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Newhaven Eastside Masterplan 

 EXECUTIVE SUMMARY 

Project Background 

1	 This economic masterplan study for Newhaven Eastside was commissioned by 
Newhaven Strategic Network, working in partnership with Lewes District Council. 
It presents a strategy for the land on the east bank of the River Ouse at 
Newhaven, which includes the Port of Newhaven, the established Eastside 
industrial area, the proposed Eastside Business Park, the railway and railway 
stations and the Eastside residential neighbourhood.   

2	 The development of the economic masterplan involved a number of different 
elements of work, including policy and economic sector reviews, business 
surveys and the development of economic profiles, discussions with landowners 
and other stakeholders, and the development and evaluation of options.  

Study Findings 

3	 Newhaven is a cross channel port and industrial centre. In recent years, 
competition from larger ports with better facilities and communications and the 
opening of the Channel Tunnel, have led to the decline in port traffic and loss of 
services. It retains a cross channel ferry service carrying passengers and ro-ro 
traffic and dry bulk cargoes, made up largely of aggregates and scrap.  

4	 Although the Port is an extensive occupier of land in Newhaven, it is not a major 
employer. The economy of the town is dominated by manufacturing and other 
industrial uses but little of this is related to the Port.  

5	 Employment growth has been fairly static in recent years and forecast future 
growth is flat. Most firms are located in Newhaven because of the availability and 
relatively low cost of premise. Newhaven is a small town and it does not 
constitute a large market in its own terms. The local labour market profile is 
characterised by a low skilled workforce and the limited labour pool is already to 
cause of some concern to existing employers. 

6	 Regeneration schemes for Newhaven have focused upon three key schemes: the 
development of a new deep water outer harbour, a Business Park and a new Port 
Access Road, which is also needed to provide access to the Business Park. 
None of these schemes have yet come to fruition. 

7	 Regional and local planning policies see Newhaven as fulfilling a role as a small 
ro-ro and “niche” port and as an industrial centre.  Our review of the Port 
confirmed that the Port could still have a viable future in a number of niche 
markets and should continue to play a role in Newhaven’s economy. However 
development of a major outer harbour is not justified and we consider that the 
existing levels of traffic would not support significant investment in new facilities 
such as the Port Access Road.  

8	 Industrial activity in Newhaven is viable both economically and commercially at 
existing rentals but there is no demand for office space. The proposed Business 
Park is therefore unlikely to attract “high end” commercial users but rather a mix 
of smaller industrial units. These uses would not generate S106 funds to support 
the building of the first section of the Port Access Road needed to develop that 
land. 

9	 Eastside is not considered a viable location for any significant levels of retail 
development.  

10	 Some form of leisure activity could be located at Eastside. At present an 
additional marina facility looks the most likely to succeed. Community leisure or 
cultural facilities could also be located on site if there were a project requiring a 
home, but such a project would need to be grant funded from other sources and 
have a robust business plan. 
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11	 The housing market is strong all over the South East and Newhaven is no 
exception. However the rate of take-up is unlikely to be strong enough to absorb a 
large quantum leap in residential provision in the town. 

Evaluation of Options 

12	 We looked at three spatial development options in order to assess the 
implications of the following alternative approaches to regenerating the town:  

•	 Option A - Housing led, with residential development on much of the Port 
Land, including North Quay and East Quay and on part of the Eastside 
Business Park; 

•	 Option B – A mix of leisure and housing uses, a marina and housing being 
located on East Quay and leisure facilities on part of the Business Park; 

•	 Option C – Continuation of the existing strategy with minor modifications.  

13	 We concluded that Option A provides a far greater quantity of housing than can 
be absorbed by the local market, at least in the short term. It requires the closure 
of North Quay and the loss of these facilities, which cannot be replaced 
elsewhere.  

14	 Option B would appear to fit better with the future direction of the Newhaven 
economy but does not fit well with the retention of port uses.  

15	 Option C, based upon existing planning strategies, is consistent with the retention 
of port facilities and supporting continued industrial employment in the town, 
whilst still allowing for development of residential uses on Railway Quay. It 
provides the best balance of housing and job opportunities to meet Newhaven’s 
needs. However this option requires public finding of a new access road to serve 
the industrial estate or port.   

Conclusions and Recommendations 

16	 Our appraisal concluded that existing planning strategy for Eastside still 
represents  sound and balanced planning policy in the medium term, especially 
since road improvements at Beddingham will improve access to the town and the 
Port in the near future. Nevertheless it is recognised that this approach requires 
public funding of facilities such as access to the Business Park.  

17	 Uncertainties regarding the business position of the Port suggest that extending 
the Port Access Road across Tidemills cannot be justified at this time regardless 
of the sources of funding. 

18	 Railway Quay can be released for mixed, predominantly housing use. There is 
interest in this site for housing and we do not believe release to such use will be 
detrimental to employment in Newhaven.  

19	 The Eastside Business Park should be developed for employment uses as 
currently proposed. Demand will be for standard industrial units for manufacturing 
and distribution uses. We do not think it wise to try and hold out for higher value 
office units on the site. 

20	 The Port should be supported in its current role as it has a viable future for at 
least the medium-term.  However in the longer term further redevelopment of port 
land for leisure uses such as a marina, or mixed residential uses, should not be 
ruled out.  Our preferred development option is a phased approach to the 
development of Eastside. The flexibility of the approach put forward is that it does 
not close off opportunities for future development yet supports the Port in its 
current role. 

Roger Tym & Partners 
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1	 INTRODUCTION 

Study Brief 
1.1	 Roger Tym & Partners were commissioned by the Newhaven Strategic Network to 

undertake an Economic Masterplan for Newhaven Eastside. The study objectives were 
to: 

� Review the Study Area Potential 

� Review  Existing Policies and Strategies 

� Analyse Stakeholder Aspirations 

� Analyse Development Options and Selection of Preferred Action Plan 

Work Programme 
1.2	 In order to meet the requirements of this brief we carried out the following research 

tasks: 

� Economic profile of Newhaven and surrounding areas 

� Survey of local businesses 

� Consultations with local property agents 

� Review of existing policies 

� Consultations with local landowners and other stakeholder interests 

1.3	 Based in this research we drew up a set of options for development of Newhaven 
Eastside. These options were presented to the steering group. Taking on board 
comments from the Steering Group the preferred options were further refined and 
more detailed analysis undertaken. 

Report Content 
1.4	 The results of this work and our conclusions based on it are presented in this report. 

1.5	 Chapter 2 sets out description of the site to place the starting point for the work in 
context. 

1.6	 Chapter 3 reviews the policy context at local, sub-regional and regional level. 

1.7	 Chapter 4 provides a socio-economic profile of Newhaven drawing on published data 
sources, previous research reports and specific surveys and consultations undertaken 
for this study. 

1.8	 In Chapter 5 we draw on the profile analysis and other research to review a range of 
possible uses for Newhaven Eastside. The review concludes with the activities that 
appear viable from a market demand perspective.  

1.9	 Chapter 6 sets out three broad options for the development of Newhaven Eastside. 
Each option is described and an outline plan of the options illustrated on a map. 

1.10	 Chapter 7 appraises the three options in terms of their cost. The outputs they would 
bring and the risks associated with that option. 

1.11	 Finally in Chapter we summarise our findings and sets out our conclusions and 
recommendations for action. 
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2	 THE STUDY AREA 

Location and Brief Background 
2.1	 Newhaven is a port and industrial town of about 11,000 inhabitants located at the 

mouth of the Ouse River on the Sussex coast. It lies on the eastern edge of the 
Brighton conurbation and is separated from Seaford to the east by an area of low-lying 
and flood prone land which is designated as a nature conservation area.  

2.2	 The town is connected to Brighton by the A259, which is a heavily congested urban 
road and to the trunk road network by the A26 road. This joins the A27 at Beddingham 
roundabout, which is planned to be improved by the construction of a new junction and 
bridge over the main railway line to replace the existing level crossing which causes 
considerable traffic delays in the area. Newhaven is also connected to the rail network 
by a branch line to Lewes and has a direct and frequent service to Brighton. See 
Figure 2.1 

2.3	 Newhaven was of minor importance until its development in the 19th Century as a 
cross Channel port by the London Brighton and South Coast Railway (LBSCR). The 
port expanded later to cater for a wide variety types of shipping trades. The LBSCR 
established their marine workshops in the town and this laid the foundations for the 
further development of the town as an industrial centre. The town still possesses some 
of the largest industrial establishments in the County, and is home to firms of 
international repute such as Parker Pens.  

2.4	 In recent years, competition from larger ports with greater depths alongside and better 
communications, together with the opening of the Channel Tunnel, have led to the 
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continued decline of port traffic at Newhaven. Today only a ro-ro ferry service to 
Dieppe and small scale trades in aggregates and scrap still operate. 

2.5	 Few of the industrial establishments in Newhaven are now directly related to the port 
and employment in the port is now relatively insignificant. There is little office based 
employment in the town and the town centre is not prospering. However in recent 
years the town has expanded its leisure and recreation facilities (for example Paradise 
Park and the Fort) and Phase 1 of the West Quay development has provided good 
quality harbour frontage and residential development that has done much to raise the 
profile and appearance of this part of the town. The project has now moved onto Phase 
2 of the West Quay redevelopment scheme which is predominantly residential and the 
marina is now in the process of being remodeled in connection with Phase 3 of the 
scheme, providing a further boost to the leisure sector of the local economy. 

The Study Area 
2.6	 The study terms of reference(TOR) define Newhaven Eastside as comprising the port, 

(Railway and East Quays and expansion areas to the south), the existing industrial and 
residential areas south of the A259, the railway and Town, Harbour and Marine 
Stations, and the proposed Eastside business park. The River Ouse Estuary Site of 
Nature Conservation Importance defines the eastern boundary of the study area.  

2.7	 We have treated the TOR study area boundary as a core area of interest but have also 
considered land uses and activities outside this area but which have a bearing on any 
master plan for the Eastside. These include the marine and industrial related uses on 
the North Quay and in the general industrial area also north of the A259. See Figure 
2.2. 

Roger Tym & Partners 
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Ground Conditions 

2.8	 It is important to note that the whole of the study area overlays the estuary of the Ouse 
River, so that building conditions are very poor for all structures and piles are needed 
for most types of buildings. These conditions also have a bearing on the maintenance 
cost of existing structures, notably the extensive stretches of quay walls. 

Existing Land Uses 

2.9	 The main land uses zones in and adjoining the Study are summarized below as 
follows: 

Zone	 Uses and Condition 

Railway Quay	 Largely vacant port land includes 2 major listed structures 
and two operational railway stations. The quay walls are 
in very poor condition. This area is proposed for 
redevelopment in the Local Plan when no longer required 
for port use. 

East Quay 	 This area remains in use for port operations. It includes 2 
linkspans for the ferries, plus general cargo berths and 
warehousing. The railway connection and Marine station 
are no longer used and many of the marine facilities and 
warehouses are in poor condition. 

Port Expansion Area	 Remains an open beach area with public access. There is 
a small water desalination plant pilot plant next to the port 
offices. 

North Quay 	 This comprises a number of berths and sites used for the 
importation of sea won aggregates, aggregates  and 
scrap trades. Restricted depths at quays, vessels have to 
lie on river bed 

Eastside Industrial Area	 An extensive area of industrial sites occupied in the main 
by large, well established firms. 

Residential Area	 This is a sizable area of approximately 100 houses 
located either side of the existing port road and includes 
some community facilities and a good size recreational 
area. 

Proposed Business Park 	 An area of about 10 ha designated as a business park. 

Recent Planning History 
2.10	 Land for port expansion, a business park and a new port access road has been 

allocated in successive development plans since the 1980s. Newhaven has also been 
the focus of a concerted regeneration effort over the past decade. Central to all of the 
initiatives has been the modernization and expansion of the port and supporting 
infrastructure and the further development of industrial and business services. The 
Newhaven Economic Partnership put together a programme in 1995 for the Single 
Regeneration Budget Challenge Fund for the period 1996-2003. The first objective of 
the bid was the regeneration of the port area which involved the following three 
components: 

•	 A new deep water outer harbour. This would accommodate larger vessels and 
thus allow Newhaven to compete with bigger ports and add new trades, with 
potential for further spin off activities. It was envisaged that this development 
would be largely privately funded. 

Roger Tym & Partners 
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•	 A new eastern access road to the port. This road would serve the business park 
and allow port traffic to avoid the existing narrow access via Railway Road/Beach 
Road that  runs through a residential area.  This scheme would be part public 
and part privately funded. 

•	 Business Park.  The area opened up by the proposed port access road would be 
developed as an international business park benefiting from the expanded port 
facilities and with potential for creating about 1500 jobs. This project would be 
privately funded. 

2.11	 Plans for a deep water harbour had been abandoned by 1999 and with it the urgent 
need for the new port access road.  However there remains the potential to create new 
deep water berth and back – up land at the mouth of the river downstream of the 
existing port and the port access road would facilitate this development. The proposed 
business park also remains unbuilt, although land filing to raise the ground above flood 
level is proceeding.  

Roger Tym & Partners 
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3	 POLICY CONTEXT 

Introduction 
3.1	 In this section, we consider the principal policies at national, regional and local levels 

that provide the context within which the Newhaven Master Plan is developed. 

National Policy 
3.2	 The White Paper “The Future of Transport 2004” committed the Government to 

prepare a national policy on ports but this is not scheduled to be completed until 2006. 
In the meantime the highest level guidance on port planning is that found in regional 
guidance.    

Regional Policy 

Regional Planning Guidance for the South East (RPG9) (2001, updated 
July 2004) 

3.3	 RPG9 is the Regional Spatial Strategy for the South East until the South East Plan is 
approved. Policy T7 proposes that regional strategies and development and local 
plans should contain policies and proposals for infrastructure that maintains and 
enhances the roles of ports within the region. Newhaven is seen as having three roles: 

• Providing limited scale ro-ro operations 

• as a “niche” market port 

• as a short sea crossing port.  

3.4	 With regard to the later role, RPG9 requires development plans to include policies that 
encourage short sea shipping connections linking the region to the European network.  

3.5	 RPG9 proposes a fully integrated freight distribution system which makes the most 
efficient and effective use of road, rail, inland waterways and coastal shipping and 
proposes the protection of existing facilities. It specifically charges local authorities to 
work with port authorities, the Strategic Rail Authority and Highways Agency to 
enhance the level of rail freight access to ports and develop combined transport freight 
systems. 

Draft South East Plan, March 2006 

3.6	 The Draft South East Plan provides a vision for the region up until 2026. It has recently 
been submitted to Government and is now subject to public consultation until 23rd June 
2006. 

3.7	 Newhaven’s role as a ro-ro port and as a “ niche” market port is confirmed in Policy 
T10 which goes on to state that “ encouragement should be given to investment in 
landside infrastructure that supports short sea shipping connections linking the region 
into the wider European network via these ports”. 

3.8	 Policy SCT6 is concerned with the sub regional economy and sets out the regeneration 
agenda for each area within the Sussex Coast, the relevant proposal for Newhaven 
being: “iv Newhaven area – to continue the regeneration of the town to strengthen its 
economic base, revitalise the port and improve the environment” 

East Sussex and Brighton and Hove Structure Plan  
3.9	 This Plan was formally Adopted in December 1999 and sets out the spatial planning 

framework to 2011. The policies on the economy and employment and transport are of 
particular relevance to the study area. 

Roger Tym & Partners 
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3.10	 Policy E11 notes existing land use allocations for high quality business parks and 
seeks their implementation, including the proposed site at Newhaven Eastside.  

3.11	 The Plan recognises the importance of Newhaven port as a passenger and freight link 
with mainland Europe and in Policies TR25, TR26 and TR36 seeks to secure the future 
of the link by promoting supporting infrastructure improvements. Policy TR25 proposes 
funding assistance for the port under the Trans European Network guidelines and 
Policy TR26 proposes that the A26/A27/A23/M23 be included in the Trans European 
Network. 

3.12	 Policy TR36 is the critical policy however and supports port improvement and 
development so as to encourage cross channel passenger and freight traffic, deep sea 
and other trade, commercial fishing, leisure boating and sea borne aggregates trade. 
To do this the policy envisages supporting “appropriate development proposals within 
the port related to the diversification of present maritime activities”. It also requires the 
provision of a new port access road, improvements to the main trunk road to the port, 
the A26, and safeguarding of rail services and rail access to the port.   

3.13	 Nevertheless the policy recognises that land no longer required for port use may be 
redeveloped if it does not threaten the commercial viability of the port.  

Lewes District Local Plan 
3.14	 The Lewes Local Plan was adopted in March 2003.  Chapter 12 is concerned with the 

development of Newhaven and contains the following proposals and policies of 
relevance to the master plan: 

Eastside Business Area 

Policy NH10 allocates the Eastside Business Area as a “flagship” site focusing on 
port related and international trade in use classes B1 & B8. The concept is a 
business park of the quality not currently provided in the town. 

River Ouse Estuary Environmental Area  

The area of open land between the proposed Eastside Business Area and 
Bishopstone was transformed recently from heavily drained farmland to create 
the flood storage area necessary to allow land raising for the business park 
and port access road. It is now proposed by the local plan to act as a buffer 
between the countryside and the new industrial /commercial area of 
Newhaven. Its second purpose  is as an environmental conservation area, 
being part of a wider Site of Nature Conservation Importance (SNCI). This 
provides a safeguarded habitat for wading birds and other species attracted to 
the herb rich meadows, including the protected Great Crested Newt.  The area 
has enhanced for wildlife purposes and to enable informal recreation to take 
place. The area also provides balancing ponds to absorb run off from the 
proposed business area. 

Lorry Facilities/Park 

A lorry park is allocated south east of North Quay in Policy NH12 to serve the wider 
area. 

Upgrading and Expansion of the Port 

Policy NH20 assumes a major expansion of the port on the lines of the plans for an 
outer harbour contained in the previous local plan and the SRB application of 1995. 

Railway Quay 

Roger Tym & Partners 
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Policy NH21 establishes the brief for the development of this area of port land if 
and when it is determined to be surplus to port requirements. The policy proposes 
a mix of uses to include residential development use, with a minimum of 200 
housing units, and a range of business and leisure uses which could include food 
and drink and a factory outlet centre. 

Safeguarding of rail access to the Port 

Unlike the neighbouring port of Shoreham, Newhaven still has a direct rail 
connection into the port. Policy NH22 seeks to retain this important asset.  

East Quay 

Policy NH23 sets out the Councils response to the possibility of the main ferry and 
cargo berths at Newhaven becoming redundant. In the event that this happens , 
the policy specifies that only commercial port related uses would be permitted. 

North Quay 

This area is to be retained in existing use as for “un neighbourly” cargoes and uses 
such as aggregates and scrap in Policy NH24. 

Minerals Local Plan & East Sussex and Brighton and Hove 
Waste Local Plan 

3.15	 The Minerals Local Plan was prepared by East Sussex County Council and Brighton 
and Hove Councils in 1999. Policy 9 supports the retention and further development of 
facilities for receiving and processing sea-borne imported aggregates at North Quay 
and Policy 10 proposes the retention of the rail access to these facilities.  

3.16	 In the Waste Local Plan North Quay is designated as an area for the expansion of 
waste related facilities, including waste recycling and energy from waste. 

Roger Tym & Partners 
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4	 ECONOMIC PROFILE 

Introduction 
4.1	 This chapter presents an economic profile of Newhaven. It analyses its economic 

assets including its population and labour market profile, its existing industrial structure 
and recent trends. It compares these with Lewes district and East Sussex county. The 
profile draws on previous research undertaken by Stepahead for Lewes District 
Council as well as standard published data sources. We have concentrated on 
Newhaven specific issues rather than repeating the district level work covered by the 
Stepahead report. 

4.2	 To further refine this with local specific information we carried of a survey of 
businesses currently located on industrial estates in Newhaven and undertook 
consultations with property agents active in both the Newhaven and Brighton markets. 

4.3	 The purpose of the profile is to identify potential activity that could realistically be 
expected to locate at Newhaven Eastside.  

Labour Market 
4.4	 Newhaven is a small town on the south coast miles14.6 km east of Brighton. with an 

off peak drive time of 17.6 minutes. In 2001, the population of Newhaven, as defined 
by the wards of Newhaven ‘Denton and Meeching’; and ‘Newhaven Valley’ stood at 
11,171. This is an increase of 14.14% from 1991 population. 

4.5	 The town has a limited labour pool with an economically active population of 5,435. 
Economic activity rates in Newhaven area are higher than both Lewes district as a 
whole and East Sussex. This is mainly due to the age structure which shows a high 
percentage of people in the working population. This is illustrated below:  

Newhaven Newhaven 
Denton Denton  Newhaven  Newhaven 

and and Valley Valley 
Meeching Meeching 

Aged 16 88 2% 50 2% 
Aged 17 96 2% 52 2% 
Aged 18 78 2% 39 1% 
Aged 19 69 1% 40 1% 

Aged 20 to 24 284 6% 237 9% 
Aged 25 to 29 343 7% 267 10% 
Aged 30 to 34 519 10% 338 12% 
Aged 35 to 39 543 11% 340 13% 
Aged 40 to 44 533 10% 248 9% 
Aged 45 to 49 461 9% 240 9% 
Aged 50 to 54 518 10% 240 9% 
Aged 55 to 59 466 9% 198 7% 
Aged 60 to 64 405 8% 159 6% 
Aged 65 to 69 370 7% 136 5% 
Aged 70 to 74 353 7% 132 5% 

4.6	 Male activity rates stand at 77% and  female activity rates in Newhaven are 62%. 
Whilst above average for the immediate area activity rates are below the regional 
average. 
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4.7	 Unemployment in Newhaven at 4.1% is above that of the district (3.4%), as well as 
regional average (3.9%).  

Figure 4.1 

Fig 1.2 Economic Activity Rates 
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Skills 
4.8	 The skills profile of Newhaven provides indications of the types of work people in 

Newhaven are likely to seek, whether inside the area or elsewhere. Figure 1.4 shows 
the highest level of qualifications attained, from those that are unqualified, right through 
to those that have reached NVQ Level 4 and beyond (degree and postgraduate 
qualification).  

4.9	 Newhaven has a high percentage of its population with low qualifications compared to 
either Lewes or East Sussex generally. Newhaven has a higher proportion of 
population with both ‘no’ (33%) and ‘level 1’ (22%) qualifications. Thus only 45% of the 
Newhaven population are qualified to level 2 or above, compared with 55% for East 
Sussex and 59% for the South East.  
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Figure 4.2 
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Figure 1.4 Level of Qualifications 

 No Qualifications  Level 1  Level 2  Level 3 Level 4/5 Other Qualifications/level unknown 

Source: 2001 Census 

Economic Structure 
4.10 In 2003 there were just under 5,600 employees employed in Newhaven. In addition 

there were an estimated 700 people self-employed. Thus there was an excess of 
workers over jobs made up of 164 unemployed (according to claimant count) and 1162 
net out-commuters. 

4.11 The predominant sector in Newhaven is manufacturing which employs 2,200 workers, 
accounting for 41% of total employment. 25% are employed in the ‘distribution, hotels 
and catering sector (which includes retail). This is similar to the country and district 
average. A further 17% are employed in ‘public administration, health and education’. 

4.12 The business services sector accounts for just 4.6% of total employment. 
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Figure 4.3 

Sectoral Employment Profile 
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Knowledge-based Industries 

4.13	 Newhaven, in common with East Sussex generally has a low representation in what 
are known as knowledge-based industries. This is a good indicator of a local economy 
as they cover some of the higher growing and higher value added sectors such as: 

� Hi-tech manufacturing; 

� Business, finance and insurance; 

� Computing; 

� Media; and  

� Communications. 

4.14	 The figure below compares the proportion of employment in these sectors for 
Newhaven, Lewes and East Sussex with that of the South East and Great Britain 
generally. Newhaven has an above average share of hi-tech manufacturing, but very 
little in the way of knowledge based services. The proportion of employment in 
knowledge-based industries in Newhaven is just 6% compared with 18% for the South 
East as a whole. 
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Figure 4.4 Proportion of Employment in Knowledge Based Sectors 
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Property Market Profile  
4.15	 In order to shed further light on local demand we carried out a survey of commercial 

property agents active in the market in both Newhaven and Brighton. A total of seven 
agents were interviewed and a full write-up of this survey is set out in Appendix 2.   

Newhaven 

4.16	 Demand for industrial property in Newhaven is described as good for premises of less 
than 10,000 sq ft. Demand was reported as being particularly strong for premises 
between 500-2,500 sq ft. 

4.17	 Average rents for industrial space in Newhaven are around £3.50 per sq ft for space 
above 10, 000 sq ft; and  £6 a sq ft for space of about 5,000 sq ft. For premises of less 
than 5,000 sq ft rents rise to £7 -10 per sq ft.  For warehouses, the rent is cheaper i.e. 
between £4-5 per sq ft. The Vail Williams rental contours report place industrial rentals 
for Newhaven at £5.50 psf which is similar to much of East Sussex and compares with 
£7 psf at Brighton. 

4.18	 Rents in Newhaven are not considered high enough to generate speculative 
development.  

4.19	 There was no reported demand for office space in Newhaven. There are not many 
offices in Newhaven. Our survey found that those that do exist pay an average rent of 
about £7 per sq ft (and between £6-10 for a sq ft). Vail Williams have office rents for 
Newhaven at £10 psf compared with £15 for Brighton. 

Brighton 

4.20	 We enquired about the property market in Brighton in order to establish if there might 
be potential for overspill demand to relocate to Newhaven.  
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4.21	 In contrast to Newhaven Brighton has strong demand in the office sector, especially for 
premises of less than 10,000 sq ft. 

4.22	 Office rents are quoted as ranging between £12-20, although two commercial agents 
mentioned that prices were £21 a sq ft which was the highest recorded for ‘Park City’. 
Two respondents mentioned that rents in Brighton were between £15-20 per sq ft.   

4.23	 In Brighton, vacancy rates are described as being extremely low for all types of 
commercial space. One agent described them as being about 10 %. Other responses 
indicated that ‘a bit more office space was available’ and that ‘supply of offices’ was 
greater than demand’ for them.  Warehousing and industrial space, were reported as 
having a shortage of supply.  

Relocating: 

4.24	 Responses indicated that there was some potential for relocation of Brighton 
businesses, especially for light industries, and manufacturing. This has been 
happening when industries have moved to ‘Peacehaven’ in the past. However, 
because Brighton and Newhaven cater for different markets, it was said  Brighton 
would ‘retain its popularity’ according to one respondent.  

Recent Trends 

4.25	 Recent years have seen a steady growth in rent and land values. Demand for 
freeholds has also  risen owing to a number of factors. Low interest rates and self 
administered pension funds, and the hang over from the last recession means  that 
people do not want to have high rents, which is seen as a waste, and means greater 
debts outstanding. 

4.26	 When commercial agents were asked about the future of Newhaven as an area of 
property development, the response was mixed. Newhaven is seen as an old industrial 
estate in manufacturing decline. It was also mentioned that Newhaven was not seen as 
an area where people can make money. Owing to muddy ground conditions, there was 
a lot of piling to do which added to the building costs. Therefore rather than developing 
new buildings people preferred to refurbish the old ones. The need to improve the 
access at A27 at Beddington which causes traffic congestion was also noted.  

4.27	 However, it was also stated that Newhaven provided opportunity for commercial 
development and had the advantage of; land being cheaper there and giving more 
choice to people. Hence it was ‘good at the right price’ and enabled people to move to 
the ‘channel’ more quickly.  

4.28	 In terms of the type of space sought the East Sussex Economic Study reported that 
27% of Lewes firms were looking for space, which was above the East Sussex 
average. The preferred space for these firms was: 

� Good second hand 34% 

� Low cost no frills 24% 

� Don’t Know	  31% 

� Brand New	  10% 

Eastside Industrial Profile 
4.29	 To better understand the local economy and conditions facing businesses we 

undertook a survey of the firms that occupy industrial and office space. The survey 
area was extended beyond merely the port to include Avis Way, New Road and South 
Heighton. 

4.30	 The sample frame was a database supplied by the District Council, which listed 360 
firms in all sectors in Newhaven. Of this total, 100 firms were industrial/office occupiers 
in the study area. 
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4.31	 Of the population of 100 businesses, 34 responded. In total these companies 
employed 840 workers, around15% of the Newhaven total.  All these respondents are 
involved in manufacturing, construction or distribution. None are in the office sectors. 
Two thirds of workers were employed in craft or operative occupations. 

4.32	 Most are small businesses: 29 (85%) employing less than 49 workers. A full report of 
the survey findings is set out in Appendix 1. 

4.33	 The survey revealed that businesses located in the study area are small industrial and 
warehousing firms specialising in manufacturing, construction or distribution. 

4.34	 Around half of the firms were supplying national markets. This is consistent with the 
findings of the East Sussex Economic Study which reported that Lewes tended to have 
wider markets than other East Sussex districts. This is in part due to the strategic 
location comprising of the port and the close proximity of other neighbouring ports. The 
reverse of this is that firms have no local linkages with suppliers or customers and 
have no need to be located in Newhaven 

4.35	 The principal advantages of Newhaven as a location were: 

�	 Cheap(er) commercial rents, especially in comparison to neighbouring Brighton 
and Eastbourne. 

�	 The availability of land for potential expansion thereby accommodating firm’s 
growth. 

4.36	 The principal disadvantages were: 

�	 Transport. Businesses are unhappy about road congestion. Although this is 
common in business surveys and not necessarily specific to Newhaven, the fact 
that specific bottlenecks are mentioned tells us exactly what needs to be done to 
make the area more attractive for businesses. The roads concerned are the A26, 
the Beddingham level crossings and the swing bridge. 

�	 Lack of Facilities:Businesses felt because of the close proximity of Brighton and 
the inadequate retail and leisure facilities available in Newhaven potential workers 
preferred to live and work in Brighton as opposed to Newhaven. 

�	 Labour Supply: Many firms, though not all, reported problems in recruitment of 
skilled manual workers. Five firms mentioned labour availability as an advantage, 
whereas three times as many have difficulties recruiting skilled manual labour. 

4.37	 Placing this in the context of the broader East Sussex market, survey findings reported 
the most important activities to strengthen East Sussex businesses were: 

Investment in Transport 61% 

Investment Assistance for Businesses 49% 

Improved Parking 41% 

Provision of improved accommodation 39% 

Investment in Training 37% 

Publicity 29% 
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Conclusions 
4.38	 Newhaven is a small town. It does not constitute a large market in its own terms and its 

labour market profile is characterised by a low skilled workforce. The limited labour 
pool is already to cause of some concern to existing employers with Brighton offering a 
competing location for work opportunities. 

4.39	 The economy of Newhaven is dominated by manufacturing and other industrial uses. 
Employment growth has been fairly static in recent years and forecast future growth is 
flat. The port is a dominant feature of Newhaven, but not in employment terms. Firms 
located in Newhaven are not engaged in port related activity, but are there because of 
the availability and relatively low cost of premise.  

4.40	 A Government announcement to confirm the specification for road improvements on 
the A27/A26 at Beddingham is expected shortly. Once completed, these works should 
significantly benefit road access to Newhaven. 
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5	 SECTOR REVIEW 

Introduction 
5.1	 This chapter sets out an overview of the range of possible uses that could locate on 

Newhaven Eastside, We start with a review of the port and its potential as the future of 
the port may determine the land available for other uses. 

Newhaven Port 
5.2	 The Port of Newhaven is a general cargo and cross channel ferry port located on the 

south coast of England at the mouth of the River Ouse between Brighton and 
Eastbourne.  The commercial port is located on the eastern bank of the river.   

5.3	 The port provides facilities for Transmanche Ferries (TMF) who run three sailings per 
day to Dieppe, with two (ro-ro) ships, carrying passengers and both accompanied and 
unaccompanied ro-ro lorries.  Almost half the port’s throughput in 2004 was made up 
of ro-ro traffic.  The remainder was made up of scrap exports and inward domestic 
movements of other dry bulk products.  The latter category includes sea-dredged 
aggregates.  

5.4	 The port has two ferry terminals, Terminal 1 is used by TMF for the Dieppe service and 
the other, Terminal 2 was used until recently by the Hoverspeed fast ferry service, 
which closed in 2005.  It is now used as a lay-by facility and bunkering berth. 

5.5	 The table below shows how Newhaven’s cargo has been made up over the last 4 
years. Other dry bulks (mainly sea dredged aggregates and scrap) have declined to 
70% of their 2001 levels.  Ro-ro self-propelled traffic has increased from 251,000 
tonnes in 2001 to 372,000 tonnes in 2004.  Unaccompanied or non-self propelled ro-ro 
traffic has increased from nil in 2001 and 2002 to 44,000 tonnes in 2004. 

Table 5.1 Throughput at Newhaven 2001-2004 
Thousands of tonnes (except 
where specified) 

Newhaven 
2001 

Newhaven 
2002 

Newhaven 
2003 

Newhaven 
2004 

All liquid bulk 
Agricultural products 2.0 4.0 

Other dry bulks 
(including aggregates and scrap) 

747.0 558.0 498.0 506.0 

Forestry products 
Iron and steel 
General cargoes 2.0 1.0 3.0 
All container traffic 
Ro-ro self-propelled 251.0 300.0 419.0 372.0 
Ro-ro non self-propelled 31.0 44.0 
Total all traffic 998.0 862.0 949.0 929.0 

Total number of ro-ro units 
(thousands) 

9 24 37 31 

Passenger movements 
(Thousands) 

337 379 397 361 

5.6	 Passenger traffic increased to a total of almost 400,000 passengers in 2003, but fell 
back to about 360,000 in 2004 and is likely to fall further in 2005 with the closure of the 
Hoverspeed service. 

5.7	 A review of the potential for different port uses is summarised below. A more extensive 
review of the Port is set out in Appendix 3.    
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Ro-ro Services 

5.8	 The effect of changes in the regulations affecting the European haulage industry and, 
in the longer term, the possible implementation of congestion-charging in the UK, is 
likely to lead to some loss of market share in the Dover Straits routes.  This will be to 
the benefit of operators using the longer sea crossings including Newhaven-Dieppe for 
both accompanied and unaccompanied trailers. 

5.9	 There is clearly long term potential for growth in the Newhaven-Dieppe ro-ro service.  
The continued existence of the service will of course be dependent on how soon 
Transmanche Ferries becomes a profitable operation. 

Scrap Handling 

5.10	 The scrap sector is considered to be in a ‘steady-state’ and this situation is likely to be 
maintained for the foreseeable future.  However UK scrap arisings are now made up of 
post-consumer material there is therefore unlikely to be a substantial increase in 
supply in the short or even the medium term.   

5.11	 The requirement for scrap export facilities at Newhaven is likely to continue in the 
medium term and the increasing global demand for scrap will ensure that the smaller 
operators such as Jordan’s serving local catchment areas are likely to maintain their 
position in the market. 

Aggregates Handling 

5.12	 All indications are that the future requirement for raw materials for housing and for road 
building/maintenance will ensure that aggregates handling maintains its position as 
one of Newhaven’s major traffics. 

Waste and Recycling 

5.13	 In the longer term the establishment of an Energy from Waste plant could act as a 
catalyst for the establishment of other recycling operations in the area. There would 
also be the possibility of synergies with the present scrap facilities operated by 
Jordan’s. Further developments could lead to the importation of waste materials 
through the port for recycling. 

Fresh Produce 

5.14	 Although temperature controlled sheds are available they are dated and are clad in 
asbestos it is therefore unlikely that importers of fresh produce could be attracted to 
the existing facilities at Newhaven.  The existing sheds are however ideal for the 
storage of other dry cargoes. 

Forest Products 

5.15	 The indications are that consumption of forest products in the UK is growing at a 
steady rate and that there is a market for forest product handling facilities in the area. 
Good quality undercover storage facilities exist for the warehousing of kiln dried timber 
and board products and ample areas are available for open storage.  There is no 
reason why Newhaven could not capture a reasonable proportion of the timber and 
forest products traffic that is destined for the south of England. 

Industry 
5.16	 We have noted that Newhaven is a town with a large industrial base, with 41% of 

employment in the manufacturing sector and a further 24.6% in distribution, hotels and 
restaurants. 

5.17	 The market for industrial and distribution space within the town is active but limited.  
Table 5.2, drawing on data from the EGi database sets out the total floor area of 
reported deals over the last six years, within a five mile radius of Newhaven. 
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Table 5.2 Reported Commercial Property Deals Newhaven 
Year Reported Deals 
2005 4,832 sq m 
2004 1,779 sq m 
2003 2,200 sq m 
2002 1,473 sq m 
2001 2,534 sq m 
2000 3,948 sq m 
Average 2,794 sq m 

Source EGI 

5.18	 A survey of local agents suggested that demand was greatest for smaller units. This is 
typical, with demand in the UK currently focused on the extreme ends of the size 
range. They suggested that these could fetch £80 sq m. in Newhaven. Both demand 
and price fell away as unit size increased with responses suggesting rentals of around 
£65 sq m for the existing 500 sq units. Land values were reportedly £750,000 ha to 
£1,000,000 ha.  A key factor in the development of the proposed business park  will be 
the quality and depth of the bearing strata for the foundations and we have no 
information on the value of specific sites which we can analyse in this connection.  

5.19	 The EGi database covers smaller units in a range of qualities, and larger units which 
are on average older.  It records that rents of around £85 sq m have been obtained on 
the basis of short leases for the small 104 sq m units on New Road and that some of 
these have been sold on a freehold basis for around £1,200 sq m.  (The implied yield 
to the investor is 7%).  Earlier transactions appear to have been for slightly lower rents.  
Freeholds of the older (converted?) units at Willow Estate on Avis way appear to have 
commanded around £1,050 sq m again suggesting yields of around 7%.  We expect 
the capital values of smaller units to improve following the introduction of the new rules 
on private pensions in 2006.  

5.20	 There are no new large units to provide value benchmarks. On Avis Way, units in a 
range of sizes from 150 sq m to 1,000 sq m in what appears to be a converted and sub 
divided building are being offered at rents of around £65 sq m. This sounds quite 
high. The relatively modern Unit E on the Hawthorn Estate is on offer at £55 sq m for a 
445 sq m unit. Older units in a comparable size range on the Rich Industrial Estate are 
being offered at £54 sq m.  We must stress that we have not inspected these 
properties to check comparability and are relying on second hand data. In comparison 
at the Cliffe Estate in nearby Lewes four modern light industrial/warehouse units are to 
let in a range of sizes from 450 sq m to 2184 sq m at a rental of £70 sq m.  Rents on 
this estate seem to be typically marginally higher than in Newhaven. 

5.21	 It is useful to compare the value of the oldest buildings and industrial hard standing 
because in some cases these provide a guide to the value of brownfield development 
land. The Gamble waste facility comprises a dilapidated 1,768 sq m open sided steel 
shed on 1.17 ha of land. It is being offered to lease for £110,000 p.a., suggesting an 
investment value that we would expect to comfortably exceed £1,000,000. 

5.22	 The value of industrial and warehouse property will depend on a variety of factors. 
From the developers point of view, it is a bigger risk to develop larger units. There 
appears to be less demand for them and they require a greater capital commitment. 
On the other hand building costs are lower pro rata and there is a greater prospect of 
securing a substantial tenant on a longer lease.  

5.23	 In this context it is worth revisiting the take up figures for the Newhaven area which we 
extracted from the Egi database.  The average figure over the six years is 2,794 sq m 
p.a, and most of this was second hand space.  The high figure for 2004 reflected 
inclusion of a 3000 sq m dilapidated shed in North Quay Road.  Any new scheme 
might address a wider market although comparative data for a three mile radius around 
Lewes does not suggest that this is significant. ( Figures respectively) nil, 1,370, 1,248, 
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1,057, nil, 3,162 average 1,140 sq m).  Elsewhere in the vicinity there were a few 
reports of transactions on the Meridian estate in Peacehaven and none in Seaford.  It 
is possible that the lack of take up is a result of the lack of supply as well as a lack of 
demand and we are aware that there are constraints on the supply of space in 
Brighton, although that has been the case for some years. But it does strongly suggest 
that there is a limit on the demand that it is reasonable to expect and that developers 
will be wary of committing to speculative development of larger units.  There is a 
healthy market for larger units nationally, but most of these are used for distribution 
purposes and Newhaven's location next to the sea, without a 360 degree hinterland 
radius, coupled with poor road access reduce its attractions to distribution forms other 
than those who see value in access to the port.   

5.24	 This market review confirms the approach adopted by SEEDA, who are developing the  
Enterprise Gateway project on Denton Island, which will provide supported space for 
small businesses and another scheme close to the Port, which will also provide space 
for small starter units. The availability of move on premises in Newhaven makes this a 
viable and sound strategy.   

Offices 
5.25	 The Stepahead research suggested that Lewes District Council should bring forward 

sites for B1 development in Newhaven. This was partly based on forecast change in 
industrial structure for the district as a whole with predicted growth in new service 
sectors and continued decline in manufacturing. But even here the forecast demand for 
B1 space was very limited.  

5.26	 In the short to medium term we cannot see any prospect of office development on a 
significant scale taking place in Newhaven. The existing economic structure is not 
favourable to generating new office based demand. The existing skills profile of the 
workforce and limited size of the labour pool is not attractive to inward investors. The 
relatively poor communications and poor amenities would not prove attractive to sub-
regional relocations, where firms might be looking to retain existing staff. 

5.27	 This view of the office market is reinforced through our consultations with local property 
agents. There is no reported demand for office space in Newhaven. Neither have we 
picked up suggestions that there is latent demand suppressed through lack of supply. 

Retail 
5.28	 Newhaven has a very poor retail offer at present. The Management Horizons Europe 

UK Shopping Index for 2003/4 defines the town centre as a local centre with a score of 
just 14, out of potential score of over 280 for national town centres. It has a national 
ranking of 1268, towards the very bottom of the index. It has a limited local market with 
consumer expenditure restricted by a relatively low paid local workforce. It has limited 
attraction for nearby towns such as Seaford and Peacehaven, whilst losing higher 
order expenditure to centres such as Brighton, Lewes and Eastbourne. 

5.29	 Whilst investment in the town centre is desperately needed, Eastside does not provide 
a solution to this – at least not in a direct way. Rather than retail-led development, what 
Newhaven requires is expenditure-led development to stimulate retail investment.   

Leisure/Culture 
5.30	 Newhaven is not well endowed with leisure or cultural assets. Newhaven Fort is its 

most notable feature but at around 30,000 visitors annually this is not a large scale  
visitor destination. 

5.31	 Additional leisure or cultural facilities would improve the offer of Newhaven and add 
local quality of life. One of the recommendations of the Stepahead research was that, 
“The regeneration and diversification of the economic base in Newhaven should be a 
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priority and will involve renewing the physical environment of the town and developing 
the town as a genuine destination that people choose to visit.” Eastside as a physical 
site could be suitable for a destination leisure attraction. There a re a number of 
existing visitor attractions in East Sussex which such a facility could complement or 
compete with. Newhaven does not have an especially good catchment area to attract 
such facilities.   

5.32	 If there are more locally based leisure or cultural facilities that require space then 
Eastside could provide a suitable location. We are not aware of any such facilities that 
are being promoted but this might include: local arts centre; sports facilities, community 
centres or similar. 

5.33	 Whilst enhancing local amenity such facilities would do little for the economic or 
employment base of the town. It is also probable that such facilities would require 
some sort of financial assistance from the public sector and would certainly not 
generate any surplus value that could be recycled back into the wider development if 
the area.  

5.34	 The most successful leisure investment in recent years has been the Marina. There 
are a total of 320 berths at the marina and the occupancy rate is high. The marina 
market is expanding and occupancy rates are high at all the south coast marinas.  

5.35	 We see some potential for a new or expanded marina facility at Newhaven and are 
aware of at least one proposal of this type that is being promoted.   

Hotels 
5.36	 There is only one modern hotel in Newhaven and this has recently received approval 

for an extension.  However there is no evidence or recent interest in the development 
of any other hotels.  

5.37	 Trying to attract a hotel as part of a mixed-use development would assist in improving 
the image and facilities of the town. But we would not expect a hotel to contribute 
financially to the development package and would possibly require some cross-
subsidisation. 

Housing 
5.38	 The housing market in Newhaven, as elsewhere in the South East appears to be fairly 

robust. 

5.39	 In Lewes as a whole there were a total of 139 completion in 2003/4 and 148 in the 
previous year. 

5.40	 Land Registry data shows average prices at Newhaven of £187,000 for Semi detached 
housing, £158,000 for terrace property and £106,000 for flats. But these figures will 
primarily relate to second hand property. Experience elsewhere is that new property 
can typically command a premium of around 20% over average local prices, so that 
new housing in the same categories might command £224,000, £190,000 and 
£127,000 respectively.   

5.41	 Evidence from recently completed developments gathered from local estate agents 
and newspapers suggests prices for properties in the following range:  

�	 A very small two bed flat in Riverside Court comprising perhaps 45 sq m gia was  
recently offered for £110,000, equivalent to £2,400 sq m.  

�	 Asking prices for flats at St Martins Court which do not enjoy sea views but which 
comprise a 'character' development seem to be  £2,800 sq. m. - £3,000 sq. m. 
range.   

�	 A local estate agent advised that a 2 bedroom flat in Persimmon's Mariners Wharf 
development was sold for £165,000 last year having failed to attract interest at 
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£185,000. The importance of the view can be judged from the current asking price 
of £235,000 for another unit on the development. We conclude that best current 
values there are around £3500 sq. m . 

�	 An older flat on Fort Road with a sea view, balcony and garage commanded 
£200,000 around £3000 sq. m.   

�	 Larger, newer and reasonably well located houses in Newhaven itself seem to be 
selling in the £230,000 - £260,000 which are unsurprisingly ahead of the averages 
suggested by the Land Registry, This price range suggests underlying values of 
around £2,500 - £2,600 sq. m .  

�	 Further along the coast in Seaford,  Barrett’s Vista  development comprises well 
specified houses. Prices start from £320,000 for a 3 bedroom townhouse.  The 
design makes use of the roof void to add space which increases floor area but 
does not produce a commensurate improvement in pro rata value, which limits 
their comparability on a pro rata basis. 

5.42	 Whilst the housing market is generally good we would caution against over-optimistic 
demand assumptions. There is a likely to be a limit on the number of dwellings that can 
be sold given the relative size of Newhaven and its appeal as a residential location. 

Conclusions 
5.43	 Our conclusion is that the choice of activity mix for Newhaven Eastside must be some 

combination of one or more of the following: port, industrial, leisure and housing. 

5.44	 The port still has a viable future and should form part of the mix for Newhaven Eastside 
but the creation of a new deep water harbour is not justified.  

5.45	 Industrial activity in Newhaven is viable both economically and commercially at 
existing rentals. 

5.46	 Some form of leisure activity could be located at Eastside. At present an additional 
marina facility looks the most likely to succeed. Community leisure or cultural facilities 
could also be located on site if there were a project requiring a home, but such a 
project would need to be grant funded from other sources and have a robust business 
plan. 

5.47	 The housing market is strong all over the South East and Newhaven is no exception. 
Nevertheless the overall number of completions in Lewes District as a whole is still 
relatively small, so there is a limit to the proportion that can be marketed successfully 
in Newhaven. 
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6	 OPTION DEVELOPMENT AND EVALUATION 

Introduction 

6.1	 This section examines three alternative options for the future development and 
regeneration of Newhaven Eastside. The options have been developed following a 
review of planning and economic policy for the area, a survey of local businesses and 
extensive discussions with project stakeholders, including local landowners and 
industrialists, the port operators, and the local authority. Each option is illustrative only 
and is intended to show broad directions of policy and strategy – they are not detailed 
land use plans or development proposals and site boundaries are purely indicative. 
They have been developed in order to show alternative philosophies or approaches to 
regeneration and each to an extent reflects the different views of local stakeholders. 
Each option provides a coherent and internally consistent strategy towards 
development of the area, although there is some scope for mixing or combining 
different elements of each approach if this presents the best way forward. h 

6.2	 The evaluation of the options is based upon common basis in order that the 
advantages and disadvantages of each alternative can be seen clearly and the 
assessment measured against objective criteria. Figures 6.1, 6.2 and 6.3 summarize 
the three options.  

6.3	 Before setting out the options we would wish to discuss briefly two important elements 
that are common to all options, namely the proposed Energy from Waste Plant and the 
Port Access Road. 

Energy from Waste Facility 

6.4	 There is a current and controversial proposal for energy from waste (EfW) plant in 
Newhaven and this has been added here to show how it would relate to each of the 
options if it gains planning consent. In the event that it does not receive consent, then 
the land uses in each option for the land to the south should be assumed to extend to 
include the EfW Plant site.  

Port Access Road 

6.5	 A discussion of the viability of commercial development funding the Port Access Road 
is important due to the critical role it plays in the evaluation of each of the options. 

6.6	 In Appendix Four we analyse the economics of the business park and the potential for 
commercial development to cross-subsidise the PAR. We conclude that even though 
commercial development is intrinsically viable, cross-subsidy is not possible because 
of the cash flow issues resulting from the prospect of a relatively slow take up of 
development coupled with the need for early investment in the PAR as a whole or at 
least a substantial first phase. There are three potential ways of addressing this issue: 

By using grant funding or soft loans to offset the cost of the road.  

�	 In view of the timing issues, the latter option is particularly relevant here and 
although are figures are not definitive enough to allow firm conclusions, we believe 
that if a sensible deal can be agreed by the RDA for instance, and this doesn't 
involve full and early repayment; there need be no long term net cost to the public 
sector in nominal terms. 

By allowing an element of residential development on the business park site.  

�	 We suggest that it might be reasonable to assume a take up of around 3000 sq m 
p.a. of commercial space, although the margin of error in projections of this sort is 
high. A recession can result in no sales for several years while one big letting can 
transform the picture for the better. But it is safest to assume that development will 
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take ten years or perhaps much more. The employment that might be lost if some 
of the land was used for residential development, might therefore not materialise 
for ten years or so in any event. 

�	 Although we don't see this as a particularly good residential location, it is still more 
valuable for housing than commercial use. It would only take a modest reallocation 
of land use to permit the funding of the PAR.  See the appraisals in Appendix 
Four. It is axiomatic that any residential element would need to occur at an early 
stage of the overall scheme, perhaps alongside a first phase of the business park. 
One problem is that given the limited demand for residential property here, this 
development could cannibalise demand from the port developments elsewhere in 
the town.  It would obviously assist the viability and / or minimise the amount of 
land diverted from commercial usage, if requirements for affordable housing were 
relaxed. There is a straight trade-off here. Alternatively, it might also be 
advantageous in the context of the wider strategy to allow use of sites here for the 
provision of the affordable housing required in connection with the port 
developments. 

By subsidising the PAR with planning gain from the development of the port lands on 
the eastern side of the river.   

�	 The connection in planning terms between the port sites and the PAR would clearly 
need to be considered carefully and it might be that a contribution could only be 
agreed in the context of a wider negotiation.  One issue here is the viability of the 
redevelopment of the port land itself. Our analysis suggests that it is potentially 
valuable, but the margin of error in the calculation is high due to the unknown cost 
of addressing engineering and ground issues and meeting planning requirements. 
Timing is also an issue and we assume that development here will not start for 
some years to come. 

6.7 We suggest that, if the PAR is required: 

�	 Some of the land on the business park is reallocated for residential use, and as a 
quid pro quo for funding of the road. 

�	 If this is not acceptable, then consideration be given to a seeking RDA support, 
perhaps on a 'soft loan' basis. 

�	 No assumption is made at this stage about cross subsidy of the PAR from the port 
sites, partly because of timing issues, but also because the economics of 
development there are unproven and there is merit in ensuring that development 
here remains viable enough to permit investment in high environmental standards. 
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Option A – Housing Led Regeneration 
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Planning and Economic Concept 

6.8	 This option envisages a significant increase in residential development acting as the 
motor for regenerating Newhaven, rather than relying on existing or expanded port and 
industrial uses transforming the Newhaven economy. Option A assumes that port uses 
are in long term decline and do not represent an economic use of land or a realistic 
way forward for the town. The option therefore relies on closing much of the port and 
replacing it with a significant increase in the quantity of housing in Newhaven in order 
to change the image and potential of the town.  

6.9	 Following on from the success of the West Quay development, Option A assumes that 
the new housing and mixed use areas will attract a younger and more affluent 
population to the town, drawn to Newhaven by quality housing at lower prices than 
available elsewhere in the Brighton & Hove Housing Market area. The new housing will 
help attract entrepreneurs to Newhaven, encourage more live /work and also provide 
housing close to a rail station with access to a much wider jobs market. The influx of a 
generally more affluent and potentially better educated workforce will also bring more 
income to the town and help support existing businesses and encourage others to 
start. 

6.10	 This option suggests the potential for about 1100 apartments and houses, making a 
larger contribution to the sub regional housing market than currently envisioned in 
local planning.  

Components of the Scheme 
6.11	 Port uses would be closed on North Quay on two grounds. Firstly the area can only 

accommodate small ships and that they are likely to become less economic to operate 
in the future. Secondly the opening of the swing bridge delays traffic, to the detriment 
of the town’s economy and residents. Both Railway Quay and a large part of East 
Quay would also close because they are no longer required for port use and would be 
replaced by a new, single berth be developed at the harbour entrance.  

6.12	 Approximately half of the proposed business park would be developed for residential 
use in order to help support the provision of the Port Access Road.  

Scheme Components 
�	 A new berth for the port is constructed at the entrance to the existing harbour. 

�	 All port and associated industrial uses on North Quay, Railway Quay and East 
Quay are redeveloped for housing or housing and mixed commercial uses. 
Average residential densities of between 30-70 ha are used for calculation 
purposes. Although higher densities would not be inappropriate on waterfront 
locations, the quaysides are fairly constrained by the proximity of the railway and 
existing buildings, of which two on Railway Quay are listed, so an upper limit of 70 
dwellings per ha is realistic.  

�	 There could be a number of distinct areas of housing under this option: 

�	 New medium to high density apartments on North Quay - 9ha at 40 dwellings per 
ha(dph) = 360 units 

�	 Mixed development on Railway Quay, with potentially high rise waterfront 
apartments stepping down to lower development adjoining the existing port road - 
10ha at 50  dph = 500 units 

�	 More traditional family housing on part of the former business park land, say 6ha at 
40dph = 240 units. 

�	 Industry - 750 jobs in the new business park 
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Opportunities  

6.13	 A number of developers are keen to invest in housing schemes in Newhaven and have 
already put forward proposals consistent with the above option. 

6.14	 This option would therefore be self financing, the new residential development funding 
infrastructure such as the port access road through Section 106 agreements.  

Constraints and Disadvantages 

6.15	 The quantity of new housing of a similar type and in a single location may overwhelm 
the local market, with supply exceeding demand in the short to medium term. This 
could mean that some of the housing schemes fail to reach the market. 

6.16	 The relocation of the aggregates and scrap berths on North Quay (north of the A259) 
to the main port is not supported by the Port operators themselves and they have 
indicated  that they do not wish to handle these low value cargoes in the main port. 
Their low value does not justify any significant investment in new facilities, so if there 
are no alternative sites for relocation, the closure of these quays and back up land 
would lead to a loss of local businesses and jobs. 

6.17	 This would also be contrary to the Minerals Local Plan.   

6.18	 The Railway Quay is no longer required for port use but the quays further to the south 
are still in use for the ferry. Overall this option proposes a significant reduction in berth 
length, reducing the port to 1 existing berth and 1 new berth.  

6.19	 This option implies that there would cease to be direct rail access into the port.  

Investment Needed/Return on Investment  

6.20	 Construction of the new berth would need to be financed but this could be funded by 
the sale of port land to the north. 

6.21	 The residential schemes would be self supporting and also provide the funds for the 
Port Access Road through Section 106 agreements. 

Evaluation 
Cost 

6.22	 This option would be largely privately funded, so would have no requirement for public 
funds. 

Outputs 

6.23	 There would be some job gains on the business park and through the mixed uses plus 
increased economic activity in Newhaven. However there will be job losses through the 
closure of the North Quays and a large part of East Quay. Overall, the job position is 
likely to remain positive because of the low employment levels in the existing port. 

6.24	 The scheme will lead to increased housing provision, including affordable housing, in 
an area of great demand. 

Strategic Fit with Regional and Local Policies 

6.25	 This option does not fit at all well with policies for the Port or the business sector. It 
accepts that Newhaven will become a very much smaller port with no room for 
expansion even if business were to become available. Reducing the size of the 
business park also limits the employment generation potential of the town and the 
district.   

6.26	 The increase in housing of this scale is not envisaged in existing plans, although 
demand in the South East in the future may require increased provision in Newhaven 
than currently provided for.    
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Risks 

6.27	 There appears to be a low risk to the public sector financially. However there is some 
risk that too much housing of a certain type (apartments) being provided in Newhaven 
a concentrated area could be difficult to sell and would remain vacant. The housing on 
North Quay in particular would appear to be less attractive than that elsewhere 
because of proximity to the proposed waste to energy facility.  

6.28	 The risk of housing not being sold or occupied over a 10 - 20 year implementation 
period is thought to be small in an area of high housing demand but the risk to 
individual developers may be high.  
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Option B - Leisure and Housing Led Regeneration 
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Planning and Economic Concept 

6.29	 This option would seek a combination of leisure and housing uses to improve the 
image of the town and to attract businesses. Shrinkage of port uses is also assumed in 
this option but North Quay would be retained. Central to this option is a new marina, 
which would be intended to strengthen the towns’ recreational role and provide a focus 
for the provision of new high quality housing and boating related businesses.    

Scheme Components 
6.30	 Both Railway Quay and the majority of East Quay would close because they are no 

longer required for port use. Railway Quay would be replaced by a mixed use scheme 
as already outlined in Option A and East Quay and would be partially replaced by a 
marina. A new berth would be developed at the harbour entrance.  

6.31	 A part of the proposed business park would be developed for leisure and community 
uses, which might help fund the provision of the Port Access Road. 

6.32	 The scheme components are summarised as follows:  

�	 A new berth for the port is constructed at the entrance to the existing harbour. 

�	 Railway Quay is redeveloped for housing and mixed commercial uses as with 
Option A, providing about 500 residential units.  

�	 A new 400 berth marina and supporting residential and commercial uses, say 200 
apartments 

�	 Leisure park and community uses on part of the business park site 

�	 Business Park – 6ha = 750 jobs  

Opportunities  

6.33	 There would appear to be strong demand for additional marina facilities along the 
south coast and there have been previous schemes for marinas on both sides of the 
river at Newhaven. Housing associated with marinas is often popular and a river 
frontage such as that at Newhaven could be very attractive.  

6.34	 The marina has been located opposite the existing marina and would involve removing 
existing quays. It would have the advantage of linking in with the existing Tide Mills 
and provide an interesting addition to the townscape.  

6.35	 This option has to potential to provide 600-700 dwellings, largely apartments, roughly 
half of that achieved under Option A. This level of additional housing provision is far 
less likely to overwhelm the local market. However, like the housing led option, Option 
B would provide good quality housing at lower prices than elsewhere in the Brighton & 
Hove Housing Market area and might also help attract entrepreneurs to Newhaven. 
Marina and quay side housing usually attracts more affluent residents and bring 
increased spending power to the town. 

Constraints and Disadvantages 

6.36	 Whilst the Railway Quay is no longer required for port use, the quays further to the 
south are still in use for the ferry and the construction of the marina would involve a 
significant reduction in port operational land down to North Quay, 1 existing berth and 
1 new berth. This option also cuts direct rail access into the port. 

Investment Needed/Return on Investment  

6.37	 The new berth will need to be funded by the sale of port land to the north. 

6.38	 The marina residential schemes would be self supporting and would also provide the 
funds for the Port Access Road through Section 106 agreements.  
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6.39	 It is not nearly so certain whether the other leisure uses proposed on the business park 
would be viable, since it has not been possible to identify any specific demand.  

Evaluation 


Cost


6.40	 This alternative represents a low cost to public sector, and development would be 
expected to be largely privately funded. 

Outputs 

6.41	 There would be some job gains on the business park and through the mixed use 
schemes on Railway Quay and through the marina and leisure uses. The schemes 
should lead to an overall increase in business activity in Newhaven. 

Strategic Fit with Regional and Local Policies 

6.42	 This option does not fit with policies on the Port and industrial sector, although leisure 
related development would be more acceptable than a purely residential scheme. 

Risks 

6.43	 This option would represent a low risk to the public sector financially and there is a 
small risk that the schemes might create too much housing of a certain type, i.e. 
waterside side apartments.  
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Option C – Existing Strategy – Modified 
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Planning and Economic Concept 

6.44	 This option acknowledges that Newhaven Port cannot compete with the larger, deep 
water ports and that major expansion (an outer harbour) is unlikely to be justified on 
economic terms. However a more limited degree of port rationalisation would release 
some port land for housing and mixed uses and help fund essential improvements in 
the port and a new access road.  

6.45	 Development of the business/industrial park would remain a central component of this 
scheme. 

Components of the Scheme 

6.46	 Railway Quay would close and be replaced by a mixed use scheme as already 
outlined in Options A and B. The Eastside Business Park would be developed for 
employment uses as currently proposed 

6.47	 The scheme components are summarised as follows:  

�	 A new berth for the port is constructed at the entrance to the existing harbour. 

�	 Railway Quay is redeveloped for housing and mixed commercial uses as with 
previous options, providing about 500 residential units. 

�	 A business park would be developed to provide 1500 jobs 

Opportunities  

6.48	 Retention of a large area of port land means that Newhaven would still have the 
capacity to attract new traffic to the port, including rail borne freight.  

6.49	 Retention of the whole of the business park in employment use should also maximise 
potential for job creation.  

Constraints and Disadvantages 

6.50	 Only development of the Railway Quays is envisaged in this option, thus limiting the 
opportunity for cross funding of other infrastructure. It is unlikely that the Railway Quay 
development or the creation of the business park would support the funding of the new 
port access road. 

6.51	 Retaining the North Quay aggregates and scrap berths adds to congestion on the 
A259, discouraging investment in the town. 

6.52	 Low utilisation of land in the port adds to a run down appearance to the town.   

Investment Needed/Return on Investment  

6.53	 Investment in the new berth could be funded by the sale of port land on Railway Quay 
but neither development of Railway Quay or the business park are likely to provide 
excess funds to support development of the Port Access Road. 

Evaluation 
Cost 

6.54	 This option will likely require public funding for the port access road. 

Outputs 

6.55	 In theory this option safeguards or creates the highest number of jobs but only if the 
port can attract new trade.  

6.56	 This option provides a moderate amount of new housing, which may well be 
commensurate with the size of the local market.  
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Strategic Fit with Regional and Local Policies 

6.57	 This option conforms with the thrust of current planning policies on the port and 
industrial sector. 

Risks 

6.58	 There are a number of risks associated with this option: 

�	 Operations on North Quay become uneconomic because of restricted depths 
alongside. 

�	 Existing port operations are financially marginal and the returns on the Railway 
Quays development may be insufficient to support the continuation operation of the 
port. 

�	 Public funding for the Port Access Road  is not forthcoming 

�	 Newhaven Port and Properties do not pursue the development of Railway Quay or 
invest in the new berth and the port closes before any development is completed. 
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7	 SUMMARY AND CONCLUSIONS 
Project Background 

7.1	 This economic masterplan study for Newhaven Eastside was commissioned by 
Newhaven Strategic Network, working in partnership with Lewes District Council. It 
presents a strategy for the land on the east bank of the River Ouse at Newhaven, 
which includes the Port of Newhaven, the established Eastside industrial area, the 
proposed Eastside  Business Park, the railway and railway stations and the 
Eastside residential neighbourhood.   

7.2	 The development of the economic masterplan involved a number of different 
elements of work, including policy and economic sector reviews, business surveys 
and the development of economic profiles, discussions with landowners and other 
stakeholders, and the development and evaluation of options.  

Study Findings 

7.3	 Newhaven is a cross channel port and industrial centre. In recent years, competition 
from larger ports with better facilities and communications and the opening of the 
Channel Tunnel, have led to the decline in port traffic and loss of services. It retains 
a cross channel ferry service carrying passengers and ro-ro traffic and dry bulk 
cargoes, made up largely of aggregates and scrap.  

7.4	 Although the Port is an extensive occupier of land in Newhaven, it is not a major 
employer. The economy of the town is dominated by manufacturing and other 
industrial uses but little of this is related to the Port.  

7.5	 Employment growth has been fairly static in recent years and forecast future growth 
is flat. Most firms are located in Newhaven because of the availability and relatively 
low cost of premise. Newhaven is a small town and it does not constitute a large 
market in its own terms. The local labour market profile is characterised by a low 
skilled workforce and the limited labour pool is already to cause of some concern to 
existing employers. 

7.6	 Regeneration schemes for Newhaven have focused upon three key schemes: the 
development of a new deep water outer harbour, a Business Park and a new Port 
Access Road, which is also needed to provide access to the Business Park.  None 
of these schemes have yet come to fruition.  

7.7	 Regional and local planning policies see Newhaven as fulfilling a role as a small ro-
ro and “niche” port and as an industrial centre.   Our review of the Port confirmed 
that the Port could still have a viable future in a number of niche markets and should 
continue to play a role in Newhaven’s economy. However development of a major 
outer harbour is not justified and we consider that the existing levels of traffic would 
not support significant investment in new facilities such as the Port Access Road.  

7.8	 Industrial activity in Newhaven is viable both economically and commercially at 
existing rentals but there is no demand for office space. The proposed Business 
Park is therefore unlikely to attract “high end” commercial users but rather a mix of 
smaller industrial units. These uses would not generate S106 funds to support the 
building of the first section of the Port Access Road needed to develop that land. 

7.9	 Eastside is not considered a viable location for any significant levels of retail 
development.  

7.10	 Some form of leisure activity could be located at Eastside. At present an additional 
marina facility looks the most likely to succeed. Community leisure or cultural 
facilities could also be located on site if there were a project requiring a home, but 
such a project would need to be grant funded from other sources and have a robust 
business plan. 

Roger Tym & Partners 
April 2006 40 



Newhaven Eastside Masterplan  
Final Report 

7.11	 The housing market is strong all over the South East and Newhaven is no 
exception. However the rate of take-up is unlikely to be strong enough to absorb a 
large quantum leap in residential provision in the town. 

Evaluation of Options 

7.12	 We looked at three spatial development options in order to assess the implications 
of the following alternative approaches to regenerating the town:  

•	 Option A - Housing led, with residential development on much of the Port Land, 
including North Quay and East Quay and on part of the Eastside Business Park; 

•	 Option B – A mix of leisure and housing uses, a marina and housing being 
located on East Quay and leisure facilities on part of the Business Park; 

•	 Option C – Continuation of the existing strategy with minor modifications.  

7.13	 We concluded that Option A provides a far greater quantity of housing than can be 
absorbed by the local market, at least in the short term. It requires the closure of 
North Quay and the loss of these facilities, which cannot be replaced elsewhere.  

7.14	 Option B would appear to fit better with the future direction of the Newhaven 
economy but does not fit well with the retention of port uses.  

7.15	 Option C, based upon existing planning strategies, is consistent with the retention of 
port facilities and supporting continued industrial employment in the town, whilst still 
allowing for development of residential uses on Railway Quay. It provides the best 
balance of housing and jobs opportunities to meet Newhaven’s needs. However this 
option requires public finding of a new access road to serve the industrial estate or 
port. 

Conclusions and Recommendations 

7.16	 Our appraisal concluded that existing planning strategy for Eastside still represents  
sound and balanced planning policy in the medium term, especially since road 
improvements at Beddingham will improve access to the town and the Port in the 
near future. Nevertheless it is recognised that this approach requires public funding 
of facilities such as access to the Business Park.  

7.17	 Uncertainties regarding the business position of the Port suggest that extending the 
Port Access Road across Tidemills cannot be justified at this time regardless of the 
sources of funding.  

7.18	 Railway Quay can be released for mixed, predominantly housing use. There is 
interest in this site for housing and we do not believe release to such use will be 
detrimental to employment in Newhaven.  

7.19	 The Eastside Business Park should be developed for employment uses as currently 
proposed. Demand will be for standard industrial units for manufacturing and 
distribution uses. We do not think it wise to try and hold out for higher value office 
units on the site. 

7.20	 The Port should be supported in its current role as it has a viable future for at least 
the medium-term.  However in the longer term further redevelopment of port land for 
leisure uses such as a marina, or mixed residential uses, should not be ruled out. 
Our preferred development option is a phased approach to the development of 
Eastside as summarised on Figure 7.1. The flexibility of the approach put forward is 
that it does not close off opportunities for future development yet supports the Port 
in its current role.  
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BUSINESS SURVEY 

Method 
1.	 To assess the feasibility of the employment led option for Newhaven Port, we 

undertook a business survey of the firms that occupy industrial and office space. 
Because the port area does not contain enough businesses, the study area was 
extended beyond the port area to include Avis Way, New Road and South 
Heighton. 

2.	 The sample frame was a database supplied by the District Council, which listed 360 
firms in all sectors in Newhaven. Of this total, 100 firms were industrial/office 
occupiers in the study area. 

3.	 The survey was conducted in two formats. Firstly, the owners and senior managers 
of the 100 businesses were sent the questionnaire and asked to complete the 
survey within a specific deadline as a member of the consultancy team traveled to 
collect the responses and answered any queries regarding the questionnaire. 
Secondly, interviews were conducted with the owners or senior managers of the 
businesses over the telephone.  

4.	 Of the population of 100 businesses, 34 responded. All these respondents are 
involved in manufacturing, construction or distribution. None are in the office 
sectors. Most are small businesses: 29 (85%) employing less than 49 workers. 

Table 0.1 Size of Units 
No of Firms % 

1-49 employees 29 85% 
50 + plus 5 15% 

34 100% 

5.	 The questionnaire consisted of 13 questions, 12 related to the individual firms’ 
activities and the final question was a general question about Newhaven: 

� What is your firm’s activity at this location? 

� When (what) year did you business move to this address? 

� Where was your firm previously located? 

� Why did you locate in Newhaven? 

� Are you happy with your current premises? 

� Where are your principal markets/ customers? 

� Where are your principal suppliers located? 

� If no what are the problems? 

� What is the total number of employees at this location? 

� Where do your employees live? 

� Do you have any problems recruiting staff? 

� If yes in which of the categories do you have problems recruiting staff? 

� What do you think are the strengths and weaknesses of Newhaven are? 

Length of time in Newhaven 

6.	 25 respondents (74%) have been in Newhaven for five years or longer, whilst 9 
firms (26%) started operations in Newhaven post 2000.  



Location & Premise 

7.	 The following sets of questions inquired about where businesses were previously 
located, why they had located to Newhaven and also whether they were satisfied 
with their current premises.  

Table 0.2 Business Previous Location 
Firms % 

Newhaven	 24 71% 
East Sussex	 6 18% 
South East	 4 12% 

34 100% 

8.	 71% had their previous premises in the district. 18% relocated from other districts in 
East Sussex and 12% relocated from London and the South East. 

9.	 There are three dominant reasons for being located in Newhaven. 

Table 0.3 Reasons for locating in Newhaven 
Firms %

 Premises are the right size for us 13 38% 
Convenient to Home 5 15% 
Labour Force 5 15% 
Relatively Cheap Rents 3 9% 
Close to Customer 2 6% 
Port Related 2 6% 
Other 4 12% 
Total 34 100% 

�	 13 (38%) respondents are in Newhaven simply because they have found 
suitable-sized premises there. 

�	 5 (15%) respondents have located to the district because they lived in 
Newhaven.  

�	 5 (15%) are in the district because they found the right skills mix there. 

Table 0.4 Whether businesses were satisfied with premises and reasons for not 
being. 

Firms % 
Happy with premises 26 76% 
Unhappy with premises 8 24% 
Total 34 100% 

Reasons for unhappiness	 Firms % 
Site is too small 4 50% 
Inadequate parking at site 2 25% 
Contamination from North Quay side 2 25% 
Total 8 100% 

10.	 26 (76%) declared themselves happy with their current premises. Of the remaining 
8, 4 (12%) said there current premise was too small. This of course is not a criticism 
of either Newhaven or the study area; at any one time and in any one place, a 
proportion of firms outgrow their premises and need to relocate. Only small 
minorities of firms at this point made complaints about either the area or their 



premises. 2 (6%) are unhappy with the contamination from the north quay side and 
the remaining 2 (6%) complained about the inadequate parking at their sites.  

Customer and Suppliers 
11.	 The survey suggests that local businesses have few local linkages. Only 5 (15%) 

businesses interviewed served a local market, restricted to East Sussex. The 
remainder served various combinations of local, regional, national and international 
markets. Just 4 (12%) sourced their supplies wholly from East Sussex, another 4 
from both East Sussex and other places, and the remaining 22 (76%) wholly from 
wider markets. 

Employment  

Table 0.5 Occupational categories of employees 
No of employees % 

Manager/ Professionals 121 15% 
Technical Staff 46 6% 
Clerical/ Admis Staff 113 14% 
Craft/ Skilled Trades 256 31% 
Operatives 298 36% 

834 100% 

12.	 In total, the businesses interviewed employ 834 people. Approximately 66% of 
these workers are skilled trade workers or process plant and machine operatives. 
Managerial, professional and clerical staff account for 15% and 14% of the total 
respectively. 

13.	 Of our survey respondents, only 15 are able to report on where their workforces 
live. In total, these firms employed 497 people. 59% of this total live in the district, 
30% elsewhere in East Sussex (mainly Brighton) and 11% elsewhere in South East 
England, Table 0.6 Where employees live. 

No. of employees % 
Newhaven 294 59% 
East Sussex 148 30% 
South East 55 11% 
Total 497 100% 

14.	 Businesses were asked whether they encountered difficulties in recruiting staff and 
also in which particular occupational category.19 (56%) had no problems attracting 
staff. 15 (44%) found recruitment a major problem. Virtually all these problems 
related to just one occupational category, skilled manual/crafts. Many respondents 
felt that Newhaven’s lack of ‘pull’, in terms of inadequate retail, leisure facilities and 
lack of housing was a major drawback in attracting people to live and work within 
the district. A further hindrance is the higher wages being offered in neighbouring 
Brighton. 

Strengths and Weaknesses of Newhaven 

15.	 At the end of the interview, respondents were asked about the strengths and 
weaknesses of Newhaven. 

Strengths 

16.	 In response to this open ended question, 25 respondents mentioned strengths. 7 
stated the close proximity to Newhaven port and other South East ports was a 
major advantage, because it established a distributional point to access their 
international market. 5 mentioned value for money, noting that rents in Newhaven 



are below the neighbouring districts of Brighton and Eastbourne. 5 said that 
Newhaven provided expansion land to accommodate future growth. 

Table 0.7 Strengths of Newhaven 
Firms % 

Handy because of the ports 7 28% 
Cheap rent 5 20% 
Availabilty of land for futher development 5 20% 
Transport infrastructure 3 12% 
Suppliers nearby 2 8% 
Cheap housing 1 4% 
Close proximity to Brighton 1 4% 
Close proximity to Newhaven town centre 1 4% 
Total 25 100% 

Weaknesses 

17.	 24 respondents mentioned weaknesses of Newhaven. The most common 
complaints relate to the town centre. 10 felt the town centre was ‘run down and 
lacked amenities’, remarking that retail facilities were inadequate for their workers 
and ‘there was nowhere to entertain clients. 8 respondents were unhappy about the 
road infrastructure, which they felt was poor and needed upgrading. Specific 
instances are the A26, the Beddingham level crossing and the swing bridge, which 
frustrated workers because it was frequently open during rush hour, slowing down 
journeys to work.  

Table 0.8 Weaknesses of Newhaven 

No % 
Very run down town centre 10 42% 
Poor road system 8 33% 
Run down industrial estate 2 8% 
No encouragement for manufacturing organizations, no grants 1 4% 
No customers within specific manufacturing sector 1 4% 
Too far from Gatwick airport 1 4% 
Externalities of manufacturing firms, lots of waste 1 4% 
Total 24 100% 

Survey Conclusions 

18.	 The survey revealed that businesses located in the study area are small industrial 
and warehousing firms specialising in manufacturing, construction or distribution. 

19.	 Businesses stated that there reasons for locating to Newhaven due to owner living 
in the area and the district offering the right size premises for their needs. However 
these types of answers are common in any business survey. More specific features 
about the area which the survey showed were: 

�	 Firms have no local linkages with suppliers or customers and have no need to 
be located in Newhaven 

�	 But due to the districts strategic location comprising of the port and the close 
proximity of other neighbouring ports, businesses are able to serve their wider 
markets. 

�	 Cheap commercial rents in comparison to neighbouring Brighton and 
Eastbourne were a facet of the district. 



�	 The availability of land for potential expansion thereby accommodating firm’s 
growth. 

20.	 The common problem amongst the businesses interviewed relate to recruitment of 
skilled manual workers. Despite not all firms agreeing on this issue the balance is 
heavily negative as 5 mentioned labour availability as an advantage, whereas three 
times as many have difficulties recruiting skilled manual labour. 

21.	 A second major complaint which relates to the first issue is the town centre. 
Businesses felt because of the close proximity of Brighton and the inadequate retail 
and leisure facilities available in Newhaven potential workers preferred to live and 
work in Brighton as opposed to Newhaven. 

22.	 Finally, businesses are also unhappy about road congestion. Although this is 
common in business surveys and not necessarily specific to Newhaven, the fact 
that specific bottlenecks are mentioned tells us exactly what needs to be done to 
make the area more attractive for businesses. The roads concerned are the A26, 
the Beddingham level crossings and the swing bridge.  
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1 

PROPERTY MARKET PROFILE 

We carried out a survey of seven commercial property agents active in the 
market in both Newhaven and Brighton.  

2.	 On the response to our first question i.e. on demand for commercial property in 
Newhaven; it can be divided in to ‘office’, ‘industrial’ and ‘warehousing’. We 
found that there is no excess demand in Newhaven for office property. Rather 
commercial agents have described demand to be ‘not enough’, ‘poor’ and even 
stated that there is ‘no demand’ for office space in Newhaven. One response 
stated that there was ‘limited demand and supply’ for office buildings.  

3.	 For industrial and warehousing space, demand was described as being good 
for space below 1000 sq ft and the response further stated that whilst there is a 
supply for ‘industrial and warehousing space’, the quality of this is outdated. 
Respondents reiterated that the most demand occurred for space between 500 
sq ft to 2500sqft. Further, the most demand was for smaller units i.e. for B8 
uses and other industrial uses.  

4.	 For space between 2500sq ft and 10,000sqft, whilst there was demand for 
manufacturing space, this was less than demand for space between 500sq ft 
and 2500 sq ft. One respondent stated that there was ‘constant supply and 
demand’; whilst another stated that demand was ‘good’. However, it could be 
deduced from the answers that as area increases demand decreases.  Hence 
as we move to areas above 10, 000 sq ft there is ‘not too much demand’, whilst 
above 20, 000sq ft demand falls dramatically.  

Brighton 

5.	 Responses showed that Brighton had strong demand and that the areas of 
Newhaven and Brighton catered for different markets. For office space below 
1000 sq ft, in Brighton, there were mixed responses. Whilst one respondent 
stated that there was ‘good demand’ another stated that there was ‘no excess 
demand’ for office space in Brighton. For ‘industrial and warehousing space’, it 
was stated that demand was in ‘excess of supply’ and the greatest demand was 
for areas less than 1000sq ft. Further, it was pointed out that this demand for 
industrial and warehousing space was greatest here because of restrictive 
planning policies, where people did not have a lot of choice. Further it was 
purported that B1 space was most demanded provided it is modern. 
Furthermore, freehold is more in demand than leasehold property.  

1000sq to 5000 sq ft. 

6.	 Another respondent stated that demand for property between 800 sq ft and 
2500 sq ft was very good for ‘freehold’ space in terms of the office market. 
Another respondent suggested that there is little office space between 2000sq 
ft. and 3000sq ft on the same floor; whilst it is there on different floors. 
Moreover, as space increases, there is not that much demand for office space.  

7.	 In terms of ‘industrial and warehousing space’, it was reported that there was 
‘twice as much demand for space between 800sq ft – 2500sq ft’; which is ‘very 
good’ for freehold and ‘good’ for leasehold as well. The combined response of 
other respondents reiterated that demand was buoyant and ‘exceeded the 
supply’ of ‘industrial’ and ‘warehousing space’.  

8.	 For space between 500sq ft and 10,000sq ft, demand is described as being 
‘okay’ for office market and it is said that there is a ‘fair amount available’ . Yet 
the responses indicated that as in Newhaven, here too, as area increases, less 
is demanded in terms of ‘office’; ‘industrial and warehousing space’.  However, 
there is limited amount demanded and also supplied in Brighton. In terms of 
office space, there is little available in excess of 10, 000 sq ft. Simultaneously 



for ‘industrial and warehousing’ space, demand for light industrial and 
warehousing space also drops, possibly because of the expense of keeping 
these in Brighton. 

Relocating:  

9.	 When respondents were asked if ‘offices’ and ‘industrial and warehouse’ would 
consider relocating, the responses indicated that they would , especially for light 
industries, and manufacturing  and ‘workshops’ and especially demand could be 
shifted between 800 sq ft to 2500 sq ft (for light industrial and manufacturing). 
This has been happening when industries have moved to Peacehaven in the 
past. However, because Brighton and Newhaven cater for different markets, 
Brighton would ‘retain its popularity’ a respondent suggested.  

Current Market Rents and Land Values: 

10.	 There are few offices in Newhaven. Rents range from £6-10 for a sq ft; with an 
average rent of about £7 per sq ft.  For industrial space, rent is £3.5 for a sq ft 
for space above 10, 000 sq ft; £6 a sq ft for space of 5000 sq ft. For space less 
than that i.e. 3000sq ft, it is £7 -10 per sq ft.  So the more demanded, the more 
concession offered per square feet.  Estimates of different agents has ranged 
from £5.5 - £7 a sq ft to about £6 -£6.5 a sq ft. For warehouses, the rent is 
cheaper i.e. between 4-5 pounds per sq ft. Moreover, for buying, prices are 
about £3,400,000 an acre. 

11.	 In Brighton, rents are between £12-20 (max), although two commercial agents 
mentioned that prices were £21 a sq ft which was the highest recorded for ‘Park 
City’. Two respondents mentioned that rents in Brighton were between £15-20 
per sq ft. 

12.	 For ‘industrial and warehousing space’ responses varied from being ‘anything 
above £7’ to being ‘an average of £8’ a square foot and it was stated that £10 
was at the top end, even though £12 per sq ft rent was also reported.  For 
freehold land, it was being sold at £500,000 an acre for warehousing use. Also it 
was reported that uses for warehousing took up lower rents i.e. about £6-7 a sq 
ft. 

13.	 In terms of other areas in East Sussex, Hove does not have a great deal of 
office space; Lewes commands £12-18 for a sq ft of office space and 
Eastbourne £12-14 per sq ft for office space.   

14.	 In Hove, rents are the same as they are in Brighton; about £10 a sq ft at the top 
end for Industrial and warehouse uses. In other areas around East Sussex, 
rents vary from £6 to £8.50. In Crawley they are £8 -8.50 whilst in Worthing they 
are £7-7.5. 

Vacancy Rates: 

15.	 Vacancy rates for offices in Newhaven are described as high, at about 15% and 
asbestos is reported as a problem in some buildings.  In ‘industrial and 
warehousing space’, vacancy rates are described to be ‘low’ by one agent whilst 
by another, they are described to be about 15%, i.e. a mixed response.  
Vacancy rates are higher for leasehold property than for freehold.  

16.	 In Brighton, vacancy rates are described as being extremely low for all types of 
commercial space. One agent described them as being about 10 %. Other 
responses indicated that ‘a bit more office space was available’ and that supply 
of offices was greater than the demand.  In terms of warehousing and industrial 
space, the response indicated that there was a shortage of supply.  

17.	 In other areas in East Sussex, vacancy rates are described as being ‘higher’ 
even though another agent said that there was excess demand for offices. 



However it was elicited that Eastbourne and Hailsham had more space. In 
terms of industrial and warehousing space more of it was available in Hove but 
restrictive planning permission based upon conservation policy restricted 
supply. One agent described vacancy rates in East Sussex to be about 15%.  

18.	 When asked if there had been any significant changes in demand over the last 
few years, it was reported that there was a steady growth in rent and land 
values. It was mentioned that planning permission in Lewes is restrictive; the 
county council in Lewes taking up most of the space.  Locations other than 
Newhaven offered a better quality of life e.g. Uckfield.  People prefer to live in 
such locations and don’t wish to move to an industrial area.  

19.	 Demand for freeholds has risen owing to a number of factors. Low interest rates 
and self administered pension funds, and the hang-over from the last recession 
means that people do not want to have high rents, or incur high debts.  For 
example, instead of paying £100 a week, people would rather buy a property for 
£30,000 to £40,000.  

20.	 Traditionally, athough smaller businesses have grown more and have short 
leases, larger office space for bigger businesses are reported as needed. 
Moreover, transport improvements are needed for manufacturing companies. It 
was further stated that in Newhaven demand has decreased in the past six 
months whilst it has increased steadily in Brighton over the last two years. 
Whilst Newhaven is seem as a depressed, messy area, Brighton is seen as an 
affluent area in general terms.  

21.	 When commercial agents were asked about the future of Newhaven as an area 
of property development, the response was mixed. While the impression of it 
being an old industrial state in manufacturing decline was highlighted, it was 
also mentioned that Newhaven was not seen as an area where people can 
make money. Owing to poor ground conditions, there was a lot of piling to do 
which added to the building costs. Therefore rather than developing new 
buildings, investors preferred to refurbish the old ones.  In addition, it was not an 
area which enables speculative demand. Moreover it was mentioned that there 
was a need to improve the access at A27 at Beddingham which causes traffic 
congestion. 

22.	 However, it was also stated that Newhaven provided opportunity for commercial 
development and had the advantage of land being cheaper there and giving 
more choice to people.  Hence it was ‘good at the right price’ and enabled 
people to move to the ‘channel’ more quickly.  The impression was given that it 
could be used in future for shifting light industrial and warehousing demand 
from Brighton to Newhaven provided this was at the right price and given there 
were the necessary infrastructure improvements.  
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Preface 

Newhaven Eastside Economic Master Plan 

This study has been prepared to inform the Newhaven Eastside Master Plan.  It 
considers the Port of Newhaven’s present traffic, the prospects for growth in these 
trades, and examines traffic that Newhaven could target for the future.   
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The Port of Newhaven - Introduction 

1.	 The Port of Newhaven is a general cargo and cross channel ferry port located on 
the south coast of England at the mouth of the river Ouse between Brighton and 
Eastbourne.  The commercial port is located on the eastern bank of the River Ouse.  

2.	 The North Quay, which is accessed via a swing bridge, has a frontage of around 
460 metres and is occupied by a scrap handling/export facility operated by 
Jordan’s, an aggregates handling facility and asphalt plant operated by 
RMC/Tarmac, and a multi-user facility which handles mainly building materials. 

3.	 Just south of the swing bridge is a length of quay frontage (of around 350 metres), 
which is essentially redundant for port use.  Further south lays the area dedicated to 
roll-on, roll-off (ro-ro) services (Terminals 1 and 2).  The main commercial port and 
berth frontage for general cargo (around 380 metres in length) lies to the south of 
the ro-ro terminals. 

4.	 There is an area of undeveloped land to the west of mill creek (just north of the East 
Pier/breakwater with frontage to the River Ouse that could be developed into an 
additional berth.  Frontage extends to just over 120 metres, which would allow for 
the construction of a new berth capable of accepting vessels of up to about 95 
metres in length. 

5.	 The port provides facilities for Transmanche Ferries (TMF) who run three sailings 
per day to Dieppe, with two (ro-ro) ships, carrying passengers and both 
accompanied and unaccompanied ro-ro lorries.  Almost half the port’s throughput in 
2004 was made up of ro-ro traffic.  The remainder was made up of scrap exports 
and inward domestic movements of other dry bulk products.  The latter category 
includes sea-dredged aggregates.   

6.	 The port has two ferry terminals, Terminal 1 is used by TMF for the Dieppe service 
and the other, Terminal 2 was used until recently by the Hoverspeed fast ferry 
service, which closed in 2005.  It is now used as a lay-by facility and bunkering 
berth. 

 Newhaven’s Present Traffic 
7.	 The table below shows how Newhaven’s cargo has been made up over the last 4 

years. Other dry bulks (mainly sea dredged aggregates and scrap) have declined 
to 70% of their 2001 levels.  Ro-ro self-propelled traffic has increased from 251,000 
tonnes in 2001 to 372,000 tonnes in 2004.  Unaccompanied or non-self propelled 
ro-ro traffic has increased from nil in 2001 and 2002 to 44,000 tonnes in 2004. 



Table 1: Throughput at Newhaven 2001-2004 

Thousands of tonnes (except 
where specified) 

Newhaven 
2001 

Newh
2002 

aven Newh
2003 

aven Newh
2004 

aven 

All liquid bulk 
Agricultural products 2.0 4.0 
Other dry bulks 
(including aggregates and 
scrap) 

747.0 558.0 498.0 506.0 

Forestry products 
Iron and steel 
General cargoes 2.0 1.0 3.0 
All container traffic 
Ro-ro self-propelled 251.0 300.0 419.0 372.0 
Ro-ro non self-propelled 31.0 44.0 
Total all traffic 998.0 862.0 949.0 929.0 

Total number of ro-ro units 
(thousands) 

9 24 37 31 

Passenger movements 
(Thousands) 

337 379 397 361 

8.	 Passenger traffic increased to a total of almost 400,000 passengers in 2003, but fell 
back to about 360,000 in 2004 and is likely to fall further in 2005 with the closure of 
the Hoverspeed service.     

The Newhaven – Dieppe Ferry Service 

9.	 In 2001 Sea Containers, the previous owners of the Port of Newhaven sold the 
majority of the working port to Newhaven Port and Properties (NPP).  This company 
was established by a public/private partnership created by the Seine-Maritime local 
authorities to safeguard the Newhaven – Dieppe service.  Transmanche Ferries 
(TMF) was created in a similar way to ensure an on-going ferry service for the two 
ports. 

10.	 The main reason for the purchase of the port and the ferry service by the French 
local authorities was to preserve a service to allow UK tourists to visit the town of 
Dieppe.  The UK tourist income is regarded as being an important source of 
revenue for the town. 

11.	 TMF operate two multi purpose ro-ro ferries on the route (the Dieppe and the 
Sardinia Vera), details below. 

Table 2:  Transmanche Ferries 

Dieppe Sardinia Vera 
Length (metres) 145.9 120.8 
Beam (metres|) 24.0 19.0 
Draught (metres) 6.0 5.9 
Total capacity (lane Metres) 1,404 792 
Freight slots (units/trailers) 70 36 
Car Capacity - 479 
Driver/passenger capacity 250 1,129 
Cabins - 112 
Year of Build 1981 1975 
Speed (knots) 17.0 18.5 
Owned or chartered Owned Chartered 



12.	 The TMF fleet is the oldest trading in the area and their capacity and speed is below 
the average on the cross channel routes.  A decision has been taken to build two 
new ships for the service, due to enter service in late 2006, which should increase 
the competitiveness of the route. 

13.	 The new ships will have an increased speed of 21 knots, and are built with wider 
lanes and internal ramps, which improves loading/discharge efficiencies.  There will 
be increased trailer capacity with both vessels having space for 62 trailer units (total 
124) rather than the present total of 106. 

14.	 Volumes of ro-ro traffic through Newhaven collapsed from a high of over 60,000 
units in the late 1980s to a negligible level in 2000 and 2001.The company has 
increased its volumes since 2001 to 37,000 units in 2003 and 31,000 units in 2004. 

15.	 Freight provides the base-load traffic for the TMF service but the line is not 
profitable.  Most of the line’s customers are French hauliers and the dominant trade 
is northbound.  This also allows French operators to pick up back loads at low rates 
in the UK to allow for re-positioning of trailers back to France.  French hauliers also 
have the advantage of being able to operate in the UK using cheaper French diesel, 
which allows them a competitive advantage over UK hauliers. 

16.	 In 2003 some 93% of traffic (by weight) was carried accompanied with 72% of total 
ro-ro freight carried on the route travelling northbound.  In total about 18% of all 
units are carried empty, although about 29% of southbound units are empty as 
some French hauliers are forced to return trailers empty to France.  The table below 
gives the full breakdown. 

Table 3: Breakdown of Accompanied Newhaven – Dieppe RoRo Traffic 2003

 Northbound Southbound Total 
Loaded units (Thousands) 17 12 29 
Empty units (Thousands) 1 5 6 
Total units 18 17 35 

Freight tonnes (Thousands) 302 116 419 

Source DfT Maritime Statistics & MDS Transmodal 

Dieppe - Hinterland Connections 

17.	 The Dieppe – Newhaven route offers the shortest crossing time on the eastern part 
of the Western Channel at 4.5 hours, compared with 5.5 hours from Le Havre to 
Portsmouth and 9 hours from Radicatel to Southampton.  From the Paris area 
competition between Dieppe, and Le Havre is strong.  While Dieppe has 
geographical advantages for traffic from the Paris area it experiences strong 
competition for traffic from the area north of Paris from the short crossings via 
Calais or the Channel Tunnel, which offer crossings of one hour or less. 

18.	 On the Western Channel there are two distinct groups of Normandy ports, those 
that offer an ‘average’ crossing time (Dieppe and Cherbourg) and the ports that 
offer a longer crossing time (Caen, Radicatel, and Le Havre). 

19.	 Cherbourg and Le Havre (Basse-Normandie) are mainly used by carriers located in 
the Atlantic regions of Pays de la Loire, Poitou Charentes and Aquitaine. 

20.	 Dieppe and Rouen (Haute-Normandie) are used by carriers from Bourgogne, 
Centre and Rhone-Alps. 

21.	 However the area around Paris represents the biggest source of freight and Dieppe 
provides a geographic advantage over the other Haute-Normandie ports for traffic 
from this region. 



22.	 Two new motorways are planned to open in late 2005 and 2006.  The new route 
between Alencon and Rouen will offer a good connection between towns such as 
Le Mans and Angers and could increase competition between Dieppe and 
Cherbourg. A further motorway between Tours and Le Mans will extend the 
hinterland south to improve connections to Poitou-Charentes, Aquitaine and Midi 
Pyrenees. 

23.	 For cargoes originating in Orleans, Rouen and Le Havre have an advantage over 
Dieppe because of transport distances.  Nevertheless from the Paris area all the 
ports between Caen and Dunkerque could be used. 

Newhaven – Competitor Ports 

24.	 Given its location Newhaven’s key competitors are Portsmouth and Southampton in 
the unaccompanied market and Portsmouth, Dover and the Eurotunnel Shuttle 
service in the accompanied trades.  To a lesser extent, services from Poole and 
Plymouth also provide competition for the Newhaven-Dieppe route.  On the French 
side competition is likely to come from Calais, Le Havre and Caen. 

25.	 Channel Freight Ferries is operating an unaccompanied ro-ro service between 
Southampton and Radicatel which appears to be prospering which indicates that 
there is demand for an unaccompanied market on the Western Channel. 

Policy Initiatives - The Working Time Directive (WTD) 

26.	 Under the WTD, (implemented in April 2005), drivers working a daytime shift are 
limited to a 48 hour working week, taken as an average over a four month period. 
Drivers can exceed this limit each week up to a maximum of 60 hours per week 
providing the 48-hour average is maintained.  For night shift working a driver cannot 
work more than 10 hours per shift.  Working time is defined as when the driver is at 
the disposal of his employer, however time spent on a ferry crossing is not included. 

27.	 The effect on individual operators will depend on the routes and the nature of the 
operations being undertaken, however it is felt that the major impact will be to 
reduce the average length of the shift available for driving.  The strategies that 
individual employers may adopt to remain competitive is not yet known but on the 
assumption that they would wish to avoid employing more drivers, given the present 
shortage, employers are likely to favour routes that minimise the amount of working 
time required. 

28.	 We believe therefore that the larger European operators with depots in a number of 
European locations could increasingly use unaccompanied trailers, and despatch 
trailers on the longer unaccompanied ferry crossings.  The smaller operators 
continuing to use accompanied trailer operations could seek to minimise working 
time (and thereby increase rest periods) by making more use of longer channel 
crossings. 

Congestion-charging  

29.	 The UK Government is considering introducing a system of congestion charging in 
the future, which is likely to have variable charges according to the type and level of 
congestion on particular sections of the road network and would also be variable by 
time of day. This is likely to increase the cost of using more congested roads and 
may assist Newhaven to a limited extent, given the traffic conditions on the M20, for 
example. 

30.	 The UK Government was going to introduce a Lorry Road User Charge (LRUC) in 
2008 on a revenue neutral basis for UK road hauliers.  This would have removed 
the market distortion whereby overseas hauliers can cross the Channel using the 
shortest crossings to operate in the UK domestic market using cheaper Continental 
diesel. However, the Government has decided to cancel the LRUC, given its 
intention to introduce congestion charging for all users at some point in the future.  



Forecast Freight Volumes to 2015 

31.	 The effect of policy changes will work to increase driver’s rest periods and reduce 
working times and is likely to lead to a loss of market share in the Dover Straits 
routes. This will be to the benefit of operators using the longer sea crossings 
including Newhaven-Dieppe for both accompanied and unaccompanied trailers. 

32.	 Previous work carried out for east Sussex County Council using the MDS 
Transmodal ‘GB Freight Model’ show an increase of 50% (to approx 52,000 units) in 
units moved between 2003 and 2015 utilising the present ships.  This increases to 
170% (or 91,000 units) if new ships are used. 

33.	 Based on the modelled results, there would appear to be long term potential for 
traffic growth in the Newhaven-Dieppe service.  The continued existence of the 
service will of course be dependent on how soon Transmanche Ferries becomes a 
profitable operation. 

The Scrap Market 
34.	 Steel producing electric arc furnaces (EAF) need scrap steel as raw material so the 

demand for ferrous scrap is driven by the demand for steel. The table below gives 
UK import and export volumes for the last five years. 

Table 4:  Imports and Exports of Scrap 

(Thousand Tonnes) 

1999 2000 2001 2002 2003 
Imports 151 190 164 118 140 
Exports 3,573 4,382 4,817 5,555 7,219 

Source:  	Steel Statistical Yearbook 2004: (International Iron and Steel  Institute) 

Scrap Imports and Exports 

35.	 As can be seen import volumes have been relatively low and stable over the last 
five years. Most of the imported material is made up of specialist steels. 

36.	 Export volumes have risen substantially over the same period with volumes more 
than doubling since 1999. Between 1994 and 1999 export volumes were stable 
around 3.5 million tonnes per year, but increasing demand, especially in the Far 
East has seen prices and export volumes rise.  Although the main driver is demand 
in China the majority of UK scrap is exported to less distant locations where 
shipping costs are still competitive, such as Europe, (Spain and Portugal), Turkey, 
and Egypt. The demand in China itself has tended to draw in scrap arisings from 
Malaysia, Indonesia, India, Pakistan and the Middle East causing a ‘knock-on’ effect 
and increasing the demand for UK scrap. 

Consumption of Scrap and Scrap Arisings 

37.	 The International Iron and Steel Institute estimated scrap consumption in the UK for 
2003 as 4.8 million tonnes and the apparent domestic supply of scrap in the UK as 
11.9 million tonnes. 

38.	 Prior to 1999 approximately two thirds of UK scrap arisings were consumed in the 
UK with approximately one third being exported.  This ratio has now changed with 
one third of arisings being used in the UK and the remaining two thirds now going 
for export.  The nature of the arisings has also now changed, whereas previously 
they were largely made up of demolition waste from derelict industrial plant and 
redundant factories, present day arisings come from post consumer waste such as 
end of life vehicles and white goods which produce ‘shredded scrap’.  This change 



in the source of scrap is seen as creating a limit on future UK arisings that are 
expected by the trade to remain at current levels for the foreseeable future. 

Major Players in the UK Scrap Market 

39.	 There are two major scrap dealers and traders in Britain who dominate the market.  

40.	 EMR (European Metal Recycling), based in the north of England, handle around 6.0 
million tonnes of scrap each year through 60 UK sites of which over 3.5 million 
tonnes is exported, the majority of which (1.5 million tonnes per year) is through the 
port of Liverpool.   

41.	 Sims Metals base their operations in the south of England and South Wales and 
handle about 2.0 million tonnes of ferrous scrap every year. 

42.	 A further Liverpool based operator is S. Norton Ltd who export around 1.0 million 
tonnes per year through Liverpool. 

43.	 Other export locations exist at ports in Cardiff, Newport, Newcastle, Southampton, 
Newhaven and at many other smaller ports. 

Scrap handling at Newhaven 

44.	 Jordans are the major scrap operator and exporter at Newhaven and have a depot 
for their Export Division at North Quay.  Other inland depots are located at 
Winchester, Portsmouth, and the Isle of Wight.  They handle approximately 500,000 
tonnes of scrap per year through their four depots. 

45.	 There is also a smaller facility on East Quay operated by the port company itself. 

Future Effects on Port Facilities 

46.	 With the relatively recent shift in UK scrap arisings to post consumer material and 
end of life vehicles the scrap market in general is regarded as in a ‘steady state’ 
with the present volume of UK arisings likely to be maintained for the foreseeable 
future. There are no indications that export volumes are likely to increase 
substantially given that there is a finite volume of arisings in the UK.   

47.	 The only likely increase in export volume will come from a fall in UK demand 
caused by the closure of UK based electric arc furnaces.  Even this is unlikely as all 
the independent steel producers have recently been taken over by new owners who 
have made investments in their facilities with a view to the longer term. 

Conclusion 

48.	 The scrap sector is considered to be in a ‘steady-state’ and this situation is likely to 
be maintained for the foreseeable future.  Because UK scrap arisings are now post-
consumer material there is not likely to be a substantial increase in supply in the 
short or even the medium term.  However in the longer-term further rationalisation 
of UK steel making and closure of EAF’s may make more scrap available to the 
export market.  

49.	 There is also further scope for the export of scrap material to the Far East and 
especially China in empty containers, and if this method of transport becomes more 
popular the requirement for ports handling scrap in bulk will be eased. 

50.	 The requirement for scrap export facilities at Newhaven is likely to continue in the 
medium term and the increasing global demand for scrap will ensure that the 
smaller operators such as Jordan’s, serving local catchment areas are likely to 
maintain their position in the market. 

Aggregates 
51.	 The construction industry is an important sector of the UK economy. Although 

increasing quantities of alternative materials (around 65 million tonnes in 2002) are 
being used, large amounts of construction materials (248 million tonnes in 2002) 



are also required, these include sand and gravel for concrete, and crushed rock for 
road construction and maintenance. 

52.	 The UK is a net exporter of primary aggregates.  This is mainly through landings of 
marine dredged sand and gravel in Europe.  

53.	 Crushed rock is also transported by sea to destinations in England, the majority of 
which comes from the Glensanda quarry in Scotland, which is operated by Foster 
Yeoman. The quarry is currently producing about 6 million tonnes per year. 
Material for the South East of England is discharged at Foster Yeoman’s ‘Virtual 
Quarry’ on the Isle of Grain from where it is processed and delivered to other ports 
and end users in southern and eastern England by barge or rail. Glensanda also 
serves other terminals at Liverpool, Greenock, Southampton, Great Yarmouth and 
in Europe. 

Aggregates Production and Use in the UK 

54.	 By the end of World War II aggregate production in the UK was 51 million tonnes 
and following the war there was a steady increase in demand reaching a peak of 
256 million tonnes in 1973.  The latter part of the 1970’s and early 1980’s saw a 
rapid decline due to worldwide recession but the mid 1980’s saw a period of 
recovery during the housing boom leading to another peak in 1989/90 of 300 million 
tonnes. This was relatively short lived and aggregate demand declined to 215 
million tonnes in 1996.  Since then demand has remained more or less steady. 

55.	 Road construction, repair and maintenance are responsible for around 32% of 
aggregate use closely followed by housing construction, repair and maintenance at 
around 28%.  These two sectors account for 60% of total demand and the 
movements of aggregates within the UK will be directly related to expenditure in 
these two areas. 

Sea Dredged Aggregates 

56.	 In 2003 the UK marine aggregates industry dredged approximately 22 million 
tonnes of sand and gravel from UK waters and, of this total, 14.3 million tonnes of 
aggregates were landed in the UK.  The majority of this is moved into the South 
East, Greater London or the East of England.  This pattern of movement not only 
reflects the major areas of demand in terms of population density and construction 
activity, but also the main producing areas for sand and gravel in the Southern 
North Sea and the English Channel.  The British Marine Aggregates Producers 
Association has estimated that at present rates of extraction there are sufficient 
reserves for another 50 years. 

Conclusion 

57.	 RMC/Tarmac operate an aggregates terminal and an asphalt plant on North Quay.  
All indications are that the future requirement for raw materials for housing and for 
road building/maintenance will ensure that aggregates handling maintains its 
position as one of Newhaven’s major traffics. 

Waste and Recycling 
58.	 The Energy from Waste plant proposed for the northern boundary of the port is 

thought to require rail-handling facilities for waste containers.  Although it is located 
almost adjacent to the main rail line a siding is unlikely to be constructed in the 
short term. The operators (Onyx) are likely to use the railhead at the port for 
discharging containers of waste for incineration and for the loading of empties or 
containers of ash.  From the rail head at the port containers could be transferred the 
short distance to the Onyx facility by lorry.  In the longer term the port could become 
an import terminal for seaborne containers of incineration material. 



Conclusion 

59.	 In the longer term the establishment of an Energy from Waste plant could act as a 
catalyst for the establishment of other recycling industries in the area, which could 
sort and re-process close to the Onyx site and have a ready disposal route for those 
waste products which cannot be recycled.  There would also be the possibility of 
synergies with the present scrap facilities operated by Jordan’s. Further 
development could lead to the importation of waste materials through the port for 
recycling. 

The Fresh Produce Market 
60.	 The port has a long history of handling fresh and chilled produce and has 14,000 

square metres of temperature-controlled storage available.  Chilled products and 
fresh produce imports are now concentrated in major import locations e.g. 
Sheerness and Southampton where the major players have concentrated their 
investments including back up services such as ripening centres. 

61.	 Following these investments and the strong emphasis on high levels of quality 
control for produce it is unlikely that the major importers would be willing to shift 
their operations to Newhaven. 

Conclusion 

62.	 Although temperature controlled sheds are available in Newhaven they are 
somewhat dated and are clad in asbestos which is likely to deter future fresh 
produce users.  They are however ideal for the storage of other dry cargoes. 

Forest Products 
63.	 The majority of forest products imported into the UK come from Scandinavia and 

the Baltic region.  The table below gives the major sources of forest products for the 
UK. 

Table 5: UK forest products imports and sources 

Product Major Sources 

Sawn Softwood Sweden, Latvia, Finland 

Sawn Hardwood Latvia, Estonia, United States 

Plywood Brazil, Indonesia 

Particleboard and 
Fibreboard 

European Union, Especially France and 
Germany 

Wood Pulp Canada, United States 

Paper and 
Paperboard 

Sweden Finland, Germany 

64.	 Sources for imported forest products and especially sawn softwood have changed 
substantially since the early 1990’s and have switched from Canada to the Baltic 
region.  Canadian imports, from both the east and west coasts of Canada, were 
carried in ships of up to panamax size (up to approximately 50,000 tonnes carrying 
capacity) to reap the maximum economies of scale possible, and tended to use the 
larger UK west coast ports.  The shift towards closer sources in Eastern Europe and 
Scandinavia has driven the demand for smaller ships (up to approximately 5,000 



tonnes carrying capacity), and the demand for port facilities on the south and east 
coasts of the UK. 

The European Forest Sector Outlook Study (EFSOS) 

65.	 The European Forest Sector Outlook Study presents long term trends for supply 
and demand of forest products to 2020. 

66.	 The study derived growth rates for consumption in various countries (including the 
UK), related to various forest products including sawnwood, and wood based 
panels. These are shown below. 

Table 6: Compound Annual Growth Rates of UK Consumption of Forest Products, 
2000-2020 

 Growth Rates 

Sawnwood +0.7 

Wood based +1.2 
panels 

Source: European Forest Sector Outlook Study 1960-2000-2020-Main Report 
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67.	 The DfT’s Maritime Statistics for 2004 shows that Forestry products handled in a 
conventional form amounted to 10.6 million tonnes.  This was made up of 10.4 
million tonnes of imports and only 0.2 million tonnes of exports. 

68.	 Newhaven at present handles no forest products but an examination of other ports 
in the region shows that a demand exists in the south of England for forest products 
handling facilities. For instance Shoreham handled 244,000 tonnes of forest 
products in 2003 and 226,000 tonnes in 2003.  Poole handled 27,000 tonnes in 
2004 and 18,000 tonnes in 2003.  Although tonnages fell between 2003 and 2004 
the growth rates shown in the table above indicate that in the longer term UK 
consumption is set to rise.   

Conclusion 

69.	 The indications are that consumption of forest products is growing at a steady rate 
and that there is a market for forest product handling facilities in the area.  This is a 
very competitive sector and in order to compete Newhaven will have to offer very 
attractive prices. However good quality undercover storage facilities exist for the 
warehousing of kiln dried timber and board products and ample areas are available 
for open storage. 

70.	 Given the obvious requirement for timber handling facilities in the area, the 
availability of storage, the low level of expertise required for handling and the fact 
that forest products move in relatively small ships there is no reason why Newhaven 
could not capture a reasonable proportion of the timber and forest products traffic 
that is destined for the south of England. 

Port Operations, Locations and Expansion Options 
71.	 The operations at North Quay (scrap, aggregates and potentially waste/recycling 

materials), would appear to be ideally located in terms of their present scale of 
operations and potential future synergies between the operators.  The location of a 
rail line in the vicinity with the long-term potential of establishing rail sidings is an 
added advantage.  This is especially valid for the Energy from Waste plant. 

72.	 The area between the swing bridge and the existing ro-ro terminals is believed to be 
available for development for other than port related use and bearing in mind the 



presence of listed buildings in the area and the division of ownership between Sea 
Containers and Newhaven Port and Properties it is unlikely that port related use 
would become attractive. 

73.	 On the basis that the expected growth in cross channel traffic materialises the core 
area of the port at East Quay and at the ro-ro terminals is likely to grow in 
importance for port traffic.  There is also the option to develop the area just inside 
the East Pier to allow for expansion for the handling of general cargoes.  This 
location has the advantage of a large area of back up land. 

Overall Conclusions 

Ro-ro Services 

74.	 The effect of changes in the regulations affecting the European haulage industry 
and, in the longer term, the possible implementation of congestion-charging in the 
UK, is likely to lead to some loss of market share in the Dover Straits routes.  This 
will be to the benefit of operators using the longer sea crossings including 
Newhaven-Dieppe for both accompanied and unaccompanied trailers. 

75.	 There is clearly long term potential for growth in the Newhaven-Dieppe ro-ro 
service. The continued existence of the service will of course be dependent on how 
soon Transmanche Ferries becomes a profitable operation. 

Scrap Handling 

76.	 The scrap sector is considered to be in a ‘steady-state’ and this situation is likely to 
be maintained for the foreseeable future.  However UK scrap arisings are now 
made up of post-consumer material there is therefore unlikely to be a substantial 
increase in supply in the short or even the medium term.   

77.	 The requirement for scrap export facilities at Newhaven is likely to continue in the 
medium term and the increasing global demand for scrap will ensure that the 
smaller operators such as Jordan’s serving local catchment areas are likely to 
maintain their position in the market. 

Aggregates Handling 

78.	 All indications are that the future requirement for raw materials for housing and for 
road building/maintenance will ensure that aggregates handling maintains its 
position as one of Newhaven’s major traffics. 

Waste and Recycling 

79.	 In the longer term the establishment of an Energy from Waste plant could act as a 
catalyst for the establishment of other recycling operations in the area, There would 
also be the possibility of synergies with the present scrap facilities operated by 
Jordan’s. Further developments could lead to the importation of waste materials 
through the port for recycling. 

Fresh Produce 

80.	 Although temperature controlled sheds are available they are dated and are clad in 
asbestos it is therefore unlikely that importers of fresh produce could be attracted to 
the existing facilities at Newhaven.  The existing sheds are however ideal for the 
storage of other dry cargoes. 

Forest Products 

81.	 The indications are that consumption of forest products in the UK is growing at a 
steady rate and that there is a market for forest product handling facilities in the 
area. Good quality undercover storage facilities exist for the warehousing of kiln 
dried timber and board products and ample areas are available for open storage. 
There is no reason why Newhaven could not capture a reasonable proportion of the 
timber and forest products traffic that is destined for the south of England. 



APPENDIX 4 


Development Appraisals 






THE ECONOMICS OF RESIDENTIAL 
DEVELOPMENT IN NEWHAVEN 

1. 	 The key determinants of financial viability are the the worth of the land for the form 
of development proposed, and the potential pace of development.  The assessment 
of worth requires judgement of: 

• The price that might be obtained for the completed development 

• The cost of construction 

2.	 In this case, it also requires some assessment of the precise intentions and appetite 
for risk of the developers who might be involved.   

3.	 In what follows we have adopted a 'belt and braces' approach. We have undertaken 
an appraisal of the worth of the type of development that we think might be 
undertaken and adjusted the figure to make allowance for ground conditions.  
Residual worth appraisals are hyper-sensitive to the price and cost  assumptions so 
we have checked our conclusions by comparing them with data from the Valuation 
Office Agency on land prices generally and also with anecdotal information from 
estate agents. The key to the development of the business park is the pace of 
development and the phasing of infrastructure and in this connection new have 
considered cash flow issues.  

 Railway Quay 
4. 	 As we understand it this comprises land now owned by Oakdene Homes plc and 

land owned by the Port, estimated at 1.7 ha and 3.8 ha respectively, together with 
around 1.5 ha to the east of the station which is probably in a variety of ownerships. 
. 

5. 	 In October Oakdene announced that they had: 

“exchanged contracts with Sea Containers plc to acquire Newhaven 
Marina, West Quay and Railway Quay in Newhaven, East Sussex, a 
total site of 8.8 hectares or 19.7 acres, for a consideration of 
£11.25m, payable in cash”.   

6. 	 They seemed to be anticipating a seven year development timetable, and said that : 

“planning permission has already been granted for 120 apartments and six 
shops on an area of 1.5 acres, with further planning applications to be made 
over the coming months. It is expected that planning permission will be 
granted for up to 640 residential units and 30,000 square feet of leisure and 
recreational facilities.  Apartments from the first phase of development will 
commence building in January 2006 and will be available for occupation 
early in 2007. Oakdene intend to retain the existing marine facility and to 
improve this, whilst at the same time developing the facility at West Quay 
and Railway Quay”. 

7. 	 This implies a density in excess of 80 homes per ha., and we assume that they are 
considering density of this order on Railway and East Quay.  We are unconvinced 
that the economics of very high density development will prove attractive especially 
if generous provision of public open space means that the high rise flats form a 
major part of the offering.  This is because: 

• High rise flats cost more to build and require the additional space for lifts etc.    



•	 The market for flats is limited since they do not always appeal to families. 

•	 It is difficult to complete any sales in blocks of flats until the whole building is 
completed. So they tie up the developer's capital and have a deleterious effect on 
cash flow and the annual return on capital employed.  

•	 High rise flats can generate a demand for parking, either met by surface provision 
which consumes development land or in expensive undercrofts. 

8.	 We have assumed a mixed development of low rise flats and terraced and semi 
detached houses at a density of 70 units per ha.  We do not believe that our 
conclusions are particularly sensitive to any increase in density above this.  

9.	 Our analysis of the residual worth of developable residential land around Railway 
Quay in Newhaven is set out in Tables 1 below.  In the following section we 
consider the key variables in this calculation, firstly the value of new homes and 
secondly the costs of development. 

10.	 The biggest single determinant of residential land values is the price per square 
metre that can be obtained for the completed homes.  Land Registry data shows 
average prices at Newhaven of £187,000 for semi detached housing, £158,000 for 
terrace property and £106,000 for flats. But these figures will primarily relate to 
second hand property. Experience elsewhere is that new property can typically 
command a premium of around 20% over average local prices, so that new housing 
in the same categories might command £224,000,  £190,000 and £127,000 
respectively.  This approach to calculating price has two drawbacks.  Firstly, we 
have no data on the size of the average house in Newhaven to calculate  on a pro 
rata basis and secondly the 20% uplift figure is a generalisation which might not 
apply to the specific conditions in Newhaven and the sites in question.  

11.	 Better evidence can be obtained from sales from recently completed developments.  
We have gathered information from local estate agents and newspapers, with the 
usual disadvantage that while asking prices are known, selling prices are harder to 
ascertain. Also, we have not been able to inspect any of the properties we have 
used as exemplars below and are thus unaware of any specific issues that might 
affect the use of the price for comparative purposes.  In all cases areas we have 
tried to assess the value per square metre of the gross internal area of the dwelling. 
This includes internal lobbies, corridors and bathrooms, but not the external 
circulation space in blocks of flats.  There were a variety of flats and houses on offer 
but no newly completed housing schemes in Newhaven itself so conclusions have 
to be treated cautiously.  

12.	 Salient examples were:  

•	 A very small two bed flat in Riverside Court comprising perhaps 45 sq m gia was  
recently offered for £110,000, equivalent to £2,400 sq m.  

•	 Asking prices for flats at St Martins Court which do not enjoy sea views but which 
comprise a 'character' development seem to be  £2,800 sq. m. - £3,000 sq. m. 
range.   

•	 A local estate agent advised that a 2 bedroom flat in Persimmon's Mariners Wharf 
development was sold for £165,000 last year having failed to attract interest at 
£185,000. The importance of the view can be judged from the current asking price 
of £235,000 for another unit on the development. We conclude that best current 
values there are around £3500 sq. m . 



 

•	 An older flat on Fort Road with a sea view, balcony and garage commanded 
£200,000, that is  around £3000 sq. m.   

•	 Larger, newer and reasonably well located houses in Newhaven itself seem to be 
selling in the £230,000 - £260,000 which are unsurprisingly ahead of the 
averages suggested by the Land Registry, This price range suggests underlying 
values of around £2,500 - £2,600 sq. m .  

•	 Further along the coast in Seaford,  Barratt's Vista  development comprises well 
specified houses. Prices start from £320,000 for a 3 bedroom townhouse.  The 
design makes use of the roof void to add space which increases floor area but 
does not produce a commensurate improvement in pro rata value, which limits 
their comparability on a pro rata basis. 

13. 	 The scale of potential development at Railway and East Quay will give the 
developers the chance of creating a new housing environment and potentially 
increasing the value of the new property. It also has the benefit of proximity to the 
shops and train station although these are not good quality in Newhaven. On the 
other hand while the outlook includes a river view it is relatively unattractive by local 
standards. We conclude that a developer might anticipate that both flats and 
houses at Railway Quay might fetch around £2,900 sq m.  Townhouses would 
command a lower pro rata price pro rata, offset by lower pro rata build costs.  

The Cost of Residential Development in Newhaven  

13.	 We anticipate that the developer will want to create a wide range of dwellings in 
order to maximise the number of units sold per year and thus the annual return on 
the capital invested invested. This is usually more important to a house builder than 
the overall margin on cost as a measure of profitability. So the development model 
used in Table 1 assumes a mixed development of flats and houses.  

14.	 As it stands most of this site is covered by hardstanding and there are some listed 
buildings which will be retained.  We assume that the ground covered by the 
hardstanding is made up, with the river wall also serving a retaining wall function. 
Any fill is probably overlaid on the alluvial clays that are typical in this area, and 
these can form a thick belt over firmer strata.  We do not have good geological or 
engineering information but  it is clear that this will add to costs, possibly by around 
£100 sq m to £200 sq m or even more for a piled solution depending on the the 
specific conditions, the nature of the building proposed and the construction solution 
involved. One alternative that the developers might consider is using raft 
foundations, but this can be risky on sites where differential settlement can be  
expected. 

15.	 We have not had the opportunity to inspect the river wall but understand that this is 
not in particularly good condition. We have assumed that you will wish to see this 
repaired as part of any adjacent development.  This will particularly affect the 
Oakdene land since they own the longest section of river wall on Railway Quay. 

16.	 We have assessed the basic build cost for the residential units using published data 
on average costs and benchmarking studies from Quantity Surveying practices. For 
houses, we have assumed a basic build cost including external works of £950 sq m 
to provide a good quality specification and an allowance for additional foundations 
on made ground.  For flats we have assumed a basic build cost of £1,050 sq m on 
the assumption that the provision would be low rise walk up blocks without lifts and 
again assuming additional  foundations.  An additional £350,000 per ha (or 
£1,843,000) has been allowed as a crude provision for repairs to the river wall, 
breaking out existing hardstanding and where necessary improving the ground. We 



have no empirical basis for this provision and its adequacy will depend on what is 
proposed.  

17.	 The result is a land worth of approx. £2,720,000 per ha. gross of site specific and 
exceptional costs in current prices and of development. Table 2 below sensitises 
this conclusion to changes in costs and values of up to 5% either way.  If the range 
is increased to 10% the maximum spread is £1,370,000 to £4,260,000. 

18.	 There are two basic cross checks for figures of this type.  

•	 A residential developer's rule of thumb is that the price paid for land should be 
around one third of total sales values, varying according to local and site specific 
factors. In this case if the affordable housing requirement is stripped out the 
appraised worth is 35% of sales, with additional build costs offset by higher 
density development. 

•	 While the Valuation Office Agency doesn't provide housing land price data for 
Newhaven it does provide data for areas with comparable current house prices. 
For instance their current Report suggests that in Folkestone where house prices 
are broadly comparable with Newhaven, large sites  are around £1,900,000 ha. 
And in Eastbourne where prices are generally higher, they report values of 
£2,000,000 for bulk sites and up to £2,850,000 for sites for flats. Earlier reports 
suggested that a lot of this land was brownfield which would depress prices.  

19. 	 This is in any event a highly theoretical estimate and it can't be applied to the 
entirety of the site area.  In practice there are further complications: 

•	 The cost impact of any proposal to retain the listed buildings will depend on their 
suitability for conversion in terms both of layout and current condition.  We would 
expect there to be a real but limited market for a limited number of character 
'lofts'. 

•	 There will be a requirement for public open space and the extent of this is 
currently unknown. This will reduce the amount of land actually available for 
development.  

•	 The existing buildings on the east side of the railway will have a current use value 
which could well exceed the development worth of the underlying land.  

•	 The Port land has less river frontage and might therefore be less suited to the 
development of flats.  

20. 	Our experience suggests that the market for residential land is very competitive and 
that the prices achieved particularly for smaller plots can be surprisingly high given 
the fundamental economics of development. On the other hand appraisals of this 
type can underestimate additional costs and risks.  On balance and particularly 
taking into account the Valuation Office Agency data from Eastbourne and the price 
paid by Oakdene we conclude that the risk of error in terms of the conclusion we 
have drawn is on the downside, and that the residual worth of the developable land 
after all costs have been taken into account is more likely to be below the indicated 
figure of £2,710,000 per hectare than above.  



Table 2  Residual Appraisal – Sensitivity 
Value 

Cost Minus 5% Base Case Plus 5% 
Plus 5% 2100 2520 2950 
Base Case 2380 2810 3240 
Minus 5% 2680 3110 3540 

TABLE ONE        Newhaven Site C Residential Summary Appraisal 

70 units averaging 75 sq m each on 1 ha. 
Assume 65% of space is flats & 35% is houses 
Assumes 15% circulation space in blocks of flats 

Rate £ Total 
Completed Development Value 
Total Floorspace Per ha. 5250 of which: 
Market Housing 1378 £2,900 £3,996,563 
Social Rented Housing 306 £715 £218,969 
Intermediate Housing 153 £2,030 £310,844 
Market Flats 2175 2900 £6,308,859 
Social Rented Flats 483 715 £345,656 
Intermediate Flats 284 £2,030 £577,281 

4781 
Net Receipt £11,758,172 

Development Costs 
Land Price £2,720,000 
Land Purchase Costs 5.00% £136,000 
Building Cost Houses M2/ £ M2 1,838 £950 £1,745,625 
Building Cost Flats M2/ £M2 3,412 £1,050 £3,582,600 
Other S106 costs (Say) £350,000 
Fees (% of all construction) 10.00% £639,387 
Marketing 3.50% £360,690 
Other Costs (% of build costs) 5.00% £266,411 
Developers profit (% of cost) 20.00% £1,960,143 

Total Costs £11,760,856 

Quantum M2 

21. 	 We do not have a reliable means of judging the level of potential sales of residential 
property in Newhaven.  Conventionally, developers would consider it possible to 
sell between one and two units a week into a market this size.  Oakdene have 
referred to a seven year timetable for 760 homes so they are at the top end of this 
range but will include the social rented element.  A check on the current offer from 
Newhaven's estate agents also doesn't suggest that local market turnover is high.  
We do not believe that a scheme this size would leave much surplus capacity to 
absorb additional housing in the market.  It is therefore questionable how quickly 
they will want to commence development on their sites on the east of the river and 
this must also impact on the timing of any proposals for the port land.  

22. 	 Our conclusions are: 

• Residential development of the land on Railway and East Quay should be viable.  



•	 The real worth will critically depend on the requirement for open space. The 
viability of development on the Oakdene land will also hinge on the condition of 
the listed buildings and the extent of requirements to retain them, and the ease of 
repair of the river wall.  

•	 It is not clear how quickly development can come forward in the context of the 
limited capacity of the local market to absorb new housing.  

23. 	 Recent research suggests that people value the local character provided by the 
retention of older buildings and in terms of design and environmental amenity the 
development of Railway Quay in particular will set a standard for later 
developments to the south.  This is important not only because it provides a quality 
benchmark but also because higher value development later should generate 
higher land values which should lead to the potential for higher levels of planning 
gain. It is a virtuous circle.    We would therefore suggest that if it appears that there 
will not be undue engineering complications on the site, that planning conditions 
should be focused on retaining the older buildings if practicable and ensuring a high 
quality scheme as a priority rather than on securing other benefits.  

 Business Park Site 
24.	 As it stands this site is earmarked for B1/B8 use.  We understand that the developer 

has proposed that part of it should be allocated for residential use. 

25.	 The market for industrial and distribution space within the town is active but limited.  
We analysed the EGi database to establish the total floor area of reported deals 
over the last six years, within a five mile radius of Newhaven. 

26. 	 The results were:  

2005 4832 sq m  

2004 1779 sq m  

2003 2200 sq m 

2002 1473 sq m  

2001 2534 sq m  

2000 3948 sq m 

Average 2794 sq m  


27. 	 A survey of local agents suggested that demand was greatest for smaller units. This 
is typical, with demand in the UK currently focused on the extreme ends of the size 
range. They suggested that these could fetch £80 sq m.  in Newhaven. Both 
demand and price fell away as unit size increased with responses suggesting 
rentals of around £65 sq m for the existing 500 sq  units. Land values were 
reportedly £750,000 ha to £1,000,000 ha.  A key factor in this connection will be the 
quality and depth of the bearing strata for the foundations and we have no 
information on the value of specific sites which we can analyse in this connection.  

28. 	 The EGi database covers smaller units in a range of qualities, and larger units 
which are on average older.  It records that rents of around £85 sq m have been 
obtained on the basis of short leases for the small 104 sq m units on New Road and 
that some of these have been sold on a freehold basis for around £1,200 sq m.  
(The implied yield to the investor is 7%).  Earlier transactions appear to have been 
for slightly lower rents.  Freeholds of the older (converted?) units at Willow Estate 
on Avis way appear to have commanded around £1,050 sq m again suggesting 
yields of around 7%.  We expect the capital values of smaller units to improve 
following the introduction of the new rules on private pensions in 2006.  



 

 

29. 	 There are no new large units to provide value benchmarks. On Avis Way, units in a 
range of sizes ifrom 150 sq m to 1000 sq m in what appears to be a converted and 
sub divided building are being offered at rents of around £65 sq m.  This sounds 
quite high.  The relatively modern Unit E on the Hawthorn Estate is on offer at £55 
sq m for a 445 sq m unit. Older units in a comparable size range on the Rich 
Industrial Estate are being offered at £54 sq m.  We must stress that we have not 
inspected these properties to check comparability and are relying on second hand 
data. In comparison at the Cliffe Estate in nearby Lewes four modern light 
industrial/warehouse units are to let in a range of sizes from 450 sq m to 2184 sq m 
at a rental of £70 sq m.  Rents on this estate seem to be typically marginally higher 
than in Newhaven. 

30.	 It is useful to compare the value of the oldest buildings and industrial hard standing 
because in some cases these provide a guide to the value of brownfield 
development land. The Gamble waste facility comprises a dilapidated 1768 sq m 
open sided steel shed on 1.17 ha of land. It is being offered to lease for £110,000 
p.a., suggesting an investment value that we would expect to comfortably exceed 
£1,000,000.  

31.	 The value of industrial and warehouse property will depend on a variety of factors. 
From the developers point of view, it is a bigger risk to develop larger units. There 
appears to be less demand for them and they require a greater capital commitment. 
On the other hand building costs are lower pro rata and there is a greater prospect 
of securing a substantial tenant on a longer lease.  

32. 	 In this context it is worth revisiting the take up figures for the Newhaven area which 
we extracted from the Egi database.  The average figure over the six years is 2,794 
sq m p.a. and most of this was second hand space.  The high figure for 2004 
reflected inclusion of a 3000 sq m dilapidated shed in North Quay Road.  Any new 
scheme might address a wider market although comparative data for a three mile 
radius around Lewes does not suggest that this is significant. ( Figures respectively) 
nil, 1370, 1248, 1057, nil, 3162 average 1,140 sq m).  Elsewhere in the vicinity there 
were a few reports of transactions on the Meridien estate in Peacehaven and none 
in Seaford.  It is possible that the lack of take up is a result of the lack of supply as 
well as a lack of demand and we are aware that there are constraints on the supply 
of space in Brighton, although that has been the case for some years. But it does 
strongly suggest that there is a limit on the demand that it is reasonable to expect 
and that developers will be wary of committing to speculative development if larger 
units. There is a healthy market for larger units nationally, but most of these are 
used for distribution purposes and Newhaven's location next to the sea, without a 
360 degree hinterland radius,  coupled with poor road access reduce its attractions 
to distribution forms other than those who see value in access to the port. 

33. 	 We would expect a developer to adopt a strategy based on a mix of small units 
coupled with the creation of serviced sites for bespoke development.  The latter is 
relatively low risk / low margin activity.   

34. 	 We conclude from the above that new smaller units might command a rental of £90 
sq m and a freehold price of £1300 sq m. Larger units of (say) 500 sq m might 
command a rent of £70 sq m,  comparable with the best second hand space in 
Lewes and a capital value of £1050 sq m depending in the case of investment sales 
on the lease and the quality of the tenant.   On this basis if there were no site 
specific and exceptional costs we we would expect the land to be worth what we 
were advised by the estate agents, i.e. between £750,000 per ha and £1,000,000 
ha. Our analysis suggests that the higher end values will only be achieved for 
development of smaller units or where land or units can be sold freehold or on a 
pre-let basis.   



35. The conclusion is shown in the residual appraisal in Table 3 which is sensitised in 
Table 4 

Table 3 :  Newhaven Industrial & Distribution Scheme 
Quantum Rate £ Total 

5,000 £1,050 £5,250,000 

5,000 £600 £3,000,000 
Fees (% of all construction) 10.0% £300,000 
Mark eting & Sales (% of value) 3.5% £183,750 
Other Costs (% of build costs) 3.0% £90,000 
Build Fin. (50% of Build period 0.30 7.0% £75,049 
Void Fin. On all costs (Years, 1.00 7.0% £255,416 
Developers profit (% of cost) 20% £780,843 

Total Costs £4,685,058 
Land Value Realised at Sale £564,942 
PV of Land Value: 1. yrs @ 7% 1.50 7% £510,708 

Note : Building cost is £400 sq m plus £100 sq m external works plus 
£100 sq m premium for foundations. 

Value  M2 / £ M2 

Building Cost M2  / £ M2 

Table 4  Residual Appraisal – Sensitivity 
Value £'000 

Cost Minus 5% Base Case Plus 5% 
Plus 5% 81 309 534 
Base Case 282 510 734 
Minus 5% 460 711 936 

36. 	 If we halved the allowance for additional foundations, the resulting land worth would 
be around £845,000 per ha (£342,000 per acre) a sum broadly consistent with 
agents anecdotes which we assume must in part at least relate to sites with better 
ground conditions.  And while the Valuation Office Agency doesn't give land price 
data for Newhaven or anywhere else in the locality, the land values we propose are 
broadly consistent with the pattern across the South East.  

37. 	 In the case of the Business Park site, a key factor is the ability of the development 
to meet the cost of the new port road. This will require up front investment on the 
part of the developer and this in turn requires some analysis of the cash flow issues, 
which in turn require consideration of the potential pace of development. We have 
no sound quantitative basis for projecting take up but on the basis of the data we 
have, feel that a rate of development overall of around 3000 sq m p.a. is a 
reasonable target. This equates to 0.5 ha. per annum.  A number of land sales 
could double this figure. But given that the site is reportedly 12.6 ha, this suggests a 
development period exceeding a decade and perhaps lasting for twenty years.  



38. 	 We understand that the the most recent estimate is that a limited road scheme to 
provide access to the port via a Pargut Link Road ( i.e. excluding a new bridge over 
the railway line and the Tidemills)  and the industrial estate would cost around £6m. 
For the purpose of the analysis that follows we have assumed that £5m of this can 
be deemed to relate to the industrial estate.  

39. 	 Table 3 shows a development of 5000 sq m. with a sales value of £5,250,000 per 
ha. 

40. 	 In the cash flow in Table 5 below we have: 

•	 Made the ambitious assumption that development on this scale is achievable 
annually.  

•	 Assumed that the road can be built in five phases even though this would 
dramatically delay the provision of new access to the port. 

•	 Not made any allowance for payments by the developer for the land.  

•	 Not made any allowance for developer's profit.  

41. 	 As can be seen,  there is a steep initial requirement for cash.  As a result the project 
does not show any net return on investment in land or buildings until Year Eight. If 
an initial allowance is made for site value of £1,000,000, together with the 
assumption that the developer will wish to achieve a modest 15% annual return on 
capital employed gross of finance costs, then the project makes no money at all.  
This also assumes that any  developer could fund this from their own resources or 
obtain a bank loan.  

42. 	 We conclude that even though the net worth of the land on the industrial estate for 
development exceeds the cost of the road,  issues of timing make it impossible for 
the developer to fund the early stages of the road as part of a 100% employment 
scheme. Some element of grant or soft loan funding would be necessary.  There 
are a variety of ways of achieving this although gap funding rules complicate 
matters. Options might include: 

•	 Direct or loan funding from the RDA for the early stage infrastructure with some 
element of repayment secured against the land for development in the later 
phases. This would have the benefit of securing long term employment uses.  

•	 A joint venture approach with RDA grant or loan funding from the RDA for the 
whole port road, with repayments made by the developer once the proceeds 
from land sales exceed a certain threshold.  

43. 	 We can advise further on this if required.  

44. 	 The other alternative for bringing forward development to fund the road is to permit 
an element of residential development.  We do not believe that this has the potential 
to be a good residential location.  Assuming that development would comprise 
medium density housing which would sell at a discount to homes on Railway Quay, 
we have estimated the worth as shown in Table 6. As can be seen the residual 
worth is greater than the residual worth of the land for industrial and distribution 
purposes. 



Table 6 Newhaven Summary Appraisal 

40 units averaging 100 sq m 
Rate £ Total 

Completed Development Value 
Total Floorspace Per ha. 4000 of which: 
Market Housing 3000 £2,750 £8,250,000 
Social Rented Housing 666 £715 £476,190 
Intermediate Housing 333 £1,925 £641,025 

Net Receipt £9,367,215 
Development Costs 

Land Price £2,930,000 
Land Purchase Costs 5.00% £146,500 
Building Cost Houses M2/ 4,000 £950 £3,800,000 
Fees (% of all construction) 10.00% £456,000 
Marketing 3.50% £288,750 
Other Costs (% of build costs) 5.00% £190,000 
Developers profit (% of cost) 20.00% £1,562,250 

Total Costs £9,373,500 

Quantum M2 

45. 	 If the objective of allowing development is simply to raise funds to pay for the road, 
higher values are potentially achievable by: 

•	 Waiving the affordable housing requirement in return for an early commitment to 
the road. On the basis of the calculation above, we believe that the land could 
be worth £4m ha if there were no policy requirement in this connection.  

•	 Allowing the site to be used to meet part of the affordable housing obligation 
arising from the development on Railway Quay.   

46. 	 Assuming that the price paid by the owner of the Business Park site for the land 
was relatively modest, it would only take a modest reallocation of uses to fund the 
first phase of the road.  Given the likely pace of development of the employment 
land, we doubt that this would have a net impact on total employment generation for 
a decade.  



Table 5 Newhaven Industrial and Distribution Scheme : Outline Cash Flow 
Year 
One Two Three Four Five Six Seven Eight Nine Ten Total 

Ha Sold 
Receipts 

1 1 
£5,250,000 

1 
£5,250,000 

1 
£5,250,000 

1 
£5,250,000 

1 
£5,250,000 

1 
£5,250,000 

1 
£5,250,000 

1 
£5,250,000 

1 
£5,250,000 £47,250,000 

Construction Costs 
Road 
Net Balance 
Interest @7% 
Outstanding balance 

-£3,873,750 
-£1,000,000 
-£4,873,750 
-£341,163 

-£5,214,913 

-£3,873,750 
£0 

-£3,838,663 
-£268,706 

-£4,107,369 

-£3,873,750 
-£1,000,000 
-£3,731,119 
-£261,178 

-£3,992,297 

-£3,873,750 
£0 

-£2,616,047 
-£183,123 

-£2,799,170 

-£3,873,750 
-£1,000,000 
-£2,422,920 
-£169,604 

-£2,592,525 

-£3,873,750 
£0 

-£1,216,275 
-£85,139 

-£1,301,414 

-£3,873,750 
-£1,000,000 
-£925,164 
-£64,761 
-£989,926 

-£3,873,750 
£0 

£386,324 
£27,043 
£413,367 

-£3,873,750 
-£1,000,000 

£789,617 
£55,273 
£844,890 

-£3,873,750 
£0 

£2,221,140 
£155,480 

£2,376,620 

-£38,737,500 
-£5,000,000 

-£1,135,880 






