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CHAPTER 1 

Introduction
 

PURPOSE OF THIS GUIDANCE 

1.1	 Planning Policy Guidance Note 13: Transport (PPG13) states that, where a new 
development is likely to have significant transport implications, a Transport Assessment 
(TA) should be prepared and submitted with a planning application for the development. It 
will then be used to determine whether the impact of the development on transport is 
acceptable. TAs are normally produced by developers and are used by decision makers in 
the planning process . 

1.2	 A TA is a comprehensive and systematic process that sets out transport issues relating to a 
proposed development. It identifies what measures will be taken to deal with the 
anticipated transport impacts of the scheme and to improve accessibility and safety for all 
modes of travel, particularly for alternatives to the car such as walking, cycling and public 
transport. 

1.3	 In some cases, the transport issues arising out of development proposals may not require a 
full TA to inform the process adequately and identify suitable mitigation. In these instances, 
it has become common practice to produce a simplified report in the form of a Transport 
Statement (TS). There will also be situations where the transport issues relating to a 
development proposal are limited, and no formal assessment is necessary. 

1.4	 This document, Guidance on Transport Assessment (GTA), is intended to assist stakeholders 
in determining whether an assessment may be required and, if so, what the level and 
scope of that assessment should be. It provides guidance on the content and preparation of 
TAs and TSs. 

1.5	 However, it is not a statement of Government policy and therefore should be read in 
conjunction with, and in the context of, relevant Government policies, in particular those 
relating to transport and planning. It is also important to note that the decision to grant 
planning permission for a development proposal is based on several considerations. A TA 
focuses primarily on the transport implications of the development, and therefore the 
completion of a TA does not guarantee the granting of planning consent. 

1.6	 This guidance applies to England only, and not Scotland, Wales or Northern Ireland. 
Developers should also have regard to any more specific current guidance issued by local 
authorities. In particular, developers operating in the vicinity of London should note the 
guidance issued by Transport for London (TfL). Planning applications meeting the criteria 
for referral to the Mayor should follow TfL’s Transport Assessment best practice guidance 
(May 2006) at www.tfl.gov.uk/transportasssessment 
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POLICY CONTEXT 

1.7	 The previous guidance on the assessment of the transport implications of development 
proposals was the Guidelines for Traffic Impact Assessment, published by the Institution of 
Highways and Transportation (IHT) in 1994. Since the IHT guidelines were produced, there 
has been a significant change in Government policy and general guidance regarding 
improved sustainability in transport. 

1.8	 This document brings the guidance on transport assessment up to date with these changes 
in Government policy. It expands the scope of the guidance to cover the assessment of the 
potential implications of development proposals on the entire transport system, including 
the public transport system (buses, rail and trams), the Strategic Road Network (SRN), local 
highways and footways. 

1.9	 The Government first published its Sustainable Development Strategy in 1994, following the 
1992 Earth Summit. The Strategy was revised in 1999 and again in 2005, with the 
publication of Securing the Future. The Strategy has set the context for the Government’s 
transport and planning policies, with sustainable development and sustainable communities 
at their core. 

1.10	 Planning Policy Statement 1: Delivering Sustainable Development (PPS1) describes the 
Government’s objectives for the planning system. Sustainable development is the main 
principle underpinning planning. Planning has a key role to play in the creation of 
sustainable communities: communities that will stand the test of time, where people want 
to live, and which will enable people to meet their aspirations and potential. 

1.11	 Managing Our Roads (DfT, 2003) and The Future of Transport – a Network for 2030 (DfT 
White Paper, 2004) set out the Government’s long­term strategy for transport. An 
underlying objective of the strategy set out in the White Paper is to deal with the pressures 
of increasing demand for travel by striking the right balance among our environmental, 
economic and social objectives, now and into the future. In terms of the road network, this 
means: 

•	 new capacity, where it is needed and justified on environmental and social grounds; 

•	 locking in the benefits of new capacity through measures such as high occupancy 
vehicle lanes and tolling, where appropriate; 

•	 the Government leading the debate on road pricing and the opportunity this gives to 
motorists to make better choices; 

•	 better management of the network; and 

•	 using new technology, so the travelling public can make smarter journey choices. 

In terms of enhancing local travel, this means: 

•	 freer­flowing local roads delivered through measures such as congestion charging; 

•	 more, and more reliable buses enjoying more road space; 
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•	 demand­responsive bus services that provide accessibility in areas that cannot support 
conventional services; 

•	 looking at ways to make services more accessible, so that people have a real choice 
about when and how they travel; 

•	 tackling the environmental impacts of travel by encouraging more sustainable travel 
choices through promoting the use of school travel plans, workplace travel plans and 
personalised journey planning, and encouraging people to consider alternatives to 
using their cars; and 

•	 creating a culture and improved quality of local environment, so that cycling and 
walking are seen as an attractive alternative to car travel for short journeys, particularly 
for children. 

1.12	 The Future of Transport and Future of Rail White Papers (DfT, 2004) set out the 
Government’s approach to the rail industry, and for the use of rail in providing alternatives 
to road travel for people and freight. The railways are a vital part of the country’s transport 
infrastructure, and the Government wants to see this continue and accelerate. 

1.13	 PPG 13: Transport describes the link between planning and transport policy. The objectives 
of this guidance are to integrate planning and transport at the national, regional, strategic 
and local level. This is in order to promote more sustainable transport choices both for 
people and moving freight; promote accessibility to jobs, shopping, leisure facilities and 
services by public transport, walking and cycling; and reduce the need to travel, especially 
by car. 

1.14	 The Planning and Compulsory Purchase Act 2004 reformed the planning system to place a 
renewed emphasis on sustainable development and strengthen the role of regional 
planning, replacing Regional Planning Guidance (RPG) with statutory Regional Spatial 
Strategies (RSS). Planning Policy Statement 11: Regional Spatial Strategies describes the role 
of RSSs in setting out a spatial vision for each region across a 15–20­year period and a 
broad development strategy to achieve that vision. RSSs incorporate Regional Transport 
Strategies (RTSs) that outline the transport measures needed to support the spatial strategy 
and provide a long­term framework to integrate transport and spatial planning in the 
region. Together, they provide a spatial framework that informs the preparation of the Local 
Development Documents (LDDs) and Local Transport Plans (LTPs) that set out local 
planning authorities’ policies and proposals for the development of their area. 

1.15	 The role of transport in securing sustainable development is also set out within PPS1. It 
identifies the role of planning in facilitating and promoting sustainable and inclusive 
patterns of urban and rural development. Key elements in achieving more sustainable 
patterns of development include: encouraging more efficient use of land; managing the 
pattern of development to reduce the need to travel; promoting accessibility to jobs, 
shopping, leisure facilities and services by public transport, walking and cycling, in 
particular by focusing major trip generating development in existing centres and near to 
public transport interchanges. 

1.16	 The draft Planning Policy Statement Planning and Climate (which will act as a supplement 
to Planning Policy Statement 1) sets out how planning, in providing for the new homes, 
jobs and infrastructure needed by communities, should help shape places with lower 
carbon emissions and which are resilient to the climate change now accepted as inevitable. 
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The PPS expects planning to be a positive force for change and help secure progress 
against the UK’s emissions targets, both by direct influence on energy use and emissions, 
and in bringing together and encouraging action by others. It should also help deliver the 
Government’s ambition of zero carbon development and give communities real 
opportunities to take action on climate change. 

1.17	 Finally, the Traffic Management Act 2004 places a network management duty on local 
traffic authorities in England. They have a duty to manage their road network with a view 
to securing the expeditious movement of traffic on the authority’s road network, which 
implies a network that is working efficiently without unnecessary delay to those travelling 
on it, and facilitating it on road networks for which another authority is the traffic authority. 
The duty is not limited to the actions of the traffic department within an authority. It 
extends to the authority exercising its powers as highway authority and street authority 
under the Highways Act 1980 and the New Roads and Street Works Act 1991, and indeed 
any power to regulate or co­ordinate the uses made of any road. 

PRINCIPLES OF THE ASSESSMENT 

1.18	 A properly prepared TA will help LPAs assess the development’s compatibility with the 
relevant planning policy framework (usually the Local Development Framework) and, in 
particular, the relevant transport strategy (usually the Local Transport Plan). It will allow the 
transport implications of proposed developments to be properly considered and, where 
appropriate, will help identify suitable measures to achieve a more sustainable and 
environmentally sound outcome. A TA can also address issues likely to be of concern to 
the local traffic authority (and the Highways Agency where relevant) in performing their 
network management duties. 

1.19	 In preparing a transport assessment the following considerations will therefore be relevant. 

Encouraging environmental sustainability 

•	 Reducing the need to travel, especially by car – reducing the need for travel, 
reducing the length of trips, and promoting multi­purpose or linked trips by promoting 
more sustainable patterns of development and more sustainable communities that 
reduce the physical separation of key land uses. 

•	 Tackling the environmental impact of travel – by improving sustainable transport 
choices, and by making it safer and easier for people to access jobs, shopping, leisure 
facilities and services by public transport, walking, and cycling. 

•	 The accessibility of the location – the extent to which a site is, or is capable of 
becoming, accessible by non car modes, particularly for large developments that 
involve major generators of travel demand. 

•	 Other measures which may assist in influencing travel behaviour (ITB) – 
achieving reductions in car usage (particularly single occupancy vehicles), by measures 
such as car sharing/pooling, High Occupancy Vehicle (HOV) lanes and parking control. 
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Managing the existing network 

•	 Making best possible use of existing transport infrastructure – for instance by 
low­cost improvements to the local public transport network and using advanced signal 
control systems, public transport priority measures (bus lanes), or other forms of 
Intelligent Transport Systems (ITS) to improve operations on the highway network. It 
should be noted that the capacity of the existing public transport infrastructure and 
footpaths is finite, and in some areas overcrowding already exists. 

•	 Managing access to the highway network – taking steps to maximise the extent to 
which the development can be made to ‘fit’ within the available capacity by managing 
access from developments onto the highway network. 

Mitigating residual impacts 

•	 Through demand management – using traffic control measures across a wide 
network to regulate flows. 

•	 Through improvements to the local public transport network, and walking and 
cycling facilities – for example, by extending bus routes and increasing bus 
frequencies, and designing sites to facilitate walking and cycling. 

•	 Through minor physical improvements to existing roads – it may be possible in 
some circumstances to improve the capacity of existing roads by relatively minor 
physical adjustments such as improving the geometry of junctions etc. within the 
existing highway boundary. 

•	 Through provision of new or expanded roads – it is considered good transport 
planning practice to demonstrate that the other opportunities above have been fully 
explored before considering the provision of additional road space such as new roads 
or major junction upgrades. 

1.20	 Consideration of these matters should take place at an early stage in the process of 
preparing a development proposal. Work on developing the transport assessment can then 
help inform, and be informed by, discussions about the location of the site and the scale 
and mix of uses proposed. 

STRUCTURE OF THE GUIDANCE 

1.21	 The guidance is divided into four further sections: 

1.22	 Section 2: Identifying the need for an assessment: PPG13 states that it will not always 
be necessary for development proposals to be accompanied by a full and detailed 
Transport Assessment (TA). This section provides guidance on when assessments are likely 
to be needed and, if so, what level of assessment is likely to be required. For large­scale 
developments, pre­application discussions with the local authority are critical to establish 
clearly the scope of what is required. 

1.23	 Section 3: Preparing a Transport Statement: This form of assessment is suitable when 
the proposed development is expected to generate relatively low numbers of trips or traffic 
flows, with minor transport impacts. This section provides guidance on the type of 
information typically required in a TS. 
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1.24	 Section 4: Preparing a Transport Assessment: A TA is required where a development is 
likely to have significant transport impacts. The precise scope and detail of a TA will vary 
depending on the site location, scale and nature of the development. Section 4 provides a 
step­by­step guide to the approach and sets out the key elements that should underpin the 
preparation of TAs. It also explains the role of a supporting travel plan in delivering 
sustainable outcomes and provides links to guidance on preparing a travel plan. 

1.25	 Section 5: The link with the development­plan­making process: Regional Spatial 
Strategies and Local Development Frameworks should be sound: their evidence base 
should be robust and credible. This section identifies how the plan­making process can 
inform, and be informed by, transport assessments. 
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CHAPTER 2 

Identifying the need for an
 
assessment
 

PRE­APPLICATION DISCUSSIONS 

2.1	 PPS1 and PPG13 emphasise the value of early discussions in relation to transport 
assessments. This ensures that all parties have a better understanding of, and reach a 
consensus on, the key issues to be addressed in respect of a particular development 
proposal. The issues agreed in such pre­application discussions should indicate the level 
and scope of assessment that will be required. They will also provide an initial judgement 
on the need for and scope of a travel plan. 

2.2	 Pre­application discussions should be held with the Local Planning Authority (LPA), Local 
Transport Authority (LTA) or Local Highway Authority (LHA) regarding the local transport 
network. In addition, where there might be an impact on the SRN, discussions should be 
held with the Highways Agency (HA). 

2.3	 When an assessment is likely to be required, as a first step in the process, developers 
should ensure that a brief description of their proposals and information on the likely 
transport impacts is made available to the relevant authorities. 

2.4	 A pro­forma has been developed (see Appendix A) to inform LPAs/LHAs. This is intended 
to provide sufficient information to help them make objective judgements on the transport 
implications of development proposals and on the appropriate level of assessment. 

2.5	 Whilst there is no requirement on applicants to complete such a pre­application form, or 
for LPAs/LHAs to use a standard form, its use is recommended. It provides benefits to all 
parties involved and, even if a pre­application form is not completed, it would be helpful if 
the information in the suggested pro­forma is provided by other means. 

2.6	 Where a pre­application form has been prepared, the completed form should provide an 
indication of the nature and scale of the proposed development, together with estimates of 
the likely number of trips to be generated and the likely mode share. This structured 
approach will assist negotiations with the LPA and, more broadly, the LTA/LHA, rail and 
bus service operators and, where the SRN may be affected, the HA. 

2.7	 In assessing the need for a TA, regard should be had to relevant policies and development 
allocations in the development plan, particularly where these were informed by transport 
assessments. The development plan, under the reforms introduced by the Planning and 
Compulsory Purchase Act 2004, usually consists of a Regional Spatial Strategy (RSS) and 
Local Development Documents (LDDs), with the previous system of Structure Plans and 
Local Plans being phased out in some areas. Attention should also be paid to the RTS and 
LTP. 
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WHEN AN ASSESSMENT IS NEEDED 

2.8	 The need for, and level of, formal transport assessment will be determined in consultation 
between the developer and the relevant authorities (LPA, LTA, LHA and HA). 

2.9	 If an assessment is required, there are two levels: 

•	 Transport Statement (TS) (see Section 3): development that has relatively small 
transport implications. 

•	 Transport Assessment (TA) (see Section 4): development that has significant 
transport implications 

2.10	 As will be set out later in this guidance, there may be a need to include specific assessment 
of environmental impacts of the development proposals. These could arise out of an 
incremental rise in transport­related noise, air quality or other pollutions. The aim will be to 
identify potential breaches of statutory thresholds and mitigation measures to address such 
impacts. 

2.11	 Appendix B provides suggested thresholds below which a formal assessment may not be 
needed, and above which the preparation of a TS or a TA would be appropriate. The 
thresholds in Appendix B are based upon scenarios which would typically generate 30 two­
way peak hour vehicle trips. Whilst there is no suggestion that 30 two­way peak hour 
vehicle trips would, in themselves, cause a detrimental impact, it is a useful point of 
reference from which to commence discussions. 

2.12	 A Person Trip is a one­way journey by one person by any mode of transport, including 
walking, cycling, privately operated vehicles, or any public transport modes. A Vehicle Trip 
is a one­way journey by a single privately operated vehicle regardless of the number of 
persons in the vehicle. For example, two or more people travelling together in a car would 
be counted as one vehicle trip. The criteria for determining the need for an assessment use 
two­way trips throughout as a standard for assessing travel. Traffic refers to motorised trips 
on the road network. 

2.13	 These thresholds are for guidance purposes and should not be read as absolutes. There are 
a range of qualitative factors that need to be taken into account that the thresholds do not 
necessarily capture. There will also be site­specific issues that assessments will need to take 
into account. In some circumstances, a TA may be appropriate for a smaller development 
than suggested by the thresholds in Appendix B. In others, a TS may be appropriate for a 
larger development than suggested by the thresholds in Appendix B – for example, where 
there is an extant permission for one form of development but an alternative development 
that involves a smaller projected transport impact is now proposed. Early pre­application 
discussions between a developer and the relevant authorities are strongly recommended. In 
these, it is important for highway authorities to combine the appropriate quantitative and 
qualitative thresholds in deciding the level of assessment that may be required. 

KEY ISSUES 

2.14	 The key issues to be addressed during any pre­application consultations include the 
following: 
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•	 Planning policy context of development proposal 

•	 Catchments or study area for the proposed development 

•	 Assessment years – year of opening and horizon year(s) 

•	 Assessment of public transport capacity, walking/cycling capacity and the road network 
capacity 

•	 Person trip generation and trip distribution methodologies and/or assumptions 

•	 Measures to promote sustainable travel 

•	 Mitigation measures (where applicable) – scope and implementation strategy 

2.15	 The above list is not exhaustive and there may be additional issues that are site­specific 
and reflect local conditions, as well as other material considerations. 
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CHAPTER 3 

Preparing a transport statement
 

3.1	 A Transport Statement should set out the transport issues relating to a proposed 
development site (existing conditions) and details of the development proposals (proposed 
development). 

EXISTING CONDITIONS 

3.2	 The developer should provide a full description of: 

•	 existing site information – describing the current physical infrastructure and 
characteristics of the site and its surroundings; 

•	 baseline transport data – background transport data and current transport infrastructure 
details. 

3.3	 This information should be accurately established to understand the context of the 
development proposal. The description should include as a minimum: 

Existing site information 

•	 a site location plan that shows the proposed development site in relation to the 
surrounding area and transport system; 

•	 the permitted and existing use of the site; 

•	 the existing land uses in the vicinity of the site, including development plan allocations, 
or potential future use in the case of undeveloped sites; 

•	 existing site access arrangements including access constraints, where appropriate; 

•	 whether the location of the site is within or near a designated Air Quality Management 
Area (AQMA); 

•	 any abnormal load uses of the current site. 

Baseline transport data 

•	 a qualitative description of the travel characteristics of the existing site, including 
pedestrian and cyclist movements and facilities, where applicable; 

•	 existing public transport provision, including provision/frequency of services, location 
of bus stops/train stations, park­and­ride facilities; 

•	 a description and functional classification of the highway network in the vicinity of the 
site; 
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•	 an analysis of the injury accident records on the public highway in the vicinity of the 
site access for the most recent three­year period, or five­year period if the proposed 
site has been identified as within a high accident area. 

PROPOSED DEVELOPMENT 

3.4 The developer should provide a full description within the TS including, as a minimum: 

•	 plans and drawings showing the proposed site layout, particularly the proposed 
pedestrian and vehicular access points into the site; 

•	 the proposed land use; 

•	 the scale of development, such as numbers of residential units and/or gross floor area 
(GFA), subdivided by land use where appropriate; 

•	 the main features (design layout and access points) of the development; 

•	 the person­trip generation of the proposed development and distribution of trips across 
mode; 

•	 a qualitative and quantitative description (based on recent site observations) of the 
travel characteristics of the proposed development, including pedestrian and cyclist 
facilities/movements, in the vicinity of the site; 

•	 proposed improvements to site accessibility via sustainable modes of travel, such as 
provision/enhancement of footpath and cycle path linkages, public transport 
improvements, and servicing arrangements where appropriate; 

•	 a proposed parking strategy1 and internal vehicular circulation (including number of 
spaces, parking accumulation, parking layout in relation to other site elements, ratio of 
operational to non­operational spaces, method of car park operation, overspill parking 
considerations, disabled parking, motorcycle parking, cycle parking, taxi drop­off 
points); 

•	 residual vehicular trip impact; 

•	 the transport impacts of site construction, including the requirements of abnormal loads 
in the construction, use and decommissioning the present development; 

•	 the transport impacts of freight or service operations; and 

•	 if the site of the proposed development has a current use or an extant planning 
permission with trip patterns/volumes, the net level of change that might arise out of 
the new proposals should be set out. 

1 In conjunction with the parking layout and provision, the car parking strategy will demonstrate how car parking 
will be managed and will deal with issues such as reserved areas for disabled and car sharing scheme members. 
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3.5	 The above requirements are not exhaustive and there may be a need for supplementary 
information that takes account of local conditions as well as other material considerations. 
However, not all proposed developments that are considered to require a TS would 
necessarily need all of the above matters to be considered. Therefore, it is important that 
the scope of the TS is agreed at the pre­application discussion stage between the developer 
and appropriate authorities. 
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CHAPTER 4 

Preparing a transport assessment
 

INTRODUCTION 

4.1	 A detailed TA will be required where a proposed development is likely to have significant 
transport and related environmental impacts. The study area for a proposed development 
should be determined in discussion between the developer and appropriate authorities. It 
will generally depend on the type and scale of the development, and early consultations 
with the appropriate authorities will assist in defining its extent. A description of the study 
area should include reference to the site location, the local transport network and relevant 
transport features. Guidelines on when a TA may be required are provided in the 
thresholds table in Appendix B. 

4.2	 Wherever pre­application consultation identifies a need for a TA, it is good practice to 
agree, as part of the pre­application consultation, the preparation of a scoping study before 
the TA is begun. A scoping study should identify the issues the TA will address, the 
methodologies to be adopted, additional supporting data required, and the limits of the 
assessment area. An agreed scoping study will help to reduce the potential for 
misunderstandings about the form of the TA and avoid abortive work. It does not preclude 
varying the TA to reflect the findings of survey results or more detailed analysis. However, 
it is recommended that any significant variations are agreed with the appropriate authorities 
during the development of the TA. 

4.3	 Figure 4.1 illustrates an iterative approach to transport assessments. A TA should address 
the following issues: 

•	 Reducing the need to travel, especially by car – ensure, at the outset, that thought 
is given to reducing the need to travel; consider the types of uses (or mix of uses) and 
the scale of development in order to promote multipurpose or linked trips. 

•	 Sustainable accessibility – promote accessibility by all modes of travel, in particular 
public transport, cycling and walking; assess the likely travel behaviour or travel 
pattern to and from the proposed site; and develop appropriate measures to influence 
travel behaviour. 

•	 Dealing with residual trips – provide accurate quantitative and qualitative analyses of 
the predicted impacts of residual trips from the proposed development and ensure that 
suitable measures are proposed to manage these impacts. 

•	 Mitigation measures – ensure as much as possible that the proposed mitigation 
measures avoid unnecessary physical improvements to highways and promote 
innovative and sustainable transport solutions. 
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Figure 4.1: An iterative approach to transport assessment for a typical assessment process 

Final TA
Dealing with
residual trips

Maximising
sustainable
accessibility

Mitigation
measures

Reducing the
need to travel

Preparation
of transport
assessment

4.4	 An iterative approach may be necessary where initial work on a TA indicates that revisions 
may be necessary to the proposed development, or to the approach taken to the issues 
identified in paragraph 4.3. The iterative approach ensures that the stages of the TA are not 
viewed in isolation, but that the full implications of each stage are thought through and 
revisions made either to the development proposal or to measures considered at another 
stage. Where revisions are made, their implications are analysed across the whole proposal 
in turn. The final outcome is a TA that improves the development proposal to achieve the 
optimum level of sustainability. 

4.5	 The basic components in the process of producing a Transport Assessment or, at a lower 
level, a Transport Statement, are given in Figure 4.2. 
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Figure 4.2: Road map and contents of a transport assessment report 
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DEVELOPMENT PROPOSAL AND PLANNING POLICY FRAMEWORK 

4.6	 A TA should be prepared with regard to the relevant planning policy framework for the 
development proposal, usually the RSS/LDF. It should also be consistent with the RTS/LTP. 
The TA should indicate the transport aspects of the proposal, how the proposal will help to 
deliver the aims and objectives of the development plan, and how it responds to relevant 
Government planning policy guidance and statements. 

EXISTING CONDITIONS 

4.7	 In preparing a TA, a full description of existing site information should be provided by the 
developer. These baseline conditions need to be established accurately to understand fully 
the context of the development proposal. This description should include as a minimum: 

Existing site information 

•	 a site location plan that shows the proposed development site in relation to the 
surrounding area and transport system; 

•	 the permitted and existing use of the site; 

•	 a detailed description of the existing land uses in the vicinity of the site, including 
development plan allocations or potential future uses in the case of undeveloped sites; 

•	 existing site access layout and access constraints, where appropriate; 

•	 whether the location of the site is within or near a designated Air Quality Management 
Area (AQMA); 

•	 any abnormal load uses of the current site; 

Baseline transport data 

•	 the quantification of the person trips generated from the existing site and their modal 
distribution, or, where the site is vacant or partially vacant, the person trips which 
might realistically be generated by any extant planning permission or permitted uses; 

•	 existing public transport facilities (including provision/frequency of services, location of 
bus stops/train stations, park­and­ride facilities) in the study area; if available, the 
current level of patronage or usage on the public transport network in the vicinity of 
the site; 

•	 parking facilities available in the vicinity of the site; 

•	 existing pedestrian and cycle facilities in the vicinity of the site; 

•	 pedestrian and cyclists movements in the vicinity of the site; 

•	 a description and functional classification of the road network in the vicinity of the site; 

•	 current traffic flows on links and at junctions within the study area; 
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•	 identification of the critical links and junctions on the highway network, with calibrated 
capacity tests to reflect existing conditions; 

•	 for the study area, establish the current personal injury accident records for the most 
recent three­year period, or five years if this is considered to be more appropriate; 

•	 a summary of planned transport improvements within the study area (including type of 
improvement, implementation schedule and sponsoring agency or highway authority); 

•	 identify current peak periods on the adjacent road network and, as required, daily 
traffic flow data to and from the development site or in the vicinity of the site; 

•	 levels for air quality and noise for the highway network at the site entrance and any 
other locations where statutory limits might be breached by additional development 
traffic; 

•	 baseline carbon emissions data for the site, broken down by mode. 

4.8	 The requirements above are not exhaustive and further supplementary information may be 
required to take account of local conditions and other material considerations. Equally, 
some developments requiring a TA may not need to cover all of the points above. 
Therefore, it is important that the scope of work at this stage is agreed during the pre­
application consultation process. 

Public transport assessment 

4.9	 A key issue in seeking the most sustainable solution for a particular development is the 
need to encourage the use of public transport. In addition to the basic data collection 
described in paragraph 4.7, an assessment should be made of the available capacity on the 
existing public transport infrastructure relevant to the development. The capacity of a 
public transport route or service is the maximum number of people that can be 
accommodated on the route within the licensing laws of that particular mode. 

4.10	 For major developments, it is important to identify the spare capacity on buses, trains and 
trams in order to establish the ability of the public transport network to accommodate any 
increase in demand associated with a proposed development. This is particularly important 
when considering rail network capacity, which is generally more problematic to expand 
than the bus network. 

4.11	 Such assessments will inform later stages in the TA process in respect of determining modal 
split, travel plan objectives and in appropriate cases, public transport infrastructure 
enhancement as part of an overall mitigation package. 

4.12	 A suggested methodology for assessing the capacity of the public transport network 
includes the following: 

•	 Identify the analysis period, particularly the peak hours of the development and/or the 
entire transport system; 

•	 Establish the total person trip generation from the proposed development for all travel 
modes; 
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•	 Estimate the likely modal split for the public transport network (buses, rail and tram); 

•	 Identify the public transport services relevant to, and in the vicinity of, the proposed 
development; 

•	 Estimate the existing capacity of the bus/train/tram service by multiplying the number 
of services by the maximum passenger capacity for each mode (bus, train carriages); 

•	 Estimate the current level of patronage or usage on the public transport network, using 
the most comprehensive data publicly available; 

•	 Estimate the spare capacity on the public transport network; 

•	 Identify measures to address any shortfall in capacity, where applicable. 

4.13	 The methodology suggested above is intended to provide a general framework for 
assessing the capacity of the public transport network. It is important that further guidance 
is sought from the relevant authorities and public transport operators. 

Walking/cycling assessment 

4.14	 Another key issue in assessing the sustainability of a development’s location will be its 
accessibility for those walking and cycling. In addition to the basic data collection 
described in paragraph 4.7, an assessment should be made of the available capacity of the 
existing cycleway and footpath network in the area of the development. This assessment 
will help to inform the later stages of the TA process in respect of determining modal split, 
and travel plan objectives. It will also indicate what enhancements, if any, are required to 
the local cycleway and footpath network. These assessments should be undertaken using 
the appropriate analytical tools and methodologies, as agreed with the relevant authorities. 

Road network assessment 

4.15	 In addition to assessing the public transport capacity and walking/cycling capacity, an 
assessment of the available vehicular capacity on the road network in the vicinity of the 
site should be undertaken in order to establish the potential impacts from the development, 
as well as the likely mitigation measures that may be required to sustain the development. 

4.16	 Consideration should be given to the available parking facilities in the vicinity of the site 
and the impact that development could have upon them. This assessment should be made 
in the context of the parking strategy set by the local planning authority. 

4.17	 These assessments should be undertaken using the appropriate analytical tools and 
methodologies, as agreed with the relevant highway authorities. 

Traffic data and traffic forecast 

4.18	 The assessment should include recent counts (normally surveyed within the last three 
years) for peak period turning movements at critical junctions. In certain instances, for 
example, where there is known to be a significant level of heavy goods vehicles (HGV) 
traffic, a classified count2 should be provided. Additional counts that may be required could 
include: 

2 Classified Count – identifying all vehicles types separately. 
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•	 manual turning counts (should be conducted at 15­minute intervals) to identify all 
relevant highway network peak periods; 

•	 12­hour/24­hour automatic traffic counts (ATC); 

•	 queue length surveys at signal junctions to establish demand and actual traffic flows; 

•	 journey time surveys; 

•	 freight counts; 

•	 abnormal load counts; 

•	 pedestrian and cyclists counts. 

4.19	 The traffic data should reflect the normal traffic flow conditions on the transport network 
(e.g. non­school holiday periods, typical weather conditions etc.) in the vicinity of the site, 
and should be valid for the intended purposes. It should also take account of holiday 
periods in tourist areas, where peaks could occur in periods that might normally be 
considered non­neutral. The recommended periods for data collection are spring and 
autumn, which include the neutral months of April, May, June, September and October as 
described in DMRB Volume 13, Section 1, Part 4. 

4.20	 The criteria for the use of historical traffic data in a TA should be agreed by the LPA 
together with the appropriate highway authority at the pre­application stage. 

4.21	 Where there is a need to project existing or historical traffic data for future year 
assessments, the preferred option is the use of appropriate local traffic forecasts (such as 
TEMPRO), provided they offer a robust assessment. In some cases, National Road Traffic 
Forecast (NRTF) growth rates would be appropriate. 

4.22	 The use of any area­wide traffic models or background growth rates should be agreed with 
the LPA in conjunction with the relevant highway authority at the pre­application stage. 

Safety considerations and accident analysis 

4.23	 The assessment should also identify any significant highway safety issues and provide an 
analysis of the recent accident history of the study area. The extent of the safety issue 
considerations and accident analysis will depend on the scale of the proposed development 
and its location. The need to minimise conflicts between vehicles and other road­user 
groups should be adequately addressed. 

4.24	 Critical locations on the road network with poor accident records should be identified. This 
is to determine if the proposed development will exacerbate existing problems or, if 
proposed, whether highway mitigation works or traffic management measures will help to 
alleviate the problems. The accident records at a particular location should be compared 
with local average accident rates. Where the SRN is involved, it is recommended that 
appropriate national statistics are also used as a comparison. 
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4.25	 Site inspections should be conducted to determine if the proposed location and design of 
access roads (including visibility/sight distance restrictions) would create an increased 
potential for accidents. Local authorities should take account of the likely effect on road 
safety of any modification, and should require road safety audits where appropriate. 

PROPOSED DEVELOPMENT 

4.26	 A detailed description of the proposed use or uses of the site should be provided. This 
should include as a minimum: 

•	 site plan – provide plans and drawings showing site location and site layout and use; 

•	 describe all the proposed land uses; 

•	 scale of development – such as the number of residential units or gross floor area 
(GFA) of development – subdivided by land use where appropriate; 

•	 site area in hectares; 

•	 hours of operation – specify a weekly profile, including weekends where appropriate, 
over a 16 or 24 hour period. If the operation is seasonal, then this also needs to be 
specified; 

•	 proposed access – describe arrangements, locations and method of linkage to existing 
transport infrastructure for all modes of travel (private cars, public transport, cycling, 
walking); 

•	 servicing arrangements – describe routes and facilities for service vehicles; 

•	 the traffic impacts of site construction works, including the requirements of abnormal 
loads in the construction, use and decommissioning of the present development; 

•	 proposed parking strategy (number of spaces, parking accumulation, parking layout in 
relation to other site elements, ratio of operational to non­operational spaces, method 
of car park operation, overspill parking considerations, establishment of/proximity to 
controlled parking zones, disabled parking, motorcycle parking, cycle parking); 

•	 development phasing (where applicable) – provide years of first and full occupation, as 
well as intermediate years if appropriate. 

4.27	 The above requirements are not exhaustive and will require adaptation to reflect the type 
and scale of the proposed development. 
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APPRAISING THE IMPACT OF THE PROPOSED DEVELOPMENT 

4.28	 PPG13 (Appendix C) states that LPAs should ensure that their approach to planning for 
local infrastructure is compatible with the New Approach to Appraisal (NATA).3 

4.29	 Throughout the NATA process, the Government’s five objectives for transport as outlined in 
A New Deal for Transport and A New Deal for Trunk Roads White Papers are central: 

•	 Environmental impact involves reducing the direct and indirect impacts of transport 
facilities on the environment of both users and non­users. There are ten sub­objectives, 
including reducing noise, atmospheric pollution (including that related to climate 
change and local air quality), impacts on countryside, wildlife, ancient monuments and 
historic buildings. See The Environmental Objective (TAG Unit 3.3); 

•	 Safety is concerned with reducing the loss of life, injuries and damage to property 
resulting from transport incidents and crime. The two sub­objectives are to reduce 
accidents and improve security. See The Safety Objective (TAG Unit 3.4); 

•	 Economy is concerned with improving the economic efficiency of transport. The five 
sub­objectives are to improve economic efficiency for consumers, business users and 
providers of transport, improve reliability and the wider economic impacts, and get 
good value for money in relation to impacts on public accounts. See The Economy 
Objective (TAG Unit 3.5); 

•	 Accessibility is concerned with the ability with which people can reach different 
locations and facilities by different modes. See The Accessibility Objective (TAG Unit 
3.6); 

•	 Integration aims to ensure that all decisions are taken in the context of the 
Government’s integrated transport policy. See The Integration Objective (TAG Unit 3.7). 

4.30	 Although this approach is typically applied when planning for local transport infrastructure, 
adopting this approach for TAs will ensure that a proposed development’s impacts are 
considered in the context of two alternative scenarios – ‘with development’ and ‘without 
development’ – and will enable a comparative analysis of the transport effects of allowing 
the development to take place. 

4.31	 A TA should adopt the principles of NATA by assessing the potential impacts of a 
development proposal within the framework of the five NATA objectives. The following 
paragraphs summarise the issues that should be considered. For most TAs the full 
methodology recommended in NATA will not be appropriate. The Highways Agency’s 
Project Appraisal Report System (see http://www.dft.gov.uk) may provide some useful 
guidance on methods more appropriate in these cases. TAs involving major new transport 
infrastructure should, however, employ the methods set out in NATA. 

3 Further details on NATA are available online at www.webtag.org.uk 
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Accessibility 

4.32	 Developers or promoters of sites should undertake accessibility modelling to establish the 
level of accessibility of the site, and the results should be included within the TA. 

4.33	 The accessibility issues that should be assessed include: 

•	 access to the transport system – locating access points and links for pedestrians and 
cyclists to the wider transport network; 

•	 access to the local area – providing transport nodes or interchanges for the proposed 
development that will benefit other developments and the local community as a whole; 

•	 community severance – ensuring that the development does not create barriers to 
access within the local community. 

4.34	 In order to determine the level of accessibility (in respect of public transport, cycling and 
walking) for a specific site, or relative levels of accessibility for multiple sites, the preferred 
methodology would be to undertake accessibility modelling. This can be achieved by using 
a standard assessment tool such as ACCESSION,4 or any other appropriate tool. 

Safety 

4.35	 The safety issues that should be assessed, including and in addition to the highway 
accident statistics described in paragraph 4.7, include: 

•	 the potential for development­related or other transport accidents in the vicinity of the 
site; and 

•	 perception of personal insecurity in and around the development site. 

Economy 

4.36	 The economy issues that should be assessed include: 

•	 Government regeneration objectives (e.g. use of brownfield sites); 

•	 non­motorised road users’ journey time;5 

•	 motorised road users’ journey time reliability; 

•	 user costs;6 

•	 the construction, land, preparation, supervision and subsequent maintenance costs of 
development proposals (including mitigation works). 

4 ACCESSION – Geographical Information System based accessibility computer analysis tool to measure journey 
distances and times for all modes of travel between points (see web­link www.accessionGIS.com) 

5 The aim is to bring about an improvement (reduction) in non­motorised journey times between origins and 
destinations. 

6 This aspect of comparative assessment is related to the identification of any potential incremental change in the 
costs of travel due to implementation of the development proposals. 
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4.37	 In addition to public transport and pedestrian/cycle accessibility, accessibility modelling 
tools may be used to calculate vehicle journey times as an extension to the work 
undertaken by developers to address accessibility issues in their TA. 

Environment 

4.38	 The environment issues that should be assessed include: 

•	 nuisance to people caused by transport­related noise and vibration generated by the 
development; 

•	 the emission of greenhouse gases as a result of the transport implications of the 
development and the impact of changes in local air quality on people; 

•	 the transport­related impacts of the development on areas of designated landscape 
importance; 

•	 whether the site is in an air quality management zone or is likely to cause a breach of 
current legislation; 

•	 the transport­related impact of the development on areas of nature conservation or 
biodiversity and Earth heritage interests (such as geology) where they interact with 
roads; 

•	 heritage of historic resources where they interact with development­generated transport 
and/or proposed mitigation measures; 

•	 the transport­related impact of the development on the townscape; 

•	 appraisal of the transport­related impacts of the development on the water 
environment; 

•	 the impact of the transport implications of the development on physical fitness; 

•	 journey ambience. 

4.39	 The potential for environmental impacts that would breach a statutory limit should be 
addressed. LHAs and the HA have a statutory duty to prevent a breach of statutory limits 
(e.g. air quality) due to incremental change of volumes of vehicular traffic on their 
networks. 

4.40	 If a development is likely to generate significant vehicle trips on the local highway network 
or SRN, which in turn would be likely to cause a breach of statutory limits, the relevant 
authority could be held legally responsible if a breach were to occur. In these 
circumstances, the developer may be required to propose mitigation measures that will 
avoid such a breach. If a breach remains likely, this could be a material consideration in 
the assessment of the planning application and may result in the refusal of planning 
permission. 
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4.41	 Therefore, where a development proposal is likely to generate significant traffic­related 
environmental impacts, the TA should address such matters. Alternatively, if the 
development requires a formal environmental impact assessment (EIA), which deals with 
these issues separately, this should be cross­referenced in the TA. 

4.42	 In any event, it is likely that the developer would be required to provide mitigation 
measures to address any adverse environmental impacts arising from the proposed 
development and not simply those where breaches of statutory limits may be likely to occur. 

4.43	 A summary of the key environmental issues relating to transport, including potential 
impacts and reference documents containing the relevant policies and statutes, is provided 
in Appendix C. Further clarification should be sought from the Environment Agency (EA). 

Integration 

4.44	 The integration issues that should be assessed include: 

•	 the potential for the development to influence interaction among all transport modes 
(motorised and non­motorised), either in isolation or in combination with other 
developments; 

•	 interaction between the development proposal and wider issues of Government policy 
such as environmental sustainability and health; 

•	 integration of the development proposals with local, regional and national land use 
policies; 

•	 bringing communities together/social inclusion; 

•	 separating communities as a result of cutting off existing movement paths – 
severance/social exclusion. 

ASSESSMENT YEARS 

4.45	 The assessment year(s) in respect of capacity analysis for the transport network should be 
consistent with the size, scale and completion schedule of the proposed development, and 
that of other major developments in the vicinity of the site, as well as planned 
improvements to the transport system. 

4.46	 The appropriate horizon assessment year should be agreed with the relevant authorities 
during pre­application consultations. 

4.47	 In addition to the opening year, one or two further assessment years should be considered. 
For the local transport network, a development should be assessed with regard to the LDF, 
and for a period of no less than five years after the date of registration of a planning 
application. Should the development take place over a longer period, it would be 
appropriate to extend the length of the assessment period. The development proposal 
should be supported by an acceptable TA, carried out in accordance with the GTA. This 
will help to ensure that the transport impacts of the development are more accurately 
applied to a situation where all committed local transportation infrastructure improvements 
are in place. 
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4.48	 For the SRN, the future assessment year should normally be ten years after the date of 
registration of a planning application for the development, in line with the forward horizon 
of the RTS. Should the development take place over a longer period than the horizon of 
the wider planning framework, a longer period of assessment will need to be agreed with 
the HA. The development proposal should be supported by an acceptable TA, carried out 
in accordance with the GTA, or on a basis otherwise agreed with the Agency. This 
timescale broadly reflects the Department for Transport’s current funding regimes, 
particularly for major improvement schemes such as the Targeted Programme of 
Improvements (TPI). The length of this assessment period, at the discretion of the Secretary 
of State for Transport, can be amended for individual cases, where there is a wider political 
and economic imperative or, for example, where proposals will take a long time to develop 
fully. For further details please refer to DfT Circular 02/2007, Planning and the Strategic 
Road Network. 

4.49	 The appropriate horizon assessment year should be agreed with the relevant authorities 
during pre­application consultations. 

4.50	 The assessment years should consider person trips from all committed developments that 
would impact significantly on the transport network, particularly where they substantially 
overlap, such as at the same junctions and/or on roads as the proposed development. The 
committed developments will typically include development sites that have extant planning 
permission as well as development plan allocations in an adopted or approved plan. 
Developments that have been completed but not fully occupied should be included in 
these assessments. The inclusion or exclusion of committed developments in the 
assessments should be agreed with the relevant authorities at the pre­application stage. 

4.51	 The key issue is the need to ensure that development proposals strive to achieve nil­
detriment (‘no worse off‘) to the strategic network, for the opening year and appropriate 
horizon year. 

4.52	 Government policy on new junctions on the SRN sets out a progressive response to 
proposals as a result of a development. Whilst new junctions may be acceptable on an all­
purpose trunk road, they will be unlikely to be acceptable on a motorway. Where a 
junction has been deemed acceptable, the assessment horizons for capacity and design life 
would be in accordance with DfT Circular 02/07 Planning and the Strategic Road Network 
and the Design Manual for Roads and Bridges (DMRB) respectively.7 For further details 
please refer to DfT Circular 02/2007, Planning and the Strategic Road Network. 

ANALYSIS PERIOD 

4.53	 The analysis period should reflect the person trip generation characteristics of the proposed 
development, as well as conditions on the adjacent transport system. It should be related to 
known and anticipated peak patterns of demand both for the transport system and 
development­generated trips. 

4.54	 A TA should normally consider the following analysis periods: 

•	 weekday morning and evening peak period trips for the adjacent transport system, with 
particular focus on the peak period traffic flows on the road network; 

7 The latest DMRB guidance is available at www.highways.gov.uk 
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•	 weekday morning and evening peak period trips for the proposed development; 

•	 an off­peak period selected to assess level of greatest change resulting from the 
development; 

•	 weekend peak period if the development is anticipated to generate significant levels of 
new trips at weekends or the adjacent transport system suffers from greater levels of 
congestion than during weekdays. 

4.55	 The analysis period should also include an assessment of the combination of development­
related and non­development­related trips. 

4.56	 The analysis period should be agreed with the relevant authorities at the pre­application 
stage, including the HA where there is a potential impact on the SRN. 

DEVELOPMENT TRIP GENERATION 

4.57	 The first step in quantifying the impact of a proposed development on the transport system 
is to provide an estimate of the person trips (for all modes) that are likely to be generated 
by the development. 

4.58	 In preparing trip estimates, the travel characteristics of the proposed development should 
be established, and this should be based on a multi­modal assessment that identifies the 
number of person trips by mode and time period. 

4.59	 There is a range of trip rate database tools available that contain national, or in some cases 
more local, trip rates measured for typical land use sites. However, obtaining an accurate 
comparison is not always straightforward, especially for atypical developments. In these 
instances it is recommended that, unless there is a clear valid comparable situation, the 
assessment trips should be constructed from first principles based on a detailed analysis of 
the daily operation of the proposed development. 

4.60	 In all cases, analyses of development­related trips by using an appropriate database or an 
alternative methodology should be agreed with the relevant authorities, as this will form 
the major element of the TA. 

4.61	 Typically, trip generation assessments are based on the identification of suitable (person or 
vehicle) trip rates, having regard to industry standard databases such as TRICS, GENERATE 
and TRAVL.8 These trip rates should be derived on the basis of site­specific details of the 
proposed development – for example, proposed gross floor area, number of dwelling units, 
number of hotel rooms, availability and accessibility of non­car modes of travel, provision 
and nature of travel plans. 

4.62	 If sites with comparable accessibility9 as well as scale and location cannot be found when 
using a standard database system, 85th percentile trip generation rates should be 

8 These are examples of trip­rate database systems which are used in England to predict trip rates for proposed 
land uses. 

9 Sites with similar levels of public transport, cycling and pedestrian accessibility should be found before a 
sufficiently comparable trip­rate prediction can be made from the industry available database systems. 
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considered as a starting point for assessment of the baseline trip generation. The reasons 
for this are: 

(i)	 since the level of public transport and non­car mode travel for sites within such trip 
databases is often unknown, a true like­for­like comparison is unlikely to be achieved; 
and 

(ii) it is considered that the use of average trip rates with deductions for sustainability 
measures could result in overly optimistic trip rates for the proposed development. 

4.63	 In cases where the degree of comparability of source data sites to the development 
proposals is difficult to determine, it may be appropriate (in consultation with the 
appropriate highway authorities) to undertake a sensitivity analysis using both 85th 
percentile and average (50th percentile) trip rates to inform the process of the differences 
between these two assumptions. 

Calculating vehicular trip generation 

4.64	 As certain types of development, particularly retail, can have a significant effect on 
vehicular traffic, consideration may be given to the different types of vehicular trips that are 
likely to be generated, such as: 

•	 New trips – these are trips that do not appear anywhere on the road network prior to 
the opening of the development. For many types of development, this element of 
generated trips can be relatively small; however, it is customary to consider all trips 
from residential developments as being new to the network. 

•	 Pass­by trips – these are trips that are already present on the road network directly 
adjacent to the point(s) of access to the site, which will turn into the site. This type of 
trip is likely to be relevant only where the site is located on a major arterial route 
within an urban area. If it can be clearly demonstrated that there will be a proportion 
of true ‘pass­by’ trips that were already on the network, then these can be deducted 
from the calculated generation for the development. 

•	 Linked trips – these are trips that will have multiple destinations either within the 
proposed development site. Examples include trips to food and non­food retail, 
between both the development site and existing adjacent sites or between the 
development site and an established town centre. Where there is a high probability that 
there will be a proportion of linked trips between two uses on a development, it is 
customary only to ‘count’ those trips once for the development as a whole, and not 
effectively double­count them by attributing two visits and departures affecting the 
sections of highway network being assessed. 

•	 Diverted trips – these are trips that are already present on the local road network but 
not the road(s) from which site access is taken and will divert from their existing route 
to access the site. These are similar to pass­by trips, but they have to deviate to make 
use of the development under consideration. It is important to identify the potential for 
such diversion to occur so as to ensure that the correct flows are assessed at specific 
junctions on the highway network. Diverted trips will tend to return to their original 
route after visiting the development under consideration. 
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•	 Transferred trips – these are trips that are already present on the local road network, 
accessing similar existing sites in close proximity to the proposed development and will 
have the potential to transfer their destination to the proposed development. Slightly 
different from diverted trips, these wholly transfer from using an existing development 
to a new one, e.g. shoppers switching to a new supermarket that is more conveniently 
located for them. 

4.65	 The level of reduction in vehicular trip generation based on the mix of trips, as set out 
above, will be to a degree subjective and dependent on the specific characteristics and 
location of the proposed development. The methodology for deriving the development’s 
vehicular trips and appropriate level of trip reduction, if any, should be agreed among the 
developer, the LHA and/or the HA during the pre­application consultations. 

4.66	 For large developments, the impact of construction traffic will require separate 
consideration. The assessment of construction traffic should identify the time period(s) 
during which construction activities will take place, the numbers of trips likely to be 
generated, the vehicle type and, for heavy construction traffic, an appropriate diversion 
route or a traffic management plan to minimise local impacts. 

Adjustment of development vehicular trips 

4.67	 In some circumstances, the extent of access by non­car modes of transport may suggest an 
adjustment of development­generated vehicle trips. This is likely to be the case where new 
sustainable transport infrastructure, such as cycleway or bus services, is proposed by the 
developer. It may also be appropriate when a proposed development is located where 
there is a particularly high­quality and accessible existing public transport system. 

4.68	 The work undertaken to analyse public transport network capacity will be important at this 
stage, to ensure that assumptions are not erroneously made regarding the ability of existing 
services to cope with development trips. At this stage the TA should identify whether the 
intended level of public transport trips from the development can be met by existing 
services, or whether the development mitigation package should enhance the level of 
service. 

4.69	 Where a development proposal includes significant improvements to non­car infrastructure, 
it is more likely that the LTA/LHA will accept reductions in car­related trip estimates. 

4.70	 The element of development trips that is likely to be the least sustainable is single­
occupancy private car. Hence it would be beneficial to place significant emphasis on 
reduction of this category of trips throughout development proposals and the TA 
preparation. 

4.71	 It is important that the appropriate level of reduction, if any, should be agreed among the 
developer, the LHA and/or the HA preferably at the pre­application consultation stage. 

Trip distribution and assignment 

4.72	 Prior to the distribution and assignment of development­related person trips, it is important 
to establish a development catchment area and identify the main population zones within 
it. This catchment area should be discussed and agreed with the relevant authorities from 
the outset. It is important to note that proximity to the highway network and, in particular, 
the SRN or other higher standard routes may have a significant impact on the extent of the 
catchment area to be considered. 
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4.73	 It is recommended that the distribution of development­related person trips be based on an 
appropriate methodology. These include, but are not limited to, the use of Geographical 

10 
Information Systems (GIS) based census data analysis, a gravity model, existing traffic flow 
patterns, area­wide traffic models (if available) and, by analogy, travel patterns for similar 
developments in the vicinity of the site. 

4.74	 For some large retail developments, it is commonplace to undertake a series of key 
assessments in the context of Planning Policy Statement 6: Planning for Town Centres 
(PPS) 16 which will have analyses of customer catchment area and home locations. Where 
these are available, the findings of such assessments should be used to validate the trip 
distribution assumptions. 

4.75	 The agreed trip distribution should then be used to assign development trips to the transport 
network, taking due account of the impact of the various trip types, as noted earlier. 

ENVIRONMENTAL IMPACT ISSUES 

4.76	 As discussed earlier in sections 4.26–4.44, the environmental impacts of any significant 
development need to be addressed. This might be covered by a separate Environmental 
Statement (ES), which involves an assessment of a development’s potential environmental 
implications, including those that are transport­related. This will help ensure that the 
significance of the predicted impacts and the scope for mitigating them are properly 
addressed at the outset. 

4.77	 As part of the scoping exercise for the ES, it may be decided that an assessment of air 
quality and noise impact is required. Such an assessment should identify, in particular, 
traffic data such as peak hour traffic flows, 18­hour traffic flows, Annual Average Daily 
Traffic (AADT) flows, percentage of HGVs, traffic speeds for the surrounding highway 
network and daily traffic generation forecasts for the development proposal. Where 
appropriate, daily traffic generations of the extant or historic site use may also be required. 

4.78	 The LHA and/or the HA would require assessment of the environmental impact from any 
increase of traffic on the highway network where statutory limits might be breached. The 
same is true if any highway mitigation measures were to be proposed as a result of the 
development. Further details on environmental assessments can be found in Circular 02/99 
published by the Department of the Environment, Transport and the Regions (DETR) in 
1999 and available from the Communities and Local Government website. 

PROMOTING SMARTER CHOICES VIA TRAVEL PLANS 

4.79	 Smarter Choices are techniques for influencing people’s travel behaviour towards more 
sustainable options, such as encouraging school, workplace and individualised travel 
planning. They also include measures such as individualised marketing, personalised 
journey plans, public transport information and marketing initiatives, car sharing schemes 
and car clubs, plus measures that reduce the need to travel, such as video conferencing 
and teleworking. 

10 A Gravity model is a simple assessment technique that uses population within geographic zones as a 
proportion of the total population within a catchment area to give a likely proportion of trips arriving at and 
departing from a development site by highway route. 
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4.80	 A travel plan (TP) is a package of site­specific initiatives aimed at improving the availability 
and choice of travel modes to and from a development. It may also promote practices or 
policies that reduce the need for travel. TPs are becoming an increasingly important tool in 
the delivery of sustainable outcomes. They provide, together with transport assessments, 
the mechanism for assessing and managing access to sites. In addition, they can help 
improve accessibility, both to and from the site, and to local amenities and services. 

4.81	 PPG13 states the Government considers that a travel plan should be submitted alongside 
planning applications that are likely to have significant transport implications. Local 
authorities can help facilitate the development of effective travel plans by ensuring that 
measures in support of them are incorporated in local planning policies, including the LDF 
and LTP, and clarified through supplementary planning advice. A requirement for a TP 
should be established at the pre­application stage. The TP should be tailored to address the 
site­specific issues relating to the proposed development. 

4.82	 During the pre­application consultations the use of an area travel plan and co­ordination 
with travel plans from adjacent developments should also be considered. The use of area 
and site­specific travel plans is an important mechanism in the underlying aim to manage 
vehicle trips at source. Whenever a site­specific TP is proposed, the developer should 
ascertain the existence of an area­wide TP. Where one exists, the site­specific TP should 
integrate with the area­wide TP. 

4.83	 Detailed guidance on securing travel plans through the planning system is available on the 
DfT’s web site at www.dft.gov.uk. TfL has also produced more detailed guidance for the 
London area, available at www.tfl.gov.uk. 

4.84	 Detailed guidance on other Smarter Choices techniques, and the promotion of sustainable 
transport modes more generally, is provided in the section of the DfT web site. 

TRANSPORT IMPACTS AND MITIGATION MEASURES 

4.85	 Government transport policy is, wherever possible, to seek alternative solutions to building 
new roads, by reducing the impact of road users on each other and the environment, 
improving road performance through improved network management and facilitating 
smarter journey choices. The presumption should be to give preference where possible to 
solutions other than the construction of new roads. 

4.86	 The information provided at the pre­application stage and in the TA should be reviewed by 
the LHA and/or the HA, as appropriate, with the aim of determining the type and scope of 
mitigation measures to be provided. This process will be undertaken in conjunction with 
the LPA. 

4.87	 In doing so, they should have regard to the Traffic Management Act 2004, which places a 
network management duty on local traffic authorities in England. Planning authorities in 
two­tier areas and developers could usefully liaise with local traffic authorities where their 
development or works affect the movement of traffic on the road network. Traffic 
authorities should work closely with such planning authorities, as well as developers, utility 
companies and others, so that they are aware of the duty. In this way joint consideration 
may be given to the impacts that both developments and their associated works may have 
on the movement of traffic. Further information on the duty and good practice advice on 
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techniques and approaches can be found in Traffic Management Act 2004: Network 
Management Duty Guidance November 2004 
http://www.dft.gov.uk/pgr/roads/tpm/tma2004/trafficmanagementact2004netw4143 

4.88	 The TA, along with other supporting documents, will form the basis for the LPA‘s, LTA‘s, 
LHA‘s and/or HA’s response to a proposed development and, in particular, the type or level 
of mitigation that will be required. Typically, mitigation could be required where the 
proposed development is likely to impact adversely upon the transport system and/or result 
in breaches of statutory environmental limits. 

4.89	 Where mitigation is proposed, following agreement on the scope of mitigation to be 
provided, the relevant authorities will require or recommend that appropriate conditions be 
attached to any planning permission granted. The conditions or obligations should specify 
the improvements that will be required to accommodate the proposed development’s trips 
by all modes. They should also ensure the safety of all road users, including non­motorised 
users or vulnerable users. Conditions or obligations may require that necessary mitigation 
measures be completed before first occupation of units on the site, or before work on the 
development site itself commences if construction traffic is a major issue. 

4.90	 In all cases, the transport mitigation plan or package of measures should focus on 
maximising sustainable accessibility to the development. At the outset, the mitigation plan 
should consider measures such as: improvements to development site layout to facilitate 
walking and cycling as well as accessibility to the local public transport infrastructure; 
improvements to walking and cycling provisions in the vicinity of the development site; 
and improvements to the local public transport network. 

4.91	 The scope and implementation strategy for the improvements suggested above should be 
agreed with the relevant authorities. 

4.92	 If the TA confirms that a development will have material impact on the highway network, 
the level of impact at all critical locations on the network should be established. A 
particular example of material impact would be a worsening of congestion. In congested 
areas, the percentage traffic impact that is considered significant or detrimental to the 
network may be relatively low (possibly below the average daily variation in flow), and 
should have been determined in discussions with the relevant highway authorities. For the 
avoidance of doubt, the 1994 guidance regarding the assessment thresholds of 10 per cent 
and 5 per cent levels of development traffic relative to background traffic is no longer 
deemed an acceptable mechanism, since it creates an incentive in favour of locating 
development where high levels of background traffic already exist. 

4.93	 If the mitigation measures require physical improvements to the highway network, the 
developer should ensure that, in any design of mitigation works, appropriate design guides 
and parameters are used. Road Safety Audits may be required for any development­related 
highway works and, when produced, should be conducted in compliance with the relevant 
standards. 

4.94	 In respect of the SRN, proposed mitigation measures should provide capacity that is 
comparable to the general capacity of that part of the network and not, for example, seek 
to produce a junction with significantly more capacity than the surrounding SRN. 
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CHAPTER 5 

The link with the development plan 
making process 

5.1	 National planning policy as set out in PPS1, PPS11 and PPS12 emphasises the requirement 
for development plans to be founded on ‘a robust and credible evidence base’.11 

5.2	 Development plans will only be credible, authoritative and deliverable if transport 
considerations are fully factored into their development from the outset. 

5.3	 Within this context it is clearly important that the transport impacts of alternative spatial 
development patterns are properly assessed at an early stage and throughout the plan­
making process as an integral part of the sustainability appraisal of emerging plans. 
Appropriate policy responses must be developed to reduce the need to travel and promote 
sustainable transport choices. 

5.4	 The assessment methodologies and assumptions applied in assessing the transport 
implications of a major development at the planning application stage can also be 
employed in testing development plan options, although the level of detail underpinning 
the analysis may be lower, particularly at a regional level. 

5.5	 It will be beneficial for the planning body/authority to ensure full engagement of all 
stakeholders throughout the development plan process. 

REGIONAL AND LOCAL PLANNING FRAMEWORK 

5.6	 PPS11 Regional Spatial Strategies and PPS12 Local Development Frameworks set out policy 
advice on how integration between transport and spatial planning can be achieved at 
regional and local levels respectively. Guidance on undertaking sustainability appraisal is 
set out in Sustainability Appraisal of Regional Spatial Strategies and Local Development 
Documents. 

5.7	 RPBs may wish to consider the commissioning and development of region­wide transport 
models to evaluate the transport impacts of alternative spatial development patterns and 
regionally significant developments. As part of the process it is beneficial to test for what is 
sustainable and deliverable. 

5.8	 LPAs may seek to use existing regional, sub­regional, or local transport models where 
available and/or to undertake their own separate assessments of the transport impacts of 
alternative strategies in emerging core strategy DPDs. They may also seek to do this for any 
alternative sites that are proposed in site allocation documents or action area plans. 

11 PPS 11 (para. 2.49); PPS12 (para. 4.24) 
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5.9	 There is a wide variety of modelling and forecasting tools available to authorities, and there 
is no requirement to follow any particular process. Whilst it is recognised that the 
development and use of transport models can require significant resources, the benefits 
cannot be underestimated. It will be for authorities to decide whether transport modelling 
is most appropriate and useful in their area and, if so, at what level, having regard to the 
requirement for a robust and credible evidence base. 

5.10	 In assessing the transport impacts of alternative spatial scenarios it is important to make full 
use of existing information that is relevant. Many transport and land­use models and/or 
studies carried out by the HA and PTAs, as well as any other studies, may represent a 
substantial source of information. This includes transport assessments undertaken for recent 
development in the area. LTPs may also provide a valuable resource for local transport 
analysis. 

5.11	 It may be beneficial for RPBs, LPAs and other stakeholders to work jointly to develop 
regional and local models in order to undertake these assessments. 

5.12	 At both levels, but more particularly at the LDF stage where more detail is available, it is 
important that the cumulative effects of multiple potential developments should be 
assessed, so as to ensure that interaction effects of different combinations of sites on the 
highway network are fully understood. 

5.13	 This approach would also assist the early identification of potential environmental 
difficulties on the highway network, which can then be considered in greater detail through 
the development plan process. 

5.14	 The NATA may provide a useful framework for assessing the overall transport impact of a 
major development. The NATA recommends the assessment of a wide range of 
environmental, social and economic impacts to enable sustainable decisions to be made. 
The NATA also gives advice on how more detailed assessments can be summarised in a 
consistent way, so that different options can be easily compared with one another in a 
consistent manner. 

5.15	 When assessing the development of individual sites (as proposed in the relevant 
allocations/action area documents), trip generation estimates should, where possible, be 
derived using similar methodologies and assumptions as are applied in the planning 
application stage. The fundamental issue is the need to establish the amount of trips and/or 
residual traffic that would be generated by the development proposals. 

5.16	 Models or reports should provide an indication of the operational capabilities and 
deficiencies of the transport system, particularly on the highway network, and help 
establish a benchmark or baseline for assessing the potential impacts of development 
aspirations on the transport system. 

5.17	 Transport models or network reports should be regularly updated to reflect programmed 
improvements to the transport system, as well as the emergence of development aspirations 
and proposals in neighbouring areas. This will allow for the assessment of cross­boundary 
impacts. 
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STRATEGIC ROAD NETWORK 

5.18	 The HA will work with developers to secure delivery of their proposals in such a way that 
they minimise any additional burden on other users of the strategic road network. 
Development should normally be in line with policies and proposals already set out in the 
development plan. Where development proposals are fully consistent with the adopted 
development plan, the HA would not expect to have to engage in the full assessment 
process, provided there had been no material changes after LDD adoption. In such 
circumstances, consideration would normally be limited to the agreement of detailed access 
arrangements (including mitigation measures) rather than the principle of the development 
itself. 
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LIST OF ABBREVIATIONS
 

AADT Annual average daily traffic 

AQMA Air quality management area 

ATC Automatic traffic count 

CLG Communities and Local Government 

DETR Department of the Environment, Transport and the Regions 

DfT Department for Transport 

DLTR Department for Local Government and The Regions 

DMRB Design Manual for Roads and Bridges 

EA Environment Agency 

EIA Environmental impact assessment 

ES Environmental Statement 

GFA Gross floor area 

GIS Geographical Information System 

GTA Guidance on Transport Assessment 

HA Highways Agency 

HGV Heavy goods vehicle 

HOV High occupancy vehicle 

IHT Institution of Highways and Transportation 

ITB Influencing travel behaviour 

ITS Intelligent transport systems 

LA Local authority 

LDD Local development document 

LDF Local development framework 

LHA Local highway authority 

LPA Local planning authority 

LTA Local transport authority 

LTP Local transport plan 

NATA New approach to appraisal 

NRTF National Road Traffic Forecast 

ODPM Office of the Deputy Prime Minister 
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PPG Planning Policy Guidance Note 

PPS Planning Policy Statement 

RPB Regional planning body 

RSS Regional spatial strategy 

RTS Regional transport strategy 

SRN Strategic road network 

TA Transport assessment 

TAG Transport analysis guidance 

TP Travel plan 

TS Transport Statement 
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APPENDIX A 

Initial appraisal consultation form 

This form is provided for advisory purposes only, and is circulated as an example of best 
practice. Authorities may modify it as they see fit. 

The form is designed to assist and expedite pre­application discussions for proposed 
developments by identifying the types of information likely to be relevant to the 
consideration of planning applications. 

Completion of this form is voluntary. However, it will facilitate the decision as to which 
kind of assessment is appropriate for the development. 

Part A: General Reference: 

Developer/agent details 

Name: Company: 

Address: 

Telephone: Facsimile: 

E­mail: 

Development details
 

Brief description (including existing site use): 

Location: 

Number/street name/road 

Town/city/county 

Size (e.g., GFA, no. of units) 

Opening year(s): 
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Please tick the applicable box from the questions below.	 Yes No
 

(i)	 Is the development residential with more than 50 units? 

(ii) Is the development non­residential with a GFA of over 500 sq. m? 

(iii) Is the development likely to generate over 30 two­way vehicle trips 
per hour? 

(iv) Is the development likely to generate over 10 HGVs a day? 

(v)	 Is the development likely to generate one or more special­order 
abnormal loads a year? 

If the answer to any of the above questions is Yes, please complete Parts B, C and D of 
this form. 

Please note that the information provided in Parts B, C and D will used for any 
subsequent assessment that may be required for this planning application. 
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Part B: Travel characteristics in the vicinity of the 
development site 
Journeys to and from the development site 

Provide an estimate of journeys to and from the development site during the peak traffic 
periods, for each category of travel listed in the table below. For example, peak travel 
periods for residential and employment uses are normally 08:00 to 09:00 and 17:00 to 18:00 
during weekdays. For retail developments, the peak hour normally falls on Saturday 
between 11:00 and 16:00. 

Travel mode Weekday peak hour of 
adjacent road network 

Weekday peak hour of 
proposed development 

Weekend peak hour of 
proposed development 

AM PM AM PM Saturday PM Sunday PM 

Walk 

Cycle 

Car with driver only 

Car with passenger 

Bus 

Train 

Taxi 

Delivery/goods vehicles 
(up to 7.5 t) 

Heavy goods vehicles 
(over 7.5 t) 

Abnormal loads 

Special abnormal loads 

Committed developments and programmed highway improvements 

In order to assess the impact of your development, please identify nearby major 
developments that have planning consent and any highway schemes that are programmed 
(by the local highway authority or the Highways Agency) but are yet to be implemented. 
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Part C: Transport impacts 
Identify the likely transport impacts of the development. 

Please tick the applicable box from the questions below.	 Yes No 

(i)	 Will the development increase conflicts among all types of vehicles? 

(ii)	 Will the development increase conflicts between vehicles and pedestrians? 

(iii)	 Will the development increase conflicts between vehicles and cyclists? 

(iv)	 Will the development provide on­site parking? 
If YES, please provide total number of parking spaces proposed: 

(iv)	 Will the development increase demand for on­street parking? 

(v)	 Will the developments increase traffic queues and delays at nearby 
junctions? If YES, please identify the critical junctions in box C1 below. 

(vi)	 Will the development increase traffic noise? 
If YES, please briefly describe the nature of the impact and identify 
in box C2 the areas likely to be affected. 

(vii)	 Will the development reduce air quality? 
If YES, please briefly describe the nature of the impact and identify 
in box C3 the areas likely to be affected. 

(viii)	 Will traffic generated by the development affect the areas of townscape, 
landscape and the natural/historic environment importance? 

C1: Please identify all the critical junctions from question (v) 
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C2: Please describe the nature of the noise impact from question (vi)
 

C3: Please describe the nature of the impact on air quality from question (vii)
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Part D: Transport impact mitigation 
Identify the likely mitigation measures. 

Please tick the applicable box from the questions below.	 Yes No 

(i) Will the development provide measures to improve safety for all 
road users? 

(ii)	 Will the development provide measures to promote walking? 

(iii)	 Will the development provide measures to promote cycling? 

(iv)	 Will the development provide measures to promote the use of 
public transport? 

(v)	 Will the development provide measures to minimise car parking? 

(vi)	 Will the development provide measures to improve freight traffic 
movements, where applicable? (e.g. for warehouse and distribution 
centres) 

(vii)	 Will the development provide mitigation measures? (e.g. public 
transport services and facilities, pedestrian and cyclists facilities, 
highway improvements) 

D1: Please describe the main mitigation measures that are likely to be proposed 

Signed:	 Date:
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Indicative thresholds for transport 
assessments 

These thresholds are for guidance purposes and should not be read as absolutes. Local 
authorities may interpret them in light of their own circumstances. There are several 
qualitative factors that need to be taken into account and that are not captured by this 
document. There will also be site­specific issues that assessments will need to cover. 

In some circumstances, a TA may be appropriate for a smaller development than suggested 
by the thresholds. In others, a TS may be appropriate for a larger development than 
suggested by the thresholds. Early pre­application discussions between a developer and the 
relevant authorities are strongly recommended. In these, it is important for highway 
authorities to combine the appropriate quantitative and qualitative thresholds in deciding 
the level of assessment that may be required. 

Thresholds based on size or scale of land use 

Land use Use/description of development Size No assessment TS TA/TP 

1 Food retail (A1) Retail sale of food goods to the public 
– food superstores, supermarkets, 
convenience food stores. 

GFA <250 sq. m >250 <800 sq. 
m 

>800 sq. m 

2 Non­food retail 
(A1) 

Retail sale of non­food goods to the 
public; but includes sandwich bars – 
sandwiches or other cold food 
purchased and consumed off the 
premises, internet cafés. 

GFA <800 sq. m >800 <1500 sq. 
m 

>1500 sq. m 

3 A2 Financial 
and 
professional 
services 

Financial services – banks, building 
societies and bureaux de change, 
professional services (other than 
health or medical services) – estate 
agents and employment agencies, 
other services – betting shops, 
principally where services are provided 
to visiting members of the public. 

GFA <1000 sq. m >1000 <2500 
sq. m 

>2500 sq. m 

4 A3 Restaurants 
and cafés 

Restaurants and cafés – use for the 
sale of food for consumption on the 
premises, excludes internet cafés 
(now A1). 

GFA <300 sq. m >300 <2500 sq. 
m 

>2500 sq. m 

5 A4 Drinking 
establishments 

Use as a public house, wine­bar or 
other drinking establishment. 

GFA <300 sq. m >300 <600 sq. 
m 

>600 sq. m 

6 A5 Hot food 
takeaway 

Use for the sale of hot food for 
consumption on or off the premises. 

GFA <250 sq. m >250 <500 sq. 
m 

>500 sq. m 

7 B1 Business (a) Offices other than in use within 
Class A2 (financial and professional 
services) 

(b) research and development – 
laboratories, studios 

(c) light industry 

GFA <1500 sq. m >1500 <2500sq. 
m 

>2,500 sq. m 
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Thresholds based on size or scale of land use (continued) 

Land use Use/description of development Size No assessment TS TA/TP 

8 B2 General 
industrial 

General industry (other than 
classified as in B1),The former 
‘special industrial‘ use classes, B3 – 
B7, are now all encompassed in the 
B2 use class. 

GFA <2500 sq. m >2500 <4000 
sq. m 

>4000 sq. m 

9 B8 Storage or 
distribution 

Storage or distribution centres – 
wholesale warehouses, distribution 
centres and repositories. 

GFA <3000 sq. m >3000 <5000 
sq. m 

>5000 sq. m 

10 C1 Hotels Hotels, boarding houses and guest 
houses, development falls within this 
class if ‘no significant element of 
care is provided‘. 

Bedroom <75 bedrooms >75 <100 
bedrooms 

>100 bedrooms 

11 C2 Residential 
institutions ­
hospitals, 
nursing homes 

Used for the provision of residential 
accommodation and care to people 
in need of care. 

Beds <30 beds >30 <50 beds >50 beds 

12 C2 Residential 
institutions – 
residential 
education 

Boarding schools and training 
centres. 

Student <50 students >50 <150 
students 

>150 students 

13 C2 Residential 
institutions – 
institutional 
hostels 

Homeless shelters, accommodation 
for people with learning difficulties 
and people on probation. 

Resident <250 residents >250 <400 
residents 

>400 residents 

14 C3 Dwelling 
houses 

Dwellings for individuals, families or 
not more than six people living 
together as a single household. Not 
more than six people living together 
includes – students or young people 
sharing a dwelling and small group 
homes for disabled or handicapped 
people living together in the 
community. 

Dwelling 
unit 

<50 units >50 <80 units >80 units 

15 D1 Non­
residential 
Institutions 

Medical and health services – clinics 
and health centres, crêches, day 
nurseries, day centres and consulting 
rooms (not attached to the 
consultant‘s or doctor‘s house), 
museums, public libraries, art 
galleries, exhibition halls, non­
residential education and training 
centres, places of worship, religious 
instruction and church halls. 

GFA <500 sq. m >500 <1000 sq. 
m 

>1000 sq. m 

16 D2 Assembly 
and leisure 

Cinemas, dance and concert halls, 
sports halls, swimming baths, skating 
rinks, gymnasiums, bingo halls and 
casinos. other indoor and outdoor 
sports and leisure uses not involving 
motorised vehicles or firearms. 

GFA <500 sq. m >500<1500 sq. 
m 

>1500 sq. m 

17 Others For example: stadium, retail 
warehouse clubs, amusement 
arcades, launderettes, petrol filling 
stations, taxi businesses, car/vehicle 
hire businesses and the selling and 
displaying of motor vehicles, 
nightclubs, theatres, hostels, builders‘ 
yards, garden centres, POs, travel and 
ticket agencies, hairdressers, funeral 
directors, hire shops, dry cleaners. 

TBD Discuss with 
appropriate 
highway 
authority 

Discuss with 
appropriate 
highway 
authority 

Discuss with 
appropriate 
highway 
authority 
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Thresholds based on other considerations 

Other considerations TS TA TA/TP 

1 Any development that is not in conformity with the adopted development plan. ✔ 

2 Any development generating 30 or more two­way vehicle movements in any hour. ✔ 

3 Any development generating 100 or more two­way vehicle movements per day. ✔ 

4 Any development proposing 100 or more parking spaces. ✔ 

5 Any development that is likely to increase accidents or conflicts among motorised users and non­
motorised users, particularly vulnerable road users such as children, disabled and elderly people. 

✔ 

6 Any development generating significant freight or HGV movements per day, or significant 
abnormal loads per year. 

✔ 

7 Any development proposed in a location where the local transport infrastructure is inadequate. – 
for example, substandard roads, poor pedestrian/cyclist facilities and inadequate public transport 
provisions. 

✔ 

8 Any development proposed in a location within or adjacent to an Air Quality Management Area 
(AQMA). 

✔ 
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Environmental impacts 

The information contained within this appendix is intended to provide guidance for the 
appraisal of environmental impacts related to Transport Assessments. 

Environmental 
consideration 

Potential impact Reference document Document summary 

Noise Impact of noise at new 
residential dwellings 
near existing noise 
sources 

PPG 24:1994 – Planning and Noise 

Web link: 
http://www.communities.gov.uk/ 

This guidance identifies Noise Exposure 
Category (NEC) levels for new dwellings for 
both day and night, for road traffic, rail traffic 
& air traffic. 

Increase in road traffic 
noise 

The Noise Insulation Regulations 
(amended) 1988 (under the Land 
Compensation Act 1973) 

Available from The Stationery Office 
http://www.tsoshop.co.uk 

This regulation identifies the provision for the 
noise insulation of house where road traffic 
noise from a new or significantly altered road 
exceeds 68 LA10,18 hr, predicted or measured 
1m from an eligible facade. 

Increase in road traffic 
noise 

Design Manual for Roads and Bridges 
(DMRB) – Volume 11 

Web link: 
http://www.highways.gov.uk 

Basic estimation tool for a preliminary 
assessment of potential nuisance from traffic 
noise. 

Increase in road traffic 
noise 

Calculation of Road Traffic Noise 
(CRTN) 

Available from The Stationery Office 
http://www.tsoshop.co.uk 

Assessment methodology for the evaluation of 
the changes in road traffic noise for a scheme 
opening year and the worst year in the first 
fifteen years after opening. 

Climate change Increase in greenhouse 
gas emissions 

Transport Analysis Guidance (TAG) ­
Unit 3.3.5 

Web link: http://www.webtag.org.uk 

Basic assessment methodology for carbon 
emissions based on observed and projected 
vehicle count. 

Air quality Increase in air pollution Air Quality Strategy for England, 
Scotland, Wales and Northern Ireland 

Web link: 
http://www.defra.gov.uk/environment 
/airquality/strategy/ 

The objectives adopted in the UK are part of 
the Air Quality Strategy published by the 
Government 

Objectives for air pollution are concentrations 
over a given time period that are considered to 
be acceptable in the light of what is known 
about the effects of each pollutant on health 
and on the environment. They are used as a 
benchmark to determine if air pollution is 
getting better or worse. 

Increase in air pollution Design Manual for Roads and Bridges 
(DMRB) – Volume 11 

Web link: 
http://www.highways.gov.uk 

Assessment methodology for the evaluation of 
the affect of vehicle (exhaust) emissions on air 
pollution (adverse or beneficial). 
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Environmental 
consideration 

Potential impact Reference document Document summary 

Water Pollution. A number of pollution guidance 
documents are available on from the 
Environment Agency (EA) 

Web link: 
http://www.environment­
agency.gov.uk/ 

The EA and adoption authorities provide 
specific guidance for the control of pollution 
from highway spills. 

Developer must consult EA and seek early 
guidance on control of pollution from 
Brownfield development. 

Flood risk Planning Policy Statement (PPS) 25 

Web link: 
http://www.communities.gov.uk 

This is required to ensure that the development 
and/or highway works will not suffer from 
flooding from watercourses or increase flood 
risk downstream by adding additional flows. 

Other environmental considerations include: 

• Biodiversity/ecological 

• Heritage 

• Archaeology 

NOTE: Connections to highway drainage 

(i)	 There is a long­standing policy against permitting connections to adopted highway 
surface water drainage networks from anything other than adoptable highway drainage. 

(ii) This is to prevent situations whereby pollutants from private networks such as surface 
water from a development site are allowed to contaminate a highway drainage system. 

(iii) Therefore, in most circumstances, no connections into public highway drainage from 
drainage network other than adoptable highway drainage will be permitted. 
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Roles of key stakeholders 

COMMUNITIES AND LOCAL GOVERNMENT 

1.	 Communities and Local Government was created as a central department in May 2005. CLG 
is responsible for policies on housing, planning, as well as regional and local governments. 
It is also responsible for the Government Offices for the Regions. 

REGIONAL PLANNING BODIES 

2.	 Each of the English regions outside of London has a regional chamber that the regions 
generally call Regional Assemblies (not to be confused with the term Elected Regional 
Assemblies). They are responsible for developing and co­ordinating a strategic vision for 
improving the quality of life in a region. The assembly, as Regional Planning Body (RPB), 
is responsible for setting priorities and preparing certain regional strategies, including the 
Regional Spatial Strategy (RSS). The RPB has a duty, under the provisions of the Planning 
and Compulsory Purchase Act 2004, to respond to consultation on planning applications 
that it considers are of strategic importance (as well to assess the ‘general conformity’ of 
DPDs with the RSS). The RPB must also respond to requests for its opinion on strategic 
pre­application proposals for development. 

LOCAL PLANNING AUTHORITIES 

3.	 LPAs have a key role in the TA process and at various stages can: 

•	 facilitate the LHA’s and HA’s involvement in the plan­formulation process; 

•	 encourage developers to hold early discussions about proposals and the scope of any 
TS or TA ; 

•	 ensure that the LHA and HA are part of these early discussions, particularly for major 
development proposals (this may reduce objections from the HA and avoid appeals 
over unacceptable applications); 

•	 provide advice on particular planning policies or transport conditions near sites as well 
as sources of further information and advice on, for instance, the preparation of travel 
plans; 

•	 provide a clear idea of what developers might be expected to provide as part of their 
planning obligations, through both general policy and detail on access to specific sites, 
including linkages with local transport plan initiatives; 
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•	 ensure that site allocations in development plans enable good accessibility by public 
transport, walking and cycling and are consistent with the local transport plan and 
PPG13 and other government policies; and 

•	 use the TS or TA to assess the suitability of the planning application (in liaison with 
bodies such as the local highway authority and public transport operators) and to 
specify planning conditions, or negotiate relevant planning obligations. 

DEVELOPERS 

4.	 Developers or their agents are responsible for producing a TS or TA in support of planning 
applications. At the outset, they should consult with LPAs, LHAs, the HA, as well as public 
transport operators, particularly where the developments are likely to impact on the TRN. 
This will potentially save time and costs and facilitate the planning application process. 

LOCAL HIGHWAY AUTHORITIES 

5.	 LHAs and the local transport authority (which are often the same authority) should be 
involved in assessing the travel characteristics of developments. They may help to assess 
how major proposals relate to targets and objectives within the local transport plan. They 
will also be involved in the planning of any measures that form part of major development 
proposals, such as traffic management and on­street parking measures or providing new 
infrastructure. At the strategic level, they will also be involved in assessing the accessibility 
of locations in development plans, which will be important in preparing local transport 
plans. They should consult with the HA in formulating and implementing access 
management measures to address the traffic impact from development sites. 

DEPARTMENT FOR TRANSPORT 

6.	 The Department’s aim is transport that works for everyone – a sustainable transport system 
that provides a safe, reliable and accessible service for all its users whilst supporting 
economic growth, social inclusion and the Government‘s objectives on the environment. 
The role of the Department is to determine overall transport strategy and to manage 
relationships with the agencies responsible delivering that vision. 

THE HIGHWAYS AGENCY 

7.	 The Secretary of State is the highway authority for the SRN in England, and the HA acts on 
his behalf. The HA should be informed by the LPA of any planning proposals that are likely 
to impact on the strategic road network and would encourage early pre­application 
consultations from developers whose proposals are adjacent to SRN, particularly large­scale 
developments that are likely to generate a material increase in traffic. 

8.	 The HA’s aim is to work with developers and LAs to facilitate developments taking place in 
a manner that maintains or improves accessibility, with a particular focus on the impact that 
developments might have on the TRN. 
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9.	 Where possible, the HA is willing to explore options that would allow for the simultaneous 
construction of highway works and construction/occupation of new developments, as well 
as the phasing of construction works. 

10.	 The HA can direct an LPA to impose conditions on any planning consent to offset the 
effects of the traffic­related transport impacts from the development proposal. If acceptable 
highway works or other suitable mitigation measures cannot be secured, a direction may 
lead to the application not being granted. 

OTHER STAKEHOLDERS 

11.	 The list below is indicative of other stakeholders that are typically involved in the land use 
planning process: 

• Regional Development Agencies 

• The Environment Agency 

• Department of Trade and Industry 

• Passenger Transport Authority 

• Public transport operators 
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Delivery mechanisms: legal
 
agreements
 

1.	 Mitigation measures that are identified and determined as necessary for a planning 
permission to be granted are normally specified in planning conditions and/or legal 
agreements. 

2.	 The mechanisms by which such works or contributions are implemented are generally via 
one or more of the following legal agreements. 

SECTION 106 AGREEMENTS 

3.	 Section 106 of the Town and Country Planning Act 1990, as substituted by the Planning and 
Compensation Act 1991, allows a LPA to enter into a legally binding agreement (planning 
obligation) with a developer in relation to a proposed development. 

4.	 Amongst other things, these ‘section 106 agreements‘ can act as a mechanism for placing 
restrictions on developers in relation to the impacts of their developments, by requiring 
them to provide measures to minimise these impacts. Policy on the use of planning 
obligations is set out in ODPM Circular 05/05. 

5.	 Typically, section 106 agreements include requirements to make contributions in kind, or to 
pay sums of money, and cover issues such as the securing of the community infrastructure 
necessary to meet the needs of the local community arising from the new development 
and/or mitigating the impacts of the proposed development. 

6.	 In some circumstances, the LPA and/or highway authority may pool sums of money arising 
out of section 106 contributions towards larger mitigation measures than are possible from 
a single development. 

HIGHWAYS ACT AGREEMENTS 

7.	 Various provisions in the Highways Act 1980 influence or facilitate development­related 
works within the public highway or the creation of a new highway. 

8.	 Section 4 provides for an agreement between the Secretary of State for Transport (the 
Secretary of State) and a local highway authority, where it is proposed to improve a trunk 
road and the works affect another highway under the local highway authority’s control. 

9.	 Section 5 provides for an agreement to allow a local highway authority to maintain and 
improve a highway (other than a trunk road), which the Secretary of State has procured. 
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10.	 Sections 6 to 9 relate to the delegation of certain functions with regard to trunk roads and 
urban roads and also facilitate agreements between local highway authorities for the 
transfer of the specified functions for a particular highway. 

11.	 Section 274 provides for a local authority to contribute towards any expenses to be 
incurred by the Secretary of State if, in the opinion of the local authority, the expenditure is 
or will be of benefit to the local authority’s area. 

12.	 A developer may enter into a Section 278 agreement with an LHA for improvement works 
to local roads, as well as with the Secretary of State for works to the SRN. LPAs may also 
enter into an agreement with a developer under section 106 of the Town and Country 
Planning Act 1990, although the section 106 power does not extend to the Secretary of 
State.12 

13.	 Where measures are required that affect both the local highway network and the SRN, 
there will be a requirement to enter into multiple­authority agreements that include the HA, 
LHAs and developers. 

MULTIPLE­AUTHORITY SECTION 278 AGREEMENT 

14.	 There are cases where multiple highway authorities, most commonly the Secretary of State 
and a local highway authority, need to form a joint legal agreement with a developer to 
ensure that a mutually required package of measures that affect both authorities’ networks 
can be achieved and controlled. This could also apply to a situation whereby a 
development proposal is close to the border between two LHAs and the mitigation 
measures required might be capacity management controls at junctions within both LHA 
areas. 

15.	 Whilst it may be less common, there might also be circumstances where three highway 
authorities are involved – for example, where the boundaries of two LHAs are close to a 
motorway junction and the impact from a development affects the networks within the 
jurisdiction of each LHA. In such circumstances, should capacity management measures be 
required that affect all three highway authorities, then the multiple­authority agreement 
would enable such works to be coordinated effectively. 

16.	 The purpose of a multiple­authority agreement is to ensure that, where a combination of 
measures/controls is required to provide the appropriate mitigation for a development, and 
where such measures fall within multiple authorities’ areas of jurisdiction, provision of the 
necessary complete combination can be guaranteed by legally enforceable agreement. 

17.	 The goals and benefits of this type of agreement are: 

• achieving a coordinated approach among the LHAs, LPAs and the HA; 

• establishing complementary measures to control access and egress for developments; 

12 For s.278 agreements with the Secretary of State for Transport see Guidance on Agreements with the Secretary 
of State for Transport under Section 278 of the Highways Act 1980 
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•	 determining appropriate mitigation measures (highway improvement works or 
provision/improvement of public transport); 

•	 establishing a framework for enforcement of travel plan measures. 

18.	 This type of agreement will require an additional form, which can be attached or included 
with a normal section 278 agreement. The additional form should set out the agreements 
among all parties (LHA(s), the Secretary of State and the developer), and it will: 

•	 bind all parties to provide the works/actions set out in the agreement; 

•	 give ‘step­in’ rights to each highway authority if there is a default by any party in the 
fulfilment of the terms of the agreement; and 

•	 allow ‘draw­down’ of bond funds to complete works where these are the subject of a 
staged arrangement with triggers, such as non­achievement of travel plan targets. 

19.	 The agreement would contain schedules specifying the works, which highway authority’s 
area those works would be situated in, and what linkages/interactions exist among those 
works to meet fully the mitigation requirements. 
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