
Project Two alone. The increases in significance of effect over Project Two
considered alone are below the significance of effect for these links based upon HGV
impact already considered for Project Two alone. Accordingly, it is considered that
the mitigation and monitoring measures already adopted for increases in HGV traffic
would be sufficient to mitigate the impact for all vehicles.

Transboundary effects relate to those impacts that may arise from an activity within
one European Economic Area (EEA) state, that affect the environment or interests of
another EEA state.

8.8.2

A screening of transboundary impacts has been carried out and is presented in
Annex 4.5.2: Transboundary Impacts Screening Note. This screening exercise
identified that there was no potential for a transboundary effects with regard to traffic
and transport from Project Two on the interests of other EEA States.

Increases in HGV flows through B1201 west of A1031 (North Thoresby) and Station
Road, Tetney, with Project One and Project Two combined are over 400% through
sensitive receptor locations. However, this is against a low baseline of HGV
movements on these links.

8.9.1

Inter-relationships are considered to be the impacts and associated effects of
different aspects of the proposal on the same receptor. These are considered to be:

The magnitude of impact of HGVs through these sensitive receptors is already
reduced from High to Low through mitigation. It is considered that the mitigation
measures outlined for Project Two alone continue to justify the reduction in impact
magnitude for the cumulative Project One and Project Two scenario. The mitigation
measures outlined for Tetney and North Thoresby are as follows. This mitigation
would be delivered by Project Two.



Project lifetime effects: Assessment of the scope for effects that occur throughout
more than one phase of the project (construction, operational and
decommissioning) to interact to potentially create a more significant effect on a
receptor than if just assessed in isolation in these three key project stages (e.g.,
construction phase noise, operational noise and noise during decommissioning
and dismantling at the onshore HVDC converter/HVAC substation site); and



HGV timings avoid school opening and closing times;





monitoring of HGV routes and time restrictions;



monitoring of pedestrian crossing opportunities; and



Consideration temporary crossing points to allow pedestrians to cross roads
more easily during the construction period.

Receptor-led effects: Assessment of the scope for all effects to interact, spatially
and temporally, to create inter-related effects on a receptor or receptor group. As
an example, all effects on a given receptor such as local residents – construction
dust and noise, increased traffic and visual change etc. may interact to produce a
different, or greater effect on this receptor than when the effects are considered
in isolation. Receptor-led effects might be short term, temporary or transient
effects, or incorporate longer term effects.

Cumulative Project One / Project Two Effects on Road Safety
8.7.50

8.7.51

The effect on the A18 between A46 and B1203 (VIII - A18 south of B1219) increases
from Moderate significance of effect (EIA significant) for Project Two alone to a
Moderate/Major effect (EIA significant) for Project One and Project Two constructed
together. This assessment is based on the worst case, unlikely scenario of the same
sections of cable route for both Hornsea Project One and Project Two being
constructed at the same time and the peak traffic flows for those sections occur
together for both projects.

8.9.2

A description of the likely inter-related effects arising from Project Two on receptors is
provided in Chapter 12: Inter-Related Effects (Onshore).

8.10.1

This chapter assesses the traffic and transport environmental effects of the
construction, operation and decommissioning of the landfall, cable route and HVDC
converter/HVAC substation associated with Project Two.

8.10.2

The chapter contains details of the traffic and transport study area, considers the
policy context, summarises the consultations undertaken to date, identifies the types
of impacts that could be associated with the project, identifies measures that would
be adopted as part of the project to reduce any likely significant adverse effects,
quantifies the impacts so as to screen out those parts of the network that do not
experience significant changes in traffic flows or other effects and assesses the
significance of the stages of the project in terms of standard types of transport impact
(driver delay, severance, pedestrian delay and amenity, fear and intimidation, road
safety and unusual loads).

In the event that this unlikely effect was to occur, further mitigation in the form of a
temporary speed limit reduction along the section of the A18 between A46 and B1203
during peak HGV operating times would be investigated with the North East
Lincolnshire Council, the Highway Authority for this section of the A18. With the
implementation of such mitigation measures the Moderate/Major potential cumulative
impact on HGV accidents identified on the A18 would be expected to reduce to
Moderate.
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8.10.3

There is expected to be a temporary and short term minor adverse effect in terms of
driver delay where the cable route crosses the A16.

8.10.4

There is expected to be a temporary moderate adverse effect in terms of severance
and a minor adverse effect in terms of fear and intimidation caused by the passage
of HGVs through North Thoresby and Tetney, although it is expected that these
would be mitigated through restrictions on HGV operating times to avoid school
opening and closing periods, monitoring of HGV routes and time restrictions,
monitoring of pedestrian crossing opportunities, and consideration of temporary
crossing points to allow pedestrians to cross roads more easily during the
construction period. This mitigation would be sufficient to mitigate the cumulative
effect of Hornsea Project One and Project Two constructed together under the worst
case scenario.

8.10.5

There is a moderate adverse effect in terms of accidents and road safety on the A18
between the A46 and B1203. Monitoring of HGV movements in this area will be
undertaken to mitigate this impact. In the unlikely event that the same sections of
Hornsea Project One and Hornsea Project Two are constructed together resulting in
peak impact on this section, further mitigation in the form of a temporary speed limit
reduction along the section of the A18 between A46 and B1203 during peak HGV
operating times would be investigated with the North East Lincolnshire Council, the
Highway Authority for this section of the A18.

8.10.6

All transport environmental effects during the operational and decommissioning
phases would be negligible to minor adverse and not significant in EIA terms.

8.10.7

A summary of the findings of the environmental impact assessment that have been
completed to date and which relate to traffic and transport, are presented in Table
8.20.
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Potential impact

Mitigation
measures
adopted as part
of the project

Direct/
indirect

Short
term/
long
term

Continuous/
intermittent

Sensitivit
y of
receptor

Magnitude
of impact

Significance
of effect
including
designed in
measures

Additional mitigation
measures and residual
significance of effect

Notes

Construction phase
The temporary impact of
construction work may
affect driver delay.

See
Table 8.13.

Direct

Short
term

Continuous

LowMedium

NegligibleLow

NegligibleMinor Adverse
(not significant)

The temporary impact of
the construction work may
affect severance of routes.

Direct

Short
term

Continuous

Low-High

Low-High

Minor –
Moderate
Adverse
(significant at
Tetney and
North
Thoresby)

The temporary impact of
the construction work may
affect pedestrian delay.

Direct

Short
term

Continuous

Low-High

Negligible

Negligible
Adverse
(not significant)

Sensitivity High at
Tetney and North
Thoresby; Medium at
Immingham Road and
Brigsley; low at
Melton Ross and
Great Limber.

The temporary impact of
the construction work may
affect fear and intimidation.

Direct

Short
term

Continuous

LowMedium

Low-High

Minor Adverse
(not significant)

Sensitivity Medium at
Barnoldby le Beck
and Low for other
sensitive receptors.

The temporary impact of
the construction work may
affect accidents and road
safety.

Direct

Short
term

Continuous

LowMedium

Negligible
(all vehicles)

Negligible –
Moderate
Adverse
(significant for
A18 between
A46 and
B1203)

The temporary impact of

Direct

NegligibleHigh (HGVs)

Short

Intermittent

Low
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Low

Minor Adverse

Related to temporary
shuttle working at
A16.
At high sensitivity sites:
Monitoring: monitor of
HGV routes, time
restrictions and pedestrian
crossing opportunities.
Mitigation: Consider
temporary crossing points
to allow pedestrians to
cross roads more easily
during the construction
period if identified through
monitoring.

Monitoring: monitoring of
HGV movements and
accident records on A18
between A46 and B1203.
Mitigation: If monitoring
indicates an accident
problem, mitigation
measures would be
discussed with North East
Lincolnshire Council.

Sensitivity High at
Tetney and North
Thoresby; Medium at
Immingham Road,
Bradley Road,
Barnoldby le Beck
and Brigsley; Low at
Melton Ross and
Great Limber.

Combinations of
magnitude and
sensitivity considered
for individual links.
Moderate Adverse
effect for A18
between A46 and
B1203.

Potential impact

Mitigation
measures
adopted as part
of the project

Direct/
indirect

hazardous, dangerous and
abnormal loads during
construction works.

Short
term/
long
term

Continuous/
intermittent

Sensitivit
y of
receptor

Magnitude
of impact

term

Significance
of effect
including
designed in
measures

Additional mitigation
measures and residual
significance of effect

(not significant)

Operation and maintenance phase
The impacts arising from
traffic associated with
operation of the cable route
may affect traffic and
transport receptors.

See
Table 8.13.

Impacts arising from traffic
associated with operation
and maintenance of the
HVDC converter/HVAC
substation may affect traffic
and transport receptors.

Direct

Long
term

Continuous

Low-High

Negligible

Minor Adverse
(not significant)

Minor Adverse
(not significant)

Direct

Long
term

Continuous

Low

Negligible

Negligible
(not significant)

Negligible
(not significant)

Direct

Short
term

Continuous

Low-High

Negligible

NegligibleMinor Adverse
(not significant)

Negligible-Minor Adverse
(not significant)

Direct

Short
term

Continuous

Low

Negligible

Negligible
(not significant)

Negligible
(not significant)

Decommissioning phase
The impacts arising from
traffic associated with
decommissioning of the
cable route may affect
traffic and transport
receptors.
The impacts arising from
traffic associated with
decommissioning of the
onshore HVDC
converter/HVAC substation
may affect traffic and
transport receptors.

See
Table 8.13.
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