


















































structure of the brokerage system
5.6 This diagram (Figure 5.1) summarises the relationship between the Brokerage Coordinator(s) and other

stakeholders who will, in combination create a system through which information flows to create a

Brokerage System.

figure 5.1: Brokerage Coordinators and the Brokerage System for WMI

For example:

Vacancies Occupiers &
Contractors

Co-ordinate appropriate
training programmes

X Brokerage
Engage with supporting Co-

organisations

ordinators
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For example:

WMI Employment Partnership

Occupiers’/ Contractors’

Charter
Employment Fund

Steering Group

The Education, Skills &
Employment Group

Staffordshire Skills
Hub

Commitments of the stakeholders with reference to the Brokerage System

FAL’s Obligations

FAL will meet with the Brokerage Coordinator(s) at least one month in advance of tendering for the Tier
One construction contract to undertake planning relating to the setting up of the Brokerage System and to

discuss the specifics of the tendering process and how the obligations set out in this Framework will be
discharged.

For the construction phase, FAL will state clearly in tender documentation (prior to selecting the main
Construction contractor(s) that bids need to consider the following requirements):

5.8.1  All Tier One Contractors appointed will be required to liaise with the Brokerage Coordinator(s) to
ensure the successful and consistent application of their ESTP.
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2 Overview of TTWA
modelling

2.1 The traffic model is based on the same labour
market data and assumptions as the Socio-
Economic Chapter and the Employment, Skills
and Training Plan.

2.2 The process of establishing a Travel to Work
Area and undertaking traffic modelling was as
follows in the pull-out box below, running in

2.3 This Note sets out the methodology 5.4
findings for each of these stepsin turn,

24  ltis important to note that the TTWA, and tha
transport assessment that is based On.
assume a “worst case scenario”, where th
are no training initiatives and no py i
transport intervention. This means that 1
Environmental Statement fully reflects |
potential for adverse effects from th
development. It also means that local traj
initiatives are an additional benefit and ara
inherently required as part of the DCO ¢
mitigate transport effects.

this order.

[

|

| o Establishing how many jobs there could be at
WMI

© Estimating how far might people travel for

those jobs based on travel times and existing
travel patterns

g

° Establishing how many people there are within
i each district in the TTWA who could work here
(establishing the size of the labour force)
based on the size of the working age

population.

° Within that outer limit, projecting how likely
people are to travel to work here from each
district (known as “the distance decay
function”)

e U

e Testing this projection against the total labour
force in each area to ensure the number of
workers commuting to WMI is reasonable.

I ——

Why? The scale of employment opportunities will ii
number of employee journeys each day and is a ke
the economic benefits case ‘

How? Using up to date evidence to project de
employment per square metre in modern warehousing

Why? To establish a catchment area for potential tra 5“'
and for skills and employment initiatives

How? Using Census data on commuting patterns {supl
by consultation with local stakeholders)

Why? To understand the potential effects of this
creation in the context of the existing labour force, iaéi
potential labour supply constraints.

How? Using Census and Annual Population Survey data

by
fie

Why? To understand the likely place of residence Of‘
labour force to input into skills and transport plans.

How? Using a Gravity Model based on the existing WO rki
population and a distance decay function |

Why? To sense check the projected commuting patter 54
labour supply and identify any potential constraints.

How? Testing the results of the Gravity Model aga"
and Annual Population Survey baseline data and €V
DIRFT.

1015
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3.1

34

Calculating the number of
jobs

Methodology

Quod initially set out a range of potential job
estimates based on a range of assumptions.
This reflected the fact that different types of
warehousing  would generate different
employment densities; floorspace could be
used differently (office use increases density,
storage reduces it) and with different degrees
of efficiency (larger floorplates tend to be more
efficient). A range of data sources were used,
including:

The Homes and Communities Agency's
Employment Density Guide 3™ edition,
November 2015;

Research by Prologis?, a leading provider and
manager of warehousing in the UK; and,

Quod’s own research into patterns and types
of employment in modern warehouse and SRFI
facilities.

Initial results indicated that the job density
could be between 70sqgm per job and 90sgm
per job.

These results were then sense checked against
other publicly available sources such as
relevant planning applications and industry
studies. This testing produced a likely job
density of 87 sqm per job. This is broadly in line
with the Tilbury Planning Application which has
an employment density assumption of up to 84
sqm per job.

The employment number is an estimate, but it
is a reasonable basis for employment and
transport strategies based on the available
evidence. A flexible approach is required to
deal with unavoidable uncertainty.

Acknowledging uncertainty

3.5  WMI will be built over 15 years. Occupiers will
take up warehousing space incrementally over
this time. And occupiers could change over
time, over the length of the development’s life.

3.6 WMI could have a range of possible tenants
who would use the space in different ways. The
employment created on-site would be
dependent on many factors such as whether
goods handled are slow or fast moving or
whether there is assembly and processing on-
site or not.

3.7 Even if the tenants were known, there is still
potential for technological and other changes
to mean that employment numbers fluctuate in
the future.

3.8 Inreality, it is likely that there will be a mixture
of types of warehousing at WMI, with some
higher density employment uses and some
lower, averaging each other out across the site.

The type of jobs at WMI & the future of the
Logistics sector

3.9 The type of jobs employed in logistics is getting
broader and more skilled. The British Property
Federation refers to the “low skills myth” in
reference to the negative perceptions of
warehouse jobs. Technological advances mean
that IT, robotics, engineering and data analysis
are a key part of warehouse management now.

3.10 Quod estimates that at least 20% of the jobs will
be managers, engineering and technical
professionals and skilled trades. A further 20%
will be skilled and semi-skilled administrative
and sales jobs.

Increase in technical

Reduction in operative positions and skilled trades
positions

Upskilling +
increased productivity +
higher value jobs +

higher pay grades

Reduced need for manual Increased need for IT engineers, |
labour, packing and data analytics, programmers, IT |
picking support & higher skilled
machine operatives

———
2
Prologis, 2011, Technical Notes from Prologis UK, Do Distribution

“arehouses Deliver Jobs?; Prologis, 2015, Technical Insights from
“ologis, Distribution Warehouses Deliver More Jobs

1
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4.1

4.2

The Travel to Work Area

Estimating how far people might travel for
jobs at WMI

A Travel to Work Area (TTWA) for a
development is a zone from within which the
vast majority of employees is expected to
travel.

Whilst a few employees may travel from
beyond this area, it is expected that this TTWA
is the outer limit for almost all employees to
commute from. In the Transport Assessment,
this outer limitis known as a “cordon”.

When assessing a new development, a
projected TTWA can be estimated using travel
distance and/or travel time. Assumptions are
made about the distance or time employees
could be expected to travel to work.

WSP established a cordon for the TTWA based
on existing travel patterns, reasonable travel to
work times and in consultation with Highways
England (and their consultants, JMP) and local
authorities (South Staffordshire County and
Wolverhampton City Councils). This is set out in
Technical Note 10.

Other factors may influence the extent of the
cordon for a new development. These are
usually based on locally specific knowledge or
circumstances. Whilst Census evidence did not
indicate that there would be any employees
coming to WMI from Newcastle-under-Lyme,
Stoke-on-Trent, Staffordshire Moorlands and
East Staffordshire, local experience and
consultation indicated that it was quite likely
that residents would be drawn from here. So
the cordon was amended in response.

Similarly, existing evidence showed the TTWA
could include the whole of Birmingham,
however, given the weight of existing
opportunities in Birmingham, it was considered
unlikely that significant number of people
would commute out of south or central
Birmingham to work at WMI. This was a view

4.8

shared by Highways England. So the TTWA was
limited to wards in the north of the city.

Technical Note 10 states that:

“The resultant proportions showed a large
percentage of employee trips coming from
Birmingham. This was regarded as unrealistic
considering the majority of those currently
living in Birmingham work in Birmingham or in
very close proximity [...]

“It is acknowledged though that due to WMI
being such a large employer there is likely to be
some attraction to the site from Birmingham
therefore some of the more accessible areas in
relation to the site within the north of the city
have been included in the cordon.”

This methodology results in a TTWA that
includes the following areas (a map is shown on

p.9).

Aston, Birmingham

Erdington, Birmingham
Handsworth Wood, Birmingham
Hodge Hill, Birmingham
Kingstanding, Birmingham
Lozells and East Handsworth, Birmingham
Oscott, Birmingham

Perry Barr, Birmingham
Stockland Green, Birmingham
Sutton Four Oaks, Birmingham
Sutton New Hall, Birmingham
Sutton Trinity, Birmingham
Sutton Vesey, Birmingham
Tyburn, Birmingham

Cannock Chase

Dudley

Staffordshire

Lichfield
Newcastle-Under-Lyme
Sandwell

Shropshire

South Staffordshire

Stafford

Staffordshire Moorlands
Stoke-on-Trent

Telford and Wrekin

Walsall

Wolverhampton
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4.9  People may travel from beyond this area, but
there will be relatively few.

4,10 The TTWA for WMI must not be confused with
the Office for National (ONS) Statistics Census
Travel to Work Areas. Census TTWA’s are
defined as “approximate self-contained local
labour market areas, where the majority of an
area’s resident workforce work, and where the
majority of the workforce live®.” They are very
useful to understand the general pattern of
where people who live in a certain area tend to
work, based on existing locations of housing,
jobs and transport.

4.11 WMI is currently located at the border of two
ONS TTWAs, “Stafford” and “Wolverhampton
and Walsall”, So the existing boundaries of
either one of the TTWAs do not seem
appropriate for use for this site. Using either
would potentially exclude a large catchment of
likely workers.

4.12 ONS TTWAs are also not particularly useful at
projecting or estimating the future trends at a
new employment location, especially a very
large one such as WMI, which is large enough
to affect existing trends, particularly through
providing a new local source of employment for
South Staffordshire residents.

4.13 Therefore, a bespoke TTWA and a Gravity
Model (see below) is a much more useful and
accurate way of projecting future travel plans
than relying solely on Census data.

Projecting how likely people are to travel
from each district

4.14 Within the cordon — the TTWA — the trip
patterns are governed by a power function:
areas close by to WMI with lots of people will
provide more workers than areas further away
and/with relatively few residents.

4.15 The distribution of workers within the TTWA
has been established using a Gravity Model that

£ ONS, 2018, Commuting to work, Changes to Travel to Work Areas:
2001 to 2011 online:
https://www.ons.gov.uk/employmentandlabourmarket/peopleinwork

4.16

417

4.18

[emgloymentandemglgyeegggs[articles[gommuting'goworkchanﬂés
otraveltoworkareas/2001t02011 accessed 05/01/2018

applies a distance decay factor (see PUll-ous
box) s

Technical Appendix M to the Trapsp
Assessment: Technical Note 14:
Distribution sets out the detail of hoy
Gravity Model has been established.
methodology was established by WSP (Parg
Brinckerhoff) in consultation with Highwad.
England’s Transport Consultant, JMP.

Distance Decay Factors

Spatial modelling uses different ways 1o
measure and account for distance.

Typically a spatial model will make the
assumption that the strength of relationships
between locations, or the effect one location
has upon another, diminishes the furthe
away they are from each other.

As the relationship weakens when you get
further away, this is known as distance decay

The part of the model that dictates how
quickly the relationship weakens is the
distance decay factor or a deterrence factor.

The most widely used distance decay models
are those in which distance is introduced as
an inverse function to a power, typically to
the power of 1 or 2.

In these models, distance can be represented
either in kilometres or by journey time.

The Gravity Model projects the relationship
between where working age people live a:n.
the site. Through consultation with JMP, WSP
established that the most reasonable Gravity
Model to use when assessing WM is a Time to
the Power of 2 Gravity Model.

This means that potential workers are deterred
by time, as discussed above; the longer it take?:
to travel to a workplace, the less likely they aré
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to go. In the case of WM, the time deterrence
factor has been raised to the power of 2. This
reflects the fact that workers living further
away from WMI are not only deterred by the
longer travel time, but their attraction to WM
is weakened by the availability of other job
opportunities elsewhere.

Technical Note 14 states that:

Given the labour force profile of these districts
and the accessibility of the Site from residents in
neighbouring districts — we consider the time
deterrence model to underestimate the number
of employees who would travel from South
Staffordshire and its immediate neighbours.
This view has also been expressed by
Wolverhampton City Council [...]

4.20

Based on the above results, using journey time
[to the power of 1] as a deterrence factor is not
considered to give a realistic distribution.
Therefore, taking the analysis a step further we
have also considered journey time”2. Longer
journey times are likely to act as a greater
deterrence and this should be reflected in the
analysis.

As set out above, this methodology has been
agreed with JMP after consultation and
scenario testing™®.

Figure 2: Projected Residential Location of WMI

I

[]0-200 [=5 600-800

® Quod

I 1,200 - 1,400
[1 200-400 W 800-1,000 M 1,400 - 1,600
[7] 400-600 MM 1,000-1,200 [ Proposed Development Site

Employees
Projected Residential Location of WMI Employees x Created by: Quod | Date:31.01.18
Srale: 610,000 & A4

0 10 20km
e

right [2014]

o

u -
- The Spatial Planning Framework Commission Technical Note
Bntitleg “Response to Trip Distribution Methodology” and dated

26/10/16 sets out this reasoning and JMP/AECOM/Highways England
agreement
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6 Testing the TTWA
Outcome

6.1 To “sense check” a TTWA we have tested the
number of workers coming from each area
against the baseline i.e. is it proportionate to
the number of working age residents? You can
also test it against travel patterns taken from
the Census, as described above. Quod and WSP
undertook this process of sense checking as

described in Technical Note 14.

Testing against growth plans

6.2 There is local, regional and national policy
support for employment growth. WMl is part of
planned growth for the region: the LEP has a
target of 50,000 jobs up to 2024. WMI is the

equivalent of 17% of this LEP-wide target.

6.3 Therefore the principle of employment growth
on this scale is supported locally and has been
considered as part of the preparation of the LEP

Strategic Economic Plan.

6.4 The job density in South Staffordshire is 0.51
jobs per working age person, amongst the
lowest in the country and compared to an
average of 0.72 across England®. Because of
lower job densities South Staffordshire is

currently a net “exporter” of workers.

means that more workers leave the district
each day than travel to it: c. 16,000 more
employees leave South Staffordshire for work
than travel to the district. Locally, South
Staffordshire supports job growth “to provide
jobs locally and reduce levels of out
commuting” which is recognised as a threat to

sustainability in the district.*?

u )
P Business Register and Employment Survey 2016 and Mid-Year
#Obulation estimates 16-64 2016

6.5

6.6

6.7

6.8

The average job density across the Stoke and
Staffordshire LEP area is 0.74 jobs per working
age person. Whilst this is slightly above the
England average it is lower than prosperous
hubs in the UK such as the Cambridge and
Peterborough Combined Authority where job
density is around 0.83 jobs per working age
resident. The additional 50,000 jobs within the
LEP area could bring the job density up to 0.81,
comparing favourably with other economic
hubs and with the UK average.

Testing against existing population

The results of the Gravity Model are set out in
Table 8. It shows the number of people who
could be expected to come from each area. The
table sets this in the context of the working age
population and the economic active population
of that area. Table 9 does the same against the
number of unemployed people and number of
economically inactive people who want a job.

As would be expected, the largest effects are
within South Staffordshire. Nearly one in five
WMI employees could be South Staffordshire
residents. This amounts to 1.93% of the local
working age population. Given the scale of the
opportunity and the current pattern of out
commuting in the district due to lack of local
opportunities, this shift does not seem
unrealistic, nor would it be expected to have
disruptive or unsustainable effects on the
labour market.

As the table demonstrates, the proportion of
workers drawn from all other areas is also
plausible.

1z Sputh Staffordshire District Council, 2012. Core Strategy
Development Plan Document p.22

Quod | WestMidlands Interchange | Labour Market Context | February 2019

15










residents would need to travel to find could come from within the District.
employment. Across England, there are 0.76 6.18
jobs per head of working age population®®. The
; ‘ I job density in the West Midlands is 0.72 jobs

| per head. In South Staffordshire is amongst the
‘ ‘ lowest in the country at 0.51 jobs per working
, age person.

\
therefore it is less likely that Birmingham Gravity Model projection that 18% of worke

Analysis of the distribution of employe
MSOA Daventry 003, which contains pj
similar facility upon which the wiy
generation is based, indicates that over 4
employees come from within 10 miles of
site. Applying this to the WMI site |g g
encompasses South Staffordshire, C3
Chase, Wolverhampton and the western p
Walsall within this catchment (and wouy|
include Birmingham). The Gravity Mg
projects that 50.5% of WMI employees wq X
come from within this area, in line
evidence from DIRFT.

1 6.15 As a result of lower job densities,

I Wolverhampton and South Staffordshire are
} I currently net “exporters” of workers. That
It means that more workers leave these districts
. each day than travel to them: c¢. 16,000 more
I ” employees leave South Staffordshire for work
! . than travel to the district. This demonstrates

‘| that there is an existing pool of local labour for 6.19

] i whom WMI could provide a job closer to home
‘ and who are more likely to take up jobs at WMI
‘ than a Birmingham resident would be, for
’ ‘ example.

Testing against existing travel plans
evidence from other similar sites demonstrz
that the outcomes of the Gravity Model
plausible and sustainable.

' l ‘ Assessing travel patterns: relationship

6.16 Employees who work in the logistics sector in between the TTWA and the Transport
i Wolverhampton, South Staffordshire and b

H Cannock Chase are much more likely to travel

. further to work than residents in Birmingham. .
(I Only 7% of Birmingham logistics employees 6.20 For the purposes of the Transport Assessment
trip distribution for employees is based on |

11 travel more than 20km to work. This compares ] k.
‘ ' to 11% in Wolverhampton and 17% and 18% in TTWA, established as set out above.
assumptions are the foundation of

Transport Assessment (non-employee traffi
of course also considered and assessec
although that is beyond the scope of thisi
report.)

Assessment !

, Cannock Chase and South Staffordshire
\I\H respectively. Only 5% travel 30km or more —
'} which is the distance from Birmingham’s
‘ northern suburbs to WMI.

it 6.17 The implications of this evidence for the cordon ) ¢ st
and Gravity Model results are: 6.21 Section 6.3 of the Transport Assessmen

out the assumptions used. The methodol
adopted to forecast both HGV and non-H
‘ trip generation and distribution has b

agreed with  Highways England and.
\ | ° Due to the low job density in South Staffordshire County Council.

i ° It is reasonable to exclude most of Birmingham
A from the cordon.

|

\

| Staffordshire and the high level of out-
commuting from the district, it is reasonable 6.22 The Transport Assessment assesses a scenaro.
to assume that a substantial number of new where only essential very local transport works
\; jobs created in the district could attract local take place (e.g. new link road and right turn ban!
I I residents to shift to a more local job for example). The Assessment does not assume:
opportunity. This provides weight to the any new public transport routes or modal shift.

takes place, as its base case. It also assumes @
“do nothing” scenario in terms of local

il [ 13 Business Register and Employment Survey 2016 and Mid-Year
‘ Population estimates 16-64 2016

| [ ==

.‘l;'i
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6.23

6.24

6.25

6.26

employment and training initiatives. Therefore,
the Transport Assessment and the TTWA on
which it is based, constitute a “worst case
scenario” in terms of the distance people will
travel to work at WMI. This “worst case”
approach is in-line with Highways England
methodology. This approach helps to ensure
that the planning process and the
Environmental Impact Assessment take full
account of the likely worst-case scenario in
terms of transport.

This does not mean that FAL and the
stakeholders are not proposing strategies to
reduce car dependence and trips, and to
promote local employment. These are key
ambitions for the Applicant (and are set out in
more detail below). It means that the planning
process and the assessments that support it are
as robust as possible in understanding and,
where necessary, mitigating potential adverse
effects.

Travel Plan and Public Transport
Strategy

A Framework Workplace Travel Plan (FWTP)
has been prepared to promote sustainable
travel to the Site for workers and visitors. This
is shown in Appendix H of the Transport
Assessment.

The headline aim of the Travel Plan is to:

‘To create an environment for employees that
actively promotes a range of sustainable, low
carbon travel choices and reduces the overall
need to commute to work by car’.

The Site wide objectives of the FWTP are to:

Minimise the overall proportion of single-
occupancy car trips associated with
commuting to and from the Site;

Reduce the overall need to travel to and from
the Proposed Development, especially by
private car;

Facilitate and encourage the use of healthy,
low carbon and sustainable transport options
amongst employees and visitors to the Site;

j\

6.27

6.28

6.29

6.30

Ensure that the differing transport needs of all
site users are taken into account as far as
practicable;

Work in partnership with the local planning
and highway authorities and other key
stakeholders locally, to achieve both site-
specific and area-wide reductions in single-
occupancy car-based commuting; and

Continually develop, evaluate and review
progress of the FWTP delivery.

The four main strands of the FWTP measures
are:

Improving sustainable transport services and
facilities;

Promotion and marketing;
Promoting more efficient car use; and

Introducing smart working practices.

With respect to the first point, bus services are
expected to be a key element of “sustainable
transport services”. Due to the anticipated
number of employees at WMI an increased
frequency (from hourly to half hourly) of the 54
bus service between Wolverhampton and the
Site has been identified as a possible solution.
This increased frequency would then be
available for all residents on the route between
Wolverhampton and WMI.

A shuttle bus service will be provided, operating
between WMI and significant clusters of
employees. The route of this bus(es) will be
decided in response to the findings of the
Transport Steering Group but could include
routes to Cannock, Wolverhampton and/or
Walsall.

Therefore the approach of the Framework
Travel Plan is to encourage and provide
sustainable transport options that will adapt to
where employees come from, within the TTWA.
As such it is not intended to dramatically alter
the employment catchment, but rather to
improve the sustainability and reduce the
impacts of this travel within in. The TTWA is
therefore still a robust basis for any
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