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16. Noise and Vibration  

Summary 

16.1 This chapter details the assessment of noise and vibration effects resulting from the 

construction and operation of the Proposed Development, which includes the Main SRFI 

site, J15a, and other minor highways works.   

16.2 Receptors considered at the Main SRFI Site are residential and other similar sensitive 

receptors including a hotel. These are identified in the assessment as noise sensitive 

receptors NSR 1-17.  They also include amenity receptors such as footpaths, both existing 

and proposed, Gayton marina, and the towpath on the Grand Union Canal.  These are 

indicated as receptors NSR Rec 1-11.  At J15a the receptors include residential properties, 

indicated by receptors J15a R1-4, the towpath of the Grand Union Canal as an amenity 

receptor, and the lock gates on the canal as a heritage asset.   At the other minor highways 

works, receptors comprise residential and similar highly sensitive receptors. 

16.3 Noise and vibration effects in relation to the construction of the Proposed Development 

have been assessed at receptors near to the Main SRFI site, J15a, and other minor highways 

works.  Construction activities include bulk earth works at the Main SRFI site, rail works at 

the intermodal and express cross dock platforms, construction of warehouses, and on and 

off site highways works, including potential use of piling at the A43 site access junction, 

Northampton Road underpass, and J15a.  The effects of noise from construction road traffic 

are also assessed.   

16.4 Construction activities are carried out following procedures set out in a Code of Construction 

Practice (COCP) and detailed in a Construction Environmental Management Plan (CEMP) 

such that any potential significant environmental effects can be avoided.   

16.5 Environmental effects from construction noise and vibration, assessed at nearby receptors, 

were found to be not significant. 

16.6 Noise and vibration effects in relation to the operation of the Proposed Development have 

been assessed at receptors near to the Main SRFI site, J15a, other minor highways works, 

and also on the wider road and rail network.   

16.7 Operational activities within the Main SRFI site include the manoeuvring of HGVs, potentially 

with trailer mounted diesel driven chillers, use of forklifts in yards and on the express freight 

cross dock platform, operation of rail mounted gantry (RMG) cranes and reach stackers on 

the intermodal platform, and shunters and locomotives operating on on-site rail lines.  Noise 

from any potential warehouse unit mechanical ventilation and cooling plant has also been 

considered.   
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16.8 Environmental effects from noise and vibration that could arise from operational activities 

within the Main SRFI site, could potentially be significant.  However, further assessment has 

shown that significant effects can be avoided through the implementation of embedded and 

adaptive mitigation, which include designing in minimum separation distances between 

operational areas and receptors, use of earth bunds and acoustic screens, and a range of 

other measures to be set out in an operational noise and vibration management plan.   

16.9 Operational noise and vibration effects assessed at receptors remote from the Main SRFI site 

include those resulting from changes in road and rail freight traffic flows on the road and rail 

transport networks.  Environmental effects from operational noise and vibration, assessed at 

these receptors, were found to be not significant. 

16.10 The Proposed Development has been designed to ensure significant effects are avoided or 

reduced through site design, noise control at source and procedures to be followed. Residual 

effects will be further reduced by the introduction of additional measures dependent upon 

detailed layout considerations. 

16.11 Monitoring of the noise and vibration effects of the Proposed Development will be carried 

out in accordance with the CEMP and the Noise and Vibration Management Plan (a DCO 

Requirement).  

16.12 The assessment of residual effects of noise and vibration, as a result of the Proposed 

Development, concluded that there would not be a significant effect on the environment. 

Purpose of the Assessment 

16.13 The construction and operation of the Proposed Development has the potential to give rise 

to both temporary and permanent noise and vibration impacts that may affect sensitive 

receptors in the area. Consequently, these impacts may generate adverse effects.  This 

chapter summarises the process undertaken to identify and assess these effects and 

considers how they might be avoided, reduced or mitigated. 

16.14 The noise and vibration assessment considers the effects of the Proposed Development on a 

range of receptors including residential dwellings as well as amenity/recreational areas 

including the Grand Union Canal, its associated marinas and towpaths, and existing and 

proposed new footpaths.  The assessment also consider the impact to ecological receptors 

and heritage receptors.   

16.15 The Proposed Development includes the Main SRFI Site (including A43 access and all rail 

infrastructure); J15a works; and Minor Highways Works. 

16.16 The Proposed Development is described in general terms, in Chapter 5: The Proposed 

Development. This chapter on noise and vibration identifies the relevant policy context for 

the assessment; summarises the extent of the Study Area; summarises relevant 
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consultation; describes the baseline surveys and data, and baseline conditions; describes the 

methods used to assess the effects of the Proposed Development; identifies relevant 

embedded mitigation; provides an assessment of likely significant effects during 

construction and  operation  and provides a cumulative assessment (inter and intra project). 

The chapter also identifies the mitigation measures required to prevent any significant 

adverse effects and reduce and adverse effects; it also identifies the likely residual effects 

after these measures have been adopted. Monitoring is identified where necessary, and a 

summary of the assumptions and limitations of the assessment is also provided. 

16.17 This chapter is supported by a range of figures (Figures 16.18-16.20), and the following 

appendices:  

 Appendix 16.1  Glossary of acoustic terms 

 Appendix 16.2 Baseline noise and vibration monitoring locations, 

equipment list and calibration details 

 Appendix 16.3  Baseline noise and vibration monitoring analysis and 

results 

 Appendix 16.4  Construction traffic distribution plan 

 Appendix 16.5  Road traffic flow data and Basic Noise Level (BNL) 

calculations 

 Appendix 16.6  Road traffic Basic Noise Level (BNL) changes 

 Appendix 16.7 Road traffic operating noise contour plots and tables 

results at NSRs  

 Appendix 16.8  Site construction noise assumptions 

 Appendix 16.9  Site construction noise calculation procedure and tabled 

results 

 Appendix 16.10  Cumulative effects assessment projects 

 Appendix 16.11  Site operational noise assumptions and calculation 

procedures 

 Appendix 16.12 Site operational noise prediction results including source 

contributions at NSRs 

 Appendix 16.13  Site noise mitigation 



18.4 
 

 

 

 Appendix 16.14  Consultation 

 Appendix 16.15  Noise and vibration impact to terrestrial ecology 

 Appendix 16.16  Noise and vibration assessment to heritage assets 

 Appendix 16.17  Legislation, Policy and Guidance 

16.18 This noise and vibration chapter should be read in conjunction with the following chapters: 

 Chapter 5 ‘The Proposed Development’; Chapter 11 ‘Built Heritage’; Chapter 14 

‘Biodiversity’; Chapter 15 ‘Landscape and Visual’; and Chapter 17 ‘Highways and 

Transportation’.  

National Policy Statement for National Networks (NPSNN) 

16.19 All relevant policy and guidance in relation to noise and vibration effects is included as 

Appendix 16.17.  However this section focusses on the key NPSNN 

16.20 The NPSNN sets out the policies by which the Secretary of State will make decisions on 

Development Consent Order (DCO) applications in relation to Nationally Significant 

Infrastructure Projects (NSIP) such as Strategic Rail Freight Interchanges (SRFI).  The NPSNN 

was designated in January 2015 and is based on existing policy. 

16.21 It is recognised that excessive noise may have an adverse impact on the quality of human life 

and health and also on wildlife and biodiversity.  Guidance on the impact of noise on 

humans is well established.  The NPSNN states that noise impact in relation to ecological 

receptors should be assessed in accordance with the Biodiversity and Geological 

Conservation section of the policy statement (Paragraph 5.187).   

16.22 The NPSNN states that ‘the nature and extent of the noise assessment should be 

proportionate to the likely noise impact’ and sets out the information to be included in a 

noise assessment where it is considered that significant impacts are likely to arise 

(Paragraph 5.189). For noise mitigation measures, these should be ‘proportionate and 

reasonable’ (Paragraph 5.198).   

16.23 Noise assessments should be carried out in accordance with relevant British Standards and 

other guidance.  Predictions of road traffic and railway noise should be based on the 

methods described in Calculation of Road Traffic Noise (CRTN) and Calculation of Railway 

Noise (CRN) (Paragraph.5.191).  Provisions of the relevant Noise Insulation Regulations will 

apply, with an indication to be given as to any eligibility for compensation (Paragraph 5.199).  

16.24 Paragraph 5.195 states: 
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The Secretary of State should not grant development consent unless 

satisfied that the proposals will meet, the following aims, within the 

context of Government policy on sustainable development: 

 avoid significant adverse impacts on health and quality of life from noise as a 

result of the new development; 

 mitigate and minimise other adverse impacts on health and quality of life from 

noise from the new development; and   

 contribute to improvements to health and quality of life through the effective 

management and control of noise, where possible. 

16.25 The NPSNN also refers to the National Planning Policy Framework (NPPF) and the Noise 

Policy Statement for England (NPSE), to which due regard must be given in the decision 

making process (Paragraph 5.193). 

16.26 Opportunities to address the noise issues associated with the Important Areas as identified 

through the noise action planning process, should where appropriate, be taken (Paragraph 

5.200). 

16.27 NPSNN refers to other policies that are to be considered, and these are considered in full, 

along with relevant guidance in Appendix 16.17 

16.28 The NPSNN requires that Natural England be consulted (Paragraph 5.192) in relation to 

designated nature conservation sites, protected landscapes, protected species or other 

wildlife, in order that an assessment of noise on these ecological receptors may be 

undertaken. The results of the noise predictions are used to inform the ecological 

assessment.  

16.29 Paragraph 5.188 of the NPSNN states: 

Factors that will determine the likely noise impact include: 

 construction noise and the inherent operational noise from the proposed 

development and its characteristics; 

 the proximity of the proposed development to noise sensitive premises (including 

residential properties, schools and hospitals) and noise sensitive areas (including 

certain parks and open spaces); 

 the proximity of the proposed development to quiet places and other areas that 

are particularly valued for their tranquility, acoustic environment or landscape 
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quality such as National Parks, the Broads or Areas of Outstanding Natural 

Beauty; and 

 the proximity of the proposed development to designated sites where noise may 

have an adverse impact on the special features of interest, protected species or 

other wildlife. 

16.30 NPSNN requires that the potential noise impact elsewhere (Paragraph 5.190) that is directly 

associated with the development, such as changes in road and rail traffic movements 

elsewhere on the national networks, should be considered as appropriate. 

16.31 Paragraph 5.194 states: 

The project should demonstrate good design through optimisation of 

scheme layout to minimise noise emissions and, where possible, the use 

of landscaping, bunds or noise barriers to reduce noise transmission. The 

project should also consider the need for the mitigation of impacts 

elsewhere on the road and rail networks that have been identified as 

arising from the development, according to Government policy. 

Scoping and Consultation 

16.32 This section provides a summary of consultation with SNC and NBC, and relevant issues 

raised within the adopted Scoping Opinion dated January 2016. Responses from the March 

2018 Section 42 consultation are included  

16.33 Consultation has been initiated and concluded with key statutory stakeholders on noise and 

vibration matters.  The consultation strategy has also been informed by the scoping opinion.  

A summary of the consultation undertaken, including Section 42, is given within Table 16.1.  

This shows where within this chapter the matter of concern has been addressed. 

Table 16.1 Summary of consultations undertaken including Section 42 

Consultation and 

date 

Summary of consultation  Where in the 

chapter is this 

addressed?  

Consultation 

request made to 

SNC 16th February 

2016 

Request related to setting up a meeting to agree 

baseline noise and vibration monitoring positions, 

sensitive receptors and scope for vibration 

assessments.  Request acknowledged, but no SNC 

formal response at that time. 

This has been 

addressed in 

Appendix 16.14 

Consultation 

request reminder 

16th December 

Reminder issued to SNC and formal response from 

SNC received 17th January 2017. 

This has been 

addressed in 

Appendix 16.14 
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2016 issued to 

SNC 

Clarifications 

issued to SNC. 

Clarifications issued to SNC on 2nd March 2017 (Rev 

0), 4th May 2017 (Rev 1) and 17th July 2017 (Rev 2 

dated 15th June 2017). 

This has been 

addressed in 

Appendix 16.14 

Consultation 

request made to 

EA 6th March 2017 

At the request of the Planning Inspectorate, as per 

their Scoping Opinion, the EA has been consulted in 

order to seek agreement on the baseline noise and 

vibration monitoring positions, sensitive receptors 

and scope for vibration assessments. EA letter 

response of 13th March 2017 received indicating 

they were satisfied with the choice of receptors but 

wished for the Canals and River Trust to be 

consulted. 

This has been 

addressed in 

Appendix 16.14 

Consultation 

request made to 

the Canals and 

River Trust 3rd 

April 2017 

Consultation sent 3rd March 2017 and response 

received 9th June 2017.  Meeting with C&RT 

attended 16th May 2017.  C&RT requested that 

noise and vibration impacts on the canal structures 

be considered, as well as noise and vibration 

impacts on users of the canal, marina, and 

towpaths, both during construction and operation 

of the Proposed Development.   

This has been 

addressed in 

‘Assessment of 

Construction 

phase effects’ and 

‘Assessment of 

Operational Phase 

Effects’ 

S.42 Consultation   

S.42 response 

from SNC and 

meeting 21st June 

2018 

SNC requested meeting to better understand the 

PEIR noise assessment conclusions.  Meeting 21th 

June 2018 clarified matters and changes were 

agreed emphasising effects in relation to LOAEL and 

SOAEL values. 

Further details of 

consultation is 

included in 

Appendix 16.14.  

SOAELS and 

LOAELS are now 

included 

throughout the 

chapter 

16.34 The Scoping Opinion on noise and vibration issues, given in the scoping response, has been 

considered and matters raised, along with where within this chapter they are dealt with, are 

summarised in Table 16.2  

Table 16.2: Summary of Scoping Opinion 

Scoping Opinion 

section/paragraph 

Summary of issues raised  Where in the ES is this 

addressed? 

3.99 Paragraph 16.3 of the Scoping Report refers 

to a study area of typically 700m beyond the 

PDA boundary. The Secretary of State 

The study areas have 

been agreed with SNC 

and the EA.  This has 
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recommends the study area is agreed with 

relevant consultees and that the ES should 

justify the study area and state whether it is 

based on any particular guidance.   

been addressed in 

section Identification of 

Study Areas  

3.105 The ES should include assessment of noise 

impacts on people during all phases of the 

proposed development, and particularly any 

potential disturbance at night and other 

unsocial hours such as weekends and public 

holidays.  The applicant’s attention is drawn 

to the comments made by the Canal and 

River Trust in relation to consideration of 

potential noise and vibration effects on the 

Grand Union Canal and its associated 

infrastructure, such as the marina. The 

Secretary of State confirms that users of the 

canal should be considered as sensitive 

receptors in this respect.       

Analysis of baseline 

conditions during 

unsocial hours has been 

carried out.  The canal 

and its users have been 

included as receptors.  

This has been addressed 

in Table 16.1 and  

Appendix 16.17 and in 

the section on Baseline 

Conditions – Statistical 

analysis of noise 

measurement results; 

and in Appendix 16.3; 

and in Appendix 16.16; 

and in the sections 

Assessment of 

Operational/Construction 

Phase Effects. 

3.101 The Secretary of State notes that the 

applicant intends to consult with South 

Northamptonshire Council in respect of 

further baseline noise surveys and 

recommends that the methodology and 

choice of noise receptors are also agreed 

with the Environment Agency. The location 

of the noise receptors should be identified 

on a plan. 

The choice of receptors 

has been agreed with the 

EA.  This has been 

addressed in Table 16.1, 

and Appendices 16.2, 

16.3, and 16.14. 

3.100 It is noted that a preliminary baseline noise 

survey has been carried out at six potential 

noise monitoring locations where noise 

sensitive receptors have been identified in 

the study area, and that other locations are 

likely to be identified.  Paragraph 16.7 of the 

Scoping Report states that measurements 

were made …generally in accordance with 

procedures given in BS 4142:2014 Methods 

for rating and assessing industrial and 

commercial sound.  The ES should provide 

details of the baseline noise monitoring 

undertaken and clearly explain where and 

why departures from such guidance have 

This has been addressed 

in the section on Baseline 

Monitoring, and in 

Appendices 16.2 and 

16.3 
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been made.   

3.87 

 

 

The Secretary of State recommends that the 

proposals should address fully the needs of 

protecting and enhancing biodiversity. The 

assessment should cover habitats, species 

and processes within the site and 

surroundings.  The applicant’s attention is 

drawn to the comments made by Natural 

England and the Environment Agency (see 

Appendix 3 of this Opinion) in relation to 

green infrastructure and biodiversity 

enhancement.        

This has been addressed 

in Appendix 16.15, which 

outlines the noise and 

vibration impacts to 

terrestrial ecology, and 

Chapter 14 ‘Biodiversity’. 

3.88 The assessment should take account of 

noise, vibration and air quality (including 

dust) impacts, and cross reference should be 

made to these topics in the ES Ecology 

chapter. 

This has been addressed 

in the Purpose of the 

Assessment 

3.102 Paragraph 16.17 of the Scoping Report 

suggests that noise generated during 

construction, especially during piling, may 

have the potential to affect fauna, 

particularly birdlife.  The Secretary of State 

notes that fixed plant on the operational site 

along with vehicles and cranes will generate 

noise during the day and night and 

recommends that consideration is also made 

in the assessment of the potential effects of 

operational noise on ecological features.  

The results from the noise and vibration 

assessments should inform the ecological 

assessments, and cross-reference should be 

made to information contained in the ES 

biodiversity chapter, in addition to that 

within any other relevant topic chapters, 

such as the transport chapter.       

This has been addressed 

in Appendix 16.15, which 

outlines the noise and 

vibration impacts to 

terrestrial ecology, and 

Chapter 14 ‘Biodiversity’. 

3.103 The Scoping Report notes that during 

operation, noise will be generated by 

mechanical plant and ventilation 

components and onsite vehicle and crane 

movements.  Bearing in mind the description 

of the application site provided within the 

Scoping Report, the Secretary of State 

considers that the statement in paragraph 

16.37 about the nature of the noise 

associated with the Proposed Development 

This has been addressed 

in the Methodology for 

Assessment – Site 

Operational Noise: 

Assessment Methodology 

and Construction Noise 

Assessment 

Methodology; and in 

Assessment of 

Construction Phase 
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being broadly similar in character to the 

existing noise environment has not been 

justified or explained. No further details are 

provided in relation to sources of noise 

during the construction or operational 

phases of the proposed development.  The 

Secretary of State advises that information 

should be provided in the ES on the types 

and numbers of vehicles and plant to be 

used, and likely vehicle movements, during 

both the construction and operational 

phases of the proposed development.    

Effects and Assessment 

of Operational Phase 

Effects; and Appendices 

16.4 (Construction traffic 

distribution plan), 16.8 

(Site construction noise 

assumptions), and 16.11 

(Site operational noise 

assumptions and 

calculation procedures).   

3.106 It is unclear from the Scoping Report what 

vibration assessments are proposed to be 

included within the ES, however the 

Secretary of State notes that there may be 

vibration impacts from piling during the 

construction phase. The Secretary of State 

expects all potentially significant impacts to 

be assessed and a clear rationale provided 

for the approach taken.   

All potentially significant 

vibration impacts, 

including those from 

construction piling, have 

been assessed.  This has 

been addressed in the 

sections on Assessment 

of Operational Phase 

Effects – Potential 

Vibration Effects; 

Assessment of 

Construction Phase 

Effects; and Adaptive 

Mitigation – Construction 

Mitigation.  

3.104 The Secretary of State welcomes the 

classifications of potential receptors as 

proposed in paragraph 16.52 of the Scoping 

Report. Definitions of sensitivities should be 

provided within the ES. 

This has been addressed 

in Table 16.3 

3.19 

 

At this stage, the Secretary of State does not 

agree that these matters can be scoped out 

of the EIA as insufficient information has 

been provided in the Scoping Report by the 

applicant to justify such an approach.    

This refers to baseline 

vibration monitoring, the 

assessment of vibration 

impacts resulting from 

road and rail traffic, and 

the effect of climate 

change on noise and 

vibration impacts.  This 

has been addressed in 

Baseline Conditions – 

Description of rail 

vibration affecting NSRs, 

near the main SRFI site; 

and Baseline Conditions – 
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Statistical Analysis of 

Noise Measurement 

Results; Appendix 16.14 

(Letter from EA); 

Assessment of 

Operational Phase Effects  

and Appendix 16.3. 

3.20 The Secretary of State has not agreed to 

scope out any other topics or matters on the 

basis of the information provided within the 

Scoping Report. However, this does not 

prevent the applicant from subsequently 

agreeing with the relevant consultees to 

scope out other topics or matters from the 

ES.  In order to demonstrate that topics have 

not simply been overlooked, where topics 

are scoped out prior to submission of the 

DCO application, the ES should still fully 

explain the reasoning and justify the 

approach taken. 

This has been addressed 

throughout this chapter. 

3.107 The noise and vibration assessment should 

take account of traffic movements along 

access routes, and as a result of any 

temporary roadworks and diversions, 

especially during the construction phase.    

This has been addressed 

in the section Method of 

Assessment – Road traffic 

noise assessment 

methodology; and 

Assessment of 

Operational Phase Effects 

– Potential road traffic 

noise effects.   

3.108 Consideration should be given to monitoring 

noise complaints during construction and 

when the development is operational. 

This has been addressed 

in sections on Mitigation,   

Monitoring, and in the 

CEMP. 

3.119 The ES Highways and Transportation chapter 

should cross-reference to other topics as 

appropriate such as, for example, air quality, 

noise and vibration, and biodiversity.      

This has been addressed 

in the section Purpose of 

the Assessment 

Appendix 3 Letter 

from Blisworth 

Parish Council 

Section 2. 

Details requested of mitigation of long term 

operational noise to meet acceptable levels 

and actions available to the local community 

if predicted levels are exceeded. 

This has been addressed 

in sections Embedded 

and Adaptive Mitigation, 

and Mitigation – 

Operational Site Noise 

Mitigation on Main SRFI 

Site.  
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Appendix 3 Letter 

from Blisworth 

Parish Council 

Section 10. 

NPPF advises that the planning system 

should contribute and enhance the local 

environment by preventing new 

development from contributing to 

unacceptable levels of noise pollution. 

This has been addressed 

in sections Assessment of 

Construction Phase 

Effects; and Assessment 

of Operational Phase 

Effects. 

Appendix 3 Letter 

from Blisworth 

Parish Council 

Section 20. 

The EIA needs to assess the impact of noise 

to the local community. 

This has been addressed 

in sections Assessment of 

Construction Phase 

Effects;   Assessment of 

Operational Phase 

Effects; and Assessment 

of Cumulative Effects. 

Appendix 3 Letter 

from Canals and 

River Trust.  

Clarification of the study area.  Request for 

inclusion of amenity areas and associated 

infrastructure to be considered. Also 

vibration effects on the canal infrastructure.  

This has been addressed 

in sections Identification 

of Study Areas; 

Methodology for 

Baseline; Table 16.3 

(including sensitivity of 

amenity areas); Scoping 

and Consultation in Table 

16.1; Appendix 16.14 

(Consultation); and in 

Appendix 16.16 (Noise 

and Vibration 

Assessment to Heritage 

Assets), which includes 

an assessment of 

vibration impacts to canal 

infrastructure. 

Appendix 3 Letter 

from Highways 

England. 

Need to address adverse change to noise. This has been addressed 

in section Assessment of 

Operational Phase Effects 

– Potential road traffic 

noise effects. 

Appendix 3 Letter 

from Historic 

England. 

Assess noise and vibration impact on 

designated Heritage Assets. 

This has been addressed 

in Appendix 16.16 (Noise 

and Vibration 

Assessment to Heritage 

Assets); and in sections 

Assessment of 

Construction Phase 

Effects; and Assessment 

of Operational Phase 

Effects. 
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Appendix 3 Letter 

from Milton 

Malsor Parish 

Council 

Concern about existing high ambient noise 

further increasing with noise from additional 

vehicles and slow moving freight trains 

associated with the proposed development  

This has been addressed 

in sections Baseline 

Conditions – Description 

of noise affecting the 

main SRFI site; and 

Assessment of 

Operational Phase Effects 

– Potential road 

traffic/railway/on-site 

generated noise impacts. 

Appendix 3 Letter 

from Natural 

England. General 

Principles. 

Need to assess on the natural environment 

expected residues and emissions (including 

noise and vibration) 

This has been addressed 

in Appendix 16.15 (Noise 

and Vibration Impact to 

Terrestrial Ecology); and 

Appendix 16.16 (Noise 

and Vibration 

Assessment to Heritage 

Assets). 

Appendix 3 Letter 

from South 

Northamptonshire 

Council. 

Requires vibration from construction to be 

assessed.  Further information required on 

vibration from road and rail traffic during 

operation to be submitted if any of these 

potential impacts are to be scoped out. 

Vibration monitoring of baseline conditions 

is not required. Agree that the effect of 

climate change on noise and vibration can 

be scoped out. 

This has been addressed 

in sections Methodology 

for Baseline; Assessment 

of Construction Phase 

Effects; Scoping and 

Consultation in Table 

16.1; and Appendix 16.14 

(Consultation). 

Assessments Scoped Out 

16.35 Discussions with stakeholders and consultees have resulted in the following potential Noise 

and Vibration impacts being scoped out of the assessment.  The justification of this is 

referenced briefly but further details are included within Appendix 16.14 (Consultation). 

16.36 The effects of climate change on noise and vibration impacts from the development is not 

required to be assessed following a letter received from the Environment Agency. It was 

considered that there were no circumstances whereby changes in climate might affect the 

generation, propagation or reception of noise and vibration. 

16.37 The potential vibration effects from HGVs travelling on public roads during both the 

construction and operational phases is not required to be assessed following discussions and 

agreement with South Northamptonshire Council. Details of this are included in Appendix 

16.14.  TRRL RR246 ‘Traffic Induced Vibration in Buildings’ advises that even roads with poor 

or worn surface condition will not transmit significant ground vibration beyond a distance of 
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around 50m from the edge of the carriageway. Maintenance of the surface of existing public 

roads is a matter for the relevant highways authorities. 

16.38 All newly constructed roads or alterations to road junctions associated with the Proposed 

Development will have new good quality surfaces and will be maintained to avoid potholes 

forming, and vibration from HGVs and other vehicles would be unlikely to be noticeable 

even at significantly closer distances.  

16.39 Vibration impacts from train movements on the rail network during construction will not 

need to be assessed, as the number of potential trains will be very low.  This follows 

discussions and agreement with South Northamptonshire Council. Vibration impact from 

trains during operation will however be assessed. 

16.40 The potential for vibration impacts from operational activity on the Main SRFI Site, or other 

sites of the Proposed Development will not be required to be assessed. This follows 

discussions and agreement with South Northamptonshire Council.  Sources of vibration 

would be associated with HGVs and the potential for vibration transmitted to nearby NSRs 

exists only where there is a poor or worn road surface.  The road surfaces of the Proposed 

Development will be new and their condition such that vibration generation and perception 

will be unlikely to arise even adjoining the roads.  

16.41 There are three particular aspects of the minor highway works described in Chapter 5. These 

are: 

• PL29 – A43/St John’s Road (signage and road surfacing scheme on the A43),  

• PL 31 – A43 Northampton Road (signage scheme); and, 

• Pedestrian/Cycle Way along Northampton Road and between Barn Lane to the 

junction of Collingtree Road (widening of existing footpaths, provision of new 

footpath and dropped kerbs, and realignment of the carriageway).   

16.42 The first two elements listed above require no physical works to alter the footprint of the 

road. The third element is the pedestrian/cycle way. This is located within Highways land 

and will involve minimal disturbance of existing verges.   

16.43 The noise and vibration effects of these three elements of the minor highways works are 

considered to be negligible and not considered further.  

Methodology 

Identification of Study areas 

16.44 The baseline noise and vibration monitoring positions and the study area for the Main SRFI 
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Site for both operation and construction assessments, have been approved both by SNC and 

the EA.  

16.45 The study area in relation to construction and operation noise impact to terrestrial ecology 

includes Special Protection Areas (SPA) specifically in relation to noise, notably at Nene 

Valley Gravel Pits.  These are typically 6.5km from the boundary of the Main SRFI Site. 

Operational Noise and Vibration  

16.46 The noise and vibration study area for the Main SRFI Site extends typically 700m beyond the 

Main SRFI Site boundary, and includes all nearest noise sensitive receptors (NSRs) and 

amenity areas around the development site.  This includes the greater parts of the villages of 

Milton Malsor to the north and Blisworth to the south.  The study area has been defined by 

considering the likely extent of impact from the development, beyond which any impact 

would be negligible.   

16.47 The study area for noise and vibration for the Main SRFI Site, is identified by a red dotted 

line on the plan enclosed at Figure 16.18.  Within the study area a sample of 17 of the most 

noise sensitive residential receptors have been identified, and a further sample of 11 

recreational/amenity receptors locations have been identified, including Gayton Marina, the 

canal and associated towpath, and existing and proposed footpaths in and around the Main 

SRFI Site.  

16.48 The study area for operational noise associated with J15a junction of the M1 is defined 

within DMRB and extends typically 600m from the edge of the carriageway, and this is 

shown on the map in Figure 16.19. For other road junctions, where widening or additional 

lanes are proposed, this is considered minor works only and assessed through evaluating 

changes in noise resulting from changes in road traffic flow on the wider road network. 

Construction Noise and Vibration 

16.49 The Main SRFI Site study area for the construction phase of the development is the same as 

for the operational phase.  While noise from construction activities would generate 

potentially higher noise levels than that during operation, the threshold of significant effect 

is considered to be less onerous due to the temporary nature of the works.  The required 

study area for construction may be smaller than that for operation.   However, maintaining 

the same area of study as for operation is considered to be a more robust approach. 

16.50 The baseline noise and vibration monitoring positions and the study area for the Main SRFI 

Site have been approved both by SNC and the EA. 

16.51 The study area in relation to noise impact to terrestrial ecology includes Special Protection 

Areas (SPA) specifically in relation to noise, notably at Nene Valley Gravel Pits. 
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16.52 The study area for construction noise associated with J15a junction of the M1 extends up to 

300m from the boundary of site and is shown in Figure 16.20. For other minor highway 

works, where widening or additional lanes are proposed the study area for this shorter term 

work extends 200m from the boundaries of these sites. 

Road Traffic Noise 

16.53 The study area for road traffic noise is based on the extent of the road network assessed 

under the Highways and Transportation chapter (Chapter 17).  Noise level calculations 

carried out in accordance with the Calculation of Road Traffic Noise, Department of 

Transport, Welsh Office (CRTN), are valid up to 300m from a road.  The study area reflects 

this.   

Rail Traffic Noise and Vibration 

16.54 Calculation of Railway Noise 1995, The Department of Transport,(CRN) give procedure for 

the calculation of rail noise that are valid up to 300m from the railway line for the purposes 

of determining eligibility under the Noise Insulation (Railways and Other Guided Transport 

Systems) Regulations 1995.  In accordance with this, the study area for rail noise extends 

300m from the railway line, although vibration at more than 50m is normally not detectable.  

The study area would coincide with the extent of the rail network assessed in relation to 

changes in rail traffic associated with this application.   

Noise Action Planning – Important Areas 

16.55 The NPSNN requires in paragraph 5.200, that opportunities should be taken to address noise 

issues associated with Important Areas as identified through the noise action planning 

process.  Important Areas in relation to noise, are required to be identified within the 

Environmental Noise (England) Regulations 2006 

16.56 The following Important Areas have been identified near to the Proposed Development. 

These have been taken from the online Extrium England Noise Map Viewer. 

 IA_ID:8061 (Road noise) - M1 section adjacent to The Counties Crematorium, 

Northampton 

 IA_ID:8062 (Road noise) – M1 section adjacent to High Street, Collingtree 

 IA_ID:8063 (Road noise) – A508 section through Roade 

 IA_ID:8064 (Road noise) – A43 section near station road, Blisworth 

 IA_ID:RI_1248 (Rail noise) – Roade railway cutting 
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Methodology for Baseline 

16.57 Baseline long term noise and vibration monitoring has been carried out at sensitive 

receptors representing the nature and character of the relevant study areas, to address the 

requirements of the NPSNN (Paragraph 5.189).  The large dataset has been subjected to 

detailed analysis to establish the baseline conditions.  This is required in order to be able to 

assess the effects of operating noise from the main SRFI site, and vibration associated with 

train movements. 

16.58 Unattended long term baseline noise monitoring was carried out at eight locations 

representing the nature and character of the study area, over a period from February to May 

2016.  Measurements were made continuously at each location over three to four weeks 

consisting of contiguous 15 minute periods.  Measurement parameters include the A-

weighted broadband equivalent continuous level (LAeq) and various statistical metrics (LAn, 

the level exceeded for n% of the measurement period) such as LA90 (commonly referred to as 

the background sound level) and LA10 (often used in the assessment of traffic noise).  All 

measurements were made in accordance with procedures given in BS4142:2014. 

16.59 A weather station was also employed throughout the noise monitoring survey to record the 

meteorological conditions over the survey period.  The weather station monitored 

continuously, recording average wind speed and direction over contiguous 15 minute 

periods.   

16.60 Vibration monitoring was carried out over a 1-week period at a single location between 4 

and 15 April 2016.  The monitoring location (VML) is at West Lodge Farm to the south east of 

the proposed Main SRFI Site, 60m from the Northampton Loop at the intersection with the 

West Coast Main Line.  This location would be subject to vibration from trains travelling on 

both of these lines and as such is considered to be a worst case in terms of existing vibration 

from this activity.  Vibration was measured in terms of RMS acceleration between 0.5-80 Hz 

and in three orthogonal planes as detailed in BS 6472-1:2008 Guide to evaluation of human 

exposure to vibration in buildings – Part 1: Vibration sources other than blasting.  The 

vibration monitor records the vibration data in the three axes simultaneously and stores 

them over contiguous 5 minute periods.  The measured acceleration data is weighted 

according to the standard to produce Vibration Dose Values directly. 

16.61 Full details of the noise and vibration monitoring methodology are presented in Appendices 

16.2 and 16.3, including a site location plan showing the monitoring locations, images of the 

installed monitoring equipment at each location, details of the equipment used, calibration 

details, measurement results and post processing to generate baseline results. 

16.62 Baseline road traffic flows and rail traffic flow used in the assessment of noise from road 

traffic on public roads and the rail network were provided by the transportation and rail 
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specialists respectively. These values represented the expected baseline flows at the 

opening year 2021.   

Methodology for Assessment 

16.63 The methods of assessment of noise and vibration have been agreed with key consultees, 

notably South Northamptonshire Council, The Environment Agency and The Canals and 

Rivers Trust.  Full details are given within the Scoping and Consultation section of this 

Chapter. 

Assessing level of effect – general 

16.64 For each of the noise and vibration assessments, different methodologies will apply as set 

out in the relevant guidance and standards.  Some set out assessment methodologies to 

establish magnitude of impact, while others establish level of effect.  The impact is a 

numerically quantified absolute value of a particular environmental consideration.  For 

example with noise this might be road traffic noise or noise from an industrial site.  The 

resulting effect is a qualitative measure of change of behaviour, for example people closing 

windows as a result of noise increase.  Determination of the level of an effect requires the 

consideration of a number of factors in particular the sensitivity of the receptor, but also the 

exercise of professional judgement.   

16.65 A systematic approach has been adopted in classifying impacts at noise sensitive receptors 

(NSR).  For the purposes of consistency within this chapter the established impacts  for each 

area of assessment have been classified in terms of Magnitude of Impact.  The Magnitude of 

Impact is classified as either Negligible, Low, Medium, or High.   

16.66 In classifying the Magnitude of Impact for each aspect of noise and vibration, in most cases, 

classification of a Medium or High Magnitude of Impact will correspond broadly with a 

potential significant impact, as defined in a particular Standard.  A classification of Low 

Magnitude of Impact will correspond with a potential adverse impact, again as defined 

within the same relevant Standard.  

16.67 The level of any effects arising from these impacts is then established taking into account 

various factors, including the sensitivity of the receptors.   

16.68 Useful guidance on how to determine the sensitivity of a receptor is provided in an article 

published under IEMA’s EIA Quality Mark scheme titled Guidelines for Environmental Noise 

Assessment – October 2014.   

16.69 A receptor is considered to be of high sensitivity where it has little ability to absorb change 

without fundamentally altering its character.  A receptor of medium sensitivity would have a 

moderate capacity to absorb change without significantly altering its character.  A receptor 
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of low sensitivity would be tolerant of change without detriment to its character.  A receptor 

of negligible sensitivity would not be sensitive to noise.   

16.70 Most NSRs within the study areas are residential receptors, which are considered to be of 

high sensitivity.  Other receptors include Gayton and Blisworth Marina, the canal and 

associated tow paths, The Walnut Tree Inn, and existing and proposed footpaths.   

16.71 Receptor locations where people may reside overnight but which are not places of 

permanent residence, such as the canal where boats are able to moor temporarily alongside 

towpaths, are considered to be of medium sensitivity.  Likewise the Walnut Tree Inn is 

considered to be a receptor of medium sensitivity, particularly as it overlooks the WCML 

railway line and sidings. 

16.72  Footpaths are considered to have a sensitivity dependent upon their proximity to main 

roads (eg A43) and the SRFI rail platforms.  If they are remote from these, then they are 

considered to be of medium sensitivity. If they are close to such transport routes and 

infrastructure then they are considered to have a negligible sensitivity.  In the latter case, 

users are exposed for only a brief period to any noise, and that level of noise would not be 

unexpected because of its proximity to major infrastructure.   Table 16.3 sets out the 

sensitivities of receptors considered in this assessment.  It should be noted that there are no 

receptors considered which have low sensitivities. 

Table 16.3: Defining sensitivity of receptor  

Sensitivity Definition 

High Residential receptors, care homes 

Medium Gayton and Blisworth Marinas, The Walnut Tree Inn, canal towpaths and 

footpaths remote from J15A, the A43 and new rail freight platforms. 

Low none 

Negligible Canal towpaths immediately to the south of J15A, the A43 and new 

footpaths running close to new rail freight platforms 

16.73 Table 16.4 provides a matrix for the determination of the level of any effect that may arise, 

based on the established Magnitude of Impact, and taking into account the sensitivity of the 

receptors.   

Table 16.4: Matrix assessing level of effect 

 Sensitivity of Receptor 

Magnitude of 
Impact 

High Medium Low Negligible 

High Major Moderate Moderate Minor 
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Medium Moderate Moderate Minor Minor 

Low Minor Minor Minor Negligible 

Negligible Negligible Negligible Negligible Negligible 

16.74 For receptors of high and medium sensitivity a medium magnitude of impact will lead to a 

moderate level of effect. A low magnitude of impact will lead to a minor level of effect. 

16.75 The threshold of onset of an adverse effect (i.e. LOAEL), as established by PPG, is considered 

to be where a ‘Negligible’ level of effect changes to a ‘Minor’ level of effect. The threshold of 

onset of a significant adverse effect (i.e. SOAEL), as established by PPG, is considered to be 

where a ‘Minor’ Level of effect changes to a ‘Moderate’ Level of effect.  

16.76 Therefore both Moderate and Major Level of effects would be considered to be ‘significant’ 

effects in EIA terms and would be above the SOAEL.  Mitigation would be required in order 

to seek to avoid this level of effect.  

16.77 A Minor level of effect would be considered to be ‘adverse’ in EIA terms and would be above 

the LOAEL. Best available techniques for noise mitigation should be considered in order to 

minimise these effects.   

Construction Noise Assessment Methodology 

16.78 Construction activity carried out within the Proposed Development will utilise mobile plant 

such as earthmoving equipment, mobile cranes and heavy goods vehicles (HGVs) as well as 

temporarily stationary plant such as fixed cranes, compressors and generators. 

16.79 Construction site noise is assessed differently to noise from permanent installations as it is 

recognised that some degree of noise is an inevitable by-product of required works and that 

the construction works are a transient activity.  

16.80 However, while construction is a transient activity, the scale of this development requires 

that construction activity would be phased and continue for several years.  Noise levels 

generated, and the associated noise impact, may vary considerably depending of the 

particular construction activity being undertaken.  The level of any adverse effects resulting 

from these impacts will largely depend on the duration of each activity under consideration 

and the sensitivity of the receptor.  The guidance provided in BS 5228 relates to residential 

dwellings, which are considered here to be receptors of high sensitivity.   

16.81 As stated in Chapter 5 it is anticipated that external construction activity would be carried 

out between the hours of 07:00 and 19:30 on weekdays and 08:00 and 13:00 on Saturdays, 

excluding public holidays.   
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16.82 The levels of effects presented in Table 16.5 have been derived taking into account values 

presented in a range of guidance documents, including BS 5228, PPG, and those published 

by WHO, as per the requirements of the NPSNN (Paragraph 5.191).  These are presented in 

terms of LAeq,T (free field), where T is the time period related to the working day.  In the 

context of BS5228 the technical term ‘residual noise levels’ should not be confused with 

residual effect.  It is a technical term referred to within the Standard and other noise 

Standards and refers to the total ambient noise level (measured using LAeq,T ), in the absence 

of the noise from the Proposed Development.    

Table 16.5: Level of effects for construction noise 

Level of effect Long term construction noise levels, 
LAeq,T  at receptors where residual 
noise levels are 

Short term construction 
noise levels, LAeq,T, for 
periods of up to 40 days in 
any 6 month period 

< LAeq,T 63dB ≥ LAeq,T 63dB 

Major ≥ 65 ≥ 70 ≥ 75 

Moderate 60-64 65-69 70-74 

Minor 55-59 60-64 65-69 

Negligible < 55 < 60 < 65 

16.83 For level of effect there are up to two values advised; one for activities over the long term 

period and another that takes into account potentially noisier short term activities that 

would be required but that would be limited in duration.  The shorter activities might 

include, for example, soil-stripping, the construction and removal of baffle mounds, soil 

storage mounds and heaps, construction of new permanent landforms and aspects of site 

road construction and maintenance, particularly where these activities occur in close 

proximity to residential dwellings near to the site boundary.   

16.84 The long term levels of effect are based on values those given in BS 5228-1:2009+A1:2014 

Table E.1 (ABC Method) for the identification of potential significant effects.  They depend 

on the existing residual noise levels at the receptor locations, which in the standard are split 

into three categories; A, B, and C.  For this assessment only two categories are used, which 

equate to BS 5228 category A (daytime residual LAeq < 63dB) and categories B and C 

combined (daytime residual LAeq ≥ 63dB).  This results in a more onerous long term criteria 

that takes into account the additional assessment over the short term period.  For the 

purposes of this chapter, a potential significant effect as described in the Standard has been 

equated to a level of effect of moderate and above. 

16.85 The short term levels of effects are based on those given in BS 5228-1:2009+A1:2014 Table 

E.2 for the determination of eligibility for noise insulation.  For the purposes of this chapter, 
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where a receptor would be determined to be eligible for noise insulation under BS 5228, this 

is considered to be a major level of effect.  

16.86 For short term construction noise no greater than 40 days in any 6 month period, the LOAEL 

is LAeq,T  65 dB and the SOAEL LAeq,T  70 dB 

16.87 For long term construction noise, there are two set of thresholds.  Where existing residual 

noise levels are < 63dB, the LOAEL is LAeq,T  55 dB and the SOAEL LAeq,T  60 dB. Where existing 

residual noise levels are > 63dB, the LOAEL is LAeq,T  60 dB and the SOAEL LAeq,T  65 dB. 

16.88 Noise resulting from construction activities is calculated following the procedures set out in 

BS 5228, as per the requirements of the NPSNN (Paragraph 5.191).   

Site Operational Noise Assessment Methodology 

16.89 The prediction of environmental noise levels propagated to the surrounding community has 

been calculated using B&K’s Predictor software, which follows the procedures set out in ISO 

9316-2. Details of this software and the assumptions in the modelling are included within 

Appendix 16.11 

Residential receptors 

16.90 The assessment of site operational noise at residential noise sensitive receptors (NSR) has 

been carried out using the methodology set out in BS 4142, in accordance with the 

requirements of the NPSNN (Paragraph 5.191) to use relevant British Standards.  The 

principle of assessment under the Standard is to compare the Rating Level from the 

industrial/commercial source with the Background Sound Level.  The greater the difference 

by which the Rating Level exceeds the Background Sound Level, the greater the magnitude 

of impact.   

16.91 It should be noted that assessment at residential receptors might have been undertaken 

using IEMA guidance procedures relating to changes in noise level, however, it is 

acknowledged that whilst many of the new sources of noise are similar to those existing 

within the area, e.g. road traffic, there are also new types of sources which mean that the 

nature of the new noise may differ from existing noise.  Under these circumstances using BS 

4142 procedures is more appropriate. 

16.92 The Main SRFI Site would operate over a 24 hour period.  Although the rail capacity indicates 

that there would be a lower level of activity during the night time period, the assessment of 

operational noise detailed later in this chapter assumes, as a worst case, that the intensity of 

activity would be the same during both the daytime and night time periods.  The critical 

period for assessment, therefore, will be the night time period when background and 

residual sound levels are typically lower, and particularly the earlier night time period 

(23:00-01:00) when people would be falling asleep as indicated within section 8.1 of BS4142.   
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16.93 BS 4142 indicates that certain acoustic features that characterise the sound can further 

increase the magnitude of impact.  Where such features are present at the assessment 

location, a character correction should be added to the Specific Sound Level to obtain the 

Rating Level.  The subjective character corrections are summarized in Table 16.6.   

Table 16.6: Summary of subjective corrections to be applied to specific sound levels in 

BS 4142 

Tonality Impulsivity Other sound 
characteristics 

Intermittency 

+2dB just 
perceptible 

+3dB just 
perceptible 

Where the specific 
sound features 
characteristics that are 
neither tonal nor 
impulsive, though 
otherwise are readily 
distinctive against the 
residual environment, a 
penalty of 3dB can be 
applied. 

Where the specific 
sound  has 
identifiable on/off 
conditions that are 
readily distinctive 
against the residual 
acoustic environment, 
a penalty of 3dB can 
be applied 

+4dB clearly 
perceptible 

+6dB clearly 
perceptible 

+6dB highly 
perceptible 

+9dB highly 
perceptible 

The standard indicates that where tonal and impulsive characteristics are present within 
same reference period these two corrections can both be taken into account. If one 
feature is dominant then it might be appropriate to apply a single correction. Where both 
features are likely to affect perception and response, the corrections ought normally to be 
added in a linear fashion. 

16.94 Operational activities within the Main SRFI Site have the potential to generate impulsive 

noise events.  Impulsive events in warehouse yards are unlikely to be significant as HGVs 

would back up to warehouse loading bays and be loaded/unloaded internally.  Impulsive 

events on the Intermodal Platform, generated when containers are engaged or set down by 

gantry cranes and reach stackers, would occur externally and could potentially be more 

significant.   

16.95 The nearest residential receptors to the north of the Intermodal Platform would be at least 

600m away, and typically more, from the source of any impulsive events, and would also 

benefit from screening provided as part of the proposed scheme of mitigation.  The nearest 

residential receptors to the south would be at least 1000m away.  At these locations, it is 

considered that noise from impulsive events might be just perceptible in the worst case.   

16.96 At the majority of residential receptors, noise emanating from operational activities within 

the warehouse areas of the main SRFI site would be mainly from HGVs manoeuvring and 

idling in yards, and warehouse mechanical ventilation and cooling plant.  Operational 

activities would be continuous and the noise generated would be broadband in nature.  

Noise generated on-site is not anticipated to have any audible tonal qualities.  It is 
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considered that these sources would be similar in character to the existing acoustic 

environment, which is defined by road traffic and rail movements, and that impulsive events 

are not likely to be perceptible at these receptors.   

16.97 However, as a worst case scenario, and in accordance with BS 4142, a +3dB penalty has been 

cautiously applied at all receptor locations within the assessment of on-site generated 

operational noise, to account for any impulsive events that may be just perceptible or any 

characteristics that may otherwise be readily distinctive against the residual acoustic 

environment.  

16.98 The magnitude of impact of operational noise from the Proposed Development, when 

considered in relation to BS 4142, is described in Table 16.7.  It should be noted that the 

term low impact, as mentioned in BS 4142, is qualified as being dependent upon context, 

suggesting that it is actually referring to effect.  The use of Low Magnitude of Impact in 

Table 16.7 is not a comment on the effect.  Determination of level of effect is based on a 

subjective view taking into account a number of issues, including the sensitivity of the 

receptors, the absolute levels of noise, and the number and type of receptors affected. 

16.99 Table 16.7 sets out the assessment ranges that have been used to determine the Magnitude 

of Impact in relation to the BS 4142 assessment.   

Table 16.7: Magnitude of Impact of operational noise (BS 4142) 

Magnitude of 
Impact 

Difference between Rating and Background Sound Level  

LAr,Tr –LA90,T (dB) 

Negligible 2 or less 

Low 3 – 7 

Medium 8 – 12 

High 13 or greater 

16.100 Table 16.8 presents the matrix to convert the Magnitude of Impact to a level of effect taking 

account of the sensitivity of receptors.  The significant effect threshold (i.e. SOAEL), as 

established by PPG, is considered to be where the level of effect moves from ‘Minor’ to 

‘Moderate’.   

Table 16.8: Matrix of assessing Level of Effect  

 Sensitivity of Receptor 

Magnitude of 
Impact 

High Medium Low Negligible 

High Major Moderate Moderate Minor 
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Medium Moderate Moderate Minor Minor 

Low Minor Minor Minor Negligible 

Negligible Negligible Negligible Negligible Negligible 

16.101 The LOAEL, for operating noise from the main SRFI site to a high sensitivity residential 

receptor, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is LAr,Tr –

LA90,T = 3 dB.  The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of effect, 

which is LAr,Tr –LA90,T = 8 dB.   

Amenity/recreational receptors 

16.102 An assessment of industrial/commercial noise at amenity/recreational noise sensitive 

receptors (NSR Rec) is beyond the scope of BS 4142, which applies to residential receptors 

only.  The assessment of site operational noise at amenity/recreational receptors has 

instead been carried with reference to guidelines set out in BS 8233 and by WHO and 

following guidance on assessment methodologies detailed by IEMA Guidelines for 

Environmental Noise Impact Assessment, as per the requirements of the NPSNN (Paragraph 

5.191).   

16.103 BS 8233 suggests guidelines for noise levels in external spaces that are used for amenity 

space, such as gardens and patios.  It is desirable that the external noise level does not 

exceed 50 dB LAeq,T with an upper guideline of 55 dB LAeq,T, which would be acceptable in 

noisier environments.  However, it is recognised that these guideline values are not 

achievable in all circumstances where development might be desirable…In such a situation, 

development should be designed to achieve the lowest practicable levels in these external 

amenity spaces, but should not be prohibited. 

16.104 The results of the baseline survey indicate that many areas around the Proposed 

Development are already subject to noise levels above these guideline levels.  Further 

assessment can be carried out by considering the change in noise level that would occur as a 

result of the proposed operational activities.   

16.105 The Magnitude of Impact resulting from varying degrees of changes in noise level used in 

this assessment are set out in Table 16.9 and are based on IEMA guidance. 

Table 16.9: Magnitude of Impact of operational noise (Noise level change) to an 

amenity receptor 

Magnitude of Impact Noise Change – LAeq,T  

Negligible 0.9 dB or less 

Low 1.0-2.9 dB 

Medium 3.0-4.9 dB 
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High 5 dB or greater 

16.106 Table 16.10 presents the matrix to convert the Magnitude of Impact to a level of effect 

taking account of the sensitivity of receptors.  Amenity receptors, are considered to be less 

sensitive than residential receptors. Referring to the receptor sensitivities in Table 16.3, 

amenity receptors on footpaths are medium or negligible, depending on their proximity to 

main roads and industrial infrastructure.  

Table 16.10: Matrix of assessing Level of Effect 

 Sensitivity of Receptor 

Magnitude of 
Impact 

High Medium Low Negligible 

High Major Moderate Moderate Minor 

Medium Moderate Moderate Minor Minor 

Low Minor Minor Minor Negligible 

Negligible Negligible Negligible Negligible Negligible 

16.107 For medium sensitivity amenity receptors, the LOAEL, for operating noise from the main SRFI 

site , is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is a noise 

change (LAeq,T ) > 1dB. The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of 

effect, which is a noise change (LAeq,T ) > 3dB.   

16.108 For negligible sensitivity amenity receptors, the LOAEL is at a noise change (LAeq,T ) > 3dB.  

There is no SOAEL for negligible sensitivity receptors.  

Road Traffic Noise Assessment Methodology 

16.109 Road traffic using the local road network will increase during the construction phase and 

also during the operational phase of the project.  

16.110 Road traffic noise has been calculated in accordance with CRTN and assessed against the 

criteria set out in DMRB, as per the requirements of the NPSNN (Paragraph 5.191).  DMRB 

recognises that subjective responses to changes in road traffic noise are different over short 

term and long term periods.  The short term changes are assessed at the opening year of the 

development.  Long term changes are assessed 10 years after the opening year, once the 

development has been fully built out.   

16.111 Tables 16.11-16.12 show the relationships between noise change and magnitude of impact 

for short term and long term changes, as taken from DMRB Tables 3.1 and 3.2.  The 

descriptors of magnitude of impact in the second column have been changed for consistency 

with the other areas of assessment within this chapter.  



18.27 
 

 

 

Table 16.11: Classification of Magnitude of Road Traffic Noise Impacts in the Short Term 

Short term noise 
change, LAeq,16hr 

Magnitude of Impact 

0 No change 

0.1 – 0.9 Negligible 

1 – 2.9 Low 

3 – 4.9 Medium 

5+ High 

Table 16.12: Classification of Magnitude of Road Traffic Noise Impacts in the Long Term 

Long term noise change, 
LAeq,16hr 

Magnitude of Impact 

0 No change 

0.1 – 2.9 Negligible 

3 – 4.9 Low 

5 – 9.9 Medium 

10+ High 

16.112 The DMRB recognises that research into the response to changes in road traffic noise is 

largely limited to the daytime period.  It therefore recommends that any assessment of road 

traffic noise during the night time period should be limited to long term changes and that 

only sensitive receptors predicted to be subject to an Lnight,outside  exceeding 55dB should be 

considered.   

16.113 Determination of level of effect is based on a subjective view taking into account a number 

of issues, including the sensitivity of the receptors, the absolute levels of noise, the number 

and type of receptors affected and whether the change is temporary or permanent.  Table 

16.13 presents the matrix to convert the Magnitude of Impact to a level of effect taking 

account of the sensitivity of receptors.   

Table 16.13: Matrix of assessing level of effect  

 Sensitivity of Receptor 

Magnitude of 
Impact 

High Medium Low Negligible 

High Major Moderate Moderate Minor 

Medium Moderate Moderate Minor Minor 
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Low Minor Minor Minor Negligible 

Negligible Negligible Negligible Negligible Negligible 

16.114 Residential receptors considered during the road traffic assessment are have a high 

sensitivity. 

16.115 In the opening year of the development, the LOAEL for short term noise change at 

residential receptors affected by road traffic noise on the public network, is at the threshold 

between ‘Negligible’ and ‘Minor’ level of effect, which is short term noise change in LAeq,16hr > 

1dB. The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of effect, which is a 

short term noise change in LAeq,16hr > 3dB. 

16.116 Once the development is fully built out, the LOAEL for long term noise change at residential 

receptors affected by road traffic noise on the public network, is at the threshold between 

‘Negligible’ and ‘Minor’ level of effect, which for long term noise is a change of LAeq,16hr > 3dB. 

The SOAEL is at the threshold between ‘Minor’ and ‘Moderate’ level of effect, which  is long 

term noise change in LAeq,16hr > 5dB. 

16.117 In addition to noise level changes, absolute noise levels are considered for residential 

receptors.  The Noise Insulation Regulations require that provision is made for the costs of 

noise insulation work to dwellings that are subject to increases in noise level of at least 1dB 

where the noise level at a residential façade is greater than LA10,18hr 68dB, which is equivalent 

to a free field equivalent continuous level of LAeq,16hr 63dB.  Above this level it becomes likely 

that good internal ambient noise levels, as set out in BS 8233, would not be achieved with 

standard glazing and trickle vents, which may be considered to be a threshold for SOAEL.  

16.118  It is considered, therefore, that during the daytime, for a significant adverse effect to arise , 

the threshold for SOAEL would need to be exceeded both in terms of noise level change, as 

described above, and also in terms of an absolute noise level of LAeq,16hr 63dB.   

16.119 Likewise, the absolute noise level threshold for LOAEL during the daytime, is considered to 

be 5dB lower than that of the SOAEL.  Therefore, for a significant adverse effect to arise 

during the daytime, the threshold for LOAEL would need to be exceeded both in terms of 

noise level change, as described above, and also in terms of an absolute noise level of LAeq,16hr 

58dB.   

16.120 As described above, for the night time period, only long term effects are considered and only 

where Lnight,outside  > 55dB.  Accordingly, the absolute level for LOAEL during the night is 

considered to be LAeq,8hr 55dB.  The absolute level for SOAEL during the night is considered to 

be LAeq,8hr 58dB, which is 5dB lower than that of the daytime period.   

16.121 The effect of changes in traffic noise is evaluated on roads where there are residential 

receptors.  Due to the large area the Proposed Development covers, there are a large 
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number of locations that need to be considered.  An evaluation is made at each major 

section of road between two junctions, both local to the main SRFI site and on the wider 

network.  

16.122 Footpaths and towpaths are amenity receptors.  However their sensitivity is dependent 

upon their immediate environment.  Those running close to busy transport networks are less 

sensitive than those at some distance. This is shown earlier in Table 16.3 on receptor 

sensitivity.  

16.123 NSR Rec 3 and 5 run close to the new rail freight terminals and are therefore considered to 

be of negligible sensitivity.  The LOAEL for short term road traffic noise change on the public 

network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is a short 

term noise change in LAeq,16hr > 3dB. For receptors of negligible noise sensitivity there is 

no SOAEL. 

16.124  Amenity receptors remote from the new rail freight platforms are of medium sensitivity and 

during the daytime, the LOAEL for short term road traffic noise change on the public 

network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is  

LAeq,16hr > 1dB. The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of effect 

which is a change in LAeq,16hr >3dB.  

16.125 There is no assessment at amenity locations at night. 

Rail Traffic Noise Assessment Methodology 

16.126 Studies of community noise, as cited by WHO and in DMRB, have generally shown rail noise 

to be less annoying than road traffic noise.  However, in lieu of guidance on assessment 

thresholds for rail noise, it is considered reasonable to apply the same criteria as that 

proposed for road traffic noise, as suggested in DMRB and presented in Tables 16.14-16.15.   

Table 16.14: Classification of Magnitude of Rail Traffic Noise Impacts in the Short Term 

Short term noise change, 
LAeq,16hr 

Magnitude of Impact 

0 No change 

0.1 – 0.9 Negligible 

1 – 2.9 Low 

3 – 4.9 Medium 

5+ High 
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Table 16.15: Classification of Magnitude of Rail Traffic Noise Impacts in the Long Term 

Long term noise change, 
LAeq,16hr 

Magnitude of Impact 

0 No change 

0.1 – 2.9 Negligible 

3 – 4.9 Low 

5 – 9.9 Medium 

10+ High 

16.127 Determination of level of effect is based on a subjective view taking into account a number 

of issues, including the sensitivity of the receptors, the absolute levels of noise, the number 

and type of receptors affected and whether the change is temporary or permanent.  Table 

16.16 presents the matrix to convert the Magnitude of Impact to a level of effect taking 

account of the sensitivity of receptors.  

Table 16.16: Matrix of assessing level of effect  

 Sensitivity of Receptor 

Magnitude of Impact High Medium Low Negligible 

High Major Moderate Moderate Minor 

Medium Moderate Moderate Minor Minor 

Low Minor Minor Minor Negligible 

Negligible Negligible Negligible Negligible Negligible 

16.128 The receptors considered during the rail traffic assessment are residential, and have a high 

sensitivity. 

16.129 In the opening year of the development, the LOAEL for short term noise change at 

residential receptors affected by rail traffic noise on the public network, is at the threshold 

between ‘Negligible’ and ‘Minor’ level of effect, which is short term noise change in LAeq,16hr > 

1dB. The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of effect, which is a 

short term noise change in LAeq,16hr > 3dB. 

16.130 Once the development is fully built out, the LOAEL for long term noise change at residential 

receptors affected by rail traffic noise on the public network, is at the threshold between 

‘Negligible’ and ‘Minor’ level of effect, which for long term noise is a change of LAeq,16hr > 3dB. 

The SOAEL is at the threshold between ‘Minor’ and ‘Moderate’ level of effect, which  is long 

term noise change in LAeq,16hr > 5dB.  
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Vibration Assessment Methodology 

Construction phase 

16.131 Vibration impacts occurring during construction phases, are assessed in accordance with 

Annex B of BS 5228-2:2009 Code of practice for noise and vibration control on construction 

and open sites – Part 2: Vibration. These are summarised in Table 16.17. 

Table 16.17: Effects of vibration (BS 5228-2) 

 

Effect on people/building 

Vibration level Peak 
Particle Velocity, PPV 
(mm/s) 

Vibration might be just perceptible in the most sensitive 
situations and at most vibration frequencies associated 
with construction.  At lower frequencies, people are less 
sensitive to vibration. 

0.14 

Vibration might be just perceptible in residential 
environments 

0.3 

It is likely that vibration of this level in residential 
environments will cause complaint, but can be tolerated if 
prior warning and explanation has been given to residents. 

1.0 

Vibration is likely to be intolerable for any more than a very 
brief exposure to this level 

10.0 

Guide values to avoid cosmetic damage to buildings – 
Residential buildings 

15.0 at 4Hz increasing to 
20.0 at 15Hz increasing to 
50.0 at 40Hz and above 

Guide values to avoid cosmetic damage to buildings – 
Industrial buildings 

50.0 at 4Hz and above 

16.132 BS 5228-2 relates vibration levels from construction activities, in terms of Peak Particle 

Velocity (PPV), to likely observable effects within residential dwellings.  Accordingly, Table 

16.18 sets out the assessment ranges that have been used to determine the Magnitude of 

Impact in relation to the BS 5228-2 assessment, as per the requirements of the NPSNN 

(Paragraph 5.191).   

Table 16.18: Degree of Magnitude of Impact of Construction Vibration 

Magnitude of Impact Vibration level Peak Particle Velocity, PPV (mm/s) 

Negligible 0.2 or less 

Low 0.3 – 0.9  

Medium 1.0 – 1.9 
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High 2.0 or greater 

16.133 Determination of level of effect is based on a subjective view taking into account a number 

of issues, including the sensitivity of the receptors, the absolute levels of vibration and the 

number and type of receptors affected.  Table 16.19 presents the matrix to convert the 

Magnitude of Impact to a level of effect taking account of the sensitivity of receptors. 

Table 16.19: Matrix of assessing level of effect  

 Sensitivity of Receptor 

Magnitude of Impact High Medium Low Negligible 

High Major Moderate Moderate Minor 

Medium Moderate Moderate Minor Minor 

Low Minor Minor Minor Negligible 

Negligible Negligible Negligible Negligible Negligible 

16.134 The main receptors considered during the vibration assessment during construction are 

residential, and have a high sensitivity.  Other receptors identified within the Noise and 

Vibration Assessment included as Appendix 16.16 are some of the Grand Union Canal lock 

gates closest to the main SRFI site as receptors of a lower sensitivity than residential, but 

important nevertheless.  

16.135 For residential receptors the LOAEL, for construction vibration is at the threshold between 

‘Negligible’ and ‘Minor’ level of effect which is a vibration level of PPV 0.3 mm/s. The SOAEL 

is at threshold between ‘Minor’ and ‘Moderate’ level of effect which is a vibration level of 

PPV 1.0 mm/s. 

16.136 The separate noise and vibration assessment to heritage assets (Appendix 16.16) considers 

the potential for damage to arise rather than annoyance, and proposes a threshold of onset 

of a significant effect (i.e. SOAEL) to be PPV 5.0 mm/s 

Operational phase 

16.137 Assessment of vibration during operation is undertaken in accordance with BS 6472-1 and is 

evaluated as a vibration dose experienced over a period of time.  Table 16.20 provides the 

vibration dose values at which various degrees of adverse comment may be expected in 

residential dwellings, taken from this Standard, as per the requirements of the NPSNN 

(Paragraph 5.191). 
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Table 16.20: Likelihood of adverse comment of VDV values in accordance with table 1 

of BS6472-1 2008 

Vibration dose value ranges (m/s1.75) which various degrees of adverse comment 

may be expected in residential buildings 

Place and time Low probability of 
adverse comment 

m/s1.75 – note 1) 

Adverse comment 
possible 

m/s1.75 

Adverse 
comment 
probable 

m/s1.75 – note 2 

Residential buildings  

16hr day 

0.2 to 0.4 0.4 to 0.8 0.8 to 1.6 

Residential buildings  

8hr nigh 

0.1 to 0.2 0.2 to 0.4 0.4 to 0.8 

Note 1 Below these ranges adverse comment is not expected 

Note 2 Above these ranges adverse comment is very likely 

16.138 The degree of Magnitude of Impact of vibration from sources within the Proposed 

Development during the operational phase adopted for this assessment is shown in Table 

16.21.  It covers the most sensitive time periods for residential receptors, which is at night.  

A Medium Magnitude of Impact correlates with the case where adverse comment is 

possible, as defined by the Standard.    

Table 16.21: Degree of magnitude of impact of vibration at residential properties during 

operational phase at night 23:00 – 07:00. 

Magnitude of Impact Vibration Dose Value (m/s1.75) 

Negligible Less than 0.1 

Low 0.1-0.2 

Medium 0.2-0.4 

High More than 0.4  

16.139 Determination of level of effect is based on a subjective view taking into account a number 

of issues, including the sensitivity of the receptors, the absolute levels of vibration and the 

number and type of receptors affected.  Table 16.22 presents the matrix to convert the 

Magnitude of Impact to a level of effect taking account of the sensitivity of receptors.  
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Table 16.22: Matrix of assessing level of effect  

 Sensitivity of Receptor 

Magnitude of Impact High Medium Low Negligible 

High Major Moderate Moderate Minor 

Medium Moderate Moderate Minor Minor 

Low Minor Minor Minor Negligible 

Negligible Negligible Negligible Negligible Negligible 

16.140 The main receptors considered during the vibration assessment during construction are 

residential, and have a high sensitivity. 

16.141 For residential receptors during the night, the LOAEL, for vibration during the operational 

phases is at the threshold between ‘Negligible’ and ‘Minor’ level of effect which is a 

Vibration Dose Value (VDV) of 0.1 (m/s1.75). The SOAEL is at threshold between ‘Minor’ and 

‘Moderate’ level of effect which is a Vibration Dose Value (VDV) of 0.2 (m/s1.75). 

Cumulative Assessment Methodology 

Inter-relationships 

16.142 The impacts of noise and vibration from other consented or potential developments or 

projects that might potentially affect the NSRs for the Proposed Development have been 

considered together with those from the Proposed Development itself and an assessment of 

the cumulative effects has been carried out.   

Intra-relationships 

16.143 The intra-relationships between other environmental impacts and the impacts of noise and 

vibration have been considered and the assessment methodology for these is shown in 

Chapter 7.  

Baseline Conditions 

Description of noise affecting NSRs near the Main SRFI Site 

16.144 Noise levels across the Main SRFI Site are generally controlled by road traffic movements on 

the M1 to the east, the A43 to the west and also Northampton Road, running through the 

middle of the site.  Train movements on the West Coast Main Line (WCML), both via 

Blisworth and via Northampton, are intermittently audible.   
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16.145 At the noise monitoring location, NML 5, on Northampton Road and shown in Appendix 

16.2, noise levels are dominated by road traffic movements on Northampton Road due the 

road’s proximity to the monitoring location.   

16.146 At NML 7, Arm Farm, noise levels are dominated by road traffic movements on the A43 due 

to its proximity to the monitoring location.   

Statistical analysis of noise measurement results 

16.147 A statistical analysis of the measured data has been carried out.  The results are presented in 

Appendix 16.3.   

16.148 BS4142 states that caution should be exercised when measuring noise levels in poor 

weather conditions such as when the wind speed is in excess of 5m/s.  The measured data 

has therefore been filtered to exclude noise data measured during periods with an average 

wind speed in excess of 3.5m/s in order to exclude data where gusts in excess of 5m/s may 

have arisen.   

16.149 The data has been further filtered by wind direction.  The analysis considers wind directions 

of NW, NE, SE, and SW.  The prevailing wind direction at the Main SRFI Site is SW.   

16.150 An analysis of the data from each measurement location has been carried out considering 

the total unfiltered data set including all wind directions and also separately for the wind 

direction filtered data set, considering the condition where the measurement location is 

downwind of the site.  The summarised results of the background and residual sound level 

analyses in Tables 16.23-16.24 present the lower of the values taken from these two 

analyses, and consequently this represents a cautious approach to the assessment.   

16.151 The long term background sound levels, presented in Table 16.23, are the mean values of 

the measured 15 minute levels represented by the statistical parameter LA90,15min.   

16.152 The long term residual sound levels, presented in Table 16.24, have been calculated by 

taking the logarithmic energy average of the measured levels over the period T, represented 

by the LAeq,T. 

Table 16.23: Long term mean background sound levels (2016 baseline) 

 Mean background sound levels LA90,15min (dB) 

Location Day 

(07:00-19:00) 

Evening 

(19:00-23:00) 

Night 

(23:00-07:00) 

Sensitive early 

night time period 

(23:00-01:00) 

NML 1, Lodge Farm 45 44 43 42 

NML 2, Shooting School 45 44 42 40 
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NML 3, West Lodge Farm 46 45 44 42 

NML 4, Courteenhall Road, 

Blisworth 

46 43 41 39 

NML 5, Northampton 

Road 

51 46 43 42 

NML 6, Station Road 47 45 42 40 

NML 7, Arm Farm 62 57 45 48 

NML 8, Gayton Road 51 49 44 44 

Table 16.24: Long term residual sound levels (2016 baseline) 

 Residual sound levels LAeq,T (dB) 

Location Day 

(07:00-19:00) 

Evening 

(19:00-23:00) 

Night 

(23:00-07:00) 

Sensitive early 

night time period 

(23:00-01:00) 

NML 1, Lodge Farm 55 51 51 48 

NML 2, Shooting School 51 50 49 46 

NML 3, West Lodge Farm 60 57 55 52 

NML 4, Courteenhall Road, 

Blisworth 

57 54 51 48 

NML 5, Northampton 

Road 

71 67 62 61 

NML 6, Station Road 61 59 55 55 

NML 7, Arm Farm 67 64 59 59 

NML 8, Gayton Road 63 59 54 54 

16.153 The results of the baseline survey indicate that the sensitive early night time period is 

generally quieter than the full night time period.  This is due mainly to noise levels increasing 

during the early morning period from around 04:00-05:00, in line with increasing road traffic 

movements in the area.   

16.154 Background sound levels at the communities surrounding the proposed main development 

site (the Main SRFI Site) during the sensitive night time period are typically in the range 

LA90,15min 39-42dB and are controlled by road traffic movements on the M1 and A43.  At NML 

7, Arm Farm, higher background sound levels of LA90,15min 48dB were measured due to the 

location’s very close proximity to the A43, and at NML 8 to the north of the site, LA90,15min 

44dB  was also high due to the nearby A43. 
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16.155 Residual sound levels at the surrounding community during the sensitive night time period 

vary significantly in the range LAeq,15min 41-60dB depending upon the proximity to nearby 

roads, principally, the A43, M1, and Northampton Road.   

16.156 During the day the background sound levels are typically in the range LA90,15min 45-46 dB, 

which is between 3-9 dB above night time levels depending on position. With background 

levels significantly higher during the daytime and activity and noise associated with the 

Proposed Development  being the same during the day and night, the impact and effect of 

the Proposed Development, and in particular the Main SRFI Site, during the day will be 

significantly less than at night.   

16.157 The levels show that existing road traffic noise at night from the M1 and A43 is significant at 

all NSRs.  Residual sound levels (LAeq,T) vary between NMLs depending upon their proximity to 

nearby minor roads and the M1, A43 and Northampton roads.  Background sound levels 

(LA90,T) are more dependent upon continuous noise from the M1 and A43 roads.  The results 

from the survey are considered to show high baseline noise levels for a rural environment, 

reflecting the proximity of the main SRFI site to existing motorway and trunk roads. 

Future Baseline 

16.158 The results of the road traffic noise assessment, detailed later in this chapter, indicate that 

the future baseline scenario in 2021 and 2031 would be relatively unchanged from the 

existing baseline condition.  Therefore, it is considered that the results of the baseline survey 

can be used in the assessment of future scenarios.   

16.159 An analysis of the baseline noise levels during Sundays shows levels typically just 1dB lower 

than during the whole week.  This is small enough not to be noticeable and the effects of the 

proposed development, on a Sunday, would not be significantly different to other days of 

the week. It is not anticipated that climate change would have any effect on the predicted 

future baseline scenario.  The Environment Agency has agreed that, in relation to the 

assessment of noise and vibration, the effects of climate change can be scoped out.   

Description of rail vibration affecting NSRs near the Main SRFI Site 

16.160 The Vibration Dose Values (VDV) measured over the survey period, representative of nearby 

residential property (VML1 West Lodge Farm: Appendix 16.2), have been converted into 

daytime period and night time period VDV according to the procedures set out in BS 6472-1.  

The results are shown in Table 16.25.  The highest daytime and night-time levels are shown 

to be in the Z ordinate direction (vertical) 
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Table 16.25: Summary of measured vibration dose values (VDV) at VML1, West Lodge 

Farm 

 Measured VDV per axis m/s1.75) 

Period x y z 

 VDV VDV VDV 

Daytime (16 hour) 0.004 0.004 0.015 

Night time (8 hour) 0.004 0.004 0.013 

16.161 The vibration baseline measurements made over a period of one week at a VML close to a 

residential property establish a VDV, 60 metres from the WCML and Northampton Loop 

Line, of 0.013 m/s1.75 at night and 0.015 m/s1.75 during the day.  These values are around 10 

times lower than the threshold above which there is a ‘low probability of adverse comment’, 

according to BS6472-1 2008 (i.e. 0.10 – 0.20 during the night and 0.20 – 0.40 during the day).  

Therefore, the measured baseline vibration levels are consistent with adverse comment not 

being expected.   

Embedded Mitigation 

Main SRFI Site 

16.162 The Main SRFI Site has been designed to avoid or minimise the occurrence of adverse effects 

in the surrounding community resulting from noise and vibration emanating from activities 

arising on the site, so as to address the requirements of the NPSNN (Paragraph 5.195).   

16.163 The embedded mitigation proposed takes into account a conservative scenario with respect 

to site layout, with yards, for example, in some cases orientated towards sensitive receptors. 

The approach reflects the Parameters Plan and recognises that warehouse size, location and 

orientation are not yet fixed. 

16.164 The final layout, including the orientation and floor area of each warehouse, would be 

developed at a later stage.   Further adaptive mitigation may then be developed as the 

design progresses to further enhance or complement the effectiveness of the embedded 

mitigation.   

16.165 The main elements of embedded mitigation comprise maximising the setback distances to 

sensitive receptors, from the main SRFI warehouses, rail freight terminals and their noise 

sources.  There has also been optimum orientation of the site, especially the intermodal 

platform; and earth bunding which provides some screening. Also, control of the risk of 

rail/wheel squeal through ensuring a large rail line radius of curvature (200m). Further 

acoustic screening may also be implemented as part of the adaptive mitigation and will 
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depend of the final layout and orientation of the warehouses.  The embedded mitigation is 

described in Chapter 5: The Proposed Development and summarised below.   

 Bund to west and north of Zone 3 and the Intermodal Platform providing 

screening to southern boundary of Milton Malsor; 

 Bund to north east of Zone 1 providing screening to residential property on 

Towcester Road (NSR 2) and south west boundary of Milton Malsor; 

 Bund to east of Zone 1 providing screening to residential property on Towcester 

Road (NSR 1); 

 Bund to west and south of Zone 4 providing screening to residential properties 

on Northampton Road, including the Railway Cottages near the south western 

corner of Zone 4 

• Construction activity will be carried out in accordance with BS 5228-1 and BS 

5228-2 as outlined within the COCP and outline CEMP.   

16.166 The design of the earth bunds was revised from the proposal presented in the PEIR in 

response to feedback received during the stage two consultation process.  However, the 

bund design assumed in the assessments described in this chapter remain as was in the 

PEIR, and are presented for reference in Appendix 16.13.  The changes relate to an increase 

in height of Bund 1 from 8m to 10m, and an increase in a section of Bund 2 from around 

10m to 12m.  An increase in bund height typically leads to an increase in the level of acoustic 

screening provided, however, it is considered that in this case, these increases would not 

lead to a significant further reduction in operational noise levels at nearby receptors.  The 

consideration of operational noise from activities within the main SRFI site therefore 

remains a worst case, precautionary and therefore robust assessment.      

J15A 

16.167 Construction activity will be carried out in accordance with BS 5228-1 and BS 5228-2 as 

outlined within the COCP and the outline CEMP, as per the requirements of the NPSNN 

(Paragraph 5.191).  There are no other embedded noise mitigation measures proposed. 

Minor highway works 

16.168 Construction activity will be carried out in accordance with BS 5228-1 and BS 5228-2 as 

outlined within the CEMP, and as per the requirements of the NPSNN (Paragraph 5.191).  

There are no other embedded noise mitigation measures proposed. 
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All Development within Order Limits 

16.169 The embedded noise mitigation comprises sections of bunding located around the Main SRFI 

Site as described earlier, and setback distances from the Proposed Development to NSRs.    

16.170 In addition, Contractors shall comply with the requirements of BS 5228-1 and BS5228-2 

covering noise and vibration during construction, together with ensuring they meet the 

requirements of the COCP and outline CEMP, as per the requirements of the NPSNN 

(Paragraph 5.191). This should be for the main SRFI site, J15A and other minor highways 

works. 

Assessment of Construction Phase Effects 

Main SRFI Site  

16.171 Construction activity would be carried out on a phased basis between 2019 and 2029, with 

the first phase of the Proposed Development becoming operational in 2021.  At 2021, during 

daytime construction activity there may be some contribution of noise from completed 

operating warehouses.  However, because the predicted contributions from operating noise 

are likely to be 10-20 dB below those from temporary construction activity, they will not be 

contributory and can therefore be ignored in the construction phase assessment. 

16.172 Construction would be phased across various zones identified at the site. As set out at 

Chapter 5 ‘Project Description’, it is proposed that the works begin with construction of the 

A43 grade separated junction (GSJ) to provide access to the site.  The site access road would 

then be built providing access to the rail freight terminal and maintenance depot areas, 

which would be constructed thereafter.  Following these initial phases, the plateau 

preparation required for the various warehouse zones would be carried out, again on a 

phased basis, followed in each case by the construction of the warehouse buildings 

themselves and associated infrastructure.   

16.173 The list of construction equipment, presented in Appendix 16.8, is grouped in accordance 

with the construction activity to be carried out.  An estimate of the likely duration of 

operation for each plant item is also given as a percentage of the working day period.  Some 

activities may occur concurrently within each construction zone, as individual activities 

migrate across a construction zone giving way for another related activity to commence 

before the prior activity is completed.  A worst case scenario has been assumed in the 

calculations, whereby a number of related activities are carried out simultaneously.  These 

related activities have been grouped as follows: 

16.174 A43 GSJ and Northampton Road underpass 

 Highways structures 
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 On-site highways 

 Drainage 

16.175 Rail freight terminal and maintenance depot 

 Railworks 

 On-site highways 

 Buildings 

 Drainage 

16.176 Plateau preparation (bulk earthworks 220,000m3 per zone, Zones 1, 2 ,3 and 4) 

 Top soil stripping 

 Cut/fill (Approx. 220,000m3 areas) 

 Stabilisation (Approx. 220,000m3 areas) 

16.177 Plateau preparation (bulk earthworks 665,000m3 per zone, Zone 5) 

 Top soil stripping 

 Cut/fill (Approx. 665,000m3 areas) 

 Stabilisation (Approx. 665,000m3 areas) 

16.178 Warehouse unit construction 

 Buildings 

 On-site highways 

 Drainage 

16.179 Much of the plant used is mobile, such as the dump trucks, which would regularly traverse 

large areas of the site.  Plant that is relatively stationary, such as excavators, would move 

gradually across the site as work is progressed.  Several plant items would be operational 

during each activity and there may be multiple activities being carried out at the same time, 

each of which would operate over a defined area.  Generally, for each grouping of activities, 

it has been estimated that the acoustic centre of the combined construction activities would 

typically be at least 150m from the edge of the boundary of the works.  For the A43 GSJ and 

Northampton Road underpass works, however, the plant would operate over a smaller area 
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for which the acoustic centre has been estimated to be a minimum distance of 50m from the 

edge of the boundary of the works.  It is considered that the distance to the acoustic centre 

of each group of activities would be greater than these minimum distances for the majority 

of the time.   

16.180 A sample of the calculations are presented in Appendix 16.9, which indicate for each 

grouping of activities the minimum distance that would need to be maintained between the 

NSRs and the acoustic centre of the plant such that a potential significant effect is avoided at 

locations where baseline ambient noise levels are below LAeq,T 63dB.  At these locations the 

threshold of potential significant effect is LAeq,T 60dB.  Where baseline ambient noise levels 

are greater than or equal to LAeq,T 63dB the threshold for potential significant effect would be 

LAeq,T 65dB and the minimum distance required to avoid a potential significant effect would 

be less.  These minimum distances between acoustic centres of plant groupings and any NSR 

will help in the detailed scheduling of construction activities in the build programme. 

16.181 For the purposes however of determining the likely noise impact at each particular NSR 

around the Main SRFI Site, consideration is given to the distance from the acoustic centre of 

plant groupings on a particular zone within the site and the nearest NSR to that particular 

zone.  For some zones the nearest NSR is as close as 40m from the boundary, for others it 

can be 400m or more.  The results of the calculations to each of the NSRs for each group of 

construction activities occurring on the nearest zone, is summarised in Table 16.26.  These 

are based on worst case scenarios where the acoustic centre of the plant is at the minimum 

distance from the boundary of the works nearest to the NSR which represents intensive 

activity of the plant close to the NSR. 

Table 16.26: Predicted construction noise levels from main SRFI to residential NSRs 

NSR Plateau 
preparation 
(bulk 
earthworks 
220,000m3 
per zone – 
Zones 1, 2, 3 
and 4) 

Plateau 
preparation 
(bulk 
earthworks 
665,000m3 
per zone  – 
Zone 5) 

Warehouse 
unit 
construction 

A43 GSJ and 
Northampton 
Road underpass 

Rail freight 
terminal and 
maintenance 
depot 

NSR 01:  Towcester Road 
(south) 

62 48 57 55 43 

NSR 02:  Towcester Road 
(north) 

59 46 52 48 42 

NSR 03:  Rectory Lane, 
Milton Malsor 

59 49 53 47 45 

NSR 04:  Barn Lane, 
Milton Malsor 

55 49 49 43 51 
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NSR 05:  West Lodge 
Farm 

48 47 42 34 47 

NSR 06:  Courteenhall 
Road, Blisworth 

47 51 45 40 48 

NSR 07:  Ladyfield, 
Blisworth 

50 51 45 41 48 

NSR 08:  Chapel Lane, 
Blisworth 

50 48 44 41 44 

NSR 09:  Walnut Tree Inn, 
Blisworth 

54 44 52 53 40 

NSR 10:  Glen Ave, 
Blisworth 

54 43 52 55 39 

NSR 11:  Blisworth Arm 
(south) 

56 42 53 63 38 

NSR 12:  Blisworth Arm 
(north) 

56 42 53 64 38 

NSR 13:  House adjacent 
to Arm Farm 

55 41 52 63 38 

NSR 14:  Northampton 
Road (east) 

63 51 58 63 47 

NSR 15:  Northampton 
Road (north) 

58 49 54 59 46 

NSR 16:  Northampton 
Road (south) 

59 50 55 56 47 

NSR 17:  Railway cottages 62 55 58 49 51 

16.182 For short term construction noise no greater than 40 days in any 6 month period, the LOAEL 

is at the threshold between negligible and minor level of effect and takes a value LAeq,T 65dB. 

The SOAEL is at the threshold between minor and moderate level of effect and takes a value 

of LAeq,T 70dB.  

16.183 The results in Table 16.26 indicate that for each grouping of construction activities, noise 

levels at NSRs would be below the short term LOAEL.  Therefore, where the duration of 

these activities is less than 40 days in any 6 month period, the level of effect would be 

negligible.   

16.184 Where construction activities occur over a longer period, the threshold of significant effect 

would be lower.  For long term construction noise, there are two sets of thresholds.  Where 

existing residual noise levels are < 63dB, the LOAEL is at the threshold between negligible 

and minor level of effect and takes a value of LAeq,T 55dB and the SOAEL LAeq,T 60dB. Where 

existing residual noise levels are > 63dB, the LOAEL is at the threshold of between minor and 
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moderate level of effect and takes a value of LAeq,T 60dB.  The SOAEL is at the threshold 

between minor and moderate level of effect and takes a value of LAeq,T 65dB. 

16.185 Table 16.27 presents the corresponding level of effect for construction noise at each NSR.   

Table 16.27: Level of Effect of predicted construction noise levels from Main SRFI Site to 

residential NSRs, assuming activities carried out over the long term 

NSR Residual noise 
level LAeq,T , dB 

LOAEL 
(long term) 

SOAEL 
(long term) 

Construction 
noise level during 
noisiest phase 
LAeq,T 

Level of Effect 

NSR 01:  Towcester Road 
(south) 

>63  60 65 62 Minor/ > LOAEL 

NSR 02:  Towcester Road 
(north) 

>63   60 65 59 Negligible/ < LOAEL 

NSR 03:  Rectory Lane, 
Milton Malsor 

<63  55 60 59 Minor/ > LOAEL 

NSR 04:  Barn Lane, 
Milton Malsor 

<63  55 60 55 Minor/ > LOAEL 

NSR 05:  West Lodge 
Farm 

<63  55 60 48 Negligible/ < LOAEL 

NSR 06:  Courteenhall 
Road, Blisworth 

<63  55 60 51 Negligible/ < LOAEL 

NSR 07:  Ladyfield, 
Blisworth 

<63  55 60 51 Negligible/ < LOAEL 

NSR 08:  Chapel Lane, 
Blisworth 

<63 55 60 50 Negligible/ < LOAEL 

NSR 09:  Walnut Tree Inn, 
Blisworth 

<63  55 60 54 Negligible/ < LOAEL 

NSR 10:  Glen Ave, 
Blisworth 

<63  55 60 55 Minor/ > LOAEL 

NSR 11:  Blisworth Arm 
(south) 

>63  60 65 63 Minor/ > LOAEL 

NSR 12:  Blisworth Arm 
(north) 

>63  60 65 64 Minor/ > LOAEL 

NSR 13:  House adjacent 
to Arm Farm 

>63  60 65 63 Minor/ > LOAEL 

NSR 14:  Northampton 
Road (east) 

>63  60 65 63 Minor/ > LOAEL 

NSR 15:  Northampton >63  60 65 59 Negligible/ < LOAEL 
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Road (north) 

NSR 16:  Northampton 
Road (south) 

>63  60 65 56 Negligible/ < LOAEL 

NSR 17:  Railway cottages >63  60 65 58 Negligible/ < LOAEL 

16.186 The results indicate that during the noisiest of the five construction phases considered, the 

level of effect at the nearest NSRs would be Negligible in some cases and Minor in others.  

At some NSRs there would be a Minor level of effect (adverse) during plateau preparation 

activities, particularly at NSR on Northampton Road, which are located in close proximity to 

the boundary of the works.  There would also be a Minor level of effect during the 

construction of A43 GSJ and Northampton Road underpass at NSRs that are adjacent to 

these construction areas such as the residential dwellings on the Blisworth Arm by the 

proposed A43 GSJ and the residential dwellings on Northampton Road adjacent to the 

proposed underpass.   

16.187 A noise model simulation has also been run assuming all construction activities across all 

phases of the development are carried out simultaneously.  A noise contour plot showing 

the results of this simulation are presented in Appendix 16.9 along with the tabulated 

results for each receptor.  While this scenario would not occur in practice, it demonstrates 

that noise from construction would be of Negligible level of effect at the communities of 

Milton Malsor and Blisworth with noise levels generally below LAeq 50dB at these locations.  

Higher levels are shown at receptors closer to the site, particularly at residential receptors 

on the Blisworth Arm and those on Northampton Road.  At these locations, residual noise 

levels are higher than they are at Blisworth and Milton Malsor and are generally equal to or 

greater than LAeq 63dB.  The threshold for Moderate level of effect at these locations is 

therefore LAeq 65dB.  The highest construction noise levels calculated at these receptors is 

below this threshold at LAeq 64dB, which indicates a Minor level of effect.   

16.188 The levels of vibration generated during the construction phase and impacting residential 

NSRs will depend upon the type of machinery and the set-back distances.  Whilst a range of 

construction equipment has the potential for generating vibration transmitted into the 

ground, such energy attenuates rapidly with distance.  For example, HGVs on roads with 

poor surfaces and potholes can generate vibration, however this is rarely detectable beyond 

50m.  Table 16.21 advises levels of 0.3mm/s PPV are values of vibration that are just 

perceptible and the threshold of significant effect during construction phase is 1.0 mm/s 

PPV.  

16.189 The levels of vibration from typical construction equipment as indicated by measured field 

data in BS 5228-2, are low and will not exceed 1.0 mm/s PPV at a distance of 100m.  This 

would include general construction equipment and vehicles; also vibratory compactors and 

most types of piling, including CFA and vibratory driven piling.  In the event that impact 

driven piling has to be used for a short period in ground that vibratory driven piling is found 
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to be inadequate, vibration levels transmitted into the ground will increase. Precise levels of 

vibration are dependent upon local ground conditions, however these could be up to 3.0 

mm/s PPV at 50m and 1.0 mm/s PPV at 100m.  

16.190 Driven piling, whether vibratory or impact, will likely be required in relation to major 

highways works especially sheet piling of steep embankments, and the construction of rail 

freight platforms.  It is not expected that driven piling will be required in constructing 

foundations for the main warehouse zones.  It may be that these might require rotary or CFA 

piling which generate no significant vibration. . 

16.191 Both rail freight platforms are at least 300m from any residential NSR and so the magnitude 

of impact from vibration would be low and the level of effect either minor or negligible. 

Work undertaken on the on-site underpass would be more than 100m from a residential 

NSR and would generate a negligible to minor effect. 

16.192 At the A43 access junction residential NSRs are as close as 75m from potential highways 

works. In this instance there is the potential for a significant effect to arise in terms of 

vibration perception, although not one in terms of potential property damage.  However, 

driven impact piling planned within 100m of a residential NSR, or a heritage asset, will only 

be undertaken with approved vibration monitoring equipment in place, in accordance with 

the COCP and outline CEMP.   

16.193 Within the CEMP, provision will be included to allow for effected residents to be notified in 

advance of the times and durations of any impact piling activity as recommended in BS 

5228-2.  

16.194 If impact piling is required, the continuous vibration monitoring system will include the 

capability of generating trigger level exceedances to be transmitted through the mobile 

telephone network to the piling contractor, to require cessation of activities in such an 

event, and reduction of driving power so that vibration significance thresholds are not 

exceeded.  During impact piling and other construction activity on the main SRFI site there 

will therefore be a negligible to minor effect.  

16.195 An assessment of the potential noise and vibration effects to Heritage Assets is included in 

Appendix 16.16. During both construction and operational phases of the project the level of 

effect is considered to be minor.  

16.196 The impact of noise during the construction phase, on recreational/amenity receptors is not 

being determined as there is no correlation between construction noise and vibration and 

general and publicly accessible recreation/amenity requirements. Furthermore there is no 

clear guidance on assessment available for reference. It may be noted that some of the 

important new amenity receptors (i.e. footpaths), will be located within the construction site 

initially and only accessible once operations commence. It may be concluded that the level 
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of effect of construction noise on recreational/amenity receptors will likely be negligible or 

minor.  Predictions of noise during the operational phase is however considered within this 

chapter later. 

J15A 

16.197 Calculations of construction noise have been carried out following the procedures set out BS 

5228-1, as per the requirements of the NPSNN (Paragraph 5.191), based on a list of the likely 

construction equipment required for the works as outlined in Chapter 5: Proposed 

Development.   

16.198 It has been assumed that the acoustic centre of the plant equipment would be a minimum 

distance of 50m from the edge of the boundary of the works.  

16.199  For long term construction noise, there are two set of thresholds. Both of them apply only 

to residential receptors.  Where existing noise levels are < 63dB, the LOAEL is LAeq,T  55 dB 

and the SOAEL LAeq,T  60 dB. Where existing noise levels are > 63dB, the LOAEL is LAeq,T  60 dB 

and the SOAEL LAeq,T  65 dB. 

16.200 Calculations of construction noise at the J15a site are presented in Appendix 16.9, indicating 

the minimum distance that would need to be maintained between the NSRs and the 

acoustic centre of the plant such that a potential significant effect is avoided at locations 

where baseline ambient noise levels are below LAeq,T 63dB.  At NSRs, the threshold of 

potential significant effect is LAeq,T 60dB.  Where baseline ambient noise levels are greater 

than or equal to LAeq,T 63dB the threshold for potential significant effect would be LAeq,T 65dB 

and the minimum distance required to avoid a potential significant effect would be less.     

16.201 The calculations indicate that the minimum distance required to be maintained between the 

boundary of the works and any residential NSR, to avoid a potential significant effect, would 

be 140m.  The nearest residential NSRs to the boundary of the works are the dwellings on 

Teal Close, 160m to the north east.  Therefore, potential significant effects, as determined in 

accordance with BS 5228, are not expected as a result of construction of the proposed 

junction and the level of effect is considered to be minor in the worst case.   

16.202 A noise model simulation has also been run assuming all construction activities are carried 

out simultaneously at the nearest potential location of the J15a works to the nearest 

residential receptor on Teal Close.  A noise contour plot showing the results of this 

simulation is presented in Appendix 16.9.  The results indicate that at the nearest receptor 

to the works, noise form construction activities would be below LAeq 55dB.  This indicates 

that the level of effect would be negligible.   

16.203 During the construction phase of J15A works, the potential exists for vibration arising which 

might affect receptors.  The level of vibration impact from construction activity depends on 
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the type of equipment used and the set-back distance to the NSR or other sensitive 

receptor. 

16.204 For residential receptors the LOAEL, for construction vibration is at the threshold between 

‘Negligible’ and ‘Minor’ level of effect which is a vibration level of PPV 0.3 mm/s. The SOAEL 

is at threshold between ‘Minor’ and ‘Moderate’ level of effect which is a vibration level of 

PPV 1.0 mm/s. 

16.205 No general construction equipment is predicted to generate vibration levels of as much as 

1.0 mm/s PPV at 50m and this would include vibratory compactors. However if  impact piling 

is necessary, this could generate a level of 1mm/s PPV at 100m  

16.206 The setback distance to any residential receptors exceed 500m which is large enough to 

ensure that the vibration effects will be negligible.  

16.207 An assessment of the potential noise and vibration effects to Heritage Assets, including lock 

gates on the Grand Union Canal, is included in Appendix 16.16. In the event that impact 

piling is required to be undertaken within 100m of lock gates, then vibration monitoring will 

be in place as set out in the COCP and outline CEMP, including the capability of sending 

notifications through the mobile phone network, to the Piling Contractor which would 

require immediate driven power reduction to reduce vibration.  

16.208 During construction of the project the level of vibration effect to Heritage Assets (i.e. Lock 

Gates), which for these receptors relates to the threshold of potential damage to historic 

structures, is considered to be minor. 

Minor highway works 

16.209 The level of noise and vibration impact associated with minor works at other road junctions 

will depend again on the type of equipment being used and the setback distances.  It is 

unlikely that the amount of work at these junctions will be extensive compared to that at 

J15A or for the Main SRFI Site. It would be highly unlikely for example that impact piling 

would be necessary.  The predicted vibration levels from construction equipment are 

unlikely to exceed 0.5mm/s PPV at 50m.  At NSR’s closer than this, the vibration levels will 

rise and in these situations monitoring is recommended where levels from equipment are 

expected to exceed 1.0mm/s PPV at the NSR.  This will be set out in the detailed CEMP, in 

accordance with the COCP and Outline CEMP. These measures would control and prevent 

excessive vibration from arising and the level of effect would be minor.   

16.210 Calculations of construction noise have been carried out to determine the potential noise 

impact at the nearest residential receptors to each of the proposed associated highways 

junctions works.  The calculations are based on the same equipment list as indicated for the 

Main SRFI on-site highways works.   
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16.211 The calculations have been carried out first without, and then with, mitigation in the form of 

acoustic screening.  The results of the calculations are presented in Appendix 16.9.   

16.212 The calculations demonstrate that with the installation of temporary acoustic screening, 

noise levels can be significantly reduced and the residual level of effect would be minor and, 

therefore, not significant.   

16.213 The final requirements for construction related temporary acoustic screening would be 

determined prior to the works being carried out and be set out in the detailed CEMP, in 

accordance with good practice as identified in the COCP and Outline CEMP. 

All works within Order Limits 

16.214 In the event that some or all of the various parts of the Proposed Development are 

developed at the same time, the noise and vibration effects during the construction phase 

will be localised to NSRs close to each particular area (e.g. Main SRFI Site, or work on existing 

road junctions).  The NSRs that are close to Main SRFI Site are different ones to those around 

the existing road junction NSRs. The distances between NSRs associated with one site in the 

Proposed Development and another are large enough that any noise or vibration impacts 

will not augment each other.  

Impact of Timing of Construction Phasing 

16.215 Should the construction phase be shorter than 10 years, the effects would be no greater 

than those determined in this assessment. This assessment assumes simultaneous 

development of some zones and overlapping phases in order to establish very much a worst 

case and therefore a robust analysis.  

Assessment of Operational Phase Effects 

16.216 Once into operation, the potential impact from some activities from different parts of the 

Proposed Development can be considered together. These include changes in road traffic 

and rail traffic noise.  Operational noise generated from on-site activities on the Main SRFI 

Site can be considered in isolation of other areas of the Proposed Development such as M1 

Junction 15a.  

16.217 The operation of initial phases of the Proposed Development will commence in 2021 and will 

become fully operational in 2031 when all phases are complete. In considering the impact of 

operational noise and vibration, the level of activity in 2031 with the development 

completed, represents the potential worst case scenario, and will be the only scenario 

considered. 

16.218 Prior to full operation the impact will be less as fewer zones will have been developed. 

During the daytime there will also be some construction noise.  Any combined effect at this 
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interim stage would be small only, and would not increase the level of effect determined in 

the construction noise assessment, because that assessment assumed a worst case 

simultaneous development of some zones and overlapping phases of construction.  

16.219 The Proposed Development has the potential to generate adverse impacts from noise and 

vibration as follows: 

 Change in road traffic flows on existing local public roads and introduction of 

access road running from the A43 junction through the centre of the Main SRFI 

Site to the intermodal platform.    

 Change in rail traffic movements on the West Coast Main Line (WCML), both via 

Blisworth and Northampton.   

 On-site activities including Rail Mounted Gantry cranes (RMG) loading and 

unloading containers on the intermodal platform, HGVs and forklifts 

manoeuvring in yards and in the express freight cross-dock platform, and 

operation of any warehouse mechanical ventilation or cooling plant.   

16.220 Each of these activities has been assessed according to current guidance and standards, as 

per the requirements of the NPSNN (Paragraph 5.191).   

16.221 Noise emanating from railway and road traffic movements have been calculated using the 

procedures set out in Calculation of Road Traffic Noise (CRTN) and Calculation of Rail Noise 

(CRN).  The prediction of environmental noise levels propagated to the surrounding 

community has been calculated using B&K’s Predictor software, which follows the 

procedures set out in ISO 9316-2.  Vibration from rail is assessed by considering changes to 

the baseline VDV data as a result of intensification of the number of trains.  Vibration from 

normal site activities is not considered to arise.  Vibration from vehicles (HGVs) on public 

roads has been scoped out.  

Potential road traffic noise effects 

Assessment scenarios 

16.222 During the operational phase of the development traffic flows on existing roads that give 

direct or indirect access to the main SRFI site are likely to increase as a result of the 

development, as well as other external factors.   

16.223 The principle of assessment under DMRB is to calculate the Basic Noise Level (BNL) for each 

road section, in accordance with the procedures set out in CRTN, and to compare the 

changes in BNL over both the short and long term periods.   
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16.224 The DMRB recognises that research into the response to changes in road traffic noise is 

largely restricted to the daytime period.  It states that until further research becomes 

available, assessments of night time road traffic noise should be restricted to long term 

changes only and should only be considered for receptors predicted to be subject to an 

Lnight,outside exceeding 55dB.   

16.225 The BNL has been calculated for the following scenarios: 

 Do-Minimum 2021 (DM 2021) – opening year (2021); without Proposed 

Development  

 Do-Something 2021 (DS 2021) – opening year (2021); with Proposed 

Development (Based on preliminary data for partially built out and operational 

site and assuming only highways mitigation to J15a has been completed, as 

outlined in Chapter 5: The Proposed Development.  Final data for this scenario 

will be available following completion of the junction mitigation phasing 

assessment, which will determine which of the proposed minor highways works 

will need to be completed prior to the operation of the Main SRFI Site.) 

 Do-Minimum 2031 (DM 2031) – future year (2031); without Proposed 

Development  

 Do-Something 2031 (DS 2031) – future year (2031); with Proposed Development 

fully built and operational and including all highways mitigation (J15a and all 

Minor Highways Works) 

16.226 The road traffic flow data for each scenario has been taken from the Northamptonshire 

Strategic Traffic Model (NSTM), which is administered by WSP on behalf of NCC.   

16.227 Short term changes would occur during the proposed opening year of the Proposed 

Development and are defined as the difference between DS 2021 and DM 2021.   

16.228 Long term changes describe the change in BNL from the opening year without the 

development (DM 2021) to the future year with the development (DS 2031), taking into 

account changes related to the Proposed Development but also including any other external 

traffic growth factors.   

16.229 The proposed new access road for the Main SRFI Site, which would connect the proposed 

A43 junction to the east section of the site including the intermodal platform, would cross 

Northampton Road by way of an underpass.  Residential NSRs on Northampton Road would 

be potentially impacted by the cumulative effects of changes in traffic flow on Northampton 

Road and the newly introduced road traffic on the proposed site access road.  To account for 

this, road traffic noise level changes at NSRs near to the Main SRFI Site have been modelled 

using the noise propagation package Predictor V11.   
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16.230 The BNLs for each public road are calculated in terms of the LA10,18hr metric, as per CRTN.  For 

modelling and assessment purposes, these have been converted to LAeq,16hr and LAeq,8hr levels, 

for both the day and night time periods respectively, using the procedures set out in Method 

3 of Method for converting the UK road traffic noise index LA10,18h to the EU noise indices for 

road noise mapping (Defra 2006).  As vehicle movements on the on-site access road would 

not follow typical diurnal patterns, the day and night time LAeq noise levels have been 

calculated following the procedures set out in Method 1, which considers the anticipated 

flow rates on an hourly basis over a 24 hour period.   

16.231 The anticipated hourly flow rates have been based on those observed at similar existing 

facilities, as described in the Traffic Assessment in Chapter 17.  The number of vehicles on 

each segment of the on-site access road has been calculated as a proportion of the available 

floor space within each zone.  The proposed access road speed limit of 40mph has been used 

as the basis for the CRTN calculation.   

16.232 During the opening year the site will only be partially built and operational and there will be 

continued construction activity in some areas of the site.  Construction traffic on the on-site 

access road and public roads local to the main SRFI site has therefore been incorporated into 

the Predictor model.  The anticipated construction traffic flows for the opening year scenario 

(DS 2021) are presented in Appendix 16.4.   

16.233 The calculated LAeq noise levels have been converted to sound power levels Lw/m for input to 

the Predictor model as line sources.  The Predictor model has been validated by comparing 

the results of the model simulation using the NSTM baseline scenario data with the results 

of the baseline noise measurement survey.  Where baseline noise monitoring locations were 

close to roads which are the dominant noise source at that location, the Predictor model 

calculated noise levels to within 1dB of the baseline measurement results.  Therefore, the 

model is considered to be validated and suitable for accurately predicting noise levels for 

future scenarios.   

Noise level changes on the wider network 

16.234 The road traffic data used in the assessment and the resulting calculated BNLs for each 

scenario are presented in Appendix 16.5.  The calculated short and long term changes in 

BNL are presented in Appendix 16.6.   

16.235 As set out in the Methodology for Assessment section, the threshold of a moderate level of 

effect is considered to be the threshold of a significant effect.  The level of effect is 

determined by the change in noise level and the sensitivity of the receptor.  Residential 

receptors are classified as high sensitivity for which a short term noise level change of 3dB, 

and a long term change of 5dB, would be considered potentially significant.  Road link BNL 

changes that fall into this category are highlighted in green in the results in Appendix 16.6.   
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16.236 The results of the calculations for the daytime period indicate that in the short term there 

are eleven road links that would be subject to BNL changes of 3dB or more.   

16.237 Of these, nine road links have low road traffic flows (less than one vehicle per minute) with 

BNL values of 50dB or below.  This is equivalent to around LAeq,16hr 48dB or lower at 10m from 

the road side edge.  This is below the guideline noise level indicated by WHO for acceptable 

levels in external amenity space.   It is, therefore, considered that these changes in BNL 

would not give rise to any significant effects.   

16.238 Road link 24760-4463 (Farmclose Road), around 2km NNE of M1 J15, would be subject to a 

BNL change of +5.3dB.  This is considered to be a high magnitude of impact over the short 

term period, which for a residential receptor would indicate a potential significant effect but 

only if the increased level also exceeded a value of LA10,18hr 65dB free-field  

16.239 Residential dwellings on Farmclose Road are set back 10m from the road side edge and, 

therefore, the incident noise level would be equal to the calculated BNL at LA10,18hr 58.8dB.  

The Noise Insulation Regulations require that provision is made for the costs of noise 

insulation work to dwellings that are subject to increases in noise level of at least 1dB where 

the incident (free field) noise level is greater than LA10,18hr 65dB.  Above this level it becomes 

likely that good internal ambient noise levels would not be achieved with standard glazing 

and trickle vents.  In this case, the results indicate that good internal ambient noise levels 

would be maintained in the affected dwellings.   

16.240 Gardens to the rear of the properties are screened from road traffic noise by the properties 

themselves.  The screening provided by the houses would reduce road traffic noise levels 

from Farmclose Road by around 20dB.  Therefore, noise levels in gardens are likely to be no 

higher than LAeq 40dB, which is significantly below the guideline criteria set out by WHO and 

in BS 8233 for external amenity areas.   

16.241 Given the above analysis, the level of effect of road traffic noise on residential dwellings on 

Farmclose Road is considered to be minor, and not significant.   

16.242 Road link 90013-24120 (M1 J15a: A43 northbound exit over the canal towards services) 

would be subject to a BNL change of +4.8dB over the short term period.   However, the 

nearest residential receptor to this road link is more than 600m away and will be subject to 

noise level changes resulting from the contributions of noise from a number of other road 

links.  A more detailed assessment of noise level changes resulting from the proposed 

improvements to M1 J15a is included later in this chapter. For this particular road link, and 

noting it is one of many at this junction, with nearest receptors 600m away there will be a 

negligible changes in road traffic noise levels at nearby residential receptors.   

16.243 The results of the long term changes calculations for the daytime period indicate that 198 

road links would be subject to increases in BNL of more than +5.0dB, which in the long term 
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is considered to be a medium magnitude of impact or greater.  For the majority of these 

road links the increases in noise levels are a result of external growth factors and are not 

associated with the Proposed Development.  Over the long term period, the Proposed 

Development contributes an additional 1.0-2.9dB increase on just eight of the road links and 

an additional increase of 3.0dB or more at nine road links.  These are listed in Table 16.28.   

Table 16.28: Road links with significant long term daytime noise level changes of +5.0dB 

or more for which the contribution from the Proposed Development is +1.0dB or more.  (* 

an asterisk indicates low traffic flows of less than one vehicle a minute) 

Road 
link 

Description Long term 

change 

without 

development 

(dB) 

Long term 

change 

with 

developme

nt (dB) 

Contribution 

to change from 

Proposed 

Development 

(dB) 

DS 2031 

LAeq,16hr  
at 10m 

from 

roadside 

(dB)  

36531-

1241 

Berrywood 

Drive 

+5.5 +6.7 +1.2 59.3 

9130-

2171 

M45 +4.6 +6.5 +1.9 62.7 

81068-

2315 

Tiffield High 

Street 

-0.4 +6.2 +6.6 *51.6 

2320-

2315 

St Johns Road 

(Tiffield) 

-0.7 +7.2 +7.9 *52.4 

26053-

9101 

M1 J19 

southbound 

slip road onto 

M1 

+37.6 +40.8 +3.2 *57.4 

9123-

9130 

M1 J17 

northbound 

slip road to 

M45 

+3.4 +5.3 +1.9 61.6 

90013-

24120 

M1 J15a: A43 

northbound 

exit over the 

canal towards 

services 

-1.2 +5.7 +6.9 69.9 

24189-

24188 

Pomfret 

Road/Water 

Lane 

(Towcester) 

+12.5 +15.6 +3.1 *52.5 

24199- Bickerstaffes +18.0 +21.3 +3.3 *52.4 
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24189 Road 

(Towcester) 

31007-

24193 

Springfields 

(Towcester) 

+2.4 +11.0 +8.6 60.3 

24776-

24775 

A413 north of 

Silverstone 

+4.0 +5.1 +1.1 62.9 

26012-

26004 

Glen Baulk 

Road 

(Kettering) 

+4.0 +5.0 +1.0 *53.2 

3183-

26053 

M1 J19 

southbound 

slip road onto 

M1 

+37.9 +41.2 +3.3 *59.9 

28012-

28016 

Abbey Hill 

Roundabout 

A5 

northbound 

exit slip road 

+6.8 +7.9 +1.1 *57.8 

31035-

31036 

A43/Brackley 

Rd 

roundabout 

Brackley Rd 

exit slip road 

+4.5 +5.7 +1.2 56.6 

82057-

60182 

Upton Valley 

Way N (into 

new resi 

area?) 

+12.0 +13.6 +1.6 *52.8 

24389-

24543 

A1(M) 

Darlington to 

Newcastle 

Upon Tyne 

+0.7 +6.1 +5.4 *49.8 

16.244 In order to consider the effects of these impacts, the data in the above table needs to be 

analysed further.  

16.245 Of the seventeen road links identified in Table 16.28, six are junction slip roads.  At nearby 

residential receptors, the dominant noise source will be the main roads either side of the slip 

road as these are handling much greater traffic flows.  Noise from the slip roads would not 

therefore be a significant contribution to the total traffic noise levels  

16.246 Ten of the road links identified in Table 16.28 have relatively low traffic flow rates of less 

than one vehicle per minute.  Where existing road traffic flow is low, a small increase in 
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number of vehicles can lead to a relatively larger increase in road traffic noise.  However, the 

resulting absolute noise levels at receptors would be less than the threshold value of LAeq,16hr  

63dB free-field because of the low flow,  which confirms that the effect will not be 

significant.  

16.247 At three of the road links (Berrywood Drive, M45, A413 north of Silverstone), the increase in 

daytime long term road traffic noise would be in the range 5.1-6.7dB, with the Proposed 

Development contributing 1.1-1.9dB to this total increase, which is around 20-30% only.  The 

road traffic noise attributable only to the Proposed Development would result in a small 

increase in noise, however, this would not be sufficient to be significant.   

16.248 On one road link (Springfields, Towcester), an initial noise calculation indicated a potential 

significant effect due to a significant increase in traffic flow rates following development. 

The transport specialist subsequently advised that for this road link the NSTM traffic model 

in conjunction with the determination of the AAWT 18hr values, was not generating 

sufficiently accurate data.  The transport specialist advised more realistic lower traffic flows 

for this road link (18hr AAWT of 1735 down from 4717) .   At this road link, the long term 

increase would be +5.9dB, with external growth factors contributing just 2.4dB to the total 

change.  The increase due solely to the potential development is therefore 3.5dB.  

Residential facades on this road are typically only 4-10m back from the road side edge.  The 

absolute level of noise with the development does not, however breach the significant effect 

threshold of LAeq,16hr 63dB free field.     

16.249 During the night, (AAWT 6hr) values incorporated in the road traffic noise assessment shows 

no breaches of the LAeq,6hr 58dB free-field threshold of significance at residential receptors, 

from any road links. 

16.250 It should be noted that the Noise Insulation Regulations (NIR) are triggered at a level above 

which good internal ambient noise levels, as set out by WHO and BS 8233, may not be 

achieved with standard low performance glazing and trickle vents for a typical dwelling. 

These are where external ‘façade’ (i.e. includes a 3dB ‘façade correction’) noise levels at 

receptors with the development, exceed LA10,18hr  68dB and the increase in total level > 1dB. 

16.251 On the basis of considering the further effects of more accurate peak hour to 18hr traffic 

flowrate conversion factors, whilst there will be increases in levels greater than 1dB, in all 

cases considered, the total levels will be less than the   LA10,18hr  68dB threshold for NIR 

eligibility.  There are therefore expected to be no properties that are expected to be 

subjected to noise from the proposed development that would be at a level which would 

trigger eligibility for compensation under the Noise Insulation Regulations.  This conclusion 

addresses the requirements of the NPSNN (Paragraph 5.199).   
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16.252 The above analysis indicates that the level of effect resulting from noise level changes on the 

wider road network as a result of the Proposed Development would be negligible to minor, 

and not significant.   

Road traffic noise effects at NSRs near to main SRFI site 

16.253 The noise levels from public roads and the new site access road at residential and 

recreational NSRs in the vicinity of the main SRFI site, are shown both graphically and in 

tabular form in Appendix 16.7.  

16.254 Table 16.29 summarises the short term road traffic noise level changes and effects for the 

daytime period that would occur as a result of changes in traffic flow relating to the 

Proposed Development and those generally anticipated on the wider road network.  The 

column indicating the level of effect only contains entries where the effects would be 

adverse (i.e. an increase in noise level).   

16.255 For residential receptors, which are high sensitivity, in the opening year of the development, 

the LOAEL for short term daytime noise change affected by road traffic noise on the public 

network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is short 

term noise change in LAeq,16hr > 1dB and a total level LAeq,16hr  > 58dB. The SOAEL is at threshold 

between ‘Minor’ and ‘Moderate’ level of effect, which is a short term noise change in LAeq,16hr 

> 3dB and a total level LAeq,16hr > 63dB. 

16.256 Footpaths and towpaths are amenity receptors.  However their sensitivity is dependent 

upon their immediate environment.  Those running close to busy transport networks are less 

sensitive than those at some distance. This is shown earlier in Table 16.3 on receptor 

sensitivity.  

16.257 NSR Rec 3 and 5 run close to the new rail freight terminals and are therefore considered to 

be of negligible sensitivity.  The LOAEL for short term road traffic noise change on the public 

network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is a short 

term noise change in LAeq,16hr > 3dB. For receptors of negligible noise sensitivity there is 

no SOAEL. 

16.258  Amenity receptors remote from the new rail freight platforms are of medium sensitivity and 

during the daytime, the LOAEL for short term road traffic noise change on the public 

network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is  LAeq,16hr 

> 1dB. The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of effect which is a 

change in LAeq,16hr >3dB.  
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Table 16.29: Short term daytime road traffic noise level of effect at residential and 

recreational NSRs local to the main SRFI site  

NSR DM 2021 
LAeq,16hr 

(dB) 

DS 2021 
LAeq,16hr (dB) 

DS 2021 – 
DM 2021 
(dB) 

Level of 
adverse 
effect 
(blank 
entries are 
beneficial 
effects) 

Residential receptors 
(NSR X) 

    

NSR 01:  Towcester 
Road (south) 

57.9 57.9 0.0  

NSR 02:  Towcester 
Road (north) 

59.5 59.1 -0.4  

NSR 03:  Rectory Lane, 
Milton Malsor 

49.1 49.5 0.4 Negligible 

(below 
LOAEL) 

NSR 04:  Barn Lane, 
Milton Malsor 

51.3 51.4 0.1 Negligible 

(below 
LOAEL) 

NSR 05:  West Lodge 
Farm 

43.9 44.0 0.1 Negligible 

(below 
LOAEL) 

NSR 06:  Courteenhall 
Road, Blisworth 

61.2 60.7 -0.5  

NSR 07:  Ladyfield, 
Blisworth 

46.4 46.5 0.1 Negligible 

(below 
LOAEL) 

NSR 08:  Chapel Lane, 
Blisworth 

54.8 53.9 -0.9  

NSR 09:  Walnut Tree 
Inn, Blisworth 

52.7 54.3 1.6 Minor 

(above 
LOAEL) 

NSR 10:  Glen Ave, 
Blisworth 

58.2 60.0 1.8 Minor 

(above 
LOAEL) 

NSR 11:  Blisworth Arm 
(south) 

59.3 61.2 1.9 Minor 

(above 
LOAEL) 
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NSR 12:  Blisworth Arm 
(north) 

59.9 56.9 -3.0  

NSR 13:  House 
adjacent to Arm Farm 

63.0 61.6 -1.4  

NSR 14:  Northampton 
Road (east) 

59.7 56.4 -3.3  

NSR 15:  Northampton 
Road (north) 

55.0 53.2 -1.8  

NSR 16:  Northampton 
Road (south) 

59.7 57.4 -2.3  

NSR 17:  Railway 
cottages 

55.1 53.6 -1.5  

Amenity Receptors 
(NSR Rec X) 

    

NSR Rec 1:  Gayton 
Mariner 

60.3 60.5 0.2 Negligible 

(below 
LOAEL) 

NSR Rec 2:  Canal near 
Walnut Tree Inn 

56.3 57.6 1.3 Minor 

(above 
LOAEL) 

NSR Rec 3:  Footpath 
by X-Dock Platform 

43.0 46.5 3.5 Minor 

(above 
LOAEL) 

NSR Rec 4:  Footpath 
by maintenance depot 

44.1 44.5 0.5 Negligible 

(below 
LOAEL) 

NSR Rec 5:  Footpath 
south Intermodal 

44.9 48.5 3.6 Minor 

(above 
LOAEL) 

NSR Rec 6:  Footpath 
north Intermodal 

48.6 49.2 0.6 Negligible 

(below 
LOAEL) 

NSR Rec 7:  Footpath 
south M. Malsor 

47.3 47.4 0.1 Negligible 

(below 
LOAEL) 

NSR Rec 8:  Footpath 
east N'Hampton Rd 

59.2 58.7 -0.5  

NSR Rec 9:  Footpath 
west N'Hampton Rd 

50.0 51.0 1.0 Minor 

(above 
LOAEL) 
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NSR Rec 10:  Footpath 
Gayton Road 

54.0 54.6 0.6 Negligible 

(below 
LOAEL) 

NSR Rec 11:  Footpath 
west of Zone 1 

57.7 60.2 2.5 Minor 

(above 
LOAEL) 

16.259 During the daytime period, at three of the residential NSRs the level of effect would be 

minor adverse and at five of the amenity/recreational NSRs the level of effect would also be 

minor adverse.  At all other receptors the level of effect would be negligible.  

16.260 Table 16.30 summarises the long term road traffic noise level changes and effects for the 

daytime period that would occur as a result of changes in traffic flow relating to the 

Proposed Development and those generally anticipated on the wider road network.  The 

column indicating the level of effect only contains entries where the effects would be 

adverse (i.e. an increase in noise level).   

16.261 For residential receptors, the LOAEL for long term daytime noise change affected by road 

traffic noise on the public network, is at the threshold between ‘Negligible’ and ‘Minor’ level 

of effect, which is long term noise change in LAeq 16hr > 3dB and a total level LAeq 16hr > 58dB. The 

SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of effect, which is a long term 

noise change in LAeq 16hr > 5dB and a total level LAeq 16hr > 63dB. 

16.262 Footpaths and towpaths are amenity receptors.  However their sensitivity is dependent 

upon their immediate environment.  Those running close to busy transport networks are less 

sensitive than those at some distance. This is shown earlier in Table 16.3 on receptor 

sensitivity.  

16.263 NSR Rec 3 and 5 run close to the new rail freight terminals and are therefore considered to 

be of negligible sensitivity.  The LOAEL at amenity receptors, for long term road traffic noise 

change on the public network, is at the threshold between ‘Negligible’ and ‘Minor’ level of 

effect, which is a long term noise change in LAeq,16hr > 5dB. For receptors of negligible 

noise sensitivity there is no SOAEL. 

16.264 Amenity receptors remote from the new rail freight platforms are of medium sensitivity and 

during the daytime, the LOAEL for long term road traffic noise change on the public network, 

is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is  LAeq,16hr > 3dB. 

The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of effect which is a change 

in LAeq,16hr >5dB. 
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Table 16.30: Long term daytime road traffic noise level of effect at residential and 

recreational NSRs 

NSR DM 2021 
LAeq,16hr 

DS 2031 
LAeq,16hr 

DS 2031 
– DM 
2021 

Level of 
adverse 
effect 
(blank 
entries are 
beneficial 
effects) 

Residential receptors (NSR X)     

NSR 01:  Towcester Road (south) 

57.9 58.5 0.6 Negligible 

(below 
LOAEL) 

NSR 02:  Towcester Road (north) 

59.5 59.6 0.1 Negligible 

(below 
LOAEL) 

NSR 03:  Rectory Lane, Milton 
Malsor 

49.1 50.3 1.2 Negligible 

(below 
LOAEL) 

NSR 04:  Barn Lane, Milton 
Malsor 

51.3 53.0 1.7 Negligible 

(below 
LOAEL) 

NSR 05:  West Lodge Farm 

43.9 44.5 0.6 Negligible 

(below 
LOAEL) 

NSR 06:  Courteenhall Road, 
Blisworth 

61.2 61.4 0.2 Negligible 

(below 
LOAEL) 

NSR 07:  Ladyfield, Blisworth 

46.4 47.2 0.8 Negligible 

(below 
LOAEL) 

NSR 08:  Chapel Lane, Blisworth 

54.8 57.9 3.1 Minor 

(above 
LOAEL) 

NSR 09:  Walnut Tree Inn, 
Blisworth 

52.7 54.7 2.0 Negligible 

(below 
LOAEL) 

NSR 10:  Glen Ave, Blisworth 

58.2 60.4 2.2 Negligible 

(below 
LOAEL) 
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NSR 11:  Blisworth Arm (south) 

59.3 61.5 2.2 Negligible 

(below 
LOAEL) 

NSR 12:  Blisworth Arm (north) 59.9 58.1 -1.8  

NSR 13:  House adjacent to Arm 
Farm 

63.0 62.3 -0.7  

NSR 14:  Northampton Road 
(east) 

59.7 57.3 -2.4  

NSR 15:  Northampton Road 
(north) 

55.0 54.6 -0.4  

NSR 16:  Northampton Road 
(south) 

59.7 57.8 -1.9  

NSR 17:  Railway cottages 55.1 53.9 -1.2  

Amenity receptors (NSR Rec X)     

NSR Rec 1:  Gayton Mariner 60.3 60.8 0.5 Negligible 

(below 
LOAEL) 

NSR Rec 2:  Canal near Walnut 
Tree Inn 

56.3 58.0 1.7 Negligible 

(below 
LOAEL) 

NSR Rec 3:  Footpath by X-Dock 
Platform 

43.0 48.1 5.1 Minor 

(above 
LOAEL) 

NSR Rec 4:  Footpath by 
maintenance depot 

44.1 45.0 1.0 Negligible 

(below 
LOAEL) 

NSR Rec 5:  Footpath south 
Intermodal 

44.9 51.2 6.3 Minor 

(above 
LOAEL) 

NSR Rec 6:  Footpath north 
Intermodal 

48.6 48.9 0.3 Negligible 

(below 
LOAEL) 

NSR Rec 7:  Footpath south M. 
Malsor 

47.3 47.7 0.4 Negligible 

(below 
LOAEL) 

NSR Rec 8:  Footpath east 
N'Hampton Rd 

59.2 60.2 1.0 Negligible 

(below 
LOAEL) 

NSR Rec 9:  Footpath west 50.0 50.8 0.8 Negligible 
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N'Hampton Rd (below 
LOAEL) 

NSR Rec 10:  Footpath Gayton 
Road 

54.0 54.5 0.5 Negligible 

(below 
LOAEL) 

NSR Rec 11:  Footpath west of 
Zone 1 

57.7 59.8 2.1 Negligible 

(below 
LOAEL) 

16.265 During the daytime period, the level of effect of road traffic noise level changes over the 

long term is negligible at the majority of residential and recreational NSRs.   

16.266 At residential receptors NSR 12-17 road traffic noise levels decrease slightly as a result of the 

development, although these decreases are considered to also be negligible over the long 

term period.   

16.267 At one residential receptor, NSR 08 (Chapel Lane, Blisworth), the daytime noise level change 

is +3.1dB, which for a residential receptor is considered to be a minor adverse level of effect 

over the long term period.   Further analysis of the results indicates that the long term 

change at this receptor without the Proposed Development is +2.3dB therefore an 

additional increase in road traffic noise of just +0.8dB over the long term period is 

attributable to the Proposed Development.   

16.268 At amenity receptors, the effects of long term daytime road traffic noise level changes would 

be negligible to minor.    

16.269 Table 16.31 summarises the night time long term road traffic noise level changes that would 

occur at residential receptors as a result of changes in traffic flow relating to the Proposed 

Development and along with those generally anticipated on the wider road network.  The 

column indicating the level of effect only contains entries where the effects would be 

adverse (i.e. an increase in noise level).  Where effects would be beneficial (i.e. a decrease in 

noise level), the final column is left blank.   

16.270 As set out earlier in this chapter, the assessment methodology in the DMRB states that 

assessment of road traffic noise during the night time period should be limited to long term 

changes and that only sensitive receptors predicted to be subject to an Lnight,outside  exceeding 

55dB should be considered.  The level of effect is only indicated in Table 16.31 where this 

condition is met.   

16.271 For residential receptors at night, the LOAEL for long term road traffic noise change on the 

public network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is 

long term noise change in LAeq 8hr > 3dB and a total level LAeq 8hr > 55dB. The SOAEL is at 
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threshold between ‘Minor’ and ‘Moderate’ level of effect, which is a long term noise change 

in LAeq 8hr > 5dB and a total level LAeq 8hr > 58dB. 

16.272 During the night time, amenity receptors are not assessed. 

Table 16.31: Long term night time road traffic noise level of effect at residential NSRs 

NSR DM 2021 
LAeq,8hr 

DS 2031 
LAeq,8hr 

DS 2031 – 
DM 2021 

Level of 
adverse 
effect 
(blank 
entries are 
beneficial 
effects or if 
LAeq,8hr < 
55dB) 

NSR 01:  Towcester Road (south) 51.4 53.9 2.5  

NSR 02:  Towcester Road (north) 52.9 53.2 0.3  

NSR 03:  Rectory Lane, Milton 
Malsor 

45.5 46.8 1.3  

NSR 04:  Barn Lane, Milton Malsor 46.4 47.8 1.5  

NSR 05:  West Lodge Farm 40.3 41.4 1.1  

NSR 06:  Courteenhall Road, 
Blisworth 

53.8 54.1 0.3  

NSR 07:  Ladyfield, Blisworth 41.5 43.3 1.8  

NSR 08:  Chapel Lane, Blisworth 48.2 51.2 3.0  

NSR 09:  Walnut Tree Inn, 
Blisworth 

49.5 51.8 2.3  

NSR 10:  Glen Ave, Blisworth 

54.4 56.4 2.0 Negligible 

(below 
LOAEL) 

NSR 11:  Blisworth Arm (south) 

56.1 58.3 2.2 Negligible 

(below 
LOAEL) 

NSR 12:  Blisworth Arm (north) 56.6 55.3 -1.3  

NSR 13:  House adjacent to Arm 
Farm 

59.6 58.6 -1.0  

NSR 14:  Northampton Road (east) 52.8 51.7 -0.3  

NSR 15:  Northampton Road 
(north) 

49.0 52.5 3.5  
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NSR 16:  Northampton Road 
(south) 

52.7 52.1 -0.6  

NSR 17:  Railway cottages 48.8 48.5 -0.3  

16.273 During the night time period, four of the seventeen residential NSRs would be subject to 

noise levels that exceed LAeq,8hr 55dB at night.  At two of these NSRs there would be an 

increase in noise level, however at no more than 2.2dB, over the long term the effect would 

be negligible.   

Road traffic noise effects at NSRs near J15A 

16.274 The noise levels from road traffic on J15a at nearby residential receptors are shown both 

graphically and in tabular form in Appendix 16.7. 

16.275 Table 16.32 summarises the noise level changes at residential receptors over both the short 

and long term for both day and night time periods.  As set out in the Methodology section, 

short term changes for the night time period are not assessed.   

Table 16.32: Road traffic noise level changes (LAeq,T) at residential receptors near J15a 

NSR Short term 
daytime 
change 

Long term 
daytime 
change 

Long term 
night time 
change 

J15a R1:  Narrowboat Lane 0.2 0.7 0.6 

J15a R2:  Teal Close 0.0 0.5 0.3 

J15a R3:  By Counties Crematorium 0.0 0.1 0.1 

J15a R4:  North Street, Rothersthorpe 0.1 0.2 0.1 

16.276 As set out in the Methodology section, for residential receptors, road traffic noise level 

changes in the short term of less than 1.0dB, and in the long term of less than 3.0dB, are 

considered to be associated with a negligible magnitude of impact.  The results in Table 

16.32 indicate that the effects of road traffic noise level changes at residential receptors 

local to J15a, which are high sensitivity, would be negligible.   

16.277 Footpaths and towpaths are amenity receptors.  However their sensitivity is dependent 

upon their immediate environment.  Those running close to busy transport networks are less 

sensitive than those at some distance. This is shown earlier in Table 16.3 on receptor 

sensitivity.  

16.278 Areas of the Grand Union Canal towpath close to J15A and the A43 are considered to be of 

negligible sensitivity.  The LOAEL for short term road traffic noise change on the public 

network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, which is a short 
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term noise change in LAeq,16hr > 3dB. For receptors of negligible noise sensitivity there is 

no SOAEL. 

16.279 For amenity receptors remote from J15A and the A43, which are considered to be of 

medium sensitivity, during the daytime the LOAEL for short term road traffic noise change 

on the public network, is at the threshold between ‘Negligible’ and ‘Minor’ level of effect, 

which is  LAeq,16hr > 1dB. The SOAEL is at threshold between ‘Minor’ and ‘Moderate’ level of 

effect which is a change in LAeq,16hr >3dB.  

16.280 The noise contour plots in Appendix 16.7 indicate that, for the daytime period, both the 

short and long term noise level changes on the canal towpath range from no change to the 

north of J15a to up to +2dB to the south of J15a..   

16.281 The Canal and Rivers Trust have acknowledged that the zone of the towpath adjacent to the 

J15A is in their view of negligible sensitivity, which aligns with the classification in this 

chapter. Under this classification, this area would be subjected only to a negligible adverse 

effect which would not be significant. 

16.282 For amenity receptors on the canal towpath, more remote from J15A and the A43, with an 

increase in noise level of around 1-2dB there would be a minor adverse effect which would 

not be significant.  

Road traffic noise – Important Areas 

16.283 There are four Important Areas that have been identified for which opportunities to address 

existing noise issues, have been considered.  These are:  

 IA_ID:8061 (Road noise) - M1 section adjacent to The Counties Crematorium, 

Northampton 

 IA_ID:8062 (Road noise) – M1 section adjacent to High Street, Collingtree 

 IA_ID:8063 (Road noise) – A508 section through Roade 

 IA_ID:8064 (Road noise) – A43 section near station road, Blisworth 

16.284 The calculations of road traffic noise associated with the Potential Development shows that 

there will be no adverse noise effects on these sections of roads.  The levels of effect will be 

negligible.  

16.285 The design of the development is such that in the case of IA_ID:8064 (Road noise) – A43 

section near station road, Blisworth, it is expected that the greater majority of HGV traffic, 

for example, accessing the main SRFI site, will not pass along this particular Important Area 

segment.   
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16.286 Mitigation of road traffic noise is often undertaken by introducing roadside noise barriers.  

Three of the IAs already have effective noise barriers in place, and there is no opportunity 

available to significantly improve these.  The remaining IA is a main road through Roade with 

a substantial number of residential properties both sides. These however require access 

from the road itself.  It would not be possible to construct an effective noise barrier as the 

many access gaps would negate its acoustic effectiveness. These types of roads tend not to 

incorporate noise barriers as mitigation, as they would have a major visual and planning 

impact.  Instead, mitigation is typically through the use of upgrading window glazing 

systems. 

16.287 This evaluation of the potential to address road noise Important Areas satisfies the 

requirements of the NPSNN (paragraph 5.200). 

Potential railway noise effects 

16.288 The operation of the development would introduce additional rail freight movements on the 

WCML, both via Blisworth and Northampton.   

16.289 The rail transport specialist has advised that freight trains handled on the intermodal 

platform would consist either of Class 4 type intermodal wagons or Class 6 type 

conventional wagons.  Freight trains handled in the express freight cross-dock platform 

would consist of Class 1 type express wagons.   

16.290 It is anticipated that in the opening year, the site would be only partially complete.  The rail 

transport specialist has advised that a reasonable basis for assessment would be to assume 

that in the opening year there would be two freight trains arriving and departing from the 

intermodal platform per day and two freight trains arriving and departing from the express 

freight cross-dock platform per day.  This would increase gradually as the site is further 

developed until operational activities on site reach full capacity.  Table 16.33 presents the 

anticipated number of freight trains that would be handled per day at each platform over a 

number of years, as indicated by the rail transport specialist.   

Table 16.33: Illustrative anticipated number of freight trains handled on each platform 

per day (24 hour) 

 2023 2033 2043 

Intermodal platform 2 13 17 

Express freight cross-dock platform 2 4 4 

16.291 The assessment of rail traffic noise has been carried out considering a worst 

case scenario where freight trains arrive from and depart back to the same 

direction.  Therefore, where two freight trains are handled on the intermodal 
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platform per day, four freight train movements have been considered in the 

calculations.   

16.292 In practice, the majority of freight trains handled on the intermodal platform are likely to 

follow this pattern, however, express freight trains handled on the express freight cross-

dock platform would be more likely to continue their journey in the same direction rather 

than returning. 

16.293 Table 16.34 shows the number of rail freight movements that could be expected during the 

daytime period, rather than the whole 24 hours, on the WCML over a number of years, both 

via Blisworth and via Northampton, and for the case where movements are back on the 

main WCML beyond the Northampton loop, (i.e. at Roade and further south or at Rugby and 

further north).  The data shows the number of rail freight movements attributable to the 

operation of the Proposed Development, along with those that would be generated by other 

developments on the wider network, and the total of both of these.  The noise level changes 

resulting from the total number of rail freight movements anticipated on each line, as 

referenced to the 2017 baseline year, are also shown.     

Table 16.34: Illustrative anticipated number of rail freight movements during the 18 

hour daytime period (06:00-00:00) and resulting noise level changes relative to the 2017 

baseline 

 Rail Line 2017 2023 2033 2043 

SRFI generated rail freight 
movements 

WCML (Northampton) 0 3 18 23 

 WCML (Blisworth) 0 2 6 6 

 WCML (Roade or Rugby) 0 5 24 29 

      

Rail freight movements 
not related to SRFI 

WCML (Northampton) 38 47 58 66 

 WCML (Blisworth) 3 2 0 1 

 WCML (Roade or Rugby) 41 49 58 67 

      

Total rail freight 
movements 

WCML (Northampton) 38 50 76 89 

 WCML (Blisworth) 3 4 6 7 

 WCML (Roade or Rugby) 41 54 82 96 

      

Noise level changes (total WCML (Northampton) - +1.2 +3.0 +3.7
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traffic) dB dB dB 

 WCML (Blisworth) - +1.2
dB 

+3.0
dB 

+3.7
dB 

 WCML (Roade or Rugby) - +1.2
dB 

+3.0
dB 

+3.7
dB 

16.294 The results of the calculations during the daytime period indicate that the short term noise 

level changes from rail movements on the WCML (as calculated for 2023) would be up to 

+1.2dB.  For the short term period this is considered to be a Low Magnitude of Impact, 

which is associated with a short term increase of 1.0 – 2.9dB.   

16.295 The greatest long term change in noise level during the daytime period from rail movements 

on the WCML (as calculated for 2033 and 2043) would be +3.7dB.  For the long term period 

this is considered to be a Low Magnitude of Impact, which is associated with a long term 

increase of 3.0 – 4.9dB.   

16.296 Table 16.35 shows the number of night time rail freight movements that could be expected 

on the WCML over a number of years along with the noise level changes compared with the 

baseline year (2017).    

Table 16.35: Illustrative anticipated number of rail freight movements during the 6 hour 

night time period (00:00-06:00) and resulting noise level changes relative to the 2017 

baseline 

 Rail Line 2017 2023 2033 2043 

Site generated rail freight 
movements 

WCML (Northampton) 0 1 8 11 

 WCML (Blisworth) 0 2 2 2 

 WCML (Roade or Rugby) 0 3 10 13 

      

Rail freight movements 
not related to site 

WCML (Northampton) 5 6 2 1 

 WCML (Blisworth) 16 18 30 35 

 WCML (Roade or Rugby) 21 24 32 36 

      

Total rail freight 
movements 

WCML (Northampton) 5 7 10 12 

 WCML (Blisworth) 16 20 32 37 

 WCML (Roade or Rugby) 21 27 42 49 
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Noise level changes (total 
traffic) 

WCML (Northampton) - +1.5
dB 

+3.0
dB 

+3.8
dB 

 WCML (Blisworth) - +1.0
dB 

+3.0
dB 

+3.6
dB 

 WCML (Roade or Rugby) - +1.1
dB 

+3.0
dB 

+3.7
dB 

16.297 The results of the calculations during the night time period indicate that the short term noise 

level changes from rail movements on the WCML (as calculated for 2023) would be up to 

+1.5dB.  For the short term period this is considered to be a Low Magnitude of Impact, 

which is associated with a short term increase of 1.0 – 2.9dB.   

16.298 The greatest long term change in noise level during the night time period from rail 

movements on the WCML (as calculated for 2033 and 2043) would be +3.8dB.  For the long 

term period this is considered to be a Low Magnitude of Impact, which is associated with a 

long term increase of 3.0 – 4.9dB.   

16.299 The results show that during both the daytime and night time periods the increases in the 

total rail freight movements on the WCML, when considered in isolation, would result in a 

Low Magnitude of Impact over both short term and long term periods.   

16.300 The calculated noise level changes would only occur at locations where noise from freight 

trains is dominant.  In practice, there will also be a significant number of passenger train 

movements and the increases in rail noise levels as a result of increases in freight train 

movements would consequently be lower.   

16.301 Additionally, the total anticipated rail freight movements on the WCML are based on 

Network Rail’s national forecasts.  It may be considered that without the Proposed 

Development the gap left in rail freight movements would be picked up by other SRFIs.   

16.302 Given the above, it is considered that the Magnitude of Impact of rail noise as a result of rail 

freight traffic generated by the Proposed Development would be Negligible.   

16.303 The sensitivity of the receptors being residential is high. The level of effect of changes in rail 

noise is therefore considered to be Negligible.   

Rail traffic noise – Important Areas 

16.304 There is one Important Area that has been identified for which opportunities to address 

existing rail noise issues, have been considered.  This is:  

 IA_ID:RI_1248 (Rail noise) – Roade railway cutting 
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16.305 The calculations of rail traffic noise associated with the Potential Development shows that 

there will be no adverse noise effects on this section of the rail network.  The levels of effect 

will be negligible.  

16.306 Mitigation of rail noise is often undertaken by introducing noise barriers to the side of the 

rail line.  This particular rail line already has effective noise barriers in place and there is no 

opportunity available to improve these.  

16.307 This evaluation of the potential to address rail noise Important Areas, satisfies the 

requirements of the NPSNN (paragraph 5.200). 

Potential on-site generated noise effects from Main SRFI Site (including 
rail infrastructure) 

16.308 For residential receptors, the assessment of noise emanating from activities within the Main 

SRFI Site has been assessed according to BS 4142 which is considered to be the relevant 

British Standard as required in the NPSNN (Paragraph 5.191).  The modelling assumptions 

made in calculating noise levels are presented in Appendix 16.11.  

16.309 For recreational/amenity receptors, the assessment takes note of guidance from IEMA. 

16.310 The sources of noise on the main SRFI site are HGVs idling and manoeuvring in yards and in 

the truck park; tugs moving containers between the intermodal platform and warehouse 

units; forklift trucks operating in yards and on the express freight cross-dock platform; 

locomotives idling at intermodal and express freight cross-dock platforms; rail shunters 

moving wagons between the intermodal platform, rail served warehouses, and maintenance 

depot; rail mounted gantry cranes (RMG) and reach stackers operating on the intermodal 

platform; broadband reversing alarms on RMGs and other vehicles; and finally warehouse 

unit mechanical ventilation and cooling plant.   

16.311 Movements of vehicles on the public access road connecting the A43 junction to the 

warehouses and intermodal platform to the east would be regular and would consist of 

HGVs, cars, and buses. Noise emanating from this activity would be perceived by local 

residents as road traffic noise and not industrial/commercial noise, and so is included within 

the section covering the assessment of road traffic noise, rather than considered further 

here.   

16.312 The baseline survey established that the existing acoustic environment in the study area is 

dominated by road traffic noise.  Noise generated from within the Proposed Development, 

particularly from HGVs, locomotives and mechanical ventilation and cooling plant, would be 

similar in character to the existing acoustic environment.  However, other sources such as 

RMGs and reach stackers on the intermodal platform may require a character correction to 

be applied when determining the Rating Level.   



18.72 
 

 

 

16.313 It is anticipated that noise from some activities would be impulsive in character, particularly 

on the intermodal platform.  This would likely be ‘just perceptible’ at some residential 

receptors.  At other receptors where impulsivity is not perceptible there may be other 

acoustic features that are distinctive against the residual acoustic environment.  Therefore 

as the sound may be ‘readily distinctive’, a term referred to within BS 4142, a precautionary 

+3dB character correction has been applied to the Specific Sound Level, in order to calculate 

the Rating Level at all receptors.   

16.314 For residential receptors, which are high sensitivity, the SOAEL is at the threshold between 

‘Minor’ and ‘Moderate’ level of effect, which for operating noise from the main SRFI site is 

the value where LAr,Tr - LA90,T = 8 dB.  The LOAEL is at the threshold between ‘Negligible’ and 

‘Minor’ level of effect, which is where LAr,Tr - LA90,T = 3 dB.  

16.315 Footpaths and towpaths are amenity receptors.  However their sensitivity is dependent 

upon their immediate environment.  Those running close to busy transport networks are less 

sensitive than those at some distance. This is shown earlier in Table 16.3 on receptor 

sensitivity.  

16.316 NSR Rec 3 and 5 run close to the new rail freight terminals and are therefore considered to 

be of negligible sensitivity.  The LOAEL for operational noise is at the threshold between 

‘Negligible’ and ‘Minor’ level of effect, which is a noise change in LAeq,T > 3dB. For receptors of 

negligible noise sensitivity there is no SOAEL. 

16.317 Amenity receptors remote from the new rail freight platforms are of medium sensitivity and 

during the daytime, the LOAEL for operating noise is at the threshold between ‘Negligible’ 

and ‘Minor’ level of effect, which is LAeq,T > 1dB. The SOAEL is at threshold between ‘Minor’ 

and ‘Moderate’ level of effect which is a change in LAeq,T >3dB.  

Operational noise effects from the Main SRFI Site, without mitigation 

16.318 A noise model simulation has been run without mitigation to establish the potential level of 

effects that may arise from operation of the Proposed Development.  As the site would 

operate continuously over a twenty-four hour period the same daytime and night time 

operating scenarios have been modelled for both periods.  

16.319 Details are given in Appendix 16.11 of assumptions, calculation procedures, including noise 

modelling software and sound power level data for individual sources used in the noise 

modelling.    

16.320 The results of the initial operational noise model simulation are presented in Appendix 

16.12.   

16.321 The results of the initial operational noise model simulation for the sensitive night time 

period are summarised in Table 16.36.  Noise levels at residential receptors for the night 
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time period are calculated at first floor level except for NSR 10 and NSR 14, which are 

ground floor only.  Operational noise levels will typically be higher at first floor level than at 

ground floor level due to reduced screening and ground effects.  The baseline survey 

indicates that the Background Sound Levels are lowest during the sensitive night time 

period.  Therefore, the assessment during this period represents the worst case scenario.    

Table 16.36: Summary of operational noise results at residential NSRs during the 

sensitive night time period (23:00-01:00) (without mitigation).    

NSR Rating 

Level , 

LAr,Tr 

Background 

Sound Level, 

LA90,T  

Rating –

Background 

Level, LAr,Tr - LA90,T 

Level of effect 

NSR 01:  Towcester Road (south) 57 42 15 Major               
(above SOAEL) 

NSR 02:  Towcester Road (north) 54 42 12 Moderate         
(above SOAEL) 

NSR 03:  Rectory Lane, Milton 
Malsor 

54 42 12 Moderate        
(above SOAEL) 

NSR 04:  Barn Lane, Milton 
Malsor 

54 42 12 Moderate        
(above SOAEL) 

NSR 05:  West Lodge Farm 47 42 5 Minor               
(above LOAEL) 

NSR 06:  Courteenhall Road, 
Blisworth 

50 39 11 Moderate     
(above SOAEL) 

NSR 07:  Ladyfield, Blisworth 48 39 9 Moderate     
(above SOAEL) 

NSR 08:  Chapel Lane, Blisworth 46 39 7 Minor            
(above LOAEL) 

NSR 09:  Walnut Tree Inn, 
Blisworth 

54 40 14 Major            
(above SOAEL) 

NSR 10:  Glen Ave, Blisworth 49 40 9 Moderate       
(above SOAEL) 

NSR 11:  Blisworth Arm (south) 50 48 2 Negligible     
(below LOAEL) 

NSR 12:  Blisworth Arm (north) 52 48 4 Minor            
(above LOAEL) 

NSR 13:  House adjacent to Arm 
Farm 

53 48 5 Minor         
(above LOAEL) 

NSR 14:  Northampton Road 
(east) 

55 42 13 Major         
(above SOAEL) 
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NSR 15:  Northampton Road 
(north) 

55 42 13 Major         
(above SOAEL) 

NSR 16:  Northampton Road 
(south) 

53 42 11 Moderate   
(above SOAEL) 

NSR 17:  Railway cottages 58 42 16 Major          
(above SOAEL) 

16.322 The results indicate that the effects would generally be of minor to moderate level of effect 

at most receptors.  At five of the residential receptors the effects would be major.  

16.323 The receptors that would potentially be subject to a major level of effect are those on 

Northampton/Towcester Road, which are located centrally between the two sides of the 

Main SRFI Site.  These would be the nearest NSRs to the Proposed Development.  The 

Walnut Tree Inn would also be subject to effects of major significance due to its elevated 

location.  Receptors on Glen Avenue, in the residential park behind the Walnut Tree Inn, and 

other nearby residential receptors are less affected due to the local topography and would 

be subject to moderate levels of effect. 

16.324 The dominant operational noise sources at these most affected receptor locations would be 

the warehouse mechanical ventilation and cooling plants and trailer mounted diesel chillers 

operating in the yards.  These sources would require significant ‘designed-in’ noise control 

mitigation, applied at source.  Noise from HGVs manoeuvring in yards would also be 

significant at receptors on Northampton/Towcester Road, particularly once the 

aforementioned sources have been mitigated.  Noise from manoeuvring HGVs at these 

locations may be mitigated using local bunds and/or screening.   

16.325 Residential receptors at the north and east end of Blisworth on Courteenhall Road would 

potentially be subject to moderate levels of effect.  Sources at these locations would be the 

warehouse mechanical ventilation and cooling plants, trailer mounted diesel chillers 

operating in the yards and on the intermodal platform, diesel rail shunters manoeuvring 

wagons on site, and reach stackers operating on the intermodal platform.     

16.326 Residential receptors on the southern boundary of Milton Malsor would be potentially 

subject to moderate levels of effect.  Sources would be the RMGs and reach stackers 

operating on the intermodal platform, particularly at the south eastern corner of Milton 

Malsor (NSR 4: Barn Lane), trailer mounted diesel chillers operating in yards, warehouse 

mechanical ventilation and cooling plants, and HGVs manoeuvring in yards.   

16.327 Amenity receptors require only a daytime noise assessment. Simulation results for 

recreational/amenity receptors are calculated for the daytime period only and at a height of 

1.5m.  These results are summarised in Table 16.37. 
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Table 16.37: Summary of operational noise results at recreational/amenity NSRs during 

the daytime period (07:00-19:00) (without mitigation).  

NSR Site 
operation 
noise 
level (LAeq,T 
dB) 

Residual 
noise 
level 
(LAeq,T dB) 

Total 
noise 
level 
(LAeq,T 
dB) 

Noise 
level 
change
(LAeq,T 
dB) 

Level of 
adverse 
effect 

NSR Rec 1:  Gayton 
Mariner 

49 67 67.1 +0.1 Negligible 
(below 
LOAEL) 

NSR Rec 2:  Canal near 
Walnut Tree Inn 

51 61 61.4 +0.4 Negligible 
(below 
LOAEL) 

NSR Rec 3:  Footpath by 
X-Dock Platform 

55 57 59.1 +2.1 Negligible 
(below 
LOAEL) 

NSR Rec 4:  Footpath by 
maintenance depot 

48 57 57.5 +0.5 Negligible 
(below 
LOAEL) 

NSR Rec 5:  Footpath 
south Intermodal 

63 51 63.3 +12.3 Minor     
(above 
LOAEL) 

NSR Rec 6:  Footpath 
north Intermodal 

57 55 59.1 +4.1 Moderate 
(above 
SOAEL) 

NSR Rec 7:  Footpath 
south M. Malsor 

54 55 57.5 +2.5 Minor     
(above 
LOAEL) 

NSR Rec 8:  Footpath 
east N'Hampton Rd 

52 71 71.1 +0.1 Negligible 
(below 
LOAEL) 

NSR Rec 9:  Footpath 
west N'Hampton Rd 

53 63 63.4 +0.4 Negligible 
(below 
LOAEL) 

NSR Rec 10:  Footpath 
Gayton Road 

44 63 63.1 +0.1 Negligible 
(below 
LOAEL) 

NSR Rec 11:  Footpath 
west of Zone 1 

62 63 65.5 +2.5 Minor     
(above 
LOAEL) 
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16.328 Most of the recreational/amenity receptors would be subject to negligible to minor levels of 

effect, apart from NSR S 6 north of the intermodal platform where moderate levels of effect 

would arise. At this position sources would include the RMGs, locomotive or rail shunter 

idling or operating near to the footpath. 

Operational noise effects from the SRFI site, with mitigation 

16.329 A noise model simulation has been run incorporating mitigation measures to address the 

potential impacts identified above.  The mitigation measures include the embedded 

mitigation and some additional potential adaptive mitigation for which more detail is 

provided later in this chapter.   

16.330 The modelled adaptive mitigation is based on an assumed worst case illustrative layout for 

the warehouses with yards facing outwards from the development.  The additional potential 

adaptive mitigation includes acoustic screening around the perimeter of some of the 

warehousing zones such as to reduce noise levels to amenity receptors near to the yards, 

such as the canal towpath and nearby footpaths.  The adaptive mitigation also includes a 

limit on the allowable sound power output of warehouse unit mechanical ventilation and 

cooling plant, controls to HGV mounted chiller equipment operation.   

16.331 The results of the noise model include the embedded mitigation, and potential adaptive 

mitigation based on a worst case site layout for noise, where yards face outwards. The 

results are presented in Appendix 16.12, and include a noise contour plot, which also shows 

the location of acoustic screening assumed in this illustrative layout.  The results for 

residential receptors during the sensitive night time period are summarised in Table 16.38.   

Table 16.38: Summary of operational noise results at residential NSRs during the 

sensitive night time period (23:00-01:00) (with embedded and illustrative adaptive 

mitigation).    

NSR Rating Level 
, LAr,Tr  dB 

Background 
Sound 
Level, LA90,T 
dB 

Rating –
Backgroun
d Level, 
LAr,Tr - LA90,T 

dB 

Level of 
adverse effect 

NSR 01:  Towcester 
Road (south) 

50 42 8 Moderate 
(above SOAEL) 

NSR 02:  Towcester 
Road (north) 

47 42 5 Minor     
(above LOAEL) 

NSR 03:  Rectory Lane, 
Milton Malsor 

48 42 6 Minor     
(above LOAEL) 

NSR 04:  Barn Lane, 
Milton Malsor 

48 42 6 Minor     
(above LOAEL) 
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NSR 05:  West Lodge 
Farm 

47 42 5 Minor     
(above LOAEL) 

NSR 06:  Courteenhall 
Road, Blisworth 

47 39 8 Moderate 
(above SOAEL) 

NSR 07:  Ladyfield, 
Blisworth 

45 39 6 Minor     
(above LOAEL) 

NSR 08:  Chapel Lane, 
Blisworth 

42 39 3 Minor     
(above LOAEL) 

NSR 09:  Walnut Tree 
Inn, Blisworth 

49 40 9 Moderate 
(above SOAEL) 

NSR 10:  Glen Ave, 
Blisworth 

43 40 3 Minor     
(above LOAEL) 

NSR 11:  Blisworth Arm 
(south) 

45 48 -3 Negligible 
(below LOAEL) 

NSR 12:  Blisworth Arm 
(north) 

47 48 -1 Negligible 
(below LOAEL) 

NSR 13:  House adjacent 
to Arm Farm 

48 48 0 Negligible 
(below LOAEL) 

NSR 14:  Northampton 
Road (east) 

46 42 4 Minor     
(above LOAEL) 

NSR 15:  Northampton 
Road (north) 

48 42 6 Minor     
(above LOAEL) 

NSR 16:  Northampton 
Road (south) 

46 42 4 Minor     
(above LOAEL) 

NSR 17:  Railway 
cottages 

50 42 8 Moderate 
(above SOAEL) 

16.332 The results of the assessment during the sensitive night time period, with both the 

embedded and illustrative potential adaptive mitigation, indicate that the proposed 

mitigation can reduce operational noise levels substantially at many of the receptor 

locations.  The resulting potential level of effects would be either negligible or minor at the 

majority of receptors.  At four residential receptor locations (NSR 1, 6, 9, and 17) the 

potential effects may be Moderate adverse, which is ‘significant’.  

16.333 The threshold between insignificant and significant effect (i.e. SOAEL), as established by PPG, 

is considered to be the threshold between a ‘Minor’ and a ‘Moderate’ level of effect.  For 

these residential receptors, which are of high sensitivity, this threshold is considered to be 

where the Rating Level exceeds the Background Sound Level by 8dB.   

16.334 NSRs 1 and 17 are both on Northampton/Towcester Road between the two halves of the 

Main SRFI Site.  These are the residential receptors that would be nearest to the site.  At 
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both of these locations this worst case assessment indicates that the Rating Level would 

exceed the Background Sound Level by 8dB, which is just at the threshold for what would be 

considered a Moderate level of effect.   

16.335 NSR 6 is located at the north east corner of Blisworth and is situated at an elevated location 

with respect to the Proposed Development.  At this location the assessment indicates that 

the Rating Level would also just reach the threshold of a moderate effect.    

16.336 NSR 9 is the Walnut Tree Inn, to the south west of the Main SRFI Site, which is situated at an 

elevated location with respect to the Proposed Development.  Here, the assessment 

indicates that the Rating Level would exceed the Background Sound Level by 9dB, which is 

1dB above the threshold for Moderate level of effect.   

16.337 During the daytime period, background sound levels in the area are significantly higher than 

they are during the sensitive early night time period.  Consequently, the potential for effects 

as a result of noise from operational activities during the daytime period would be lower.   

16.338 The results of the daytime operational noise model simulation at residential receptors, 

including embedded and illustrative potential adaptive mitigation, are summarised in Table 

16.39.  Daytime operational noise levels are assessed at ground floor level where noise 

levels from the Proposed Development would be typically one to three decibels lower than 

at first floor level.   

Table 16.39: Summary of operational noise results at residential NSRs during the 

daytime period (07:00-19:00) (with embedded and illustrative adaptive mitigation).    

NSR Rating 
Level , 
LAr,Tr 

Backgroun
d Sound 
Level, 
LA90,T  

Rating –
Background 
Level, LAr,Tr - 

LA90,T 

Level of adverse 
effect 

NSR 01:  Towcester 
Road (south) 

48 51 -3 Negligible 
(below LOAEL) 

NSR 02:  Towcester 
Road (north) 

46 51 -5 Negligible 
(below LOAEL) 

NSR 03:  Rectory Lane, 
Milton Malsor 

47 45 2 Negligible 
(below LOAEL) 

NSR 04:  Barn Lane, 
Milton Malsor 

47 45 2 Negligible 
(below LOAEL) 

NSR 05:  West Lodge 
Farm 

45 46 -1 Negligible 
(below LOAEL) 

NSR 06:  Courteenhall 
Road, Blisworth 

45 46 -1 Negligible 
(below LOAEL) 
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NSR 07:  Ladyfield, 
Blisworth 

42 46 -4 Negligible 
(below LOAEL) 

NSR 08:  Chapel Lane, 
Blisworth 

40 46 -6 Negligible 
(below LOAEL) 

NSR 09:  Walnut Tree 
Inn, Blisworth 

47 47 0 Negligible 
(below LOAEL) 

NSR 10:  Glen Ave, 
Blisworth 

43 47 -4 Negligible 
(below LOAEL) 

NSR 11:  Blisworth Arm 
(south) 

42 62 -20 Negligible 
(below LOAEL) 

NSR 12:  Blisworth Arm 
(north) 

45 62 -17 Negligible 
(below LOAEL) 

NSR 13:  House 
adjacent to Arm Farm 

46 62 -16 Negligible 
(below LOAEL) 

NSR 14:  Northampton 
Road (east) 

46 51 -5 Negligible 
(below LOAEL) 

NSR 15:  Northampton 
Road (north) 

45 51 -6 Negligible 
(below LOAEL) 

NSR 16:  Northampton 
Road (south) 

44 51 -7 Negligible 
(below LOAEL) 

NSR 17:  Railway 
cottages 

49 51 -2 Negligible 
(below LOAEL) 

16.339 The results indicate that during the daytime period the level of effect of operational noise at 

all residential receptors would be negligible.   

16.340 The results of the daytime operational noise model simulation at recreational/amenity 

receptors, including embedded and illustrative adaptive mitigation, are summarised in Table 

16.40.  Noise at recreational/amenity receptors is assessed in terms of the change in noise 

level as a result of operational activities at the Proposed Development.   

Table 16.40: Summary of operational noise results at recreational/amenity NSRs during 

the daytime period (07:00-19:00) (with embedded and illustrative adaptive mitigation).  

NSR Site 
operation 
noise 
level 
(LAeq,T dB) 

Residual 
noise 
level 
(LAeq,T 
dB) 

Total 
noise 
level 
(LAeq,T 
dB) 

Noise 
level 
change 
(LAeq,T 
dB) 

Level of adverse 
effect 

NSR Rec 1:  Gayton 
Mariner 

43 67 67.0 0.0 Negligible 
(below LOAEL) 
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NSR Rec 2:  Canal near 
Walnut Tree Inn 

44 61 61.1 +0.1 Negligible 
(below LOAEL) 

NSR Rec 3:  Footpath 
by X-Dock Platform 

53 57 58.5 +1.5 Negligible 
(below LOAEL) 

NSR Rec 4:  Footpath 
by maintenance depot 

46 57 57.3 +0.3 Negligible 
(below LOAEL) 

NSR Rec 5:  Footpath 
south Intermodal 

63 51 63.3 +12.3 Minor 

(above LOAEL) 

NSR Rec 6:  Footpath 
north Intermodal 

48 55 55.8 +0.8 Negligible 
(below LOAEL) 

NSR Rec 7:  Footpath 
south M. Malsor 

43 55 55.3 +0.3 Negligible 
(below LOAEL) 

NSR Rec 8:  Footpath 
east N'Hampton Rd 

44 71 71.0 0.0 Negligible 
(below LOAEL) 

NSR Rec 9:  Footpath 
west N'Hampton Rd 

45 63 63.1 +0.1 Negligible 
(below LOAEL) 

NSR Rec 10:  Footpath 
Gayton Road 

40 63 63.0 0.0 Negligible 
(below LOAEL) 

NSR Rec 11:  Footpath 
west of Zone 1 

50 63 63.2 +0.2 Negligible 
(below LOAEL) 

16.341 At all recreational/amenity receptor locations, the level of effect of operational noise would 

be of negligible or minor.   

16.342 Overall, during the daytime, the level of effect at residential receptors would be Negligible 

at all locations.  During the most sensitive early night time period the level of effect would 

be Minor, or below, at all receptors, except NSR 1 (Towcester Road), NSR 6 (Courteenhall 

Road, Blisworth), NSR 9 (Walnut Tree Inn), and NSR 17 (Railway Cottages), which are at or 

just above the threshold of Moderate level of effect (by up to 1dB only).   

16.343 It should now be noted again that the predicted noise impacts used in this assessment 

would be very much a worst case, based on robust and cautious assumptions relating the 

extent of activity at the site, the number of noise sources and their respective sound 

outputs, and by assessing a fully operational scenario that would not occur until at least 

2031 and this using measured 2016 background noise levels. For the purposes of this 

assessment it is highly likely that background noise levels over 15 years will increase by at 

least 1 dB. This, together with the other cautious assumptions made, mean that in practice, 

the operational noise impact of the Proposed Development is likely to be lower, by at least 

1dB and therefore the level of effect from on-site operational activities, would be Minor. 
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16.344  An assessment of the potential noise and vibration effects to Heritage Assets is included in 

Appendix 16.16. During both construction and operational phases of the project the level of 

effects at assets is considered to be no greater than minor.  

16.345 To summarise, in practice the level of effect during operations at both residential and 

amenity receptors is likely to be negligible to minor.  

Potential noise effects from J15A and minor highway works 

16.346 During operation of the J15A and other junctions, there will be no noise and vibration effects 

other than that associated with road traffic.  This aspect is dealt with earlier within this 

chapter. 

Potential Vibration Effects 

16.347 During the operational phase of the project, potential vibration effects may arise at 

residential NSRs and other potentially sensitive receptors close to the Proposed 

Development. 

16.348 The potential vibration effects from HGVs travelling on public roads during operations is not 

required to be assessed following discussions and agreement with South Northamptonshire 

Council. This includes modified roads at Junction 15A and minor modifications at other 

junctions. 

16.349 Activity on the Main SRFI Site will include moving goods into and out of warehouse and 

storage facilities. Vehicles and equipment in yards operate on pneumatic tyres, which 

prevent the transmission of vibration into the ground.  The only potential sources of ground 

vibration from the Main SRFI Site are slow moving trains and shunters and container 

movements for example associated with rail mounted gantry crane operations. The 

intermodal platform is at least 500m from the nearest residential receptor. Vibration 

transmission through the ground attenuates rapidly with distance such that even very 

substantial levels of this type of vibration tend to be attenuated to insignificance over 

distances of more than 50m. Potential vibration entering the ground may arise as a result of 

stacking containers. However proper site management of this activity including the use of 

soft landing technology in the Gantry Crane handling protocols, designed to avoid impact 

noise, will also have the benefit of reducing vibration into the ground.  Again, any ground 

vibration will be localised to 50m distance, and with NSR at 500m distance or more, these 

will not be detectable.   The magnitude of impact at residential NSRs will be negligible and 

the level of effect will also be negligible. 

16.350 Freight trains travelling on the rail network have the potential for generating vibration.  The 

rail network in this context is considered to be the Network Rail lines WCML(Blisworth) and 

the WCML(Northampton), in the vicinity of the Main SRFI Site. Freight trains leaving the rail 



18.82 
 

 

 

network and entering the Main SRFI Site will be travelling more slowly than freight and other 

trains continuing on the rail network.  The vibration forces entering the ground will 

therefore be less than for faster travelling trains. The nearest residential receptor (on 

Collingtree road, close to where the railway line crosses) is 30m from the midpoint of the rail 

network lines, and vibration effects at these distances would be unlikely to be significant.  

Baseline vibration monitoring of the existing high speed passenger and freight traffic at a 

distance of 60m from the line is shown earlier within this chapter, recorded very low existing 

vibration levels.  

16.351 The vibration baseline measurements were made over a period of one week close to a 

residential property.  The measured VDV, 60m from the rail network was 0.013m/s1.75 at 

night and 0.015m/s1.75 during the day.  These values are around 10 times lower than the 

threshold above which there is a ‘low probability of adverse comment’.  A value of less than 

0.1m/s1.75 is considered to have a negligible magnitude of impact and that between 

0.1m/s1.75 and 0.2m/s1.75 to have a low magnitude of impact. The measured values at no 

greater than 0.015m/s1.75 have a negligible magnitude of impact and also a negligible level of 

effect. These are existing values at 60m; at closer distances of 35m where there are some 

properties, the level of effect for baseline conditions would still likely be negligible, although 

it might just rise slightly into minor depending upon local ground conditions. 

16.352 This assessment so far looks at the existing baseline conditions which are found to be 

negligible or minor in terms of level of effect. The assessment of the potential for vibration 

impacts during operation needs to consider the freight traffic visiting the SRFI, along with 

other increases in numbers of freight trains not associated with the SRFI.  These numbers 

are shown in Tables 16.34 and 16.35 within the railway noise operational noise section of 

this chapter.   The predicted maximum potential percentage increase in number of freight 

trains on either of the two rail networks during the day or night, is no greater than 140% or 

an increase by a factor of 2.4.  Assuming that the vibration from slow moving freight trains 

entering or leaving the main SRFI is no greater than from fast moving trains, an increase in 

freight trains of 140% would increase a VDV from at worst, 0.10m/s1.75 up to no more than 

0.15m/s1.75. Both the baseline VDV and the VDV with full rail operation would remain within 

the 0.1 – 0.2m/s1.75 range which is consistent with a low magnitude of impact and a minor 

significant of effect.  If the baseline were to be significantly lower than 0.10m/s1.75, which the 

baseline vibration monitoring suggests it is most likely to be, then the level with full rail 

operation would likely be both a negligible magnitude of impact and a negligible level of 

effect. 

16.353 An assessment of the potential noise and vibration effects to Heritage Assets is included in 

Appendix 16.16. During both construction and operational phases of the project the level of 

effect is considered to be Minor.  
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Adaptive Mitigation 

16.354 Mitigation measures have been identified based on the impacts identified for the various 

stages of development.  Some of the mitigation measures are embedded in the proposed 

development, while others may be adaptive to the meet the requirements of the 

development as the design progresses.  The proposed mitigation for each stage of the 

development, as assumed in the assessments detailed earlier in this chapter, is described in 

the following sections.   

Construction Mitigation 

16.355 Construction noise and vibration mitigation should be implemented to reduce the impact of 

this activity as far as is reasonably practicable through the implementation of best 

practicable means.  Methods to achieve this are set out in the Code of Construction Practice 

(COCP) and Outline Construction Environmental Management Plan (Outline CEMP).   

16.356 The COCP and Outline CEMP include ways to ensure environmental issues, including noise, 

are managed and if necessary monitored, on an ongoing basis once development 

commences. This includes the provision to monitor noise levels during construction and 

submit results to a local authority. Monitoring is recommended, however the detail would 

be subject to further discussions with the local authority prior to commencement on site, to 

ensure they are satisfied that the programme of monitoring is suitably comprehensive. 

16.357 The assessment of construction noise considers a worst case scenario in which the works are 

carried out continuously throughout the working day at the locations nearest to noise 

sensitive residential receptors.   

16.358 BS 5228 provides guidance on the implementation of best practicable means for the control 

of noise and vibration during construction activities.  It provides the following potential 

methods for the control of noise at source: 

 avoid unnecessary revving of engines; 

 switch off equipment when not required; 

 good maintenance of internal haul routes; 

 selection of quiet equipment; 

 modification of equipment to improve sound reduction measures (e.g. install 

better exhaust silencers, install acoustic canopies over engines, stiffen resonant 

body panels); 

 good equipment maintenance; 
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 minimise metal-on-metal impacts during construction of steel structures; 

 install full or partial enclosures around noisy equipment.   

16.359 BS 5228 advises that noisy processes should be avoided wherever practicable.  Where this is 

not possible, noise can be further reduced by controlling the spread of noise between the 

site and the receptors.  The following procedures may be implemented: 

 noisy processes and equipment should be located as far as is reasonably 

practicable from receptor locations; 

 temporary acoustic screens installed as close as possible to either equipment or 

receptor locations; 

 making use of screening such as that which may be provided by site buildings, 

earth bunds and other structures.  

16.360 Construction work (excluding archaeological investigations, landscaping and any non-

intrusive internal fit-outs) is not assessed to take place other than between 7.00am – 

7.30pm weekdays and 8.00am – 1.00pm on Saturdays (excluding public holidays).  Any 

exception to this (except in emergencies), would be limited to activity within completed 

buildings, and noise limits would be the same as those to be achieved during the operational 

phase at night. Sunday and bank holiday working would be undertaken for works which do 

not cause noise that is audible outside the boundary of the site 

16.361 Construction processes that have the potential to generate significant noise and vibration at 

nearby residential receptors should be limited in duration as far as reasonably practicable.  

Residents should be given advance notice of any such activities being carried out and be 

kept informed as to their likely duration.   

16.362 Employees should be made aware of the importance of noise reduction at this site and the 

best practicable means with which they can reduce noise and vibration.   

16.363 Where piling is to be undertaken, preference will be given to using intrinsically quiet 

equipment such as CFA and other rotary rigs.  Where noisier rig types have to be used, 

preference will be for vibratory driven types rather than impact driven. 

16.364 Driven impact piling carried out within 100m of a residential NSR should be accompanied by 

a programme of vibration monitoring. 

16.365 Table 16.41 summarises the mitigation for construction noise and vibration.   
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Table 16.41:  Schedule of Proposed Mitigation Measures for Construction Noise and 

Vibration 

Potential 
effect 

Proposed mitigation Means of 
Implementati
on 

Mechanism for 
securing mitigation 
and DCO reference 
(where applicable) 

Noise 
impacting 
NSRs during 
construction 

Implementation of 
guidance in BS 5228 

Detailed 
CEMP. 

DCO Requirement 9 

Construction 
noise 
disturbance 
at night 

Construction hours 
limited to daytime only 
(07:00-19:30 weekday 
and 08:00-13:00 Saturday 

Detailed 
CEMP. 

DCO Requirement 9 

Short term 
daytime 
disturbance 
from 
exceptional 
essential 
construction 
activity 

Residents or stakeholders 
should be given advance 
notice of any excessively 
noisy activities being 
carried out and be kept 
informed as to their likely 
duration.   

 

Detailed 
CEMP. 

DCO Requirement 9 

Short term 
daytime 
disturbance 
from 
essential 
piling if 
required 

Preference for use of 
quietest piling rig types 
with low vibration impact 

Detailed 
CEMP. 

DCO Requirement 9 

Vibration 
from piling 
impacting 
NSRs and 
heritage 
assets 
during 
construction 

Piling within 100m of a 
residential NSR or 
heritage asset should be 
accompanied by a 
programme of vibration 
monitoring 

Detailed 
CEMP. 

DCO Requirement 9 

Road Traffic Noise Mitigation 

16.366 Generally, no specific road traffic noise mitigation is proposed as the level of effect of 

increasing road traffic noise as a result of the Proposed Development is negligible to minor.  
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16.367 Mitigation in relation to noise generated by traffic on the Main SRFI Site access road from 

the A43, is considered within the section below.   

Rail Traffic Noise Mitigation 

16.368 No railway noise mitigation of train movements on the public rail network is proposed as the 

level of effect of increasing rail traffic was Negligible. 

Operational Noise Mitigation on Main SRFI Site 

16.369 Noise mitigation measures for the Main SRFI Site operation have been identified based on a 

worst case operating scenario and site layout in relation to noise, taking account of the 

potential impacts identified in the assessment.  The effects of the embedded and adaptive 

mitigation have been simulated in a noise model, as detailed earlier in this chapter.     

• Any HGV mounted diesel driven chillers would be required to operate in electric 

standby mode while in warehouse yards and in other designated parking areas.  

This would reduce the noise output significantly, as indicated in the equipment 

list sound power level table in Appendix 16.11. 

• Noise from mechanical ventilation and cooling plant zones can be mitigated 

through the appropriate design of noise control.  This would be developed as 

part of the detailed design and would consist of suitably specified silencers, 

acoustic enclosures, screening, and layout, as required.  The assessment has 

assumed four plant zones per warehouse, one on each corner at high level, with 

an indicative sound power level limit per zone applied of LwA 90dB.  Where 

possible, these plant zones should be located such that they are screened from 

NSRs by the warehouses themselves.  Where this is not possible and where the 

indicative sound power level limit for a plant zone is exceeded, additional 

screening may be required. 

• Additional screening may also be required where NSRs have direct line of sight 

to yards.  The final layout of the warehouses would be developed at a later stage 

and would depend on the requirements of each operator.  The assessment of 

on-site operational noise has been based on a worst case layout where all yards 

face outwards with potential direct line of sight to the NSRs.  This worst case 

layout, and the acoustic screening assumed in the noise model, is shown on the 

noise contour plot of the mitigated noise model simulation presented in 

Appendix 16.12.  Noise emanating from yard activities could be reduced further 

by orientating yards away from NSRs such that the warehouses themselves 

inherently provide acoustic screening.  Additional screening, however, may still 

be required around the perimeters of some zones where gaps between 

warehouses allow line of sight from NSRs to yards or where design constraints 
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do not allow for yards to be inward facing.  One such scenario is shown in 

Appendix 16.13 on the Illustrative Masterplan.  The screening shown would also 

provide additional mitigation to those recreational/amenity receptors within the 

Proposed Development. 

• Acoustic screening has also been assumed to the north of NSRs 14 and 15 to 

reduce noise at these locations from road traffic on the site access road and 

Northampton Road underpass. 

• The assessment has shown that diesel rail shunters operating on site would be 

potentially significant sources at NSR 6.  Acoustic screening can reduce noise at 

this location from rail shunting activities on the on-site lines between the south 

end of the intermodal platform, train maintenance depot, and rail served 

warehouses.  The acoustic screens should be located as close to the south side 

of the on-site rail lines as possible.  It is understood that this would be a 

minimum of around 4m back from the line for safety reasons.  Details of the 

proposed acoustic screening are shown in Appendix 16.13. 

• Rail squeal has the potential to be generated where the radius of curvature of 

the line is less than 200m.  The curvature of the proposed on-site line is limited 

to 200m to avoid this potential for rail squeal.  Additional mitigation can be 

implemented, however, if rail squeal is generated, by ensuring the rail line is 

adequately maintained and by applying lubrication to the line as required. 

Locally further reducing the speed of trains on the line is also effective. 

• Acoustic screening at the north of intermodal platform would provide additional 

mitigation to protect residential NSRs at the south east of Milton Malsor from 

noise generating activities carried out close to the northern end of the platform, 

particularly from container impacts, and reach stacker movements. 

• Gantry cranes would be fully electric rail mounted gantry cranes, which are 

significantly quieter than the equivalent diesel powered cranes.  It has been 

assumed that there would be four broadband alarms fitted at low level (2m 

high), one on each leg of the crane.  Broadband alarms fitted at low level would 

be closer to those personnel working on the intermodal platform who need to 

be aware of the RMGs movements. Being lower down on the RMG cranes, the 

sound output of alarms can be reduced, yet remain equally effective.  

• In order to reduce impulsive noise when engaging and landing containers, 

additional mitigation can be provided through a range of technologies available 

for gantry cranes.  Such technologies include soft landing systems, which 

automatically reduce the speed of the crane block when a container comes 

within a set distance of either the ground or another container.  Also dampening 
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plates installed in the steel structure of the crane, particularly the spreader, will 

reduce noise being radiated from the structure following any impact.  Noise 

from high level drives on the trolley platform can be acoustically enclosed to 

further reduced noise emission from this source. 

• Reach stackers would potentially be a significant noise source on the intermodal 

platform, particularly in relation to impulsive noise events when engaging and 

landing containers.  The level of impulsive noise generated by these events can 

vary significantly and is dependent on the skill level and care taken by the 

operator.  Reach stacker operators should be appropriately trained and 

monitored by supervisors so as to reduce impulsive noise events when handling 

containers as far as is reasonably practicable and to ensure unnecessary revving 

of engines is minimised. 

• A programme of noise monitoring may be put in place for a period during the 

operation of the proposed development to ensure that any impulsive noise 

events that may be audible at NSRs resulting from activities on the intermodal 

platform are reduced to an acceptable level. 

• Furthermore, reach stackers should be fitted with high performance exhaust 

silencers, have acoustic canopies installed over engines, have any resonant 

panels stiffened and damped, and be regularly inspected and maintained to 

ensure these noise mitigation systems are in optimum condition. 

• A noise management plan, or similar plan, should be adopted to require best 

practice in employee and operator training and working, to minimise the risk of 

impact noise arising on the intermodal platform particularly during the night 

time period.   

16.370 Table 16.42 summarises the mitigation for operational noise on the main SRFI site.   

Table 16.42:  Schedule of Proposed Mitigation Measures for Main SRFI Site Operational 

Noise 

Potential 
effect 

Proposed mitigation Means of 
Implementation 

Mechanism for securing 
mitigation and DCO 
reference (where 
applicable) 

Noise from 
HGV 
mounted 
diesel 
driven 
chillers 

HGV mounted diesel 
driven chillers to 
operate in electric 
standby mode when 
in yards 

Operational 
Noise and 
Vibration 
Management 
Plan. 

DCO Requirement 19. 
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impacting 
NSRs 

Noise from 
warehouse 
unit 
mechanical 
ventilation 
and cooling 
plant 
impacting 
NSRs 

Recommended 
sound power level 
limits for mechanical 
ventilation and 
cooling plant of LwA 
90dB (based on four 
plant zones per unit, 
located at each 
corner at high level).   
To be achieved 
through appropriate 
selection of plant at 
detailed design 
stage, including 
noise control 
elements such as 
silencers, acoustic 
shrouds and acoustic 
enclosures.  Ideally 
locate plant such 
that the warehouses 
provide inherent 
screening of plant to 
NSRs.  Alternatively, 
provide additional 
screening as 
required. 

Operational 
Noise and 
Vibration 
Management 
Plan.  

DCO Requirement 19. 

Noise from 
on-site 
operational 
activities 
impacting 
NSRs 

Additional acoustic 
screening of yards to 
block line of site to 
nearby residential 
and 
recreational/amenity 
NSRs, as per 
Appendix 16.13.  To 
be implemented as 
part of detailed 
design in 
conjunction with 
warehouse unit 
layout.   

Operational 
Noise and 
Vibration 
Management 
Plan.  

DCO Requirement 19. 

Noise from 
on-site 
access road 
and 
underpass 

Additional acoustic 
screening to block 
line of site to access 
road and underpass 
from NSRs 14 and 

Operational 
Noise and 
Vibration 
Management 
Plan. 

DCO Requirement 19. 
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impacting 
NSRs 14 
and 15 

15, as per Appendix 
16.13 

Noise from 
on-site rail 
shunting 
activities 
impacting 
residential 
NSRs at 
north east 
of 
Blisworth 

Acoustic screening 
as close as 
practicable to south 
side of on-site lines 
between intermodal 
platform, 
maintenance deport, 
and rail served 
warehouse, as per 
Appendix 16.13 

Operational 
Noise and 
Vibration 
Management 
Plan.  

DCO Requirement 19. 

Noise from 
rail squeal 
at NSRs 
during 
operation 

Potential for on-site 
rail lubrication and 
reduced speed limit 
to be implemented 
in the case that 
additional mitigation 
is required. 

Operational 
Noise and 
Vibration 
Management 
Plan.   

DCO Requirement 19. 

Noise from 
operational 
activities at 
the north 
end of the 
intermodal 
platform 
impacting 
NSRs at 
south east 
of Milton 
Malsor 

Acoustic screen 
located at north end  
of intermodal 
platform, as per 
Appendix 16.13 

Operational 
Noise and 
Vibration 
Management 
Plan. 

DCO Requirement 19. 

Noise from 
gantry 
cranes 
impacting 
on NSRs 

Installation of fully 
electric RMG cranes 
with broad band 
alarms fitted at low 
level.  Potential for 
high level drives on 
trolley platform to 
be installed within 
an acoustic 
enclosure.   

Operational 
Noise and 
Vibration 
Management 
Plan. 

DCO Requirement 19. 

Impulsive 
noise from 
gantry 
cranes 
impacting 

RMG cranes have 
options for soft 
landing technology 
and dampening 
plates in steel 

Operational 
Noise and 
Vibration 
Management 
Plan.  

DCO Requirement 19. 
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on NSRs structure to be 
installed as required.   

Impulsive 
noise from 
reach 
stackers 
impacting 
on NSRs 

Appropriate training 
of reach stacker 
operators and 
monitoring of noise 
events 

Operational 
Noise and 
Vibration 
Management 
Plan.  

DCO Requirement 19. 

Noise from 
reach 
stackers 
impacting 
on NSRs 

Potential for 
installation of high 
performance 
exhaust silencers, 
acoustic canopies 
over engines, and 
stiffening of 
resonant panels as 
required.  
Equipment should 
be regularly 
inspected and 
maintained. 

Operational 
Noise and 
Vibration 
Management 
Plan.  

DCO Requirement 19. 

Noise from 
on-site 
operational 
activities 
impacting 
NSRs 

Train employees to 
recognise and 
reduce any 
potentially noisy 
activities and carry 
out on-site 
operational noise 
monitoring to 
establish where 
further enhanced 
mitigation can be 
developed 

Operational 
Noise and 
Vibration 
Management 
Plan. 

DCO Requirement 19. 

Operational Vibration Mitigation 

16.371 No mitigation is proposed to reduce vibration resulting from train movements on the public 

rail network as the level of effect of increasing rail traffic would be Negligible. 

Residual Effects 

Main SRFI Site Residual Effects 

16.372 The assessment has shown that the construction of the Main SRFI Site has the potential to 

generate a negligible to minor level of effect at NSRs.  Mitigation measures would be set out 

in the COCP and outline CEMP, which would ensure noise and vibration from the 
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construction of the site is kept to a minimum.  The assessment of construction noise and 

vibration assumes that these mitigation measures would be in place.    

16.373 With the implementation of the mitigation detailed earlier in this chapter (and secured in 

the COCP and outline CEMP), noise from operation of the Main SRFI Site would generate a 

negligible to minor level of effect depending on the receptor location.  Vibration generated 

by operation of the site would be of negligible level of effect.     

16.374 Table 16.43 summarises the residual effects for the Main SRFI site.   

Table 16.43: Summary of Residual Effects for Main SRFI Site 

Description of 
impact 

Potential level of 
effect  

Additional 
mitigation measures 

Residual effect  

Construction    

Noise impacting 
receptors  

Negligible to minor CEMP; BS 5228 
compliance; 
hierarchy of piling 
rig use 

Negligible to 
minor 

Vibration impacting 
receptors  

Negligible to minor CEMP; BS 5228 
compliance; 
hierarchy of piling 
rig use; vibration 
monitoring 

Negligible to 
minor 

Operation    

Main site noise 
impacting receptors  

From negligible to 
major depending on 
receptor location.   

As described in 
section on 
Operational Site 
Noise Mitigation on 
Main SRFI Site 

Negligible to 
minor 
depending on 
receptor 
location.   

Rail noise impacting 
receptors close to 
the public network 

Negligible None Negligible 

Road traffic noise 
impacting receptors 
close to the public 
network 

Negligible to Minor None Negligible to 
Minor 

Vibration impacting 
receptors  

Negligible None Negligible 

Cumulative (inter-
projects) 

   

Construction noise Minor None  Minor 
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Construction 
vibration 

Minor None  Minor 

Operational noise  Minor None  Minor 

Operational 
vibration 

Minor None  Minor 

J15A Works Residual Effects 

16.375 The assessment of construction noise and vibration has indicated there to be a Minor level 

of effect. Additional mitigation would be set out within the COCP and CEMP. 

16.376 During operation the level of effect of noise is anticipated to be Negligible at residential 

receptors and minor at amenity receptors.  For vibration, the level of effect would be 

Negligible. 

16.377 Table 16.44 summarises the residual effects for J15a.   

Table 16.44: Summary of Residual Effects for J15a 

Description of impact Potential level of 
effect  

Additional 
mitigation measures 

Residual 
effect  

Construction    

Noise impacting 
receptors  

Minor CEMP Minor 

Vibration impacting 
receptors  

Minor CEMP Minor 

Operation    

Road traffic noise 
impacting receptors  

Negligible to Minor None proposed Negligible to 
Minor 

Vibration impacting 
receptors  

Negligible None proposed Negligible 

Cumulative (Inter-
projects) 

   

Construction noise Minor None proposed Minor 

Construction 
vibration 

Minor None proposed Minor 

Operational noise  Negligible to Minor None proposed Negligible to 
Minor 

Operational vibration Negligible None proposed Negligible 
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Minor Highway Works Residual Effects 

16.378 The assessment of construction noise and vibration has indicated there to be a Minor level 

of effect. Additional mitigation would be set out within the COCP and CEMP. 

16.379 During operation the level of effect of noise is anticipated to be Negligible to Minor.  For 

vibration, the level of effect would be Negligible. 

16.380 Table 16.45 summarises the residual effects for other minor highway works. 

Table 16.45: Summary of Residual Effects for Other Minor Highway Works 

Description of impact Potential level of 
effect  

Possible additional 
mitigation measures 

Residual 
effect  

Construction    

Noise impacting receptors  Minor CEMP Minor 

Vibration impacting 
receptors  

Minor CEMP Minor 

Operation    

Road traffic noise 
impacting receptors  

Negligible to Minor None proposed Negligible 
to Minor 

Vibration impacting 
receptors  

Negligible None proposed Negligible 

Cumulative    

Construction noise Minor None proposed Minor 

Construction vibration Minor None proposed Minor 

Operational noise  Negligible to Minor None proposed Negligible 
to Minor 

Operational vibration Negligible None proposed Negligible 

All works within the Proposed Order Limits 

16.381 It is unlikely that the various parts of the Proposed Development would be constructed at 

the same time.  However, in the event that this did happen, the noise and vibration effects 

during this period would be localised to NSRs close to each particular area (e.g. Main SRFI 

Site, or work on road junctions).  The NSRs that are close to Main SRFI Site are different ones 

to those around the road junctions. The distances between NSRs associated with one site in 

the Proposed Development and another, are large enough that any noise or vibration 

impacts will not augment each other. 
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16.382 During operation it is unlikely that activity on different sites of the Proposed Development 

will generate noise and vibration effects at NSRs which augment each other. This is because 

these sites are well separated. 

Cumulative Effects 

Cumulative Assessment: Intra-Project Effects 

16.383 The potential for intra-project effects as a result of noise and vibration issues, can arise at 

sensitive receptors, particularly those close to the Proposed Development. 

16.384 During the construction phase, the noise and vibration impacts are typically local, but can be 

associated with other impacts such as those from dust and also road traffic.   

16.385 During operation, vibration impacts remain very local, however noise impacts may extend 

further from the Proposed Development (in line with the ZOI).  Intra-project effects can arise 

on some projects when the impact from road traffic, rail traffic and visual impact in 

particular are considered together. 

16.386 A factor to be considered in relation to cumulative intra-project effects is where within the 

‘level of effect category’, an assessment conclusion is drawn.  If the assessment concludes a 

level of effect moving from negligible, just into the minor adverse category, then its 

importance in a Cumulative Assessment is less than if it were to be at the upper end of the 

minor adverse category. 

Cumulative Assessment: Inter-Project Effects 

16.387 The EIA Regulations require that a Cumulative Effects Assessment (CEA) is carried out to 

consider the potential cumulative effects of the Proposed Development together with other 

proposed developments, which are either already committed or currently being determined, 

and which may overlap in temporal scope and have shared receptors with the Proposed 

Development.  The methodology is outlined in Chapter 7: EIA Assessment Methodology. 

16.388 Full evaluation of the potential of other developments to contribute to a potential 

cumulative noise effect is included within Appendix 16.10.   

16.389 Additionally, a more detailed CEA has been carried out in relation to the proposed 

Northampton Gateway (NG) SRFI site, as this would be a similar, large development directly 

adjacent to the Proposed Development.   

Northampton Gateway (NG) SRFI Cumulative Inter-Project Effects 

16.390 The DCO application for the proposed NG scheme was accepted by PINS on 15 June 2018.  

The assessment of operational noise from activities within the main SRFI site is detailed in 
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the associated ES Noise and Vibration chapter, which also includes a CEA with the Rail 

Central (RC) Proposed Development, based on information provided in the RC PEIR, issued in 

March 2018. 

16.391 There are two shared residential receptors that would be subject to potential effects from 

operating noise from both the RC and NG main SRFI sites.  These are listed in Table 16.46.  

Table 16.46: RC and NG shared residential receptors 

Rail Central Receptor Related Northampton Gateway Receptor 

NSR 04:  Barn Lane, Milton Malsor R21:  Barn Lane 

NSR 05:  West Lodge Farm R28:  Courteenhall Road 

16.392 The assessments for both the RC and NG schemes are similarly based on the methodology 

set out in BS 4142:2014, which compares the Rating Level from an industrial activity with the 

Background Sound Level. 

16.393 The NG assessment also references guidelines for desirable internal ambient noise levels in 

residential dwellings, as set out in BS 8233:2014.  This has been referenced in the discussion 

on context and has, in some cases, effectively reduced a potentially significant adverse 

effect, as estimated by BS 4142, to an adverse effect. It might be considered controversial 

for NG to rely on BS 8233 in order to avoid a significant effect. 

16.394   The RC and NG assessment conclusions, therefore, are not directly comparable..   

16.395 Additionally, the background sound levels used in the NG assessment of operational noise at 

the two shared receptors are 5-10dB lower than those used in the RC assessment, during 

both daytime and night time periods.  The reason for NG background noise levels being 

lower than those recorded in the RC surveys may be to do with differences in the location of 

the microphones with respect to nearby buildings.   

16.396 Inspection of the NG assessment noise monitoring locations (Appendix 8.7 of their ES) shows 

that at each of the two shared receptors, they located their microphones immediately to the 

west of buildings.  The dominant background noise source at these receptors is the M1 

motorway to the east of these buildings, and by choosing to measure to the west, the 

buildings themselves act as acoustic barriers to the motorway noise and will substantially 

reduce sound levels from the dominant noise source.  NG therefore appear not to have 

taken measurements at locations sufficiently distant from any localised screening effects, so 

as to provide a representative measurement of the background sound levels.  

16.397 The RC baseline measurements were carried out, at locations representative of these shared 

receptors, over a period of five to six weeks.  Measurements were made in free field 

conditions and at locations sufficiently distant from any localised screening effects, so as to 
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provide a representative measurement of the background sound levels experienced at 

nearby receptors as specified in BS 4142.  The statistical analysis of the large measured 

dataset considered the levels under both downwind conditions (relative to the Proposed 

Development) and all wind directions combined, and cautiously took the lower of the two 

values forward in the assessment.  This CEA is carried out with reference to the background 

sound levels established by the RC baseline measurement survey.   

16.398 In both the RC and NG schemes, a Rating Level has been calculated for the operational 

activities in accordance with BS 4142.  Both assessments have applied the same +3dB 

correction to account for the acoustic character of the sound and both have predicted 

daytime noise levels at ground floor level and night time noise levels first floor level.  

Therefore, while the assessment conclusions in both the RC and NG assessment cannot be 

directly compared, it is possible to assess the cumulative Rating Levels of both schemes 

against the Background Sound Level at each receptor.   

16.399 Table 16.47 summarises the predicted Rating Levels for each scheme and the total 

cumulative Rating Level resulting from the simultaneous operation of both sites.   

Table 16.47: RC and NG Cumulative Rating Levels (including 3dB character correction) 

Receptor Daytime Rating Level, LAr,Tr Night Time Rating Level, LAr,Tr 

 RC NG Cumulative RC NG Cumulative 

NSR 04:  Barn 

Lane, Milton 

Malsor 

47 42 48 48 42 49 

NSR 05:  West 

Lodge Farm 

45 42 47 47 43 48 

16.400 Table 16.48 and Table 16.49 compare the Rating Levels from both developments with the 

Background Sound Levels established by the RC baseline survey, for the day and night time 

periods, respectively.   

Table 16.48 Daytime operational CEA for RC and NG 

Receptor Back-
ground 
Sound 
Level, 
LA90,T 

RC 
Rating 
Level, 
LAr,Tr 

NG Rating 
Level, LAr,Tr 

Cumulativ
e Rating 
Level, LAr,Tr 

Difference 
between 
Cumulative Rating 
Level and 
Background Level 

NSR 04:  

Barn Lane, 

Milton 

Malsor 

45 47 42 48 +3 
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NSR 05:  

West 

Lodge 

Farm 

46 45 42 47 +1 

Table 16.49 Night time operational CEA for RC and NG 

Receptor Back-
ground 
Sound 
Level, 
LA90,T 

RC 
Rating 
Level, 
LAr,Tr 

NG Rating 
Level, LAr,Tr 

Cumulativ
e Rating 
Level, LAr,Tr 

Difference 
between 
Cumulative Rating 
Level and 
Background Level 

NSR 04:  

Barn Lane, 

Milton 

Malsor 

42 48 42 49 +7 

NSR 05:  

West 

Lodge 

Farm 

42 47 43 48 +6 

16.401 The results of the cumulative assessment of the Rail Central and Northampton Gateway 

projects, at the shared receptors, show that greatest impact would be during the night time 

period with the Rating Level exceeding the Background Sound Level by up to +7dB at NSR 04.  

This is below the threshold of a significant adverse effect, which would be at a difference of 

+8dB.   

16.402 The level of effect of the Rail Central development is minor.  With the addition of the 

Northampton Gateway development the cumulative effect remains minor. Therefore the 

overall level of significance would not increase and the total would remain not significant.   

16.403 It should be noted that the NG assessment states that the main sources of operational noise 

from the NG site, at the shared receptors, are reach stackers and telehandlers on the 

Intermodal Platform.  Rail Mounted Gantry cranes (RMGs) have not been identified as 

making a contribution.  The sound power levels assumed by NG for RMG cranes are however 

substantially lower than those assumed by RC, to the extent that noise levels from this 

source alone may have been under predicted by them, by up to 10dBA.     

16.404 The RC assessment assumptions on RMG crane noise are based on detailed discussions with 

a leading manufacturer who provided data which represents the latest technology in fully 

electric units and would be expected to be as quiet as any units currently available on the 

market. The noise levels from these units would also be guaranteed.    



18.99 
 

 

 

16.405 Additionally, the NG scheme has not made any allowances for noise from warehouse 

mechanical ventilation and cooling plant, which is known to be one of the most significant 

sources of noise for this type of development, nor have they included any allowance for 

noise from chilled HGV vehicles which have trailer mounted diesel chiller equipment.  

16.406 Because of these omissions, it is expected that the impact from NG operations will be higher 

than they predict. 

16.407  If those noise sources omitted altogether or under predicted by NG, are now included 

within their scheme, the impact from their operations at shared receptors NSR 04 and NSR 

05 would increase.  If this were to be by no more than 2dB, for example, a cumulative 

significant effect would still be avoided.   

16.408 Table 16.50 summarises the results of the construction noise predictions from both 

schemes.  The summarised results relate to the noisiest phase of construction for each 

development.   

Table 16.50 Construction CEA for RC and NG 

Receptor Predicted noise levels from noisiest phase of construction 
at each development 

RC NG Cumulative 

NSR 04:  Barn Lane, 

Milton Malsor 

55 53 57 

NSR 05:  West Lodge 

Farm 

48 40 49 

16.409 At both receptors, the LOAEL for construction noise is LAeq,T  55dB, and the SOAEL is LAeq,T  

60dB.  The results of the cumulative assessment of construction noise at RC and NG indicate 

that, in the worst case, the level of effect would be minor and not significant at NSR 04 and 

negligible at NSR 05.   

Summary of Cumulative Inter-Project Effects 

16.410 A summary of the cumulative effects of the RC scheme together with other consented or 

potential developments in the area, including NG, is shown in Table 16.51.  It considers both 

the construction and operation phases of the Proposed Development and details these 

where they are considered to be potentially significant. 
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Table 16.51: Cumulative Inter-Project Effects 

ID  Description Assessment summary Significance of 
cumulative  
effect 

CI.2 Northampton 
Gateway 

Affected Rail Central receptors are NSR 4 
and NSR 5.  The cumulative assessment with 
RC shows construction noise effects to be 
no greater than minor and operational noise 
effects also to be no greater than minor.     

Minor 

CI.4 

 

Northampton 
South SUE 

Cumulative effect during construction likely 
to be negligible/minor. 

Minor 

CI.6 

 

Towcester 
South SUE 

Cumulative effect during construction likely 
to be negligible/minor.  

Minor 

CI.33 

 

West Lodge 
Farm AD Plant 

Plant immediately east of West Lodge Farm.  
Nearest receptors include West Lodge Farm 
200m to NW which is NSR 5 in the RC ES.  
Background at night at West Lodge Farms 
typically 42dBA; AD plant consent allows 
specific sound level here +4dB at 46dBA.  
Predicted specific sound level from RC is 
44dBA. Cumulative total is 48dBA which 
with a +3dB character penalty is 51dB.  
Allowing for the expected increase in traffic 
flows of at least 1dB, the cumulative effect 
is likely to remain just within the minor level 
of effect. 

Minor 

CI.48 

 

AD Plant, 
Blisworth Hill 
Farm 

This is likely to be constructed and may be 
operational already.  400m from nearest 
residential receptor SE on Stoke Road.  
Processes silage.  I x CHP unit, with 
estimated sound power level of 105dBA 
based on other AD plants. This would give 
43dBA at 400m. This site and receptor is at 
least 1.5km beyond the Rail Central ZOI for 
noise and is too distant to have any 
cumulative effect. Its contribution to RC 
NSRs at the north end of Blisworth would be 
<29dBA and not contributory. 

Negligible 

CI.85
-107 

Various 
developments 

All these developments are large distances 
from the potential development and the 
cumulative effect for noise and vibration is 
likely to be the same as the effect solely 
from each of these developments. 

Negligible 
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Monitoring 

16.411 Monitoring of noise and vibration is proposed to be undertaken and details will be 

developed and finalised at a later stage in conjunction with the local authority and other 

stakeholders to ensure their particular requirements are met. Initial proposals for the 

construction phase are included within the outline CEMP.  Initial proposals for the 

operational phase are indicated within the mitigation section of this chapter and will be 

developed further with the local authority and other stakeholders as necessary at the 

appropriate time in the Noise and Vibration Management Plan.  

Limitations and Assumptions 

16.412 While it is understood that any assessment of potential future impact will inherently be 

subject to a degree of uncertainty, this uncertainty has been minimised as far as possible 

through careful consideration of the underlying assumptions on which each assessment is 

based.  A discussion on the assumptions made, and their effect on the level of uncertainty 

with respect to each assessment, is detailed in the following sections.   

Baseline survey and results analysis; limitations and assumptions 

16.413 Baseline noise measurements were carried out at eight locations representative of sensitive 

receptors local to the Proposed Development.  Unattended noise loggers were set to 

measure continuously over a period of three to four weeks in each location in contiguous 

fifteen minute sample periods.  A weather station was also set up to continuously measure 

wind direction and speed, also in contiguous fifteen minute sample periods, over the full 

duration of the survey.  These fifteen minute periods were synchronised between all the 

noise loggers and weather station so that wind conditions could be correlated with the noise 

measurement results for each measured fifteen minute period sample.   

16.414 BS 4142 advises that caution should be exercised when measuring noise levels in poor 

weather conditions, such as when wind speeds are in excess of 5m/s.  Accordingly, the data 

set was filtered prior to the analysis to exclude periods with average wind speeds in excess 

of 3.5m/s, so as to exclude periods when gusts in excess of 5m/s may have arisen.   

16.415 Measured noise levels can be significantly affected by wind direction, with downwind 

propagation from a noise source leading to a potential increase in noise level of around 2dB 

at a receptor and upwind propagation potentially leading to a decrease in noise level of 

anything up to around 10dB at a receptor.  The assessment of noise impact should, 

therefore, consider the scenario where the receptor is downwind of the Proposed 

Development.   

16.416 The data set was, therefore, filtered into four general wind directions, NW, NE, SE, and SW, 

which includes the prevailing wind direction in the area (SW).  The background sound level 
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was then determined at each monitoring location by considering the condition where the 

measurement location is downwind of the Proposed Development.   

16.417 The background sound level was also determined at each monitoring location for the full 

unfiltered dataset (including all wind directions but still filtered to exclude high wind 

speeds).  Where the unfiltered background sound level was determined to be lower than 

that determined for the case of downwind propagation, the lower background sound level 

was taken forward for assessment, as a worst case.   

16.418 In each case, the background sound level was determined, for a particular period in the day 

or night, by taking the mean of all the filtered fifteen minute samples measured at each 

location over the course of three to four weeks.   

16.419 This cautious approach is considered to provide for a more onerous and technically robust 

assessment.  The analysis is, therefore, considered to provide a high degree of certainty to 

the baseline noise level results.   

16.420 Vibration monitoring was carried out continuously over a 1-week period at a location 60m 

from the Northampton Loop at the intersection with the West Coast Main Line.  This 

location would be subject to vibration from trains travelling on both of these lines and as 

such is considered to be a worst case in terms of existing vibration from this activity.  The 

duration of 1 week is considered to be particularly long and more likely to capture any high 

vibration events associated with perhaps an exceptional/unusual freight train transport.  

This larger dataset would improve confidence in measured vibration levels.    

Receptors; limitations and assumptions 

16.421 For the assessment of noise impact at receptors in the vicinity of the main SRFI site, 

seventeen residential receptors and eleven recreational receptors have been considered.  

For the assessment of J15a, four residential receptors have been identified.  Each selected 

receptor represents those most affected in its locality.  The chosen receptors can, therefore, 

be used to represent the impact at other nearby receptors.   

16.422 Additionally, noise contour plots have been produced and included in the appendices so that 

predicted noise levels across the entire study area can be assessed.   

Construction; limitations and assumptions 

16.423 Calculations of construction noise have been carried out following the procedures set out in 

BS 5228-1, based on a list of the likely construction equipment required for the works.   

16.424 The sound power levels assumed for the equipment have been taken from the standard list 

of measured operating equipment presented in BS 5228-1 and from manufacturers’ data, 

which typically provides a maximum sound output for the equipment.  The former data 
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source is widely used in assessments of noise; the latter provides detail over and above 

limited data in BS5228-1 for this equipment and in the case of the RMG crane supplier, is 

guaranteed.  

16.425 The assessment of noise generated during construction has considered the case where 

several activities from different phases are carried out simultaneously.  This represents a 

robust assessment methodology that provides a high degree of certainty to the assessment 

outcome.   

Road traffic noise; limitations and assumptions 

16.426 The road traffic noise assessment has been based on data provided by the traffic consultant.  

The data has been taken from the Northamptonshire Strategic Transport Model (NSTM), 

which is administered by WSP Ltd on behalf of NCC.   

16.427 A traffic count survey was carried out in 2016 on roads in the vicinity of the main SRFI site.  

The results of the survey were used to validate the model.   

16.428 As set out in the Chapter 17 (Highways and Transportation), the 2021 and 2031 flows 

modelled take account of the anticipated growth factors associated with committed and 

allocated developments and committed infrastructure improvements as set out in the West 

Northamptonshire Joint Core Strategy (JCS).   

16.429 The model considers traffic flows during peak one hour periods.  These peak flows have 

been converted by WSP Ltd to Annual Average Weekday Traffic (AAWT) flows for the 

eighteen hour daytime and six hour night time periods for the purposes of the road traffic 

noise calculations.   

16.430 Road traffic noise levels at receptors near to the main SRFI site have been modelled using 

B&K’s Predictor software using the procedure of calculation set out in ISO 9613.  As set out 

earlier in this chapter, the model has been validated by comparing the results of the 

simulation using the NSTM baseline scenario data with the results of the baseline noise 

measurement survey.  Where baseline noise monitoring locations were close to roads which 

are the dominant noise source at that location, the Predictor model calculated noise levels 

to within 1dB of the baseline measurement results.  Therefore, the model is considered to 

be validated and suitable for accurately predicting noise levels for future scenarios.   

Rail noise; limitations and assumptions 

16.431 The anticipated number of freight trains generated by the Proposed Development were 

provided by the rail consultant and were based on the maximum available capacity of the 

site.   
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16.432 The assessment of rail traffic noise was carried out considering a worst case scenario where 

freight trains arrive and depart from the same direction.  Therefore, where two freight trains 

are handled on the intermodal platform per day, four freight train movements were 

considered in the calculations. 

16.433 The rail noise level changes were calculated for freight train movements only and, therefore, 

would only occur at locations where noise from freight trains is dominant.  In practice, there 

would also be a significant number of passenger train movements and the increases in total 

rail noise levels as a result of increases in freight train movements would consequently be 

lower. 

16.434 Additionally, the total anticipated rail freight movements on the WCML are based on 

Network Rail’s national forecasts.  It is considered that without the Proposed Development 

the gap left in rail freight capacity would likely be picked up by other SRFIs.   

16.435 The assessment of rail vibration was carried out by using the baseline vibration data 

measured over a full week period and predicting the change in measured VDV, taking 

account of the change in future anticipated rail freight movements.  The use of vibration 

data measured over a full week period is considered to have reduced any potential 

uncertainty within the assessment.   

Operational noise from within main SRFI site; limitations and assumptions 

16.436 As set out earlier in this chapter, the assumptions made for operational noise sources on the 

main SRFI site are presented in Appendix 16.11.  It is considered that the full list of noise 

sources incorporated into the noise model represent a worst case scenario in terms of 

impact.   

16.437 As the Proposed Development would operate over a twenty four hour period, the same 

maximum level of activity has been assumed for the night time period as for the daytime 

period.  In practice, activities during the night time period may be less intensive, resulting in 

a lower impact.   

16.438 Additionally, the assessment of operational noise generated by these sources is made 

against baseline noise levels established during the most sensitive early night time period 

when background sound levels are lowest.  This provides for a more rigorous and robust 

assessment.  Assessments carried out against background sound levels established over 

other periods, such as the full night time (where levels rise from early morning road traffic 

flows and in some cases bird morning choruses) and daytime periods, would subsequently 

indicate a lower impact.   
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Conclusions 

16.439 The potential for the Proposed Development to generate noise and vibration impacts and 

effects at nearby sensitive receptors has been assessed in accordance with the requirements 

of the NPSNN and other relevant policy documents and with reference to relevant standards 

and guidance as appropriate for each area of assessment.   

16.440 The activities assessed include construction of the main SRFI site, M1 J15a, and other related 

minor highways works; operational road traffic on public roads and the SRFI site access road; 

rail freight movements on the rail network; and operational activities within the main SFRI 

site.   

16.441 Potential adverse effects that may arise as a result of the Proposed Development have been 

identified and in each case mitigation has been proposed to minimise these effects as far as 

possible, in accordance with national policy in general and the NPSNN in particular.   

16.442 The opportunities to address the noise issues associated with the Important Areas as 

identified through the noise action planning process, have been considered. The effects of 

the Proposed Development at these locations is negligible in all cases, and having reviewed 

mitigation already in place, there are no further mitigation opportunities available.  

16.443 As a whole, the residual level of effect from noise and vibration impacts at nearby sensitive 

receptors as a result of the Proposed Development is considered to be negligible to minor 

and, therefore, not significant.   
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