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RAIL CENTRAL – SITE TRAFFIC FORECASTS 

1. MDS Transmodal have prepared site traffic forecasts for the proposed Strategic Rail Freight

Interchange (SRFI) on the basis that 687,483 square metres (circa 7.4 million sq ft) of distribution

centre floor space is developed at Rail Central alongside an intermodal terminal capable of

handling 750m trailing-length trains.  This technical note reports on the methodology adopted

for the production of these forecasts.

2. The underlying basis of these forecasts is that the large scale warehouse units planned for the

site will receive, store and then re-distribute finished consumer cargo.  Inbound cargo will be

from a combination of domestic and international sources, with outbound flows being to

receivers across the British Isles.  From the outset Rail Central will be developed as a SRFI, with

the rail terminal handling a significant proportion of the inbound and outbound cargo.  Therefore

both road haulage and intermodal rail freight will be utilised for inbound and outbound flows.  In

addition, the on-site intermodal terminal will also be handling traffic for off-site distributors and

shippers in the wider Northampton hinterland.

3. The inherent nature of forecasts such as these is that they have to be produced by means of a

staged process.  In summary, these forecasts have been produced in a four stage process,

namely:

• Estimation of traffic likely to pass through the warehouses planned for Rail Central on a ‘first

principles’ and mode-neutral basis;

• Use of the GB Freight Model to estimate the distribution of the warehouse cargo and its

mode of arrival/departure;

• Use of the GB Freight Model to estimate the off-site intermodal traffic that will pass through

the Rail Central intermodal terminal; and

• The hourly distribution of road traffic across the 24 hour period.

4. The forecasts therefore estimate both HGV trips and rail volumes on a daily basis.
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Baseline Assumptions – Warehouse Traffic 

 

5. The baseline assumptions adopted in the traffic forecasts are outlined in the table below. 

 

Table 1: Traffic Forecasts Baseline Assumptions 

 

 

Pallets per sq m 1.5 

Floor Space utilisation 90% 

% floor space NDC 63% 

% floor space RDC 37% 

Stock turnover per annum NDC 13 

Stock turnover per annum RDC 25 

Stock turn over pa total site 17.4 

(weighted average) 

 Pallets per HGV-equivalent load 25 

Days per annum 335 

 

 

6. The warehouses could be expected to accommodate up to 1.5 pallets per square metre of floor 

space (standard GB pallets measuring 1.2m x 1.0m), although it is assumed that, on average, 90% 

of such capacity would be occupied at any one time, which would be normal for large 

distribution buildings.   

 

7. In order to ensure a worse case assessment, an assumption has been made that around 63% of 

the floor space will be occupied as National Distribution Centres (NDCs) i.e. outbound traffic 

being re-distributed across the British Isles, with stock turning over 13 times per annum i.e. an 

average dwell time of 4 weeks.  The remainder of the floor space (37%) is assumed to be 

occupied as Regional Distribution Centres (RDCs) i.e. serving the southern Midlands, with stock 

turning over 25 times per annum (approximately 2 weeks dwell time). For the entire site, 

therefore, this equates to a stock turnover of 17.4 times per annum on a weighted average basis.  

 

8. It should be noted that for the overall volume of freight that passes through the stock of major 

warehouses in Great Britain (around 40 million square metres and 250-300 million tonnes of 

goods per annum), each performs 2-3 legs between ports/plants, distribution centres and retail 

outlets.  A 335 day year has been assumed and this is considered to be consistent with rail freight 

forecast assumptions and Network Rail’s stated aim, whereby the current typical level of rail 

activity (280 days per annum) is forecast to rise by 20% (to 335 days per annum) as weekend 

track possessions are reduced. 

 

9. A maximum of 26 pallets (when single stacked) can be fitted into a 45ft foot 'pallet wide' 

container or 13.6m HGV semi-trailer.  Given that some units would be 40ft maritime containers 

and given that some HGVs will not be fully laden, a mean of 25 pallets per unit load has been 
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assumed in order to estimate the overall volume of freight moving to and from the warehousing 

on a HGV-equivalent load basis.  Although Rail Central is a (rail-served) SRFI project it has been 

assumed, in order to ensure a robust assessment, that stock turnover is not less than at 

distribution centre sites which are not rail-served. 

 

NDC/RDC Split 

 

10. Stock generally turns-over twice as quickly at a RDC (on average around 25 times per annum) 

when compared with a NDC (circa 13 times per annum).  The implications, in traffic terms, is that 

a RDC will generate around twice as many HGV trips per square metre of floor space.  Further, 

RDCs generally have a higher proportion of domestically sourced cargo, and outbound flows are 

over short/medium distances.  Consequently, a site dominated by RDCs would be expected to 

have a lower proportion of rail traffic compared with a similar site predominantly occupied by 

NDCs.  The assumed NDC/RDC split is therefore an important consideration. 

 

11. The southern East Midlands, given its central location in relation to the main ports, the major 

urban conurbations and the strategic transport networks (M1, M6, West Coast Main Line), has 

become the location of choice when sourcing and distributing on a national basis.  For this 

reason, B8 developments in the southern East Midlands, such as Rail Central, are dominated by 

floor space acting at NDCs.  Reference should be made to the accompanying technical note 

‘212008n_floor space function comparator sites_ver3’.  It shows that the DIRFT SRFI is dominated 

by NDCs, and likewise Magna Park, which is not rail-served, but is in close proximity to DIRFT and 

occupiers are known to make use of the terminal e.g. Asda operates daily trains to Scotland from 

DIRFT but served from their NDC at Magna Park.    

 

12. Given Rail Central’s southern East Midlands location, that NDCs handle significant volumes of 

imported cargo and the main ports are also rail-served, it is more than likely that Rail Central will 

attract a high proportion of NDC floor space in line with that recorded at DIRFT or Magna Park.  

However, taking all the above into account and to ensure a robust worse case assessment, the 

assumed proportion of NDC/RDC floor space is based on that currently recorded at the Swan 

Valley development i.e. 63% NDC 37% RDC, which is not rail-served.   

 

Forecast Freight Movements - Warehousing 

 

13. Using the above assumptions, the table below estimates the annual and daily cargo throughput 

via the on-site warehousing (in HGV-equivalent loads). 
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Table 2: Estimated Throughput at Rail Central Warehousing1 

 

 

Pallets in stock at any one time* 928,102 

Pallet throughput per annum** 16,148,976 

  

HGV-equivalent loads per annum 645,959 

HGV-equivalent loads per day 1,928 

* (Floor space x 1.5 pallets) x 90%  

** Pallets in stock at anyone time x 17.4 stockturns per annum 

 

14. On that basis, it is forecast that the Rail Central warehousing will receive and despatch 1,928 

HGV-equivalent loads of cargo per day.  At this stage, these volumes are forecast on a mode 

neutral basis, though for presentational purposes they have been shown in the table as ‘HGV-

equivalent’ loads.  Neither do they account for any empty transport movements to/from the 

development.  Both issues are assessed further below. 

 

Forecast Rail Traffic 

 

15. The illustrative Masterplan proposes an on-site intermodal terminal, with some of the 

warehousing units also capable of having rail sidings installed directly alongside.  Therefore, a 

proportion of the cargo handled at the warehouses can be expected to arrive or depart by rail 

(intermodal units shunted to the warehousing via private haul roads using off-road yard tractor 

equipment).  Further, the intermodal terminal would also serve distributors and shippers located 

off-site in the wider Northampton area.  For example, a warehouse in Northampton (e.g. at Swan 

Valley) might be importing containerised cargo via the deep-sea ports.  The development of the 

intermodal terminal would allow the imported containers to be transported to the site by rail, 

with only the final (short distance) delivery to the warehouse undertaken by road haulage.  

Similarly, this operation could be reversed for an exporter in Northamptonshire.   

 

16. The MDS Transmodal GB Freight Model has consequently been employed to estimate both the 

distribution of cargo to and from Rail Central and modal choice.  The GB Freight Model consists 

of several modules, including: 

 

• A multi-dimensional base matrix, built up from several sources, which describes freight flows 

within Great Britain and to/from Great Britain by origin/destination and commodity;   

• Freight transport cost models, validated against industry data, which replicate transport 

rates in the market and can be adjusted for different scenarios; 

                                                             
1
 Throughout this note and accompanying spreadsheet files, figures in tables may not exactly sum or match due 

to rounding 



  

 

 

  

Our Ref: 212008n_traffic forecasts_ver06 March 2018 

• A mode-choice assignment model, which assigns origin/destination freight flows to transport 

modes (road or rail for inland flows);  

• A vehicle choice and load factor model used to ‘convert’ road freight outputs from the 

GBFM, which are initially expressed as annual tonnes-lifted, into HGV numbers; 

• A road assignment model, which subsequently assigns generated HGV numbers between 

each origin/destination pair onto specific routes on the national highway network; and 

• On a similar basis, a rail assignment model based upon current operating behaviour (route 

choice, tonnes/trains by commodity). 

 

17. An accompanying Technical Note (212008n_GBFreightModel_ver2) provides a summary 

description of the GB Freight Model.  Derived from the model, daily rail traffic volumes are 

therefore estimated in the following table, both to/from the Rail Central warehousing plus 

to/from distributors and shippers located off-site in the wider Northampton area.  For the off-

site traffic, the GB Freight Model estimates this to be 1,080,000 tonnes per annum inbound and 

outbound, equating to 165 HGV-equivalent units per day.  In other words, there is currently 

1,080,000 tonnes per annum lifted and delivered in the Northampton area moving by road, but 

given the availability of the intermodal terminal at Rail Central the mode-choice assignment 

model estimates that this will in future move by rail via Rail Central's intermodal terminal. 

 

Table 3: Estimated Daily Rail Traffic (HGV-equivalent units) 

 

 

687,483 sq m 

    Inbound by rail Units 

 

Outbound by rail Units 

     Deep-sea/Ch Tunnel 

    To warehousing loaded 158 

 

From warehousing loaded 0 

To warehousing empty 0 

 

From warehousing empty 158 

To off-site loaded (by HGV) 89 

 

From off-site loaded (by HGV) 66 

To off-site empty (by HGV) 0 

 

From off-site empty (by HGV) 23 

     Domestic 

    To warehousing loaded 138 

 

From warehousing loaded 106 

To warehousing empty 15 

 

From warehousing empty 25 

To off-site loaded (by HGV) 76 

 

From off-site loaded (by HGV) 99 

To off-site empty (by HGV) 23 

 

From off-site empty (by HGV) 23 

     Total 499 

 

Total 499 
NB: The off-site traffic has both international and domestic origins/destinations e.g. for inbound by rail, international origin 

89 + domestic origin 76 = total 165 HGVs per day 

 

18. This level of rail traffic equates to 15 trains per day per direction. This is less than the nominal 

capacity of Rail Central, which is designed to be able to receive and despatch at least one train 

per hour.  Network Rail would generally assume that an hourly path offers 18 paths per day per 
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direction (allowing for passenger peaks etc.) and that 90% of intermodal paths would actually be 

used, which implies that an hourly path equates to a daily capacity of 16 actual trains per day per 

direction.    

 

Forecast HGV and Rail Traffic 

 

19. Table 2 above estimates that the warehousing will receive and despatch 1,928 HGV-equivalent 

loads of cargo per day.  Once the above forecast rail traffics to/from the warehousing are 

accounted for, the implication in terms of Rail Central’s HGV traffic is shown in the table below 

i.e. the forecast rail traffic has been deducted from the total expected daily throughput, with the 

balance expected to arrive or depart by road. Likewise, off-site intermodal traffic is expected to 

arrive or depart by road. Empty HGV arrivals and departures are also accounted for.  Around 

3,344 HGVs per day are forecast to pass into and out of the site per day on the basis that 687,483 

square metres of floor space is developed at the Rail Central SRFI. 

 

Table 4: Estimated Daily HGV and Rail Traffic to/from Site, Rail-served 

 

 

687,483 sq m 

    Inbound Units 

 

Outbound Units 

     HGVs 

    Loaded to warehouses 1,637 

 

Loaded from warehouses - backload 409 

Empty to warehouses 1,418 

 

Loaded from warehouses - empty inbound 1,418 

Loaded to intermodal terminal 165 

 

Empty from warehouses - loaded inbound 1,228 

Empty to intermodal terminal 124 

 

Loaded from intermodal terminal 165 

   

Empty from intermodal terminal 124 

     Total HGVs 3,344 

 

Total HGVs 3,344 

     Rail 

    Loaded to warehouses 296 

 

Loaded from warehouses 106 

Empty to warehouses 15 

 

Empty from warehouses 183 

Loaded for off-site 165 

 

Loaded from off-site 165 

Empty for off-site 23 

 

Empty from off-site 46 

     Total Rail  499 

 

Total Rail  499 
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20. These figures are based on the following assumptions: 

 

• 25% of the HGVs arriving with goods from domestic or international suppliers collect a 

backload from the site, the others leave empty; 

• The remaining requirement for loaded outbound HGV traffic is met from HGVs arriving at the 

site empty (e.g. HGV delivering to a retail outlet then returning to site empty).; 

• Similarly, 25% of loaded containers leaving for off-site distributors will collect a backload 

elsewhere in the wider Northampton area and return to the site loaded.  The remaining 

loaded containers leaving for off-site distributors will return to the site empty; 

• Likewise, 75% of loaded containers arriving from off-site shippers leave the site empty before 

collecting cargo; and 

• Intermodal units destined for the on-site warehousing never leave the site by HGV and are 

re-positioned empty by rail. 

 

21. It is worth noting that this approach generates a two-way trip rate across the 24 hour period of 

0.97 HGV-equivalent loads per 100 square metres of floor space.  The approach agreed and 

adopted for the East Midlands Gateway SRFI DCO application traffic analysis (see below also) was 

0.93 HGVs per 100 square metres of floor space. The consistency between these figures suggests 

that the assumptions we have adopted with respect to the mix of NDC and RDC activity, degree 

of backloading and stock throughput per square metre are collectively representative for SRFIs in 

the Midlands, particularly given that a survey of the Hams Hall SRFI (a mature development of 

nearly 20 years) was used to validate the East Midlands Gateway application .  

 

Rail Network Capacity 

 

22. The afore-mentioned technical note (212008n_GBFreightModel_ver2) notes that the modal 

assignment process is undertaken on an unconstrained basis (i.e. it assumes rail paths on the 

network are available to accommodate trains at approximately the same speed and implied 

flexibility as is available currently) and does not account for any increasing congestion on the 

highway network. Operators will apply for rail paths once the scheme is operational.  

 

23.  In this context it is worth noting that: 

  

1. MDS Transmodal has undertaken a rail network pathing and capacity exercise for Ashfield 

Land which was subsequently assessed and agreed by Network Rail.  This, amongst other factors, 

lead to the supply of a letter of support to Ashfield Land for the scheme from Network Rail, 

allowing Ashfield to progress to subsequent development work, based upon Network Rail 

believing that adequate capacity would be available to cater for planned traffic as Rail Central 

developed. 

 

2. Network Rail undertook a Freight Market Study in 2013 to inform its long term planning 

process (which subsequently directs their future enhancement plans).  Likely demand to/from 
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Rail Central and other SRFIs in development was included in the forecasts used to inform that 

study (in total circa 10 million square metres of new SRFI floor space was included in the forecast 

assumptions).  The future network infrastructure enhancements set out in Network Rail’s Freight 

Network Study of August 2016 are planned on the basis that a number of SRFI (including Rail 

Central) will proceed. 

 

Forecast HGVs – Hourly Distribution 

 

24. The forecast daily HGV traffic from Table 4 above has been distributed across a standard 24 hour 

period on an hourly basis, including in the AM and PM peaks.  The recent East Midlands Gateway 

SRFI decision was examined to ascertain the approach agreed and adopted on that scheme (the 

most recent SRFI to receive consent via the DCO process).  The HGV traffic to/from the 

warehousing units were assessed separately from those moving between the intermodal 

terminal and off-site shippers and distributors (remembering that intermodal units arriving at the 

intermodal terminal but destined for on-site warehousing never leave the site).  The hourly 

distribution for each of these two elements was then added together to produce a forecast 

hourly distribution for the whole scheme.  As this approach was subsequently agreed as common 

ground with all the highway authorities concerned (inc Highways England), it was felt appropriate 

to adopt the same methodology at Rail Central.  In general, HGV movements are well distributed 

over the day and night as hauliers will avoid the costs of operating in congested conditions 

wherever possible and are often required to make overnight deliveries which are completed 

before peak passenger demand builds up.   

 

25. To estimate the hourly distribution of HGV traffic to/from the East Midlands Gateway SRFI 

warehousing, the promoters used adjusted trip rates derived from a 24 hour traffic survey 

undertaken at the Swan Valley Northampton development.  It is considered appropriate to use 

the same hourly distribution over a 24 hour period at Rail Central, for a combination of the 

following reasons: 

 

• The East Midlands Gateway SRFI is broadly a similar type of SRFI to that planned for Rail 

Central; 

• The close proximity of Swan Valley to Rail Central; and  

• It has been built-out with large scale warehouse units similar in size and function to those 

planned for Rail Central.  The accompanying technical note ‘212008n_floor space function 

comparator sites_ver3’ provides evidence to support this position.  Research undertaken for 

this note indicates that Swan Valley is predominantly a logistics/distribution site, albeit with 

some B1 but on a very small scale (which in any case would not be attracting HGV traffic).  

The Technical Note shows that Swan Valley has 11 large scale warehouse units providing 

253,000 square metres of warehouse floor space and relatively little manufacturing so that 

its overall trip generation would be similar to that which would be expected on the 

application site. 
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26. The adjusted Swan Valley trip-rates over a 24 hour period and adopted by East Midlands 

Gateway are attached to the end of this note. 

 

27. Similarly, the East Midlands Gateway promoters adopted a traffic survey undertaken at the Hams 

Hall SRFI intermodal terminal in order to estimate the distribution of HGV traffic over a 24 hour 

period moving between the intermodal terminal and off-site shippers.  Again, as this was 

common ground and concerns a similar (active) intermodal terminal to that planned for Rail 

Central, it is considered appropriate to use the same hourly distribution over a 24 hour period at 

Rail Central.  These are also attached to the end of this note. They show that: 

 

• The busiest hour at the Hams Hall rail terminal was between 12.00 and 13.00 and only 

12.5% of daily freight traffic passed during the two passenger peak hours of 08.00 – 

09.00 and 17.00 – 18.00 when taken together; and 

• The busiest hour at Swan Valley was between 06.00 and 07.00 but even that only 

accounted for 9.8% of total freight throughput. The two peak passenger hours (08.00 – 

09.00 and 17.00 – 18.00) accounted for only 11.9% of daily freight traffic when taken 

together. 

 

28. Based on the above, the total forecast daily HGV traffic distributed across a standard 24 hour 

period on an hourly basis is presented in the table below (i.e. based upon survey work in the 

public domain presented for East Midlands Gateway). 
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Table 5: Estimated Daily HGVs by Hour 

 

       

To/from Warehousing 

  

To/from Intermodal 

 

Total 

 

  

687,483 sq m 

     

  

Inbound Outbound 

 

Inbound Outbound 

 

Inbound Outbound 

00:00 01:00 73 110 

 

1 1 

 

74 110 

01:00 02:00 106 103 

 

1 1 

 

108 104 

02:00 03:00 113 110 

 

1 1 

 

114 111 

03:00 04:00 80 123 

 

1 1 

 

81 124 

04:00 05:00 106 71 

 

2 2 

 

109 73 

05:00 06:00 166 97 

 

7 7 

 

174 104 

06:00 07:00 166 71 

 

17 17 

 

184 88 

07:00 08:00 153 200 

 

23 23 

 

176 223 

08:00 09:00 126 149 

 

15 15 

 

141 163 

09:00 10:00 160 142 

 

15 15 

 

174 157 

10:00 11:00 180 187 

 

21 21 

 

200 208 

11:00 12:00 160 149 

 

19 19 

 

179 168 

12:00 13:00 126 103 

 

26 26 

 

152 129 

13:00 14:00 100 161 

 

21 21 

 

120 182 

14:00 15:00 126 187 

 

15 15 

 

141 202 

15:00 16:00 80 149 

 

21 21 

 

100 169 

16:00 17:00 166 97 

 

23 23 

 

190 120 

17:00 18:00 133 155 

 

21 21 

 

154 176 

18:00 19:00 160 129 

 

19 19 

 

179 149 

19:00 20:00 140 90 

 

12 12 

 

151 102 

20:00 21:00 153 123 

 

5 5 

 

158 127 

21:00 22:00 93 136 

 

2 2 

 

95 138 

22:00 23:00 87 103 

 

1 1 

 

88 104 

23:00 00:00 100 110 

 

1 1 

 

100 110 

          

 

Total 3,055 3,055 

 

289 289 

 

3,344 3,344 
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Origin and Destination of Road Traffic 

29. Derived from the GB Freight Model, an Origin/Destination matrix has been produced estimating

the likely origins and destinations of the 3,344 inbound and outbound HGVs.  This is by Post Code

District (PCD) to and from Rail Central.  This data can subsequently be fed into a highway

assignment model outside of the GB Freight Model.

30. As noted in the accompanying Technical Note (212008n_GBFreightModel_ver2 ), the GBFM was

employed to establish the distribution of cargo nationally by commodity to and from the

Northampton area (derived from the GBFM’s base matrix).  The HGV traffic related to the NDC

floor space (63% of the total floor space) was subsequently distributed nationally in proportion

with that from the wider Northampton area.  It has therefore been assumed that cargo from the

Rail Central warehouses will broadly have the same origins and destinations of cargo as that

currently experienced by existing distribution centres in Northampton i.e. some of the NDC

traffic will be serving RDCs located in the Northampton area, while the remaining traffic will be

serving RDCs located in other regions (the GBFM distributes cargo to and from PCDs

local/adjacent to Northampton and PCDs more distant; likewise the estimated Rail Central traffic,

meaning it is capturing both local and longer distance flows).

31. For the ‘RDC warehouse floor space’ at Rail Central (which assumes 37% of the total floor space

as a worst case), a defined market area reflecting the hinterland that a typical RDC in

Northampton might serve was identified.  For each PCD in this market area, the quantum of

retail floor space was identified (as outbound flows from RDCs are typically to retail outlets),

derived from the Valuation Office Agency’s (VOA’s) Non-domestic Rating List for England and

Wales (the VOA records the amount of floor space by function within commercial properties, and

this data is held in-house by MDS Transmodal).  The number of HGVs departing loaded from the

‘RDC warehouse floor space’ was subsequently distributed to each PCD in the defined market

area in proportion to that retail floor space.  Further, it is assumed that all these HGVs return

empty to Rail Central.

32. Similarly for the off-site intermodal traffic a defined market area can be identified.  In this case,

for each PCD the quantum of warehouse floor space was identified (including warehousing

attached to factories, again from the VOA data).  The number of HGVs departing loaded from the

intermodal terminal was subsequently distributed to each PCD in proportion to that warehouse

floor space (and empty HGVs returning to Rail Central).  Other empty HGVs either arriving or

departing Rail Central are assumed to arrive from or depart to Northampton e.g. a HGV

delivering into another NDC in Northampton (e.g. Swan Valley) can then re-position empty to Rail

Central to collect a backload.  Again, these HGVs have been distributed from/to each PCD in

proportion with warehouse floor space.
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Swan Valley Trip Rates (as adopted by East Midlands Gateway SRFI) 
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Hams Hall Intermodal Terminal Traffic Survey (as adopted by East Midlands Gateway SRFI) 
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WAREHOUSE FUNCTION AT SWAN VALLEY, DIRFT AND MAGNA PARK 

1. The traffic forecasts methodology needs to consider whether the particular site being tested will

be occupied by National Distribution Centres (NDCs) i.e. outbound traffic being re-distributed

across the British Isles, Regional Distribution Centres (RDCs) i.e. outbound traffic serving the

southern Midlands, or a mixture of both types.  This is important, as stock generally turns-over

twice as quickly at a RDC (on average around 25 times per annum) when compared with a NDC

(circa 13 times per annum).  The implications, in traffic terms, is that a RDC will generate around

twice as many HGV trips per square metre of floor space.

2. It is generally accepted that large scale warehouses located in the southern East Midlands are

predominantly serving the national market, albeit that some distributors are also known to

operate RDCs in the area.  In the case of Rail Central, therefore, we can expect a mixture of both

types, though with NDC floor space forming the larger proportion.  However, the forecast

outputs are being used to assess junction and highway capacities, meaning that they need to be

produced on a ‘worst case scenario’ basis i.e. maximum potential HGV trip generation from the

site.

3. In order to quantify the percentage split between the two types of warehousing subsequently

adopted and to ensure that it is robust, an assessment of existing large scale floor space

occupied at three comparable B8 developments in the southern East Midlands has been

undertaken, namely at:

 Swan Valley, Northampton;

 Daventry International Rail Freight Terminal (DIRFT); and

 Magna Park, Lutterworth.

4. In each case, all three B8 developments have been built-out with large scale warehouse units

similar in size to those planned for Rail Central.  DIRFT was developed as a Strategic Rail Freight

Interchange (SRFI) from the outset; it is therefore of a similar form/structure to that planned for

Rail Central (i.e. large warehouse units served by an on-site intermodal terminal). Magna Park is

not rail-served, albeit it is located close to DIRFT, with many of the site occupiers known to

access to its rail terminal facilities.  It was also developed for and marketed at occupiers seeking

large scale facilities to serve the national distribution market.  Likewise, Swan Valley was

developed with a range plot sizes for B8, albeit is adjacent to an urban area and is the closest of

the three sites to London and the South East.  Also, it is not rail-linked and is located the furthest

away from an existing rail terminal.   We have therefore identified for each warehouse unit at

the three B8 developments the following:

 Quantum of internal floor space undertaking warehouse, storage and similar functions;

 Occupier; and

 Whether the warehouse unit is operated as a NDC or RDC.
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5. The quantum of floor space within each unit undertaking warehouse, storage and similar 

functions and the current occupier have been sourced from the Valuation Office Agency’s 

(VOA’s) Non-domestic Rating List for England and Wales.  The VOA records the amount of floor 

space by function within commercial properties across England and Wales for Business Rates 

purposes, and MDS Transmodal holds a copy of the VOA’s Rating List database in-house.  It has 

therefore been interrogated, with the relevant information extracted.   

 

6. The warehouse function information has been derived from the following sources, namely: 

 

 Consultant’s extensive knowledge and experience in this sector; and 

 On-line research from company websites, developer press releases and property agent 

publications.   

 

7. The table below presents a summary of this analysis.  In total, 1.1 million square metres of floor 

space is identified at the three B8 developments (45 individual warehouse units), of which 84% 

is considered to be performing a NDC function.  The actual data is presented below for the three 

sites. 

 

Table: Floor Space by Function at Swan Valley, Magna Park and DIRFT 

 

 

NDC 924,700 84% 

RDC 181,099 16% 

   

Total 1,105,799 
 Source: VOA and consultant’s knowledge and online-research 

 

8. The detailed data below shows that DIRFT, an SRFI similar to that being planned for Rail Central, 

is dominated by NDCs.  Likewise Magna Park, which is not rail-served, but is in close proximity to 

DIRFT and occupiers are known to make use of the terminal e.g. Asda operates daily trains to 

Scotland from DIRFT but served from their NDC at Magna Park.  It might therefore be realistic to 

expect the proportion of NDC floor space at Rail Central to be similar to those two sites.  It is 

worth noting that for new East Midlands rail-served warehousing within the national rail freight 

demand forecasts, produced by MDS Transmodal to inform Network Rail’s Freight Market Study, 

a 70:30 split was assumed. 

 

9. However, despite that position and to ensure a robust worse case assessment, the assumed 

proportion of NDC/RDC floor space subsequently adopted in the traffic forecasts has been based 

on that currently recorded at the Swan Valley development i.e. 63% NDC 37% RDC.      
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Table: Warehouse Units by Floor Space, Occupier and Function at Swan Valley 

 

 

Warehouse Address Postcode Occupier sq m* NDC/RDC 

Swan Valley Way NN4 Pets at Home 16,000 NDC 

Swan Valley Way NN4 Morrisons 22,000 RDC 

Swan Valley Way NN4 Levi Straus 11,300 NDC 

Tithe Barn Way NN4 Carlsberg 26,000 NDC 

Cob Drive NN4 Morrisons 41,000 RDC 

Cob Drive NN4 Blacks Leisure 23,500 NDC 

Corolla Way NN4 BWM 37,500 NDC 

Style Way NN4 99p Stores 32,700 NDC 

Style Way NN4 Dalepak 10,600 NDC 

Nectar Way NN4 Sainsburys 30,000 RDC 

Upper Valley Way E NN4 EBC Brakes 2,800 NDC 

     

  
NDC 160,400 63% 

  
RDC 93,000 37% 

Source: VOA, consultant’s knowledge and online-research 

 

 

 

*The VOA records the amount of floor space by function within commercial properties across England and Wales for Business Rates purposes.  The quantum of 

internal floor space identified above is that undertaking warehousing, storage and similar functions.  Floor space accommodating ancillary functions has not been 

recorded, meaning that the ‘headline’ size of a unit quoted in press releases or property agent publications may be larger. 
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  Table: Warehouse Units by Floor Space, Occupier and Function at DIRFT 

 

 

Warehouse Address Postcode Occupier sq m NDC/RDC 

Danes Way NN6 Tesco - Frozen DC 12,500 NDC 

Danes Way NN6 NFT 14,000 NDC 

Danes Way NN6 DHL 9,000 NDC 

Danes Way NN6 Mothercare 21,000 NDC 

Celtic Way NN6 DHL 23,000 NDC 

Celtic Way NN6 WH Malcolm 21,500 NDC 

Railport Approach NN6 DHL 10,000 NDC 

Railport Approach NN6 Stobart 40,000 NDC 

A428 Crick Road NN6 Tesco 65,000 NDC 

A428 Crick Road NN6 Tesco 73,000 NDC 

A5 NN6 Sainsburys 92,000 NDC 

Parklands NN6 Ingram Micro 21,700 NDC 

Parklands NN6 Nissan UK 12,500 NDC 

     

  
NDC 415,200 100% 

  Source: VOA, consultant’s knowledge and online-research 
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  Table: Warehouse Units by Floor Space, Occupier and Function at Magna Park 

  

 

Warehouse Address Postcode Occupier sq m NDC/RDC 

Buccaneer Way LE17 BSS Group 11,000 NDC 

Wellington Parkway LE17 Britvic 22,500 NDC 

Shackleton Way LE17 Toyota 13,000 NDC 

Vulcan Way LE17 CML 17,000 NDC 

Hunter Boulevard LE17 VWR International 14,500 NDC 

Hunter Boulevard LE17 Harveys 26,000 NDC 

Wellington Parkway LE17 Lidl 17,000 RDC 

Harrier Parkway LE17 Disney Store 14,000 NDC 

Vulcan Way LE17 Syncreon 19,000 NDC 

Hawke Way LE17 Primark 40,600 NDC 

Hunter Boulevard LE17 Asda 45,000 NDC 

Wellington Parkway LE17 DHL 13,000 RDC 

Hunter Boulevard LE17 Stobart 19,000 NDC 

Hunter Boulevard LE17 Asda 31,599 RDC 

Vulcan Way LE17 Unipart 16,500 NDC 

Wellington Parkway LE17 Cbutt Logistics 15,500 NDC 

Hunter Boulevard LE17 Nissan Parts 22,000 NDC 

Vulcan Way LE17 DHL 10,500 RDC 

Harrier Parkway LE17 VOW Europe 16,000 RDC 

Hunter Boulevard LE17 BT 29,500 NDC 

Wellington Parkway LE17 Argos 24,000 NDC 

     

  
NDC 349,100 80% 

  
RDC 88,099 20% 

Source: VOA, consultant’s knowledge and online-research 




