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1. Executive Summary 

 
1.1 The Government’s National Policy Statement for National Networks (2014) 

recognises that there is a ‘compelling need’ for an expanded network of Strategic 
Rail Freight Interchanges (SRFIs). According to the Government, this reflects a 

number of key drivers including the changing needs of the logistics sector, rail freight 
growth, the environmental advantages of rail freight and the economic and 
employment benefits that SRFIs can generate. 

1.2 The Government’s Rail Freight Strategy (2016) includes independent analysis that 
identifies the availability of rail freight interchange capacity, including SRFIs, as a key 
constraint on the growth of rail freight. This is particularly the case for ports intermodal 
traffic and domestic intermodal traffic, two of the key rail freight sectors that have 
seen strong growth. These two sectors are the main drivers of demand from 

companies for logistics facilities on SRFIs, and for the use of rail interchanges at 
SRFIs by companies located either on SRFIs or in their surrounding catchment areas. 

1.3 Network Rail has also identified a shortage of capacity noting that network capacity 
and capability enhancements are ineffective if there is insufficient terminal capacity 
to accommodate the traffic they enable. Therefore, without additional rail freight 
interchange capacity the benefits associated with rail freight and modal shift from 

road will not be secured and freight movement will continue to be predominantly road-
based. 

 
1.4 The logistics sector makes a vital contribution to the UK economy. Structural changes 

in logistics and supply chain management have driven a wave of demand for large-
scale logistics buildings, which are critical nodes in virtually all supply chains. E-
commerce is just one of these drivers, but it has expanded hugely over recent years 

and it is forecast to continue growing. There is increasing evidence that many 
companies are either currently using rail, or are seeking to use it, within their supply 
chain operations. These companies include major retail supermarkets and other 
retailers, food and drink manufacturers, automotive manufacturers and leading 
logistics service providers. 

1.5 Within the UK, the Midlands attracts a substantial proportion of all occupier demand 
for large logistics facilities, due to its central strategic location and market access, 
the quality of its transport infrastructure, the availability of suitable sites and the 
availability of appropriate labour and skills. Within this area, the ‘Golden Triangle’, 
which includes the location of the Proposed Development, is recognised as the 
epicentre for UK logistics. It is the key area for National Distribution Centres (NDCs) 
and it includes many Regional Distribution Centres (RDCs). The Midlands is also at 
the heart of the UK rail freight network and hence it plays a key role in both national 
and regional freight movements. Given these facts, it is unsurprising that the 
Midlands and ‘Golden Triangle’ are also key areas for SRFIs. This is highlighted by 
the existing SRFIs in the Midlands at: DIRFT; Hams Hall; BIFT, Birch Coppice; and 
East Midlands Gateway currently under construction. 

 

1.6 There is strong demand from companies for large-scale logistics facilities on SRFIs. 
Across GB, some 2.28 million sq m (24.5 million sq ft) of floorspace is occupied in 
large logistics buildings of 9,290 sq m (100,000 sq ft) and over on eight existing 
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SRFIs;1 within the ‘Golden Triangle’ 1.45 million sq m (15.65 million sq ft) is occupied 
in large logistics units on four existing SRFIs. In addition, across GB, the vacancy 
rate for large logistics units on the eight existing SRFIs is just 3%, less than half 
that for the market generally (7%); and within the ‘Golden Triangle’ the large logistics 

buildings on the four existing SRFIs are 100% occupied. The intermodal rail terminals 
at SRFIs also attract use from companies either on SRFIs or in their surrounding 
catchment areas. 

 
1.7 Within the ‘Golden Triangle’ the catchment areas of the existing SRFIs (and other 

distribution parks without rail access) overlap to varying extents but this has not 
prevented each from growing and developing because of strong demand, as 
highlighted in their respective levels of development and occupation. The Proposed 
Development has a strong catchment area with 371 large-scale modern logistics 
buildings totalling 8.19 million sq m (88.18 million sq ft) within a 50 km radius of the site. 
These facilities are occupied by more than 200 different companies, including many 
which are already using rail or which, based on their products and supply chains, might 
reasonably be considered as potential rail freight users. 

 
1.8 The Proposed Development at Rail Central would complement the existing network 

of SRFIs by advancing it further south and help to service market areas that are 
underprovided for in terms of SRFIs and other distribution parks with no realistic 
prospect of securing direct rail access.  For example, the National Policy Statement 

for National Networks recognises the particular challenge in expanding rail freight 
interchanges to service London and the South East. This is due to a lack of suitable 
sites to service these regions. As Rail Central is situated at the southern tip of the 
‘Golden Triangle’ it would be well located to also help service these markets, which 
together comprise the largest consumer market in the UK. 
 

                                                
1 JLL’s property data refer to GB not UK as Northern Ireland is not included within our datasets.  
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2. Introduction 

Overview 

2.1 This report has been prepared by JLL to accompany the Development Consent Order 
(DCO) application for Rail Central, a Strategic Rail Freight Interchange (SRFI) in 
Northamptonshire, which includes rail-served distribution floorspace and integrated 
rail freight interchange facilities. 

2.2 JLL is a global real estate consultancy with a market leading position in the UK and 
European logistics property markets. In Great Britain (GB), JLL’s National Industrial 

and Logistics Agency team advised on around 38% of all new floorspace taken-up 
for occupation over the three years 2015 to 2017 inclusive, and 35% of the total 
number of new buildings taken-up2. The team is instructed on some of the largest 
and most significant logistics developments in the country including: 

 

• Gazeley’s Magna Park, Milton Keynes; 

• Prologis’s Daventry International Rail Freight Interchange (DIRFT) phase III; 

and 

• DP World’s London Gateway. 

2.3 JLL has a dedicated UK Industrial and Logistics Research team that tracks occupier 
transactions and demand involving large distribution buildings of 9,290 sq m (100,000 
sq ft) and over and the supply of the same types of buildings across GB. 

 
2.4 The Planning Act 2008 defines a rail freight interchange that is a ‘nationally significant 

infrastructure project’ (NSIP) as being at least 60 hectares in area and capable of 
handling consignments of goods from more than one consignor and to more than one 
consignee, and at least four goods trains per day. In addition, the interchange must 
be part of the rail network in England and must include warehouses to which goods 
can be delivered from the rail network either directly or by means of another form of 
transport.3 

 

Rail Central 

The Proposed Development 
 

2.5 The Proposed Development is for a SRFI with associated highway works and 
ancillary development on land at Arm Farm, Milton Malsor, Northamptonshire.   An 
element of the highway works - that is improvements to J15a of the M1 motorway -  
constitutes an NSIP in its own right.  Both NSIPs are being pursued in a single 
application for a DCO. 

 
2.6 It is anticipated that the Proposed Development will comprise the following key elements: 

 

• Demolition of existing buildings and structures; 

• An intermodal freight terminal with direct connections to the Northampton 

                                                
2 Market share estimates based on Grade A buildings of 9,290 sq m (100,000 sq ft) and over. 
3 The Planning Act 2008 (Chapter 29) Section 26. 
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Loop Line, capable of accommodating trains of up to 775m long, including 
up to 3 gantry cranes, container storage facilities, a train maintenance depot 
and facilities to transfer containers to Heavy Goods Vehicles (HGV); 

• An express freight terminal with direct connections to the West Coast Main Line, 
capable of accommodating trains of up to 240m long, a freight platform with 
associated loading and unloading facilities; 

 

• Up to 702,097 sq m, Gross External Area, of rail connected and rail served 
warehousing and ancillary service buildings including a lorry park, terminal 
control building and bus terminal; 

 

• New road infrastructure including a new separated access point on the A34 (T), 
an internal site underpass (under Northampton Road) and necessary utilities 
infrastructure; and 

 

• Strategic landscaping and open space including alterations to public rights of 
way, the creation of new ecological enhancement areas and publicly accessible 
open areas, flood attenuation, and the partial diversion of the Milton Malsor 
brook. 

 
2.7 Access to the site is proposed from the A43 via a new grade separated junction (GSJ) 

west of the development alongside a range of other highway improvements including 
substantial improvements to J15a of the M1 motorway. 

 
2.8 Although delivery will be market driven, it is anticipated that the Proposed 

Development will take around 10 years to deliver with first occupation of any 
development envisaged for 2021. 

 

Promoters 
 

2.9 The Proposed Development is being jointly promoted by Ashfield Land Management 
Limited and Gazeley GLP Northampton s.a.r.l. 

 
2.10 Gazeley is a leading developer, investor, owner and manager of prime logistics real 

estate in Western Europe. The business is focused on the UK, France, Germany, and 
The Netherlands, the four strongest logistics markets in Europe. Gazeley has industry 
leading capabilities across the whole value chain including Investment, Development, 
Asset management and Leasing as well as a proven track record of delivering 8 million 
sq m (86.1 million sq ft) of warehouse space to a cross-section of industry customers 

including John Lewis, B&Q, DHL (& UK Mail) and Amazon. 

2.11 In December 2017, Gazeley became part of GLP, the leading global provider of 
modern logistics facilities and technology-led solutions. GLP’s real estate fund 
platform is one of the largest in the world, spanning 62 million sq m (667 million sq ft) 
spread across eight countries globally. 

 

2.12 Gazeley’s developments include: 

 

• Magna Park Milton Keynes, UK: 464,500 sq m (5 million sq ft) let to customers 
including John Lewis, Waitrose & AG Barr; 
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• Magna Park Lutterworth, UK: 743,200 sq m (8 million sq ft) at the heart of the 
‘Golden Triangle’; 

 

• Magna Park Kassel, Germany: 120,770 sq m (1.3 million sq ft) rail-connected 
distribution hub for Volkswagen. 

 

Target Market 
 

2.13 The target market that the Proposed Development seeks to address is the demand 
for large- scale logistics facilities from predominantly ‘blue chip’ companies – 
including retailers, manufacturers and third party logistics contractors. Companies 
require these facilities for the efficient operation of their supply chains. 

 
2.14 The most likely specific target market will be companies that require National 

Distribution Centres (NDCs) and Regional Distribution Centres (RDCs).  As 

highlighted in Appendix 1, there is evidence of on-going demand for large-scale 
distribution facilities and increasing evidence that many companies are either 
currently using rail, or are seeking to use it, within their supply chain operations.4 
These companies include major retail supermarkets and other retailers, food and 
drink manufacturers, automotive manufacturers and large logistics and supply chain 
specialists. 

 

Scope and structure of report 

2.15 Following this introduction, Section 3 sets out the relevant policy and evidence base. 
The key policy focused on in this section is the National Policy Statement for National 
Networks which makes clear the Government’s view that there is a ‘compelling need’ 
for an expanded network SRFIs. 

 
2.16 Section 4 considers the importance of logistics to the UK economy. This section starts 

by defining the nature of logistics and the structure of the industry, before reviewing 

its economic value, and commenting on the drivers of demand for logistics property. 
This section highlights the significance of the Midlands and the ‘Golden Triangle’ in 
the logistics property market before examining the growth of rail freight and the role 
of SRFIs. 

2.17 Section 5 provides a market area assessment relevant to the Proposed 

Development, based on an examination of market demand and supply in the ‘Golden 
Triangle’. 

 
2.18 Section 6 provides our overall conclusions. 

 
2.19 Appendix 1 provides a national and regional logistics property market overview. The 

national review focuses on GB. The regional review considers activity in the Midlands 
– both the East and West Midlands combined and separately. 

 
2.20 Appendix 2 provides a table of available sites that are being promoted by developers 

in the ‘Golden Triangle’. 
 
 

                                                
4 FTA On track! Retailers using rail freight to make costs and carbon savings, 2012  
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3 Policy and Evidence Base 

Introduction 

3.1 This section provides a review of the principal relevant policy documents relating to 
SRFIs. The focus is on the National Policy Statement for National Networks (NN 
NPS) (2014), as this is the basis for the examination of nationally significant 
infrastructure projects by the Examining Authority and decisions by the Secretary of 
State. 

 

National policy and evidence 

National Policy Statement for National Networks, December 2014 

3.2 The NN NPS sets out the need for, and the Government’s polices to deliver, 
development of NSIPs on the national road and rail networks in England. This 
includes national road, rail and SRFI developments. 

3.3 The Government’s vision and strategic objectives are to deliver national networks 
that meet the country’s long-term needs thereby supporting a prosperous and 
competitive economy and improving the overall quality of life. It recognises that: ‘Well-
connected and high-performing networks with sufficient capacity are vital to meet the 
country’s long-term needs and support a prosperous economy.’5 It also states that 
there is a need for better integration between the transport modes, including linkages 
to port and airports. Overall, it says that the Government has concluded that there is 
a ‘compelling need’6 for development of the national networks – both as individual 
networks and as an integrated system. 

 

3.4 With respect to SRFIs, the NN NPS highlights that over recent years rail freight has 
begun to play an increasingly significant role in logistics and has become a more 
important driver of economic growth7. However, it acknowledges that for many freight 
movements rail is unable to make the full end- to-end journey and hence rail freight 
interchanges are required to enable freight to be transferred between transport 
modes. In this respect: 

 
‘The aim of a strategic rail freight interchange (SRFI) is to optimise the use of rail in 
the freight journey by maximising rail trunk haul and minimising some elements of the 
secondary distribution leg by road, through co-location of other distribution and freight 
activities. SRFIs are a key element in reducing the cost to users of moving freight by 
rail and are important in facilitating the transfer of freight from road to rail, thereby 
reducing trip mileage of freight movements on both the national and local road 
networks.’8 

3.5 With ‘the users and buyers of warehousing and distribution services increasingly 
looking to integrate rail freight into their transport operations’, the development of new 
rail freight interchanges is required and these ‘need to be located alongside the major 
rail routes, close to major trunk roads, as well as near to the conurbations that 

                                                
5 Department for Transport, National Policy Statement for National Networks, December 2014, para 2.1 
6 Department for Transport, National Policy Statement for National Networks, December 2014, para 2.10 
7 Department for Transport, National Policy Statement for National Networks, December 2014, para 2.42 
8 Department for Transport, National Policy Statement for National Networks, December 2014, para 2.44 
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consume the goods.’9 

3.6 The NN NPS identifies a range of different drivers behind the need for SRFIs, namely10: 

• The changing needs of the logistics sector including supporting a movement 
from road to rail freight, more sustainable distribution, rail freight growth and 
supporting the changing needs of the logistics industry, particularly retailers and 
the ports sector. 

 

• The growth in rail freight and its forecast growth. At the time of the NN NPS, the 
latest forecasts were those produced for Network Rail’s 2013 Freight Market 
Study, but the Government accepted that: ‘These forecasts will change over 
time as our understanding improves and circumstances change’11. 

• Environmental benefits associated with the lower carbon emission from rail 
freight compared with road. As it explains in paragraph 2.35, this is because 

tonne for tonne, rail freight produces 70% less CO2 than road freight, up to 

fifteen times lower NOx emissions and nearly 90% lower PM10 emissions. Rail 
freight also has de-congestion benefits for roads, as each freight train can 
remove between 43 and 77 HGVs from the road, depending on its load. 

 

• Economic benefits in terms of jobs and growth. In particular, the NN NPS 
recognises that SRFIs can provide many new job opportunities and contribute 
to improvements in people’s skills and the use of technology. 

 
3.7 Having considered the drivers of need, the NN NPS also considers the various 

options to address need. As set out in Table 4, page 22, the identified options 
involved: 

• Reliance on the existing rail freight interchanges to manage demand; 

• Reliance on road-based logistics; and  

• Reliance on a larger network of smaller rail freight interchange terminals. 

 
3.8 The Government dismissed each option as being ‘neither viable nor desirable’ 

(paragraph 2.55).  In the first case, simply relying on the existing network of rail freight 
interchanges would lead to rising road congestion and congestion at deep sea 
container ports, which would constrain economic growth, private sector investment 
and job generation.  In the second case, the result would be rising congestion on the 
road network and at ports, together with an increase in carbon emissions.  In the third 
case, reliance on an expanded network of smaller terminals would not provide the 
economies of scale and operating efficiencies offered by SRFIs and, therefore, would 
not support the increasing performance and efficiency required by the country’s 
‘logistics system’.   

    
3.9 Based on these drivers, and the absence of viable or desirable alternative options, the 

Government has concluded that there is a ‘compelling need for an expanded network 

                                                
9 Department for Transport, National Policy Statement for National Networks, December 2014 para 2.45 
10 Department for Transport, National Policy Statement for National Networks, December 2014 para 2.46-para 
2.52 
11 Department for Transport, National Policy Statement for National Networks, December 2014 para 2.49 
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of SRFIs.’12 
 

3.10 Whilst recognising the need for an expanded network of SRFIs, the NN NPS 
acknowledges that the number of locations suitable for SRFIs will be limited due to 
locational requirements and the need for good connections to both the rail and road 
networks, and that this will restrict the scope of developers to identify viable 
alternative sites. In particular, it recognises the challenge in expanding rail freight 
interchanges servicing London and the South East.13   

 

3.11 With respect to the function of SRFIs, the NN NPS says that: 
 

‘Rail freight interchanges are not only locations for freight access to the railway but 
also locations for businesses, capable now or in the future, of supporting their 
commercial activities by rail. Therefore, from the outset, a rail freight interchange 
(RFI) should be developed in a form that can accommodate both rail and non-rail 
activities.’14 

3.12 With respect to transport links and the location requirements, the NN NPS says that 
SRFIs need to be ‘appropriately located relative to the markets they will serve’15 and 
should have good road access, because the vast majority of freight in the UK is 
moved by road. Adequate links to rail are also essential and ‘a SRFI should ideally be 
located on a route with a gauge capability of W8 or more, or capable of enhancement 
to a suitable gauge.’16 Access to available and appropriate labour is also important.17 

3.13 With respect to scale and design, the NN NPS says that: ‘Applications for a proposed 
SRFI should provide for a number of rail connected or rail accessible buildings for 
initial take-up, plus rail infrastructure to allow more extensive rail connection within 
the site in the longer term.’ However: ‘It is not essential for all buildings on the site to 
be rail connected from the outset, but a significant element should be.’18 

3.14 In JLL’s view it is the co-location of distribution and freight activities at scale along 
with the provision of intermodal facilities (and often the provision for dedicated rail-
served buildings) that generally distinguishes a SRFI from other types of rail freight 
interchanges. The ability to co locate large distribution buildings on the same site that 
provides rail access (either via dedicated rail-connected buildings or via access to an 

intermodal terminal) is critical because it makes rail a much more attractive option for 
companies compared with the alternative of having to undertake a road journey to or 
from an intermodal terminal. This is because a road journey at the start or end of a 
transport operation adds significant costs, time and uncertainty compared with the 
case where the company using rail is located on a SRFI site. Therefore, by locating 
a large distribution facility on a SRFI site rail becomes commercially more attractive, 

and the break-even distance19 for rail is lower than would be the case with a road 

                                                
12 Department for Transport, National Policy Statement for National Networks, December 2014, para 2.56 
13 Department for Transport, National Policy Statement for National Networks, December 2014, para 2.58 
14 Department for Transport, National Policy Statement for National Networks, December 2014, para 4.83 
15 Department for Transport, National Policy Statement for National Networks, December 2014, para 4.84 
16 Department for Transport, National Policy Statement for National Networks, December 2014, para 4.85 
17 Department for Transport, National Policy Statement for National Networks, December 
2014, para 4.87 
18 Department for Transport, National Policy Statement for National Networks, December 2014, para 4.88 
19 The break-even distance is the distance over which rail (in this case) becomes commercially viable 
compared with other transport modes, such as road. Where a journey starts and ends with a road leg and 
involves two intermodal operations (at either end of the rail leg) then, other things being equal, the break-even 
distance will be generally longer than where a journey can eliminate one or both road legs and one or both 
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journey at the start or end of the transport operation. By reducing the break-even 
distance, SRFIs create demand for freight journeys by rail. Instead of being mainly 
dependent on relatively long haul movements (e.g. from the East Midlands to 
Scotland) rail can become commercially viable for shorter journeys (e.g. Midlands to 

London). 

Rail Freight Strategy, September 2016 

3.15 The Rail Freight Strategy published by the Department for Transport in September 
2016 sets out the Government’s vision for expanding the role of rail freight. The 
Strategy recognises that the UK freight and logistics sector is critically important to 
the competitiveness and growth of the UK economy, and it highlights specifically the 
benefits of rail freight: 

 
‘Analysis by KPMG in 2015 estimated the benefits of rail freight to the UK economy at 
£1.6 bn per year, including productivity gains for UK businesses, reduced road 
congestion and environmental benefits. Each tonne of freight transported by rail 

reduces carbon emissions by 76 per cent compared to road, and each freight train 
removes 43-76 HGVs from the roads. The rail freight industry is also an important 
employer in its own right.’20 

3.16 The Rail Freight Strategy refers to further work which the Department for Transport 
commissioned Arup to undertake to assess the opportunities for rail freight growth by 
commodity and to review the key capacity constraints that could limit this growth. The 
Strategy makes clear that this assessment is not intended to replace or be directly 
comparable to the ‘unconstrained’ forecasts produced by Network Rail in its Freight 

Markets Study 2013. Among the keys constraints which Arup identified were: 

• for Ports intermodal traffic (i.e. deep sea containers arriving into the UK): 
interchange capacity; gauge restrictions, and availability of freight paths; 

 

• for the Domestic intermodal traffic (containers being transported within the 
UK): the key constraint to unlocking potential in this sector – availability / 
construction of suitable rail-connected interchange facilities including SRFIs.21 

3.17 Based on the Arup study and industry engagement the Rail Freight Strategy sets out 
four priority areas for further action by government and industry: innovation and skills; 
network capacity; track access charging and ‘telling the story of rail freight’, i.e. better 
communication between the rail freight industry and its customers or potential 

customers to sell its benefits. 

 
3.18 One area that the Strategy highlights in terms of innovation and skills is the scope for 

rail freight to explore innovative models that build on the particular strengths of rail and 
meet the demand of customers for a reliable, flexible and rapid delivery service. In 
this respect, one area it identifies is express rail freight, in which rail is used for the 
rapid movement of consignments with relatively short delivery timescales, including 
parcels. This has already been subject to trials, as the Strategy highlights in a case 
study based on Colas Rail working in partnership with Eddie Stobart/Sainsbury’s and 
TNT Urban Logistics. This potential for innovation and the use of express rail services 
is clearly pertinent to the Proposed Development as it includes an express freight 
terminal as a key element. 

                                                
intermodal operations, as might be the case for example in a journey involving the movement of freight 
between two warehouses with dedicated rail sidings.   
20 Department for Transport Rail Freight Strategy, September 2016, para 42. 
21 Department for Transport Rail Freight Strategy, September 2016,Table 1. 



10  

 

Freight & National Passenger Operations Route Strategic Plan, February 2018 

3.19 In the Freight & National Passenger Operations Route Strategic Plan, Network Rail 
sets out their five-year plan for the period 1 April 2019 to 31 March 2024, which is 
referred to as Control Period 6 (CP6). The plan includes the first stage of a longer-
term vision to facilitate significant rail freight growth over the next 15 years. 

3.20 The plan highlights the changing nature and dynamics of rail freight with the ‘sector 
simultaneously managing sustained growth in sectors such as intermodal and 
construction whilst continuing to manage the reduction in coal volumes since 
2014/15.’22 To illustrate this change, it notes that ‘in recent years most of the major 
supermarkets have started to utilise rail for trunk haul movement of goods from their 
national distribution centres to regional centres and even to store.’ 23 

3.21 The plan includes new rail freight growth forecasts, produced by MDS Transmodal, 
which update - for a shorter period - those it previously provided for Network Rail’s 
2013 Freight Market Study, which are referred to in the NN NPS. 

 
3.22 The new forecasts are based on four scenarios for 2023/24 growth compared to the 

2016/17 base, to reflect the uncertainty in forecasting rail freight and the dependency 
on factors outside the control of the freight operating companies or Network Rail. The 
scenarios are:- 

 

• A2: factors which favour rail relative to road, with low market growth; 

• B2: factors which favour rail relative to road, with high market growth; 

• C2: factors which disfavour rail relative to road, with low market growth; 

• D2: factors which disfavour rail relative to road, with high market growth. 

3.23 In addition to these unconstrained demand forecasts, MDS Transmodal also provided 
forecasts for two more scenarios which include capacity constraints: 

 

• A3: factors which favour rail relative to road with low and constrained market 
growth. This is as per scenario A2 but with network constraints. 

 

• B3: factors which favour rail relative to road, with high and constrained market 
growth. This is as per scenario B2 but with network constraints.24 

3.24 Table 3.1 summarises these forecasts for freight lifted in 2023/24 for the four 
unconstrained scenarios (A2 -D2) and two constrained scenarios (A3 and B3). 

 

 

 

 

                                                
22 Network Rail, FNPO Route Strategic Plan, page 21 
23 Network Rail, FNPO Route Strategic Plan, page 21 
24 Network Rail, FNPO Route Strategic Plan, page 24-25 
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Table 3.1: Forecasts of total freight lifted by rail in 2023/24 compared with 
2016/17 

 

Million 

tonnes 
2016/17 A2 A3 B2 B3 C2 D2 

Total freight 85.8 104.6 101.5 128.2 119.7 78.4 97.1 

% change on 

base 

 
- 

 
22% 

 
18% 

 
49% 

 
40% 

 
-9% 

 
13% 

Source: MDS Transmodal in Network Rail FNPO Route Strategic Plan, February 2018, page 25. 
 

3.25 For the purposes of this version of the CP6 plan, Network Rail assume the average 
of the two pro-rail constrained scenarios (i.e. A3 and B3) and the two pro-road 
scenarios (C2 and D2). This is equal to 15.6% total growth in freight lifted between 
2016/17 and 2023/24. This is equivalent to 2.1% growth per annum.25 

3.26 Network Rail go on to note that: 

 
‘The rail freight strategies of the UK and Scottish Government, supported by both 

our traffic forecast for CP6 and wider sector opinion, suggest that there are: 

• Immediate opportunities for rail freight volume growth, particularly across the 
intermodal, construction and automotive sectors 

• Longer term opportunities in emerging new markets such as retail logistics, 
express freight and urban logistics.’26 

3.27 This document also highlights the critical role that rail freight interchanges play in 
facilitating rail freight growth. In particular, it says that: 

 
3.28 ‘Network capacity and capability enhancements are ineffective if there is insufficient 

terminal capacity to accommodate the traffic they enable, such capacity being a 
function of both the number of terminals and their respective individual capability.’27 

3.29 With respect to intermodal rail freight traffic, which is one of the sectors that offers 
the most immediate growth prospects, it says that: 

‘Additional inland terminal facilities are required and this need is primarily addressed 

by Strategic Rail Freight Interchange (SRFI) developments. 

SRFI’s are typically 60HA plus in size. As the Network Rail freight estate lacks 

locations of this scale in the UK’s distribution heartland, such facilities are typically 

privately developed on third party land.’28 

3.30 In Appendix B of this document dealing with ‘Geographical Route Summaries’ 
Network Rail says that to deliver the Route Strategic Plan for the London North 
Western (LNW) Route its plans include to ‘facilitate new terminal developments at 
Daventry, Northampton, West Midlands and Parkside.’29 

                                                
25 Network Rail, FNPO Route Strategic Plan, page 25-26 
26 Network Rail, FNPO Route Strategic Plan, page 26. Italics in the original. 
27 Network Rail, FNPO Route Strategic Plan, page 31. 
28 Network Rail, FNPO Route Strategic Plan, page 31. 
29 Network Rail, FNPO Route Strategic Plan, page 121. 
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Regional policy and evidence 

3.31 South Northamptonshire, which is where the Proposed Development is located, is 
within the South East Midlands Local Economic Partnership (SEMLEP).  SEMLEP 
was originally part of the Midlands Engine when the Engine was launched in 2016 
and it is still part of that geography for the purposes of the Midlands Engine 
Investment Fund.  However, during 2016 SEMLEP also submitted evidence to the 
National Infrastructure Commission for its work on the Cambridge-Milton Keynes-
Oxford Arc and it is now working with partners to progress this Arc.  

3.32 SEMLEP’s Strategic Economic Plan asserts that the South East Midlands will be the 
‘commercialisation core’ for the Cambridge-Milton Keynes-Oxford Growth corridor, in 
part because of it central geographical location and strong logistics networks.30  
Indeed this plan highlights logistics as one of the area’s ‘showcase sectors’ in terms 
of wide-reaching supply chains, historic growth, and the capability and assets for 
rapid future growth.31  

3.33 The ‘Midlands Engine’ is an important coalition of Councils, Combined authorities, 
Local Enterprise Partnerships, universities and businesses from across the Midlands 
region that is working with the Government to enhance the overall competitiveness 
of the Midlands and to generate additional value to its economy. 

 
3.34 Improving the region’s transport infrastructure network is one of five priority areas for 

the Midlands Engine alongside: innovation and enterprise, skills, international trade 
and investment and shaping great places to live and work.32 

 
3.35 In March 2017 the Midlands Engine published a 25-year transport strategy - Midlands 

Connect Strategy: Powering the Midlands Engine. This study highlights the economic 
significance of the Midlands in the UK economy and its strength in manufacturing, 
which accounts for a quarter of all UK manufacturing jobs and production.33 It also 
includes a recognition of the critical importance of logistics to the Midlands. The 
Midlands it says is ‘the centre of the UK logistics sector’ and all sectors of its economy 
are ‘reliant on reliable transport links for supply chains and customer markets to 
maintain their competitive advantage.’34 

3.36 This strategy recognises that the Midlands is at the heart of the UK rail freight network 
and hence it plays a key role in both national and regional freight movements. It 
highlights several routes as being of particular importance including the West Coast 
Main Line, the Midland Main Line, the Birmingham to Derby Line and the route 
between the Midlands and Felixstowe via Peterborough.35 The strategy includes, as 
a rail freight priority, securing investment to ensure high quality, high capacity rail 
freight core routes between the Midlands and: major deep sea ports; the Channel 
Tunnel; London; and the North West and Scotland. 36 

 

                                                
30 SEMLEP Strategic Economic Plan, page 3 
31 SEMLEP, Strategic Economic Plan, page 21 
32 https://www.midlandsengine.org/our-five-themes/ 
33 Midlands Engine, Midlands Connect Strategy: Powering the Midlands Engine, March 2017, page 7 
34 Midlands Engine, Midlands Connect Strategy: Powering the Midlands Engine, March 2017, page 7 
35 Midlands Engine, Midlands Connect Strategy: Powering the Midlands Engine, March 2017, page 20 
36 Midlands Engine, Midlands Connect Strategy: Powering the Midlands Engine, March 2017, section 4.17, 
page 38 
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3.37 Specifically with respect to SRFIs, the Strategy says: 
 

‘Midlands Connect will support the development of new Strategic Rail Freight 
Interchange (SRFI) proposals, particularly where rail and road access is good. We 
will also monitor the development of SRFI proposals to identify potential gaps in 
provision. Where necessary Midlands Connect will promote locations for potential 
development as SRFI.’37 

3.38 In addition, Midlands Connect highlights the potential for innovation in the rail freight 
sector with ‘the potential for rail to re-enter the express freight market’. For example, 
it says that it may be possible ‘to use trains to deliver to city centres from outlying 

distribution centres, with last mile delivery by zero emission vehicles.’38 This 
highlights the potential for rail freight to expand into emerging and growing sectors 
such as express rail freight and urban logistics. The Proposed Development will offer 
a dedicated express freight rail terminal. 

3.39 The National Infrastructure Commission has, to date, published two major studies on 

the Cambridge-Milton Keynes-Oxford Arc; an Interim Report (2016) and a Partnering 
for Prosperity report (2017). Although logistics and rail freight are barely mentioned 
in these studies, a key conclusion from the second report is that: ‘If the arc is to 
maximise its economic potential, current rates of house building will need to double 
– delivering up to one million new homes by 2050.’39 This potential scale of growth 
could generate a significant increase in the population and potential labour supply in 

the Arc and support new development opportunities, including in logistics and rail 
freight.  

 

Conclusions 

3.40 Based on a range of drivers the Government has concluded that there is a 
‘compelling need’ for an expanded network of SRFIs. 

 
3.41 There is widespread evidence that a lack of interchanges is constraining rail freight 

growth. In particular: 

• independent analysis (undertaken by Arup) for the Department of Transport has 
highlighted that the availability / construction of suitable rail-connected 
interchange facilities including SRFIs is a key constraint to rail freight growth, 

especially the growth of ports intermodal and domestic intermodal traffic. 

• Network Rail says that additional inland interchanges are required and that this 
need is primarily addressed by new SRFIs. It says that it will facilitate new 
terminal developments at a number of locations including Daventry, 
Northampton, West Midlands and Parkside. 

 

• The Midlands Engine recognises the need for additional SRFI development in 
the Midlands. 

 
3.42 The Proposed Development would support the UK Government’s aim of an expanded 

network of SRFIs, by bringing additional SRFI capacity to the national rail network, 

                                                
37 Midlands Engine, Midlands Connect Strategy: Powering the Midlands Engine, March 2017, section 4.18 
38 Midlands Engine, Midlands Connect Strategy: Powering the Midlands Engine, March 2017, section 4.19 
39 National Infrastructure Commission, Partnering for Prosperity. A new deal for the Cambridge-Milton 
Keynes-Oxford Arc. 
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which is key to growing the rail freight market and securing wider benefits. 
 

3.43 The Proposed Development meets all the functional, transport and location, and 
scale and design criteria set out in the NN NPS. It would be developed in a form that 
can accommodate both rail and non-rail activities from the outset, thereby enabling it 
to function as a location for freight access to rail for businesses which may wish to use 
rail now or in the future. It is located alongside major rail routes (with a gauge 
capability of W8 or more) and close to major trunk roads, including the M1. It is well 
located relative to the markets it would serve, including the Midlands industrial 
heartland and London, and key supply chain routes, including the Port of Felixstowe. 
It would be able to draw on a supply of appropriate labour to support the jobs it would 
create because logistics is a ‘showcase sector’ within the South East Midlands Local 
Economic Partnership area with a high proportion of people working in logistics 
relative to the national average.40  It would have sufficient scale to provide for 
intermodal handling and container storage and to supply a number of rail connected 
buildings for initial take-up plus rail infrastructure to allow more extensive rail 
connection within the site over the longer term. It would be capable of handling a 
minimum of four trains a day up to 775 metres long. 

 
3.44 The Proposed Development also has the potential to introduce “next generation” rail 

freight operations via its proposed express freight rail terminal which would have a 
direct link to the West Coast Main Line fast lines. The potential for express rail is 
recognised by both the UK Government and the Midlands Engine. It could play a role 
in rapidly developing areas of logistics such as urban logistics and e-commerce.

                                                
40 SEMLEP, Strategic Economic Plan, figure 5, page 22  



15  

4 The importance of logistics to the UK economy 

Introduction 

4.1 This section considers the structure of the logistics ‘industry’ and the value that 
logistics contributes to the UK economy. It then looks at the drivers of demand for 
logistics property, the significance of the Midlands and the ‘Golden Triangle’ area, 
and the role that rail freight and SRFIs play in the logistics market. 

 

Structure of the logistics industry 

4.2 Although often referred to as a ‘sector’ or an ‘industry’, logistics is an activity or 
function that crosses many sectors and industries. Its key components are transport, 
inventory and warehousing and its primary purpose is the management of all 
activities that ensure the movement of materials, parts, sub-assemblies and finished 
goods from point of origin to point of consumption plus ‘reverse flows’.41 In this 
respect, logistics is widely used as being synonymous with supply chain 
management.42 

4.3 The UK economy (like others) is dependent on a huge network of supply chains 
spanning across virtually every type of economic activity, and in many cases these 
supply chains are global. As a result, numerous companies may be involved, 
depending on the complexity and geographic scope of these supply chains. 

 
4.4 In a more simplified manner, the key principal participants involved in the activity of 

logistics in the UK are: suppliers, manufacturers, retailers and logistic service 
providers. 

 

• Suppliers provide raw materials, components, parts and sub-assembles to 
manufacturers. 

• Manufacturers process (or transform) these supplies into finished goods and sell 
these to either retailers or wholesalers. In addition, certain manufacturers may 
sell their products direct to end consumers. 

 

• Retailers sell goods directly to end consumers, increasingly via multiple 
channels including via stores and online. 

 

• Logistics service providers (also referred to as Third Party Logistics providers 
or 3PLs) are appointed by companies to manage their logistics on their behalf, 
which may involve their transport or warehouse operations (or both) or, indeed, 
wider parts of their whole supply chains. 

 
4.5 At every stage along the supply chain, warehouses are usually a critical component. 

They are likely to be involved in the handling of raw materials and work-in-progress, 
the supply of parts and sub-assemblies to manufacturers and the storage and 

                                                
41 Reverse flows include flows that return back ‘up’ the supply chain and may include packaging and 
waste or items that people have purchased online but wish to return. The direction of the flow in these 
cases is the reverse of the more normal flow in supply chains which involve a ‘downstream’ 
movement from source to end consumers. 
42 Logistics and supply chain management are sometime distinguished in academic texts, but in 
industry the terms are generally used interchangeably 
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distribution of finished goods. 

 

The economic value of the logistics sector in the UK 

4.6 As logistics is a cross cutting activity or function rather than a sector it is not a 
recognised industry in the ‘Standard Industrial Classification’ (SICs) which is how UK 
economic activity is officially segmented. As a result, it is not possible to refer to 
official SIC-based statistics to identify the economic value of logistics, whether 
expressed in terms of its contribution to total economic activity (i.e. its gross value 
added – GVA) or its contribution to total employment. 

4.7 The nearest broad SIC sector to logistics is Transport and Storage, which embraces 
many activities that are at the heart of logistics. The Annual Business Survey from the 
ONS puts the UK’s GVA of Transport and Storage, at £82.2 billion in 2016; in 2008 it 
was valued at £58.9 billion43. 

4.8 According to Oxford Economics, in 2016 the Transport and Storage sector accounted 
for around 4.4% of UK GVA, while total employment in the sector was close to 1.8 
million in 2017, 5.1% of all UK employment. 

 
4.9 Given the limitations around the official data based on SICs, a number of industry 

studies have sought to quantify the economic value of logistics by ‘adding up’ the 
value added and employment associated with logistics operations, or occupations, in 
different sectors of the economy. 

 
4.10 In terms of GVA: 

 

• A 2018 study by the Freight Transport Association (FTA) estimates that the 

logistics market contributes around £120.7 billion to the UK economy, as 

follows; road freight 

£23.6 billion, rail freight £282 million, sea and inland waterways freight £3.7 

billion, air freight £168 million, warehousing and cargo £12.3 billion; and 

wholesale £80.7 billion.44 

4.11 In terms of employment: 

 

• An independent analysis prepared for the FTA in 2017 estimated that some 
2,502,000 people were employed in logistics at Q2 2017, based on relevant 
occupations. This figure comprised some 1,697,000 people employed 
within these occupations in its defined logistics sector and 806,000 people 
employed in these occupations in all other sectors.45 

4.12 In terms of the UK’s overall logistics performance in a global context: 

 

• The World Bank ranks the UK as eighth overall in its Logistics Performance 

Index (2016) behind Germany, Luxembourg, Sweden, the Netherlands, 

Singapore, Belgium and Austria.46 

                                                
43 Annual Business Survey, ONS – release 9 November 2017 
44 FTA Logistics Report 2018. Figure 1.1. Based on the Annual Business Survey, ONS 2016. 
45 FTA Skills Shortage Report, November 2017, Table 1 
46 World Bank Logistics Performance Index 2016 Connecting to Compete 
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4.13 The above highlights the importance of logistics to the UK economy in terms of GVA 
and jobs and its critical overall importance in supporting the UK economy and its 
competitiveness in a global context. 

The drivers of demand for logistics property 

4.14 In general, because the demand for logistics property is broadly-based and crosses 
many types of economic activity, overall economic growth (GDP) is often considered 
to be an important macro-economic driver of demand. However, as highlighted in 
Appendix 1, across GB the take-up of large new logistics buildings was higher over the 
past five years (2013-2017) than in certain previous five-year periods when GDP 
growth was stronger. This suggests that demand is a function of a number of drivers 
not just macro-economic growth. 

 
4.15 Therefore, to consider the drivers more fully we need to review not just macro growth 

indicators but also the impact of changes in logistics and how companies use their 
buildings. 

 
4.16 Occupier demand for large logistics facilities is driven by a wide range of companies including: 

 

• Retailers - which use warehouses for both store replenishment and to fulfil online 
orders; 

• Manufacturers and their suppliers - which use warehouses to support 
manufacturing supply chains, including supplies into factories, and for the 
storage and distribution of finished goods; 

 

• Third party logistics contractors (3PLs) - which use warehouses on behalf of 
other companies such as retailers and manufacturers who appoint 3PLs on 
contracts to undertake logistics services; 

 

• Wholesalers - which use warehouses to service mainly smaller independent retailers; 

• Post and parcel delivery companies - which use warehouses for the 
distribution of letters and parcels, with the latter growing strongly due to the 
growth in online retail. 

 
4.17 These companies account for most of the take-up of new logistics facilities of 9,290 

sq m (100,000 sq ft) and over across GB, according to JLL’s data. 

 
4.18 Retailers are an especially significant source of demand for large warehouses. Over 

the past 20 years (1998-2017) they accounted for around half of all new distribution 
warehouse space taken-up involving units of 9,290 sq m (100,000 sq ft) and over, 
according to JLL’s data. 

 
4.19 Retailer demand for distribution centres has been driven by a range of different 

factors including: 

 

• A growth in retail sales; 

• An increase in the proportion of supplies channelled to retail stores through 
distribution centres, as opposed to being delivered direct by suppliers; 
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• The consolidation of inventory into large distribution centres; 
 

• The geographical expansion of store networks creating a need for additional 
regional distribution centres; 

 

• The restructuring of inbound supply chains as a result of global sourcing and 
the rise in imports; 

 

• The growth of online retail. 

4.20 Although retail sales generally have grown quite modestly over recent years, certain 
retailers have seen strong sales growth and have expanded their distribution capacity 
as a result. One example is Primark which recently opened a new distribution centre 
of 98,474 sqm (1,060,000 sq ft) in Northamptonshire. 

 
4.21 The increase in supplies channelled through retailer-controlled distribution centres 

has been a key driver of demand. This process was led by the grocery retailers and 
is referred to as ‘centralisation’. Today, most goods are supplied through retailer-

controlled DCs as opposed to being delivered direct by suppliers. This change is also 
linked to the restructuring of inventory into larger warehouses which enables retailers 
to reduce the total amount of inventory they need to hold and to secure economies 
of scale in the warehouses operations. 

4.22 The geographical expansion of store networks has been a common driver of demand. 
This driver is highlighted by the growth of discount grocery retailers Aldi and Lidl 
which have been expanding their store networks and taking up substantial additional 
warehouse capacity as a result. In February 2017, Aldi opened its 700th store in the 
UK and stated that it wanted to have 1,000 stores in the UK by 202247. In February 
2018 Lidl announced that it had opened its 700th store in the UK and the new store 
opening was part of its £1.45 billion expansion and development investment across 
2017 and 201848. The growth from these two companies has resulted in demand for 
large warehouse space. 

 
4.23 The restructuring of inbound supply chains has been in response to global sourcing 

and the rise in imports. Some retailers have opened large import centres at ports or 
at inland hubs. For example, ASDA and Tesco both have large import centres at 
Teesport, while Argos has an inland import centre at Burton under Needwood. 
Sainsbury’s has its general merchandise DC at DIRFT. 

4.24 The rise of online retail has driven a huge wave of demand for a range of different 

types of distribution centres including: 

• Large fulfilment centres where the stock is held and picked at item level. 
Amazon’s network of fulfilment centres is one example of these. Over the last five 
years (2013-2017) Amazon has taken 761,780 sq m (8.2 million sq ft) of new 
logistics floorspace in units of 9,290 sq m (100,000 sq ft) and over across GB. 

• Large parcel sortation centres that sort parcels by end destination and onward 
transport to local parcel delivery centres. For example, DPD Geopost has taken 

                                                
47 The Grocer website, 28 February 2017: Aldi opens 700th UK store and targets 1,000 by 2022 
48 Lidl Corporate press release 15th February 2018: Lidl UK creates 700 new jobs as it reaches 700 new 
stores 
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three units at Hinckley Commercial Park in Derby in the past five years to create 
a sortation hub. In 2013 the company took a new 27,870 sq m (300,000 sq ft) 
build to suit unit, in 2014 it took a 15,282 sq m (164,500 sq ft) new speculatively 
developed unit; and at the start of 2018 it announced that it would be taking a 
25,640 sq m (276,000 sq ft) new build to suit unit. 

• Local parcel delivery centres, which are smaller facilities typically located in or 
on the edge of urban areas for ‘last mile’ delivery to end consumers, for example 
the Yodel distribution centre at G-Park, Enfield. 

• Dedicated fulfilment centres for online grocery orders. Although most grocery 
retailers predominately pick from their stores most typically also have some 
dedicated dot.com warehouses. For example, Tesco has six in and around 
London, Sainsbury’s has one in east London, Asda has several and Morrison 
uses Ocado Solutions. Ocado has large fulfilment centres at Hatfield, Birch 
Coppice (Dordon), Andover and Erith for its own or client use. 

• Warehouses for the delivery of items that are too large to be delivered via a 
parcel network. These items are often referred to as ‘2-man’ items because they 
typically require two men to deliver them (e.g. large white goods or items of 
furniture). An example would be the John Lewis’ MP3 facility at Magna Park, 
Milton Keynes. 

• Local depots for same day fulfilment. These are smaller facilities typically in 
urban areas for ‘last mile’ delivery. 

• Return processing facilities. Some online retail sectors, such as fashion, have a 
high rate of returns. These returns need to be processed and whilst this may 
take place in fulfilment centres this activity may also be undertaken in a 
dedicated facility. Last year John Lewis stated that in 2016 approximately 10 
million units which were purchased online were returned to the company, with 
around 57% of the returned items returned directly to the warehouse49. To cope 
with such a large volume of returned items, John Lewis outsourced its handling 
of returned goods to 3PL company Clipper Logistics and in 2016 Clipper took a 
new speculatively developed unit at Grange Park Northampton totalling 28,225 
sq m (303,824 sq ft) to handle returned goods for John Lewis. 

 

4.25 UK online retail sales as a percentage of total retail sales increased from 3.8% in the 
12- months to March 2008 to 16.6% in the 12-months to March 2018.50 Forecasts 
suggest that UK e-commerce will continue to grow strongly. This growth is likely to 
support rising warehouse demand.51 

4.26 Manufacturers play an important role in the demand for logistics floorspace. Over the 
last 20 years (1998-2017) manufacturers and their suppliers accounted for a fifth 
(19%) of logistics take-up in new units of 9,290 sq m (100,000 sq ft) and over. 
Manufacturers require warehouses to manage the flows of materials, parts and sub-
assembles into their factories and to stock finished goods. 

                                                
49 Estates Gazette Industrial Summit September 2017 – presentation by Nigel Harris of John Lewis 
50 ONS – Retail Sales Index – Release 19th April 2018 
51 Worldpay, Global Payments Report, 2017. Forecasts UK e-commerce growth of 10% per annum over 2017- 
2021. 
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4.27 In the first case, many manufacturers often rely on just-in-time delivery to their 
manufacturing plants to enable goods to be assembled without the need for large 
amounts of storage space within a manufacturing plant for parts and components. 
This has resulted in manufacturers and suppliers taking large logistics facilities close 
to manufacturing plants. A recent example of this is Jaguar Land Rover which 
submitted a planning application to Solihull Council at the end of 2016 for a new 
logistics facility of 91,800 sq m (988,126 sq ft) next to its manufacturing plant in 
Solihull. Jaguar Land Rover stated in its planning application that the need for the 
logistics facility to be located next to its manufacturing plant was to improve the 
efficiency and effectiveness of its existing logistics network to allow for a ‘Just In 
Time’ operation to take place52. 

4.28 With respect to the storage of finished goods, manufacturing companies may store 
finished goods on their factory sites, but equally there are many examples of 
manufacturers with large distribution facilities elsewhere. For example, Britvic has its 
NDC at Magna Park Lutterworth. This facility stocks drinks that are manufactured 
and canned at Rugby. 

 
4.29 The demand from third party logistics providers is generally contract-led, i.e. these 

companies generally have a need for a warehouse that is generated by contracts that 

they secure from clients (typically retailers or manufacturers). However, occasionally 
a 3PL will take a warehouse facility without this being backed by a specific contract. 
This tends only to happen in a strategic location, which the 3PL believes it will always 
be able to utilise. Rail Central has the potential to be such a strategic location 
because it is in the ‘Golden Triangle’ and will offer good connectivity to road and rail 
infrastructure and a choice of large-scale logistics property opportunities. 

The significance of the Midlands and the ‘Golden Triangle’ 

4.30 Within GB, the main geographical area of demand for large logistics properties is the 
Midlands, both East and West. As highlighted in Appendix 1, over the past 20 years 
(1998-2017) the Midlands accounted for 40% of the total GB take-up of logistics 
floorspace involving new buildings of 9,290 sq m (100,000 sq ft) and over. 
Approximately 8.9 million sq m (95.4 million sq ft) of new logistics floorspace was taken 
up in the Midlands over this period, of which around 5 million sq m (53.3 million sq ft) 
was in the East Midlands and 3.9 million sq m (42.1 million sq ft) was in the West 

Midlands. The East Midlands region, which is where the Proposed Development is 
located, attracted the largest share of take-up over the past 20 years of all the GB 
regions. 

4.31 There are a number of reasons why the Midlands is so important as an area of 
logistics property demand. In particular: 

 

• It benefits from a central strategic location within GB in terms of its access to 
key population centres. This makes its especially attractive to companies 
needing large-scale National Distribution Centres (NDCs) and Regional 
Distribution Centres (RDCs). 

 

• It benefits from significant transport infrastructure including the M1 and M6 
motorway and the West Coast Main Line and it has good access to other 
infrastructure outside the regions, including the Port of Felixstowe, the UK’s 
largest container port. 

                                                
52 Jaguar Land Rover planning application reference PL/2016/03131/PPFL 
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• It has a good supply of suitable sites and labour. 

• It has a large population and economic base, which generate requirements for 
logistics property. 

 

4.32 Over around the past 20 years, a particular area within the Midlands has emerged as 
being especially significant in terms of attracting logistics property demand for large 

NDCs and RDCs, and this area is widely referred to as the ‘Golden Triangle’. There 
is no single agreed definition of this area but it is usually considered to extend from 
a southern point on the M1 motorway around junction 15, south of Northampton, 
along the M6 motorway to the M42 and then back to a northern point on the M1 
motorway, such as Castle Donnington (junction 24). This area, which includes the 
site of the Proposed Development, is shown in Map 4.1 below. 

 

Map 4.1: The ‘Golden Triangle’ 
 

 
 

4.33 We are aware of different definitions of this area, but we consider the area we have 
defined to be robust in terms of being the key area for national distribution purposes. 
First, this geography is in line with the search areas that JLL often sees in the market 
when requirements for large NDCs arise. Second, based on an analysis of road 
distances to GB’s population, this area covers the locations with the lowest road 
distances. In this respect this area can be considered to include the ‘centre of gravity’ 
for national (GB) distribution. This is highlighted in Map 4.2 below, which shows the 
top 20 local authorities in red and the top 21 to 40 local authorities in orange which 
have the lowest road distances to GB’s population. The red area in particular is very 
similar in coverage to our ‘Golden Triangle’, although it is more irregularly shaped as 
it is based on local authority areas.  
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Map 4.2: Centre of Gravity Analysis  

 
 
 

4.34 In some definitions, such as GVA’s indicative ‘Golden Triangle’ in its study for South 
Northamptonshire Council, the area is more widely drawn extending further south to 
include Milton Keynes and Luton, and further east and north, but in our assessment 
this is too broad an area.53 For example, if the area is extended too far south (to 
include Milton Keynes and Luton) then an occupier locating a NDC in one of these 
southern-most locations would compromise its ability to service customers in the 
north of the country, such as in the far North West or North East, or in Scotland; and 
if the area is moved too far north, an occupier locating a NDC in one of the most 
northern locations would compromise its ability to service customers in the south, for 
example in the far South West or South East. Clearly there are some exceptions to 
this. For example, John Lewis and Waitrose both have NDCs at Magna Park, Milton 
Keynes. However, in both these cases their respective store networks are ‘weighted’ 
to the south. 

 

4.35 At the southern end of the ‘Golden Triangle’, the Northampton market area (which 
would include the Proposed Development in South Northamptonshire) is one of the 

UK’s main logistics property markets, and an especially important location for NDCs; 
examples of companies with NDCs in Northampton include Panasonic, Carlsberg, 
BMW, Decathlon, Zara, Morrison and Sainsbury’s. JLL estimates that the 
Northampton market has a total stock of built modern logistics space of around 1.13 
million sq m, (12.2 million sq ft) based solely on its four main warehouse locations 
namely: the Brackmills Industrial Estate situated off junction 15 of the M1 on the south 

side of the A45; Grange Park, adjacent to junction 15 of the M1; Swan Valley, 
adjacent to junction 15a of the M1; and ProLogis Park, Pineham, adjacent to junction 
16 of the M1. 

4.36 Northampton’s development as a logistics property market reflects its strategic 

                                                
53 GVA, South Northamptonshire Logistics Study, May 2017, page 10. 
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location within GB including its proximity to the M1, which is one of the key distribution 
‘corridors’ in the country, reflecting the fact that road is the dominant mode for moving 
freight in GB. According to CACI In-site software more than 3.5 million people can be 
reached from Northampton within a 1-hour HGV drive-time, more than 19.1 million in 
2 hours, more than 41.4 million in 3 hours, more than 53.8 million in 4 hours and more 
than 56.6 million (c. 88% of the GB population) within 4.5 hours.54 

The growth of rail freight and the role of SRFIs 

The growth of rail freight 
 

4.37 The GB rail freight market has seen significant growth and change since privatisation 
in the mid-1990s. 

 
4.38 Prior to privatisation, rail freight had been in long-term decline with road overtaking 

rail in the mid-1950s in terms of goods moved. The industry’s decline thereafter was 
primarily due to  an expanding road haulage industry and expansion of the motorway 
network, coupled with a structural decline in the railway’s traditional base of bulk 
traffic (e.g. coal and steel) which reflected the restructuring of the UK economy. 

 
 

Figure 4.1: GB domestic freight transport: road and rail by goods moved 

Source: Department for Transport, Transport Statistics Great Britain 

 
4.39 Since privatisation, rail freight has grown both in terms of goods moved and its 

market share. Between 1994-1995 and 2016-2017, goods moved by rail increased 
from 13.00 to 17.25 net billion tonnes kilometres, reflecting total growth of 33%. This 

                                                

54 A drive time of 4.5 hours is often used in the industry as an indicator of the ‘reach’ of a warehouse 

because it is the maximum permitted drive-time that a driver can make without taking a mandatory 

break and because a return trip of 

4.5 hours each way is within the normal permitted daily maximum of nine driving hours. Drive 

time based on the location of Rail Central for illustration. 
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growth occurred despite a dramatic decline in coal traffic over recent years, reflecting 
the closure of several large coal- fired power stations and much of the remaining 
domestic coal mining activity. Between 2013- 14 and 2016-17, coal moved by rail 
contracted from 8.07 to just 1.43 net billion tonnes kilometres. 

 
 

Figure 4.2: Freight moved by rail 

Source: Department for Transport, Transport Statistics Great Britain 
 
 

 

Figure 4.3: Freight moved by rail - market shares 

Source: Department for Transport, Transport Statistics Great Britain 
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4.40 The main area of growth for rail freight since privatisation has been in the domestic 
intermodal market, which according to ORR data dating back to 1998-1999 virtually 
doubled between that year and 2016-2017, rising from 3.53 net billion tonne km to 6.81 
nbt km (+93%). In the ORR’s statistics, domestic intermodal traffic includes the 

movement of containers from ports to inland intermodal rail freight interchanges as 
well as the movement of containers between such interchanges. In JLL’s 
assessment, this growth has been driven by a range of factors including: 

• the globalisation of supply chains, which has resulted in the growth of containers 
arriving into the UK’s main deep sea container ports, such as Felixstowe and 
Southampton; 

 

• the expansion of rail capacity at these ports and a growth in the use of rail to 
move containers inland; 

 

• a growing readiness by companies to use rail for movements within the UK, which 
reflects a more competitive service offer from the rail freight industry, in terms 
of cost and reliability, as well as a growing emphasis by companies on 
incorporating more sustainable (lower carbon) transport into their logistics 
operations. 

 
4.41 The growth of the domestic intermodal market is a key driver behind the need for 

additional SRFIs because it is dependent on a network of intermodal terminals and 
because the type of goods moved in this way are typically stored and distributed 
through warehouses. 

 
4.42 Examples of domestic intermodal use and its growth include: 

 

• The movement of containers from ports to inland hubs. For example, the Port 
of Felixstowe, the UK’s largest container port, moves approximately 1 million 
twenty-foot equivalent units (TEUs) each year to 16 inland destinations. This 
saves over 100 million HGV miles annually, reducing road congestion and 
improving environmental performance. According to the Port, ‘Rail volumes 
represent nearly 30% of the Port’s UK domestic throughput, and 50% to key 
markets in the West Midlands and North. These figures continue to grow at 
around 7% per annum.’55 

• Domestic intermodal journeys between inland hubs. For example, the Malcolm 
Group provides daily and overnight trains from DIRFT to and from Scotland. It 
runs a daily service (overnight 7 days a week) from DIRFT to Grangemouth and 
from Grangemouth to DIRFT. It runs a daily week day service 5 days a week 
from DIRFT to Mossend (overnight) and from Mossend to DIRFT (daytime). 

 

• One specific example of a rail user is Tesco which uses rail to transport ambient 
general merchandise from its NDC at DIRFT to several regional distribution 
centres (RDCs). 

 
4.43 In addition to the domestic intermodal market, the other area of the rail market which 

is most relevant to the need for additional SRFI capacity is the ‘international’ market 
through the Channel Tunnel. This market comprises both intermodal traffic and 
conventional train wagons and it is relevant because it includes goods that are stored 
and distributed through warehouses. Statistics from the ORR show that this market 

                                                
55 Hutchinson Ports, Port of Felixstowe, Welcome to the port of Britain 
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has been broadly flat over the past decade, having moved 0.43 net billion tonne km 
in 2016-17 compared with 0.44 nbt km 10 years earlier. One specific example of 
Channel Tunnel traffic is provided by Danone which moves bottled water from a site 
in France - at Miramas (Bouches-du-Rhones) - to DIRFT. 

 
4.44 An emerging (or re-emerging) area of the rail freight market that is not separately 

recognised in the ORR data is the express rail freight market. Consideration of this 
market is relevant as the Proposed Development would have a dedicated express 
freight terminal. 

 
4.45 Prior to privatization, British Rail previously operated a network of higher-speed 

freight services for lighter, time-sensitive commodities such as newspapers and 
perishables. By the time of privatisation in the 1990’s these services were provided 
to just two customers (Royal Mail and Securicor Omega Express), with the majority 
of rail services subsequently ceasing in 2004. 

 
4.46 However, the Royal Mail subsequently reversed its decision and now operates daily 

services linking the purpose-built RFI at Wembley (Princess Royal Distribution 
Centre or PRDC) with satellite RFIs at Warrington, Glasgow and Newcastle, using its 
own fleet of electric trains operating at speeds of up to 100mph.  

4.47 Further express freight services have been trialled by Colas Rail between its depot 
in Rugby and London Euston station (130 km), moving products overnight from 
Midlands NDCs / RDCs direct into Central London, with ‘last mile’ haulage undertaken 
by low-emission LGVs. The first trial in 2012 was organised with Eddie Stobart for 
Sainsbury’s, followed by a second trial in 2014 organised by Intermodality for TNT. 
Further work is now in hand to establish daily services through the rail industry-
funded “Flexible Freight” initiative.56 

4.48 Whilst most freight trains seldom achieve more than 50 km/h average speeds 
between origin and destination, the Royal Mail trains achieve over 80 km/h average 
speeds, with scope to increase speeds further with 175-200 km/h traction and rolling 
stock now becoming available. The ability to sustain higher-speed transits between 

NDCs, RDCs and city centres offers an attractive opportunity for companies moving 
time-sensitive products (e.g. overnight or same-day e-commerce deliveries). This is 
clearly relevant to the Proposed Development, which would have a dedicated 
Express Terminal, and highlights its potential to support growing areas of logistics 
including urban logistics and e-commerce. 

The current SRFI network 

4.49 The UK’s network of SRFIs has developed since the mid-1990s. The first generation 
SRFIs included Hams Hall, DIRFT and Birch Coppice in the Midlands, Wakefield 
Europort off the M62 and Eurocentral in Lanarkshire off the M8. These were followed 
by 3MG (Mersey Multimodal Gateway) at Widnes, which was formerly known as 
Ditton Strategic Rail Freight Park. iPort Doncaster and East Midlands Gateway at 
Kegworth are the most recent SRFIs to be developed (the latter yet to be operational). 
Map 4.3 shows the current network of SRFIs. 

 
4.50 As this map shows there is a significant concentration of SRFIs in the Midlands, with 

four out of eight SRFIs located in this area – and all four are in the ‘Golden Triangle’ as 
we have defined it. However, this is unsurprising given that the Midlands, and ‘Golden 
Triangle’, attract so much demand for large distribution buildings, especially National 

                                                
56 Further information at https://www.rssb.co.uk/rail-technical-strategy/the-strategy 

https://www.rssb.co.uk/rail-technical-strategy/the-strategy
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Distribution Centres, and given that the Midlands lies at the heart of the UK rail freight 
network. The importance of this area for logistics is also highlighted by the fact that 
this area is the main destination for containers coming into Britain through the Port of 
Felixstowe, the country’s largest container port, and this port intermodal traffic is a key 
driver of demand for buildings on SRFIs or for the use of SRFI facilities. According to 
the Port of Felixstowe: 

 

4.51 ‘Today, 70% of containers coming into Britain through Port of Felixstowe are destined 
for a high-concentration belt of distribution hubs stretching across the Midlands and 
the North of England. The port is strategically located close to the Golden Triangle; 
an area in the East Midlands which is the epicentre of UK distribution.’57

 

 

 

 

 

                                                
57 Hutchinson Ports, Port of Felixstowe, Welcome to the Port of Britain 
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Map 4.3: The current network of Strategic Rail Freight Interchanges in GB58 

                                                
58 East Midlands Gateway is currently under construction and is expected to be operational by 2021 
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4.52 A HGV traffic survey undertaken for DIRFT 1 which examined the origin of lorries 
entering the intermodal terminal or the destination of lorries leaving found that 31% of 
vehicles started from or were destined for other locations within the DIRFT estate, 
highlighting the strong link between businesses on the estate and the rail terminal. 
For outbound lorries, 27% went to DIRFT, another 23% to nearby locations such as 
Rugby and Magna Park, Lutterworth while 11% went to Northamptonshire and Milton 
Keynes – with the other destinations being identified more broadly or being 
unknown.59 

4.53 Based on this evidence, it is reasonable to assume that SRFIs, in addition to serving 
their on-site occupiers, also serve both a wider off-site core ‘catchment area’, 
comprising locations that are relatively close to the SRFI, and a wider ‘secondary 
catchment area’, incorporating locations further away. Based on the DIRFT evidence, 
we believe a core catchment area of around 15 km is reasonable for a SRFI (Rugby 
is very close to DIRFT and Magna Park, Lutterworth is around 14.5 km via the M1); 
and we consider up to 50 km is reasonable for a secondary catchment area (Milton 
Keynes is around 53.5 km from DIRFT via the M1). 

 
4.54 Map 4.4 shows the off-site core catchment areas for the four existing SRFIs in the 

Midlands based on a 15 km radius and Map 4.5 shows their secondary catchment 
areas based a 50 km radius. As Map 4.4 shows, based on this analysis, Hams Hall 
and Birch Coppice have overlapping core catchment areas, while as Map 4.5 shows 
all four SRFIs have overlapping secondary catchment areas. 

 

Map 4.4: Existing SRFIs in the Midlands showing 15km core catchment areas 

 

 
 
 
 
 

                                                
59 DIRFT III, Planning for the Future. Document 7.4. Need Report, Nathaniel Lichfield & Partners, October 
2012. Table 5.3 and Figure 5.4, page 63 
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Map 4.5: Existing SRFIs in the Midlands showing 50 km secondary catchment 
areas 

 

 

 
4.55 East Midlands Gateway is a new SRFI but DIRFT, Hams Hall and Birch Coppice 

have been developed over more than 20 years, although the rail freight terminal at 
Birch Coppice was developed more recently (2006). The fact that their off-site 
catchment areas overlap has not prevented them all from growing. Indeed, Hams Hall 
and Birch Coppice are both built out and occupied and DIRFT phase I and II is fully 
built out and occupied, with Prologis now promoting DIRFT III. 

 
4.56 Moreover, in some cases these SRFIs are collaborating operationally despite being 

run by separate commercial enterprises. For example, as highlighted in the Rail 
Operations Report produced by Intermodality: 

 
‘Hams Hall SRFI and Birch Coppice SRFI are located less than 10km apart, but both 
have attracted occupiers and helped generate new rail freight services. The terminals 
are run by separate companies (ABP and Maritime respectively) who compete for 
business, but collaborate operationally, with some trains from Birch Coppice using 
the rail facilities at Hams Hall to stable and undertake “run round” manoeuvres, 
avoiding the need for these trains to take otherwise longer circular routes through 
Birmingham. The two sites use the same main line routes and capacity’. 

 
And 

‘The SRFI at Hams Hall and DIRFT are now linked by a daily rail freight service which 
connects the two facilities, despite these being only 50km apart by rail’.60 

 
4.57 JLL maintains a stock database of the GB logistics property market based on modern 

buildings of 9,290 sq m (100,000 sq ft) and over plus certain smaller buildings, where 
these are part of a major logistics park. The database is mapped using the interactive 
GIS platform ArcGIS Online (AGOL). Based on this data, the 15 km core catchment 

                                                
60 Intermodality, Rail Operations Report, The Rail Central Freight Interchange and Highway Order, para 6.1.2. 
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area for Rail Central comprises 51 modern logistics buildings totalling some 
1,180,200 sq m (12.7 million sq ft) of modern logistics space. There are an additional 
320 modern logistics facilities totalling another 7,011,800 sq m (75.48 million sq ft) 
within the wider secondary catchment area extending out 50 km. In total, therefore, 
within a 50 km radius of Rail Central there are 371 large-scale modern logistics 
buildings totalling 8.19 million sq m (88.18 million sq ft). These facilities are occupied 
by more than 200 different companies, including many which are already using rail 
or which, based on their products and supply chains, might reasonably be considered 
as potential rail freight users. This stock and company analysis suggests that the 
Proposed Development would have a large base of companies within its core and 
secondary catchment areas from which to attract demand. 

Rail market forecasts 

4.58 As noted in Section 3 above, the most recent rail freight forecasts are those produced 
by MDS Transmodal for Network Rail’s Freight & National Passengers Operators 
Route Strategic Plan, February 2018. These forecasts cover a range of scenarios, 
as explained in Section 3, to cover Control Period 6, i.e. the five years to 2024.   

4.59 For the purposes of this version of the CP6 plan, Network Rail assume the average 
of different scenarios to give growth equal to 15.6% total growth in freight lifted 
between 2016/17 and 2023/24.  This is equivalent to 2.1% growth per annum.61 

4.60 We believe that forecasts of rail freight growth and evidence of continuing strong 
demand for large-scale logistics facilities in general - including for e-commerce which 
is predicted to grow further - will drive demand for additional SRFIs, either from 

companies which wish to locate facilities directly on these sites or from companies in 
the surrounding catchment areas which wish to use the rail terminals these provide. 
In addition to growth in established types of traffic, such as port intermodal, domestic 
intermodal and automotive traffic, emerging opportunities exist linked to the 
burgeoning e-commerce sector and the growing challenges of city or urban logistics. 
This view is supported by the President of Prologis Europe. Writing in July 2017 for 

Property Week, he stated that: 

‘Rail freight still has a great deal of untapped potential for the logistics sector. 
The big supermarkets are already using rail extensively to transport ambient 
products and general merchandise. We believe it could also play a pivotal role 
in e-commerce.' 

 
‘E-commerce operators are under constant pressure to meet faster delivery 
times. But in densely populated urban areas, last-mile delivery can present 
problems. Fleets of delivery vans add to traffic congestion and air pollution, 
while the declining availability of industrial land means there is a shortage of 
distribution space.’ 

 
‘Some retailers and distributors are using rail to work around these difficulties. They 
assemble deliveries at logistics centres close to intermodal terminals, then use trains 
to carry consumer products and perishable items into city centre stations. Effectively, 
the train becomes a moving consolidation centre that allows operators to transport 
goods in a way that is cost-efficient, faster and more sustainable than by road.’62 
 

                                                
61 Network Rail, FNPO Route Strategic Plan, page 25 
62 ‘Rail freight has huge untapped potential for logistics’, Ben Bannatyne President Prologis Europe, 14 July 
2017 http://m.propertyweek.com/5090374.article?mobilesite=enabled&origin=PWbreakingnews 

http://m.propertyweek.com/5090374.article?mobilesite=enabled&amp;origin=PWbreakingnews
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Conclusions 

4.61 Logistics makes a significant direct contribution to the UK economy in terms of GVA 
and employment and it underpins the overall competitiveness of the UK economy. 
Warehouses are a critical component in virtually all modern supply chains. 

 

4.62 The demand for large distribution centres is driven by retailers, manufacturers and 
third party logistics services providers. The Midlands attracts strong demand from 
companies for large- scale logistics properties, while the ‘Golden Triangle’ is the 
epicentre for national distribution. Given this and the fact that the Midlands is at the 
heart of the UK’s rail freight network, it is unsurprising that this market also has an 
existing cluster of SRFIs. These SRFIs have developed and expanded even though 

they are relatively close to one another.  Indeed, in some cases there is evidence of 
these SRFIs collaborating operationally. 

 
4.63 In addition to on-site occupiers, the Proposed Development would have a large base 

of companies within its offsite core and secondary catchment areas from which to 
attract demand.  It would be well placed in terms of the business markets it would 
serve. 

 
4.64 Rail freight has grown strongly since privatisation despite a dramatic fall in coal traffic 

over recent years, which was formerly its largest market sector. The strongest growth 
has occurred in domestic intermodal traffic, which is the type of traffic that generates 
demand for either buildings on SRFI sites or for the use of rail terminals at SRFIs 
from companies based in their surrounding catchment areas 

4.65 Forecasts indicate robust rail freight growth in the period to 2023/24 with immediate 
opportunities in sectors such as intermodal and automotive and longer term 

opportunities in emerging new markets including express freight, urban logistics and 
e-commerce. This growth will drive demand for buildings at SRFIs and for the use of 
terminals on SRFIs by companies based in the surrounding area. As demand grows, 
existing consented SRFI sites will be developed out and, therefore, their supply will 
reduce, whilst the increase in companies on SRFI sites can be expected to generate 
more rail freight demand. However, these forecasts are critically dependent on an 

increase in rail connected sites – which is what SRFIs offer. If this does not happen 
then the forecast growth in rail freight will not be achieved and the policy benefits 
associated with modal shift will not be delivered. 
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5 Market Area Assessment 

Introduction 

5.1 This section provides a logistics property market assessment for the ‘Golden 
Triangle’ area defined in Section 4. As explained in that section, this area is widely 
recognised as the most important market area for companies requiring national 
distribution centres (NDCs) and therefore it is the most appropriate area to provide a 
market assessment for because companies requiring NDCs are the main market that 
the Proposed Development would target, in addition to RDCs. This is both a function 
of the site’s location and its key attributes, including its rail access, and the scale of 
buildings that the Proposed Development is seeking to provide. 

 

Total Occupier Demand 

5.2 Within the property industry the traditional way of quantifying demand is in terms of 

the actual take-up of floorspace for occupation, although in practice occupier demand 
may be greater than take-up but constrained by available supply. Over the 20-year 
period (1998-2017) approximately 4.6 million sq m (49.9 million sq ft) of new logistics 
floorspace involving units of 9,290 sq m (100,000 sq ft) and over was taken up in the 
‘Golden Triangle’. This represented more than half (52%) of all take-up in the East 
and West Midlands combined and equated to 21% of the total take-up across GB 

over the same period. Figure 5.1 presents the annual level of logistics take-up in the 
‘Golden Triangle’ over the past 20 years. 

 
 

Figure 5.1: New logistics take-up involving units of 9,290 sq m in the local 
market area 
 

 
 

Source: JLL. New units of 9,290 sq m (100,000 sq ft and over. 

 
 

5.3 As with both the National and Midlands regional markets (see Appendix 1), the take-
up of logistics floorspace in the ‘Golden Triangle’ was particularly strong in the last 
five years (2013- 2017) when an average of 277,635 sq m (3 million sq ft) was taken 
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up per annum. This was higher than the previous five years (2008-2012) when an 
annual average of 147,800 sq m (1.6 million sq ft) was taken up, and higher than the 
period 2003-2007 when an annual average of 180,278 sq m (1.9 million sq ft) was 
taken up. 

 

5.4 The increase in the level of take-up for logistics facilities over the past 10 years is 
attributable to the demand for larger facilities. This is highlighted in Table 5.1 which 
shows the level of take-up in the ‘Golden Triangle’ over the past 20 years by building 

size bands. 

Table 5.1: New logistics take-up in the Golden Triangle split by size band 

 
1998-2002 2003-2007 

  
no. of units Total size 

Average 
size 

no. of units Total size Average size 

9,929 - 23,224 sq m  
(100,000 - 249,999 sq ft) 

44 656,158 sq m 14,913 sq 
m 

33 514,545 sq m 15,592 sq m 

23,225 - 46,449 sq m 
 (250,000 - 499,999 sq ft) 

17 517,124 sq m 30,419 sq 
m 

10 317,170 sq m 31,717 sq m 

46,450 sq m +  
(500,000 sq ft +) 

7 434,620 sq m 62,089 sq 
m 

1 69,675 sq m 69,675 sq m 

 

 2008-2012 2013-2017 

  
no. of units Total size 

Average 
size 

no. of units Total size Average size 

9,929 - 23,224 sq m  
(100,000 - 249,999 sq ft) 

13 196,206 sq m 15,092 sq m 32 475,098 sq m 14,847 sq m 

23,225 - 46,449 sq m  
(250,000 - 499,999 sq ft) 

11 325,402 sq m 29,582 sq m 18 546,774 sq m 30,376 sq m 

46,450 sq m +  
(500,000 sq ft +) 

3 217,386 sq m 72,462 sq m 5 366,305 sq m 73,261 sq m 

Source: JLL 

 

 
5.5 Based on the data in Table 5.1, the average size of unit taken up in the largest size 

band (46,450 sq m and over) increased over these four five-year periods. This 
average was 62,088 sq m (668,315 sq ft) between 1998 and 2002; 69,675 sq m 
(749,982 sq ft) between 2003 and 2007; 72,462 sq m (779,980 sq ft) between 2008 
and 2012 and 73,261 sq m (788,581 sq ft) between 2013 and 2017. 

5.6 This increase in the average size of buildings taken up in the ‘Golden Triangle’ market 
area is in line with wider national trends as noted in Appendix 1 paragraph 6. Most 

take-up of buildings in the largest size band in the ‘Golden Triangle’ (as in the wider 
Midlands region and GB) involves Built to Suit (BTS) buildings as opposed to 
speculative development. Figure 5.2 shows the level of new logistics take-up in the 
‘Golden Triangle’ over the past 10 years (2008-2017) split between BTS and 
speculative buildings. 
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Figure 5.2: New logistics take-up split between built to suit and speculative 
units 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

Source: JLL. New units of 9,290 sq m (100,000 sq ft and over. 
 

5.7 Over the past 10 years (2008-2017) approximately 65% of all new logistics take-up 
in the ‘Golden Triangle’ involved new BTS facilities. Over the past five years (2013-
2017) this share was 67%. 

 

Occupier demand at SRFI sites 
 

5.8 There has been strong demand for large logistics facilities on the Golden Triangle’s 
four existing SRFI sites: DIRFT, Hams Hall, Birch Coppice and East Midlands 
Gateway. This is highlighted in the case studies of each SRFI below and in Table 5.2 

which summarises the occupation of large logistics buildings of 9,290 sqm (100,000 
sq ft) and over on these sites. 

 

DIRFT:63
 

 

5.9 The Daventry International Rail Terminal (DIRFT) is one of the earliest SRFIs. The 
first phase of DIRFT comprised a 147.3-hectare (364-acre) logistics park with 
planning permission for around 371,600 sq m (4 million sq ft) and included a rail 
terminal to operate on the West Coast Main Line. Promoted by Severn Trent Property 
Ltd, DIRFT was officially opened in November 1997. Within 10 years this phase had 
been built out with a range of major companies in occupation including DHL, Eddie 
Stobart and Tesco. 

 
5.10 Prologis acquired Severn Trent Property Ltd in 2006 and became the owner of the rail 

terminal and a 52.6-ha (130-acre) expansion site at DIRFT. It started developing the 
phase two land in 2010, with a 78,036 sq m (840,000 sq ft) national distribution centre 
for Tesco. This was followed by a 92,900 sq m (1 million sq ft) general merchandise 
distribution hub for Sainsbury’s and a 39,018 sq m (420,000 sq ft) intermodal hub for 
Eddie Stobart. By 2015, the second phase of the development was complete. All 
three phase-two buildings have their own dedicated rail connections. 

 

                                                
63 Adapted from On the Right Track: 20 years at DIRFT. Prologis, 27 April 2017. 
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5.11 Quotations from each of the companies occupying the phase two 
development provide insight into why they (and companies more widely) 
are investing in rail freight.64 

‘Rail freight is part of our ongoing commitment to be a zero carbon business by 
2050. It is the most sustainable way of transporting goods across the country.’  

(Nigel Jones, UK Logistics Director, Tesco) 
 

‘Aware of increasing fuel costs, growing road congestion, and the relative 
environmental impacts of Road vs. Rail, our ambition is to explore the viability of 
rail freight as a component of our logistics operation.’  
 

(Simon Polmear, Strategic Transport Development Manager, Sainsbury’s) 
 

‘We already occupy a number of buildings at DIRFT, and we know it is an excellent 
location for many of our customers. This new building will further our rail capability 
and is a significant investment in the continuing success of our business.’  

 

(William Stobart, Executive Chairman, Eddie Stobart).  
 

5.12 In 2014, the Secretary of State granted Prologis a Development Consent Order for a 
further 724,620 sqm (7.8 million sq ft) of rail-served logistics space at DIRFT. Since 
then Arcadia has purchased a site for a 37,160 sq m (400,000 sq ft) facility and Panic 
Transport has leased a 10,684 sq m (115,000 sq ft) speculative building. 

 

Hams Hall 
 

5.13 Planning permission was granted in 1994 for the redevelopment of this former power 

station as a manufacturing and distribution park of approximately 520,240 sq m (5.6 
million sq ft), including a rail freight terminal. The development of the park began in 
1995 and the rail terminal opened in 1998. Hams Hall has been very successful at 
attracting a range of large logistics occupiers such as Sainsbury’s 72,803 sq m 
(783,674 sq ft), Kuehne & Nagel, 15,793 sq m (170,000 sq ft), Accident Exchange, 
20,366 sq m (219,222 sq ft), Wincanton, 24,526 sq m (264,000 sq ft), Arvato, 20,978 
sq m (225,808 sq ft), The Works, 16,000 sq m (172,215 sq ft), SERTEC, 13,192 sq 

m (142,000 sq ft), DHL 15,969 sq m (171,894 sq ft), BEKO, 14,864 sq m (160,000 sq 
ft) and Plastics Omnium, 11,216 sq m (120,735 sq ft). This site also includes a BMW 
engine manufacturing plant. 

Birch Coppice, Dordon (Birmingham Intermodal Freight Terminal – BIFT) 
 

5.14 The Birch Coppice SRFI was a former colliery site acquired by IM Properties in 1997 
and now provides over 371,600 sq m (4 million sq ft) of rail serviced warehousing 
developed over three phases. Phase 1 included a 14.16 ha (35-acre) rail freight 
terminal constructed in 2006 and a 71,812 sq m (773,000 sq ft) logistics building built 
for TNT, for an Audi Volkswagen contract, which included its own dedicated rail 
siding. In 2010 planning consent was granted for a second phase to provide up to 
185,800 sq m (2 million sq ft) of rail-served warehousing. Ocado purchased a 14.25 
ha (35.2-acre) site for a 53,418 sq m (575,000 sq ft) warehouse on this phase, which 
was completed in 2013. IM Properties undertook two speculative developments 
comprising 15,384 sq m (165,600 sq ft) and 15,691 sq m (168,900 sq ft) which were 

                                                
64 Prologis, PrologisRFI, DIRFT. This is Logistics 
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leased by Bunzl and DAU Draemaier respectively. Euro Car Parts leased a built to 
suit facility of 72,276 sq m (778,000 sq ft) in 2014, and another speculative building 
of 14,167 sq m (152,500 sq ft) was leased by UPS. A third and final phase includes 
two buildings let to Beko - a building of 5,853 sq m (63,000 sq ft) and another of 
26,198 sq m (282,000 sq ft) plus another speculative development of 7,432 sq m 
(80,000 sq ft) let to HIB Ltd. 

 

East Midlands Gateway 
 

5.15 Since first being promoted to the market in October 2017, East Midlands Gateway 
has already seen around 179,744 sq m (1,934,821 sq ft) taken-up in four BTS 
logistics buildings. The first deal was to Amazon for a 51,095 sq m (550,000 sq ft) 
facility.65 This was followed by a 59,177 sq m (637,000 sq ft) building for XPO (for a 
Nestle contract) a 51,306 sq m (552,274 sq ft) facility for Shop Direct and a 18,166 
sq m (195,547 sq ft) facility for Kuehne & Nagel. 

 

5.16 Table 5.2 summarises the occupation of large logistics buildings of 9,290 sq m 
(100,000 sq ft) and over on these SRFIs. In total some 1.45 million sq m (15.65 sq ft) 
has been built to date and all buildings that have been built are occupied. Both the 
level of development and take-up and the zero vacancy rate for large logistics 
buildings highlight strong demand from companies for facilities at SRFIs in the ‘Golden 

Triangle’. 

 

Table 5.2: The take-up and occupation of large logistics facilities at SRFIs in 
the ‘Golden Triangle’ 

 Total developed 

floorspace sq m 

Total occupied 

sq m 

Total immediately 

available in 

buildings sq m 

Birch Coppice 350,974 350,974 0 

DIRFT 650,828 650,828 0 

East Midlands Gateway 161,579 161,579 0 

Hams Hall 290,538 290,538 0 

Total 1,453,919 1,453,919 0 
Source: JLL. Based on logistics units of 9,290 sq m (100,000 sq ft) and above. Smaller 
units excluded, as is the BMW Engine Plant at Hams Hall. As at June 2018. 

 
 
 

Available Supply of Buildings 

5.17 At the end of March 2018 there was 264,607 sq m (2.8 million sq ft) of new logistics 
floorspace available within the ‘Golden Triangle’. This comprised 195,675 sq m (2.1 
million sq ft) in ready- to-occupy immediately available buildings and 68,932 sq m (c. 
742,000 sq ft) speculatively under construction. Available supply in the ‘Golden 
Triangle’ accounted for 50% of total new supply in the East and West Midlands 
combined. Figure 5.3 charts the new supply in the ‘Golden Triangle’ as at the end of 
the first quarter of each year back to 2006. 

 

 

                                                
65 JLL has only counted the ground floor area of this building. We understand that it will include two 
mezzanine floors. As a result, the total area is often reported as 120,770 sq m (1.3 million sq ft). 
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Figure 5.3: New logistics supply in the ‘Golden Triangle’ 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

Source: JLL. New buildings of 9,290 sq m (100,000 sq ft) and over 

 

5.18 Within the ‘Golden Triangle’, new supply has been on a downward trend over the 

past three years, in contrast to both the national picture and overall supply levels in 

the East and West Midlands regions. At the end of March 2018 available supply in 

the ‘Golden Triangle’ was 9%lower than March 2017 and 24% lower than March 

2016. New supply at the end of March 2018 was also 27% lower than the most recent 

peak at the end of March 2008. 

 
5.19 The falling level of new supply in the ‘Golden Triangle’ over the past three years, 

despite a pick-up in new speculative development, highlights a stronger level of 

demand in this market compared with the wider regional and national markets. 

 

Available Sites 

5.20 Within the ‘Golden Triangle’ there are a number of sites that are being promoted for 
distribution development with, or without, planning consent. Appendix 2 lists the sites 
in this area that JLL is aware of that are being promoted by developers and which are 
able to deliver large logistics facilities of 9,290 sq m (100,000 sq ft) and over. 

 

Rail connected sites with planning consent 

5.21 There are four existing consented sites within the ‘Golden Triangle’ that are rail 

connected. As at June 2018, JLL estimates that: 

• DIRFT III has a further development potential of around 622,430 sq m (6.70 million sq 
ft); 

• East Midlands Gateway has a further development potential of around 
300,000 sq m (3.23 million sq ft); 

 

• Prologis Hams Hall has potential to develop up to 82,400 sq m (886,950 sq ft); 
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• EMDC has potential to develop a further 128,477 sq m (1.38 million sq ft). 

5.22 Three of these four schemes are SRFIs (DIRFT, East Midlands Gateway and Hams 
Hall). Therefore, these four schemes combined have a future development potential 
of around 1.13 million sq m (12.1 million sq ft) of distribution warehouse/logistics 
floorspace. 

Rail connected sites without consent 

5.23 There are currently three other sites within the ‘Golden Triangle’ that are in the 

process of seeking permission for a SFRI, including the Proposed Development.66 

Subject to consent, these have potential to provide around 2.02 million sq m (21.74 

million sq ft) of rail served logistics space in total. 

 

• The Proposed Development (Rail Central): this includes up to 702,097 sq m 

(7.56 million sq ft) Gross External Area of rail connected and rail served 

warehousing and ancillary service buildings; 

• Northampton Gateway: Roxhill has submitted a DCO application for a SRFI 
comprising 468,000 sq m (c. 5.0 million sq ft) Gross Internal Area of rail 
served logistics floorspace; 

 

• Hinckley National Rail Freight Interchange (HNRFI): db symmetry intends to 
submit a DCO application for a SRFI at this site, which has road access from 
junction 2 of the M69. This would have a development potential of around 
850,000 sq m (9.15 million sq ft) of logistics space. This site is not at such 
an advanced stage from a planning perspective as Northampton Gateway 
and Rail Central. In April 2018, db symmetry reported that it had submitted a 
Scoping Report as the first step towards beginning discussions with 
stakeholders.67 

5.24 In our opinion, it is unsurprising that there are a number of additional proposals for 

SRFIs in the ‘Golden Triangle’, given the success of the four existing consented 

SRFIs and the demand for NDCs and RDCs in this area.  

        

Non-rail connected sites with planning consent 

 

5.25 There are seven non-rail connected sites in the ‘Golden Triangle’ which have 

planning permission to develop up to 730,522 sq m (7.86 million sq ft) of logistics 

floorspace. 

 

Non-rail connected sites without planning consent 

 

5.26 There are 11 non-rail connected sites in the ‘Golden Triangle’ without planning 

                                                
66 West Midlands Interchange at Four Ashes in South Staffordshire does not fall within our ‘Golden 
Triangle’ market assessment area. 
67 db symmetry, Discussions begin on potential major infrastructure project in Hinckley 4 April 2018 
https://www.dbsymmetry.com/discussions-begin-potential-major-infrastructure-project-hinckley/ 

https://www.dbsymmetry.com/discussions-begin-potential-major-infrastructure-project-hinckley/
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consent but which, subject to planning, could have the potential to develop a further 

2.1 million sq m (22.6 million sq ft) of logistics floorspace. 

 

Conclusions 

5.27 The ‘Golden Triangle’ has attracted enormous demand for large-scale logistics 

facilities over a sustained period. Over the past five years, take-up has increased 

driven by increasing demand for larger buildings. 

 
5.28 Occupier demand for properties on SRFIs within the Golden Triangle has been 

strong. To date some 1.45 million sq m (15.65 million sq ft) has been built and 

occupied at four SRFIs in buildings of 9,290 sq m (100,000 sq ft and over). The 

vacancy rate for large buildings on these SRFI sites is zero. 

 
5.29 The level of floorspace occupied at these four existing SRFI’s exceeds the additional 

floorspace that can be provided by all consented rail connected sites in the area: 

DIRFT III, East Midlands Gateway, Prologis Hams Hall and EMDC (East Midlands 

Distribution Centre). Given rail freight growth forecasts and evidence of growing 

interest among companies in rail freight this implies a potential future imbalance with 

demand exceeding supply. 

 

5.30 There is additional potential new supply in three SRFIs that are currently being 

promoted through the planning system, including the Proposed Development. This 

potential supply reflects the central role that the Midlands and the ‘Golden Triangle’ 

play in UK and regional rail freight and in logistics more widely. Companies requiring 

large-scale logistics facilities for their supply chains want a choice of locations and as 

the NN NPS acknowledges: ‘Given the locational requirements and the need for 

effective connections for both rail and road, the number of locations suitable for 

SRFIs will be limited, which will restrict the scope of developers to identify viable 

alternative sites.’68 Therefore, this potential supply reflects the confidence that 

developers have in the demand for SRFIs in the ‘Golden Triangle’. 

                                                
68 Department for Transport, National Policy Statement for National Networks, December 2014, para 2.56 
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6 Conclusions 

6.1 The Proposed Development for a Strategic Rail Freight Interchange in 
Northamptonshire is being promoted to meet the continuing demand for large-scale 
logistics facilities which companies require for efficient supply chain operations. The 
most likely specific target market will be companies that require National Distribution 
Centres (NDCs) or Regional Distribution Centres (RDCs). The demand for these type 

of facilities is heavily concentrated within the ‘Golden Triangle’, which includes the 
location of the Proposed Development. Companies are increasing their demand for 
rail freight due to a range of factors, including a more competitive service offer from 
the rail freight industry and a growing emphasis by companies on incorporating more 
sustainable (lower carbon) transport into their logistics operations. 

6.2 The Government’s National Policy Statement for National Networks (2014) 
recognises that there is a ‘compelling need’ for an expanded network of SRFIs. It 
identifies a number of key drivers including the changing needs of the logistics sector, 
rail freight growth, the environmental advantages of rail freight and the economic and 

employment benefits that SRFIs can generate. 

 
6.3 The availability of SRFIs is constraining rail freight growth and, in turn, the demand 

for SRFIs. The Government’s Rail Freight Strategy (2016) includes independent 
analysis that identifies the availability of rail freight terminal capacity, including SRFIs, 
as a key constraint on the growth of rail freight. This is particularly the case for ports 
intermodal traffic and domestic intermodal traffic, two of the key rail freight sectors 
that have seen strong growth. These two sectors are the main drivers of demand 
from companies for logistics facilities on SRFIs, and for the use of rail terminals at 
SRFIs by companies located either on SRFIs or in their surrounding catchment areas. 

 
6.4 Network Rail has also identified a shortage of terminal capacity noting that network 

capacity and capability enhancements are ineffective if there is insufficient terminal 

capacity to accommodate the traffic they enable. Therefore, without additional rail 
freight interchange capacity the benefits associated with rail freight and modal shift 
from road will not be secured and freight movement will continue to be predominantly 
road-based. 

6.5 The logistics sector makes a vital contribution to the UK economy. Structural changes 
in logistics and supply chain management have driven a wave of demand for large-
scale logistics buildings, which are critical nodes in virtually all supply chains. E-
commerce is just one of these drivers, but it has expanded hugely over recent years 
and it is forecast to continue growing. There is increasing evidence that many 
companies are either currently using rail, or are seeking to use it, within their supply 
chain operations. These companies include major retail supermarkets and other 
retailers, food and drink manufacturers, automotive manufacturers and leading 
logistics service providers. 

 

6.6 Within the UK, the Midlands attract a substantial proportion of all occupier demand for 
large logistics facilities, due to its central strategic location and market access, the 
quality of its transport infrastructure, the availability of suitable sites and the availability 

of appropriate labour and skills. Within this area, the ‘Golden Triangle’, which includes 
the location of the Proposed Development, is recognised as the epicentre for UK 
logistics and this is the key area for NDCs. The Midlands is also at the heart of the UK 
rail freight network and hence it plays a key role in both national and regional freight 
movements. Given these facts, it is unsurprising, that the Midlands and ‘Golden 



42  

Triangle’ are also key areas for SRFIs. This is highlighted by the existing SRFIs in 
the Midlands at: DIRFT; Hams Hall; BIFT, Birch Coppice; and the SEGRO Logistics 
Park East Midlands Gateway. 

 
6.7 There is strong demand from companies for large-scale logistics facilities on SRFIs. 

Across GB, some 2.28 sq m (24.5 million sq ft) of floorspace is occupied in large 
logistics buildings of 9,290 sq m (100,000 sq ft) and over on eight SRFIs; within the 
‘Golden Triangle’ 1.45 million sq m (15.65 million sq ft) is occupied in large logistics 
units on four existing SRFIs. In addition, across GB, the vacancy rate for large 
logistics units on the eight SRFIs is just 3%, less than half that for the market 
generally (7%); and within the ‘Golden Triangle’ the large logistics buildings on the 

existing four SRFIs are 100% occupied. The intermodal rail terminals at SRFIs also 
attract strong demand from companies either on SRFIs or in their off-site surrounding 
catchment areas. 

6.8 Within the ‘Golden Triangle’ the off-site catchment areas of the existing SRFIs 
overlap to varying extents but this has not prevented each from growing and 
developing because of strong demand, as highlighted in their respective levels of 
development and occupation. The Proposed Development has a strong off-site 
catchment area with 371 large-scale modern logistics buildings totalling 8.19 million 
sq m (88.18 million sq ft) within a 50 km radius of the site. These facilities are occupied 

by more than 200 different companies, including many which are already using rail or 
which, based on their products and supply chains, might reasonably be considered as 
potential rail freight users. 

6.9 The Proposed Development at Rail Central would complement the existing network 
of SRFIs by advancing it further south and help to service market areas that are 
underprovided for in terms of SRFIs. For example, the National Policy Statement for 
National Networks recognises the particular challenge in expanding rail freight 
interchanges to service London and the South East. This is due to a lack of suitable 
sites to service these regions. As Rail Central is situated at the southern tip of the 
‘Golden Triangle’ it would be well located to also help service these markets, which 
together comprise the largest economic regions and consumer markets in the UK. 

 
6.10 Overall, therefore, the Proposed Development represents an appropriate response 

to market demand by providing both an intermodal terminal and a dedicated express 
freight terminal. It would help address the compelling need the Government has 
identified for additional SRFI capacity as part of an expanded national network of 
SRFIs. 
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Appendix 1: National and Regional Logistics 

Property Market Review 

Introduction 

1  This Appendix reviews the national and regional distribution warehouse property 
markets based on JLL’s market data. As the Proposed Development will involve the 

development of new and large-scale strategic distribution warehouse facilities, the 
data we refer to are JLL’s own based on new (not formerly occupied) distribution 
warehouse (i.e. logistics) buildings of 9,290 sq m (100,000 sq ft) and above. Buildings 
of this size are widely recognised within the property industry as a distinct market. 
The national review focuses on Great Britain. The regional review focuses on the 
East and West Midlands regions combined and individually. 

National overview 

Total occupier demand 

2 In section 4 of the main report we considered the key drivers of demand. In this Appendix 
we examine the statistical evidence on the quantum of demand. In the property 
industry, the standard measure of demand is the amount of floorspace ‘taken up’ for 
occupation and use by companies or other organisations. 

 
3 Over the last 20 years, 1998-2017 inclusive, around 22.3 million sq m (240.1 million 

sq ft) of new logistics floorspace was taken up across GB, an average of 1.1 million 
sq m (12.0 million sq ft) per annum. 

 

4 Figure 1 plots the take-up of new logistics space over this period. Although, the 

annual level of floorspace taken up has clearly varied, even when take-up was at its 
lowest (in 2012), an annual level of around 605,000 sq m (6.5 million sq ft) of new 
floorspace was still taken-up for occupation across GB. This long-term data suggests 
that nationally demand has been generally robust and resilient, due no doubt to the 
strong drivers considered in Section 4. 

 
 
 
 
 

 
 

 

 
 
 

 
 
 

 
 
 



44  

Figure 1: New logistics take-up involving units of 9,290 sq m and over 
 

 

Source: JLL. New units of 9,290 sq m (100,000 sq ft) and over 
 
 

5 Table 1 highlights the relatively strong take-up of new floorspace over the past five 
years. Over this period (2013-2017) approximately 6.5 million sq m (70.4 million sq 
ft) of new floorspace was taken up across GB, an average of 1.3 million sq m (14.1 
million sq ft) per annum. This was higher than recorded in the previous three five-
year periods. 

Table 1: New logistics take-up per annum vs GDP growth 
 1998-2002 2003-2007 2008-

2012 
2013-2017 

New logistics take-up 

involving units of 9,290 sq 

m + 

1.1 million 

sq m pa 

1.1 million 

sq m pa 

902,000 
sq 

m pa 

1.3 million 

sq m pa 

GDP growth annual average 

over five year periods 
3.0% pa 2.7% pa 0% pa 2.2% pa 

Source: JLL: new logistics take-up, ONS: GDP growth 

 

6 The higher level of take-up recorded over the past five years compared with the three 

previous five-year periods is mainly attributable to an increase in the take-up of larger 
buildings. As highlighted in Table 2, 39 buildings of 46,450 sq m (500,000 sq ft) and 
over were taken up in the five years 2013-2017 compared with 24 in the preceding 
five years (2008-2012), 29 in the 5-year period prior to that (2003-2007) and 21 in the 
five years 1998 to 2002. 
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Table 2: New logistics take-up split by size band 
 1998-2002 2003-2007 2008-2012 2013-2017 

 no. of 

units 
Total size 

no. of 

units 
Total size 

no. of 

units 
Total size 

no. of 

units 
Total size 

9,290 - 
23,224 
sq m 
(100,000 - 

249,999 

sq ft) 

 

 
186 

 
 

2.6 million 
sq m 

 

 
123 

 
 

1.8 million 
sq m 

 

 
101 

 
 

1.4 million 
sq m 

 

 
141 

 
 

2.0 million 
sq m 

23,225 - 
46,449 
sq m 
(250,000 - 

499,999 

sq ft) 

 

 
54 

 

 
1.6 million 

sq m 

 

 
66 

 

 
2.1 million 

sq m 

 

 
44 

 

 
1.4 million 

sq m 

 

 
65 

 

 
2.0 million 

sq m 

46,450 
sq m + 
(500,000 

sq ft +) 

 
21 

 
1.3 million 

sq m 

 
29 

 
1.8 million 

sq m 

 
24 

 
1.6 million 

sq m 

 
39 

 
2.5 million 

sq m 

Source: JLL. New units of 9,290 sq m (100,000 sq ft) an over 

7 One factor that has driven the demand for very large buildings has been the growth 
in e- commerce, as many operators have acquired large buildings for e-fulfilment 
centres. Over the five years 2013-2017 some 16.4% of all floorspace taken up in new 
buildings was in dedicated e-fulfilment facilities, compared with just 1.6% in the five 
years 2003-2007. 

 

8 The take-up of new logistics buildings can be segmented between the take-up of 
buildings that are developed on a built to suit (BTS) basis and the take-up of buildings 
that are developed speculatively. These two types of buildings - BTS and speculative 
- are the two ways that the market for new logistics buildings is traditionally 
segmented by the property industry. 

 
9 BTS facilities are built by developers (or a contractor appointed directly by the 

company requiring the building) for specific occupiers based on prior agreement. BTS 
buildings can be relatively generic buildings or quite specialised, depending on what 
the occupier requires. Speculative buildings are relatively generic buildings that 
developers build for the market, without a specific occupier already agreeing to take 
them. These buildings generally conform to a relatively generic standard to appeal to 
as wide a market as possible. 

 
10 Figure 2 plots the take-up of new logistics distribution warehouse space over the last 

10 years (2008-2017) split between floorspace in new BTS buildings and floorspace 
in new speculatively developed buildings. 

 
11 Over the most recent five years (2013-2017): 

 

• a total of 6.5 million sq m (70.4 million sq ft) of new floorspace was taken up, 
an average of 1.3 million sq m (14.1 million sq ft) per annum; 

 

• a total of 4.77 million sq m (51.37 million sq ft) was taken up in BTS buildings 
(an annual average of 954,494 sq m (10.27 million sq ft); 
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• a total of 1.77 million sq m (19.06 million sq ft) was taken up in speculative 
buildings (an annual average of 354,147 sq m/3.8 million sq ft). 

 
 

 

Figure 2: New logistics take-up involving units of 9,290 sq m split 

between build to suit and speculative units 

Source: JLL. New units of 9,290 sq m (100,000 sq ft) and over 

 
 

12 Table 3 lists the 10 largest new logistics units that have been taken up across GB 

since 2013 to illustrate the type of occupiers that require these very large buildings. 

As this shows, demand has been driven by a range of major retailers, although JLR 

stands out as a major manufacturing company. These buildings were all taken up on 

a Built to Suit (BTS) basis. 
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Table 3: The 10 largest new logistics units that have been taken up in GB 
since 2013 

Location Size (sq m) Occupier 
Building 

type 
Year 

Wixams Bedford 88,255 Aldi BTS 2018 

Damson Parkway Solihull 91,797 Jaguar Land 

Rover 

BTS 2018 

Wixams Bedford 92,900 B&M Retail BTS 2017 

iPort Doncaster 100,367 Amazon BTS 2016 

Central Park Avonmouth 107,648 The Range BTS 2016 

Mountpark Bardon 92,900 Amazon BTS 2016 

G-Park Doncaster 85,082 Next BTS 2014 

Central A14 Islip 

Northampton 

98,474 Primark BTS 2014 

Magna Park Milton Keynes 87,182 Waitrose BTS 2014 

DIRFT Daventry 92,900 Sainsbury's BTS 2013 

Source: JLL 

 

 

Total Available Supply 

13 JLL’s data on the available supply of new logistics space in buildings of 9,290 sq m 

(100,000 sq ft) and over comprises space available in buildings which are 
immediately available (ready-to- occupy) and space in buildings which are 
speculatively under construction. We include the latter because buildings that are 
under construction speculatively are always marketed as available during their build 
period. 

14 At the end of March 2018 (our most recent data) the total amount of available space 
across GB stood at 1,073,095 sq m (11.55 million sq ft) in 60 new buildings. This total 
comprised 592,183 sq m (6.36 million sq ft) in 34 ready to occupy buildings and a 

further 480,912 sq m (5.18 million sq ft) available in 26 buildings under construction 
speculatively. 

 
15 Figure 3 presents our data for available supply as at the end of March (Q1) each year 

for 13 years to show the trend through the property cycle. March 2018 is the date of 
our latest data. 

 
16 Before the Global Financial Crisis and UK recession (2008-2009) a significant 

amount of speculative development had taken place, and this led to a rising level of 
available new supply which peaked in March 2008. When the recession caused 
demand to fall, developers quickly stopped speculative development and available 
supply gradually fell to a March low point in 2014. As supply diminished and the UK 

economy and property market improved, developers started to undertake more 
speculative development once again, although at a relatively modest level compared 
to before the UK recession. As a result, the level of new supply has trended up over 
the past few years. 

17 Although the level of available space increased between March 2017 and March 
2018 due to an increase in both ready-to-occupy space and space under 

construction, the total level of available supply at March 2018 remained below its 
average March level over the full period (1,297,938 sq m/13.97 million sq ft). In 
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addition, the level of supply at March 2018 was well below its previous record high 
10 years earlier, when some 2,672,297 sq m (28.76 million sq ft) had been on the 
market. 

 

Figure 3: New logistics supply in GB involving units of 9,290 sq m and 

over at the end of March each year 
 

 

Source: JLL. New units of 9,290 sq m (100,000 sq ft) and over 

 
18 The level of available new space across GB at the end of March 2018 (1,073,095 sq 

m/11.55 million sq ft) represented less than one year of supply compared with the 
annual average level of take-up of all new space recorded over the past five years 
(1.3 million sq m/13.99 million sq ft)). 

 
19 The level of available space across GB at the end of March 2018 represented three 

years of supply compared with the annual average level of take-up over the past five 
years for speculatively developed space only (354,147 sq m per annum/3.81 million 
sq ft). 

 

Occupier demand for warehouse properties on rail-connected sites 
20 As shown in Map 4.2, JLL identifies eight SRFI sites across GB. According to our 

data some 2.28 million sq m (24.52 million sq ft) of floorspace has been developed 

on these eight SRFI sites, 97% of which is occupied. This highlights strong demand 
from companies to locate on SRFI sites. 
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Table 4: The take-up of new space on SRFIs 

 
Total developed 

floorspace sq m 

Total occupied sq 

m 

Total available sq 

m 

Birch Coppice 350,974 350,974 0 

DIRFT 650,828 650,828 0 

East Midlands Gateway 161,579 161,579 0 

Eurocentral 188,838 188,838 0 

Hams Hall 290,538 290,538 0 

Iport Doncaster 242,111 212,848 29,264 

Wakefield Europort 338,878 298,966 39,912 

3MG Merseyside 

MultiModal Gateway 
54,094 54,094 0 

Total 2,277,840 2,208,665 69,176 

Source: JLL. Based on logistics units of 9,290 sq m and above. Smaller units excluded, as is 
the BMW Engine Plant at Hams Hall. As at June 2018. 

 

 

Regional overview 

Take-up 

21 Over the 20-year period 1998-2017 approximately 8.9 million sq m (95.4 million sq ft) 
of new distribution warehouse floorspace was taken up in the East and West 
Midlands regions combined. Take-up in these two regions accounted for 40% of total 
GB take-up over this period. 

 
22 Approximately 4.9 million sq m (53.3 million sq ft) was taken up in the East Midlands 

and 3.9 million sq m (42.1 million sq ft) was taken up in the West Midlands. 

 
23 The East Midlands region, which is where the Proposed Development is located, 

attracted the largest share of take-up over the past 20 years of all the GB regions. 

 
24 Figure 4 below charts the level of new logistics floorspace taken up in the East and 

West Midlands since 1998. 
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Figure 4: New logistics take-up involving units of 9,290 sq m and over 

in the East and West Midlands 

 
Source: JLL. New units of 9,290 sq m (100,000 sq ft) and over 

 
 

25 Over the past five years approximately 2.8 million sq m (30.0 million sq ft) of new 
logistics floorspace was taken up in the East and West Midlands combined, an annual 
average of 557,400 sq m (6.0 million sq ft) per annum. 

 
26 This level of take-up was double the level recorded in the previous five years (2008-

2012) when 1.4 million sq m (15.1 million sq ft) was taken up. It was also higher than 
the five years before then (2003-2007) when 2.2 million sq m (24.0 million sq ft) was 
taken up. 

 
27 Figure 5 below shows the level of new take-up in the Midlands regions over the past 

10 years split between BTS and speculative buildings. 

 
28 Across the Midlands overall, over the most recent five years (2013-2017): 

 

• a total of 2.78 million sq m (29.97 million sq ft) of new floorspace was 
taken up, an average of 556,823 sq m (5.99 million sq ft) per annum; 

 

• a total of 2.01 million sq m (21.64 million sq ft) was taken up in BTS 
buildings (an annual average of 402,091 sq m (4.33 million sq ft)); 

 

• a total of 773,660 sq m (8.33 million sq ft) was taken up in speculative 
buildings (an annual average of 154,732 sq m (1.67 million sq ft). 

 
29 Across the East Midlands only, over the most recent five years (2013-2017): 

 

• a total of 1.60 million sq m (17.26 million sq ft) of new floorspace was 
taken up, an average of 320,641 sq m (3.45 million sq ft) per annum; 

 

• a total of 1.20 million sq m (12.95 million sq ft) was taken up in BTS 
buildings (an annual average of 240,646 sq m (2.59 million sq ft); 
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• a total of 399,985 sq m (4.31 million sq ft) was taken up in speculative 
buildings (an annual average of 79,997 sq m (861,100 sq ft). 

 
30 Across the West Midlands only, over the most recent five years (2013-2017): 

 

• a total of 1.18 million sq m (12.71 million sq ft) of new floorspace was 
taken up, an average of 236,181 sq m (2.54 million sq ft) per annum; 

 

• a total of 807,220 sq m (8.69 million sq ft) was taken up in BTS buildings, 
an annual average of 161,444 sq m (1.74 million sq ft); 

 

• a total of 373,685 sq m (4.02 million sq ft) was taken up in speculative 
buildings, an annual average of 74,737 sq m (804,500 sq ft). 

 

Figure 5: New logistics take-up in the Midlands split between build to 

suit and speculative units 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Source: JLL. New units of 9,290 sq m (100,000 sq ft) and over 

 
 

31 Table 5 highlights the 10 largest units taken up in the Midland regions over the past 
five years to show the range of occupiers taking very large buildings. As nationally, 
all of these involved BTS developments of the sort that the Proposed Development 
would provide. 
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Table 5: The 10 largest logistics units taken up in the Midlands since 2013 

Location 
Size 

(sq m) 
Occupier 

Building 

type 
Year 

Damson Parkway Solihull 91,797 Jaguar Land 

Rover 

BTS 2018 

Logistics Park East Midlands 

Gateway, Castle Donnington 

59,177 XPO for Nestle BTS 2018 

Midlands Logistics Park, Corby 78,408 Eddie Stobart BTS 2018 

Warth Park Raunds 55,868 Howdens BTS 2017 

Mountpark Bardon 92,900 Amazon BTS 2016 

Warth Park Raunds 60,850 Howdens BTS 2015 

Birch Coppice, Tamworth 72,276 Euro Car Parts BTS 2014 

Central A14 Islip Northampton 98,474 Primark BTS 2014 

Derby Commercial Park, Derby 58,739 Kuehne & Nagel BTS 2013 

DIRFT Daventry 92,900 Sainsbury's BTS 2013 

Source: JLL 
 

Available supply 

32 At the end of March 2018 there was approximately 530,374 sq m (5.7 million sq ft) of 
new logistics floorspace involving units of 9,290 sq m (100,000 sq ft) and over 

available in the East and West Midlands, combined which accounted for 49% of total 
new supply in GB. 

 
33 Around 249,032 sq m (2.68 million sq ft) of this floorspace was available in the East 

Midlands (47%) with the remaining 281,341 sq m (3.03 million sq ft) available in the 
West Midlands (53%). 

 
34 Figure 6 shows the trend in new available supply in the East and West Midlands as 

at the end March each year with March 2018 being JLL’s latest available data. New 
supply in the East and West Midlands has followed the same trend as GB highlighted 
earlier. 



53  

Figure 6: New available supply in the East and West Midlands in units 

of 9,290 sq m and over 

 

Source: JLL. New units of 9,290 sq m (100,000 sq ft) and over 

 

 
35 Post the recession the first new speculative development in the East and West 

Midlands started in 2013 and was delivered in 2014. Table 6 below shows the levels 
of new speculative development in the East and West Midlands since 2006 involving 
units of 9,290 sq m (100,000 sq ft) and over. 

 

Table 6: New speculative development completions in the East and 

West Midlands in units of 9,290 sq m and over 

 
East Midlands 

(sq m) 

West Midlands 

(sq m) 

Total East & 

West Midlands (sq m) 

2006 222,019 168,060 390,079 

2007 106,463 139,317 245,780 

2008 180,532 324,449 504,981 

2009 - - - 

2010 - - - 

2011 - - - 

2012 - - - 

2013 - - - 

2014 10,451 36,756 47,207 

2015 97,388 47,852 145,240 

2016 244,965 171,419 416,384 

2017 25,238 152,766 178,004 

Source: JLL. New units of 9,290 sq m (100,000 sq ft) and over 
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36 The level of available new space across the Midlands (East and West combined) at 
March 2018 (530,374 sq m/5.71 million sq ft) represented less than one year 
of supply compared with the annual average level of take-up of all new space 
recorded over the past five years (556,823 million sq m/5.99 million sq ft). 

37 The level of available new space across the East Midlands only at the of March 2018 
(249,032 sq m/2.68 million sq ft) represented less than one year of supply compared 
with the annual average level of take-up of all new space recorded over the past five 
years (320,641 sq m/3.45 million sq ft). 

 

38 The level of available new space across the West Midlands only at the of March 
2018 (281,341 sq m/3.03 million sq ft) represented just over one year of supply 
compared with the annual average level of take-up of all new space recorded over 
the past five years (236,181 sq m/2.54 million sq ft). 

 
 

Occupier demand for logistics properties on SRFIs 

39 JLL identifies eight SRFI sites across GB with four of these being in the two Midlands 
regions. Two of these four are in the East Midlands, i.e. DIRFT and East Midlands 
Gateway and two are in the West Midlands. Table 7 which is taken from Table 6 
above shows total new space taken up on these four SRFIs. According to our data, 
some 1,453,719 sq m (15.65 million sq ft) of floorspace has been developed on these 

four SRFI sites all of which is occupied. 

 
40 In the East Midlands, around 812,407 sq m (8.74 million sq ft) of space has been 

developed at DIRFT and East Midlands Gateway. In the West Midlands, around 
641,512 sq m (6.91 million sq ft) has been developed. 

 
 

Table 7: The take-up of new space on SRFIs 

 
Total developed floorspace, sq 

m 

Total 

occupied, 

sq m 

Total available, 
sq m 

DIRFT 650,828 650,8289 0 

East 

Midlands 

Gateway 

161,579 161,579 0 

Birch Coppice 350,974 350,974 0 

Hams Hall 290,538 290,538 0 

Total 1,453,919 1,443,919 0 

Source: JLL. Based on logistics units of 9,290 sq m and above. Smaller units excluded, as is 
the BMW Engine Plant at Hams Hall. As at June 2018. 
 

41 These statistics suggest strong demand from companies to locate on SRFI sites. 
 

 
Conclusions 

42 The Midlands is the largest logistics property market in GB based on JLL’s take-up 
data. Over the past 20 years, the East Midlands has attracted the largest regional 
share of take-up of any GB region. 
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43 The evidence based on demand at existing SRFI sites suggest very strong demand for 

logistics properties on rail served sites. According to our data, some 1,453,719 sq m 
(15.65 million sq ft) of floorspace has been developed on the four existing SRFI sites 
in the Midlands all of which is occupied. In the East Midlands, around 812,407 sq m 
(8.74 million sq ft) of space has been developed at DIRFT and East Midlands 
Gateway. In the West Midlands, around 641,512 sq m (6.91 million sq ft) has been 
developed. 

 
44 The total level of available new space across the Midlands (East and West combined) 

at the end of March 2018 represented less than one year of supply compared with 
the annual average level of take-up of all new space recorded over the past five years. 

 
45 The level of available new space across the East Midlands only at the of March 

2018 represented less than one year of supply compared with the annual average 
level of take-up of all new space recorded over the past five years. 

 
46 The level of available new space across the West Midlands only at the of March 

2018 represented just over one year of supply compared with the annual average 
level of take-up of all new space recorded over the past five years. 
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Appendix 2: Available Sites in the ‘Golden 

Triangle’ Market Assessment Area 
 

Scheme/Site Location Developer 
Estimated 
hectares 
available 

Estimated future floorspace potential 

Rail connected sites with planning permission 

DIRFT Phase III Daventry Prologis 163 ha 
(402 
acres) 

Approximately 622,430 sq m of further rail served 
logistic floorspace. 

East Midlands 
Gateway 

Castle 
Donington 

SEGRO/Roxhill 228 ha 
(564 
acres) 

Approximately 300,000 sq m of further development 
potential at the site. 

Prologis Hams 
Hall 

Coleshill Prologis 17 ha (44 
acres) Up to 82,400 sq m of logistics floorspace. 

EMDC Castle 
Donington 

Clowes 30 ha (74 
acres) 

Three plots remain with potential for c 128,477 sq m. 
Rail served but not a SRFI. 

Rail connected sites without planning permission 

Rail Central Northampton Ashfield 
Land/Gazeley 

 

The Proposed Development. DCO application for a 
SRFI with up to 702,097 sq m (Gross External Area) 
of rail connected and rail served warehousing and 
ancillary service buildings 

Northampton 
Gateway 

Northampton Roxhill 101 ha 
(250 
acres) 

Roxhill has submitted a DCO application for a SRFI 
development offering up to 
468,000 sq m of rail served logistics floorspace. 

Hinckley 
National Freight 
Interchange 
(HNRFI) 

Hinckley Db symmetry  

Potential SRFI. Up to 850,000 sq m of logistics 
space. 

Other sites with planning permission 

Mustang Park Daventry Canmoor 6 ha (15 
acres) 

Up to 26,000 sq m of logistics floorspace. 

Magna Park 
Lutterworth 
(1500919/FUL) 

Lutterworth Gazeley 55.4 ha 
(137 
acres) 

Site is directly next to Magna Park Lutterworth and 
Gazeley has secured planning permission for 
100,844 sq m of logistics development. 
Conditions and detailed design approvals currently 
being 
progressed. 

Symmetry Park 
Lutterworth 
(15/00865/OUT) 

Lutterworth DB Symmetry 88.67ha 
(219 
acres) 

Site is south of Magna Park Lutterworth. Planning 
permission approved for 278,709 sq m of logistics 
floorspace. 
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Midas 22 Nailstone Curtis Hall c. 20 ha 
(50 acres) 

Up to 93,000 sq m (1 million sq ft) of logistics 
floorspace. 

Mountpark 
Bardon Phase II 

Bardon Mountpark 29 ha (72.5 
acres) 

Up to 120,000 sq m (1.3 million sq ft) of logistics 
floorspace. 

Core 42 Tamworth Hodgetts 
Estates 

 

Two units available on a BTS 
basis: 14,880 sq m + 32,089 sq m. 

Tamworth 
Logistics Park 

Tamworth St Modwen 13 ha (32 
acres) 

Potential for approximately 65,000 sq m of logistics 
floorspace. 

Other sites without planning permission 

Junction 16, M1 Northampton First Panattoni 12 ha (31 
acres) 

Site owned by First Panattoni which can deliver three 
units of 28,799 sq m, 20,623 sq m and 8,639 sq m. 

Site in 
Towcester off 
the M1 

Towcester IM Properties 27 ha (68 
acres) 

Up to 83,610 sq m of logistics floorspace. 

Crick 
Northampton 

Crick Stoford 28 ha (70 
acres) 

Site next to Junction 18 of the M1 motorway split in 
two across the motorway. 

Magna Park 
Lutterworth 
(15/01531/OUT) 

Lutterworth Gazeley 237.38 ha 
(586 acres) Site is directly next to Magna Park Lutterworth and 

Gazeley is seeking planning permission for 419,800 
sq m of logistics development (100,844 sq m 
approved under application reference 15/00919/FUL). 

Symmetry
 
Park Rugby 

Rugby DB Symmetry 44 ha (109 
acres) 

DB Symmetry is currently seeking outline planning 
permission for 181,000 sq m of large-scale logistics 
floorspace. 
Planning application was submitted at the end of 
2017. 
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Enderby Leicester Privately 
owned 

c. 20 ha 
(50 acres) 

Up to 125,000 sq m of logistics floorspace. 

Junction 1, M69 
- Hinckley 

Hinckley IM Properties 33 ha (82 
acres) 

Approximately 17 hectares remaining at the site for 
logistics development. 

Junction 11, 
M42 

Appleby 
Magna 

IM Properties 97 ha (240 
acres) 

Former farmland site which was acquired by IM 
Properties in 2016. 

Junction 9, M42 
- Peddimore 
site 

Curdworth Birmingham 
City Council / 
IM Properties 

71 ha (175 
acres) 

Potential to develop up to 278,700 sq m of industrial 
space which will be both B8 and B2 
floorspace. 

Bermuda 
Central – 
Phase two 
Junction 3, M6 

Nuneaton  26 ha (65 
acres) 

Up to 92,900 sq m of logistics floorspace. 

 
Source: JLL. Information collected at June 2018. 


