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Objectives

1.1 Best practice guidance has been 
prepared to assist those submitting 
planning applications for major 
developments in London where a 
transport assessment (TA) is required.

1.2 The purpose of this document 
is to provide a high-level guidance 
document to improve the process 
for Transport for London (TfL) and its 
Land Use Planning Team (LUP) within 
TfL and will not in any way replace 
borough guidance on transport 
assessments. Due to the technical 
nature of some elements of this 
document, which will inevitably 
evolve over time, this document 
will be subject to periodic review.

1.3 The guidance is relevant to 
developments that are deemed 
to be strategically important and 
which are referred to the Mayor 
of London under the Town and 
Country Planning (Mayor of London) 
Order 2000. The LUP Team at TfL 
coordinates the transport elements 
of the Mayoral reports responding 
to these planning applications.

1.4 Major developments are 
likely, by nature of their scale 
alone, to generate high levels 
of movement. Whilst there may 
be some exceptions, such as 
certain types of development in 
the Green Belt, referred schemes 
are likely to have an effect on the 
operation of the transport network. 

Planning for managing access to 
such developments is essential 
if conformity with the London 
Plan is to be demonstrated. 

1.5 A full transport assessment 
will be required for schemes that 
are referrable to the Mayor unless 
otherwise agreed with TfL.

1.6 This document offers 
advice and guidance to those 
producing transport assessments 
for referred applications. It is 
intended to ensure that all 
requirements of TfL are fulfilled 
and applications can be reviewed 
and assessed comprehensively.

1.7 A transport assessment is an 
inclusive process that should cover 
all aspects of movement by people 
and vehicles. It should be able to 
demonstrate how developments 
affect demands for travel and how 
all travel demands and servicing 
requirements will be met.

1.8 Reference is also made in 
the guidance to the additional 
responsibilities of TfL where 
developments impact upon the 
Transport for London Road Network 
(TLRN), the Strategic Road Network 
(SRN), or where applications 
potentially affect bus services or 
bus infrastructure. Although this 
guidance is not concerned with this 
specifically, many of the principles 
and techniques referred to in this 
document will be relevant. For these 

1 Introduction
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types of schemes, discussion with 
TfL is particularly encouraged. It 
should be noted that this document 
is not intended to explain in 
detail the variety of roles TfL has 
in relation to the control of non-
referred planning applications.

Overview of the 
referral process

1.9 The Town and Country Planning 
(Mayor of London) Order 2000 sets 
out the criteria for schemes that 
need to be referred to the Mayor 
of London for developments that 
are of strategic importance in the 
capital. For referred schemes, the 
Mayor has the power to direct 
refusal on applications that are 
deemed to be contrary to the 
London Plan or prejudicial to 
good strategic planning in London. 
The TfL Land Use Planning Team 
advises the Mayor on transport 
issues as part of this process.

1.10 The London Plan has 
‘Development Plan Status’ and as 
such forms part of the decision 
making process. All referred planning 
applications should be in general 
conformity with London Plan policies. 
Any direction to refuse must be 
based on London Plan policy.

1.11 London boroughs must refer to 
the Mayor any planning applications 
that fall within the criteria that are 
set out in the Order. There are 
four main categories, these are:

Category 1:  
Large Scale Development;

Category 2:  
Major Infrastructure;

Category 3:  
Development which may 
affect Strategic Policies; and

Category 4:  
Development on which the Mayor 
must be consulted by virtue of a 
direction of the Secretary of State.

1.12 Appendix A gives a summary 
of the criteria for cases that 
are referred to the Mayor.

1.13 TfL produces a range of 
guidance documents, specific to 
particular business areas. These 
include advice on modelling 
techniques, design guides and 
general information on the 
requirements of TfL. This guidance 
should assist applicants of 
referred applications to identify 
appropriate techniques and obtain 
advice where appropriate.

•

•

•

•
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About Transport for London

1.14 TfL is the integrated body 
responsible for the planning and 
management of London’s transport 
system. Boroughs have responsibility 
for managing the local highway 
network. Within the organisation 
there are a range of business areas 
that broadly equate to each public 
transport mode. In addition to 
being responsible for London Buses, 
London Underground, Docklands 
Light Railway (DLR), River Services 
and Tramlink, TfL also has direct 
responsibility for the Transport 
for London Road Network (TLRN) 
and a network management duty 
(under the Traffic Management 
Act 2004) regarding the Strategic 
Road Network (SRN) along with 
all traffic signals, the Congestion 
Charging scheme, the Public 
Carriage Office and Dial-a-Ride. 

1.15 TfL promotes cycling, walking 
and Travel Awareness initiatives. 
London Rail, as part of TfL has an 
increasingly important role in the 
management and operation of rail 
services in London. TfL has produced 
guidance for Local Implementation 
Plans (LIPs) and also comments 
on borough’s LIPs as part of the 
reporting process to the Mayor.

1.16 This range of responsibilities 
means that the operational aspects 
of the transport network, and 
the effect a development might 
have on the network, are key 

elements in assessing planning 
applications, as well as the policies 
of the London Plan. The LUP Team 
coordinates the TfL corporate 
response to Mayoral referrals on 
transport related matters which 
can include liaising with London 
boroughs and developers and the 
Greater London Authority (GLA).

Structure of this guidance

1.17 Chapter 2 provides an overview 
of the criteria used to define 
referrable applications and the 
Mayoral decision making process. 
Appendix A gives a summary of 
the specific thresholds that are 
used to classify referred planning 
applications, taken from the 
Mayor of London Order 2000.

1.18 Chapter 2 also outlines the 
separate regime associated with the 
Traffic Management Act 2004 and 
the Network Management Duty of 
TfL, and how this may impact upon 
referred planning applications.

1.19 Chapter 3 summarises 
the relevant policies relating to 
transport assessments and the 
London-specific policies that are 
taken into consideration in the 
Mayor’s decision-making process.

1.20 Chapter 4 sets out the 
procedures for scoping a transport 
assessment, including pre-
application discussions and the 
production of a scoping document. 
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This chapter also features a checklist,  
Applicants should use this checklist 
to identify essential and optional 
topics to be included in the TA.

1.21 Chapter 5 sets out advice on 
the structure of a TA, including 
discussion of the use of plain 
English and clearly stating 
assumptions and references.

1.22 Chapter 6 outlines the 
input requirements for a TA. This 
covers the baseline conditions 
and consideration of the 
cumulative impacts that nearby 
developments may have. 

1.23 Chapter 7 discusses the 
organisation of the TA document 
in terms of the stages to go 
through and the different aspects 
to cover when assessing impacts.

1.24 Chapter 8 covers specific 
analytical techniques recommended 
by TfL. This includes trip generation 
analysis and capacity analysis of 
individual modes and services.

1.25 Chapter 9 discusses proposing 
mitigation measures through 
planning obligations and the 
production of a travel plan.

1.26	Chapter 10 provides a summary 
of the main points of the guidance 
and an overview of the document.

1.27 Appendix A covers the 
criteria that define referrable 
planning applications.

1.28 Appendix B features the 
recommended methodology 
for the calculation of a public 
transport accessibility level 
(PTAL), as provided by TfL.

1.29 Appendix C gives useful 
contact details for the Land 
Use Planning Team.

1.30 Appendix D provides a guide 
to key resources available. TfL 
produces a wide range of detailed 
guidance documentation on all 
aspects of transport in London and 
these should be considered for all 
referred planning applications.

1.31 Appendix E contains a glossary 
of various terms and acronyms.
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Introduction

2.1 The Town and Country Planning 
(Mayor of London) Order 2000 
enables the Mayor of London to 
exercise influence over land-use 
planning, including transport 
implications, through planning 
applications that are referred to 
him. TfL advises the Mayor on 
the transport implications of 
such planning applications. 

2.2 The Mayor can direct a borough 
to refuse planning permission if the 
transport impacts are considered 
to be contrary to the London 
Plan or otherwise contrary to 
good strategic planning in London. 
Figure 2.1 shows a summary of 
the planning application process.

2.3 The London Plan has 
‘Development Plan Status’ and as 
such forms part of the decision 
making process. All referred 
planning applications should be in 
general conformity with London 
Plan policies. Any direction to 
refuse would normally be based 
upon London Plan policy.

�

Referred planning 
applications

2.4 London boroughs must refer to 
the Mayor any planning applications 
that fall within the criteria that 
are set out in the Order. See 
Appendix A for referral categories.

2.5 The planning application process 
can be lengthy. In the case of 
referred applications, it is important 
to involve the GLA and TfL as early 
as possible in the process and, 
where appropriate, throughout the 
TA drafting stage. If TfL comments 
can be taken into account before 
the application is submitted, this 
can speed up the process later on.

2.6 Once an application has been 
established as being referrable, 
the transport planning process 
should follow the stages detailed 
below. Transport and access need 
to be assessed from the outset 
when developments are being 
considered. The location, layout, 
design, types of use and scale will 
all affect how people will access and 
use a development. As a result it 
will need to be demonstrated how 
these issues have been considered.

2 Overview of the referral process
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Formal consideration of 
the planning application 
and completed TA

2.7 Once the content of the TA 
has been discussed with TfL, as 
part of the scoping document 
and/or pre-application discussions, 
the TA will be submitted with the 
planning application to the local 
planning authority. For a referred 
scheme, a copy of the application 
will be sent to the Mayor.

2.8 A copy of the TA should be sent 
directly to the TfL Land Use Planning 
Team, in electronic format where 
possible. This will help to speed 
up the evaluation and feedback 
process and allow TfL enough time 
to comment on the contents of 
the document, thus minimising 
any delays in the determination 
of the planning application.

2.9 The TfL LUP team will circulate 
the TA and planning application 
internally to the appropriate sections 
within TfL, including London Buses 
and the Underground. This will 
avoid boroughs having to consult 
these parts of the organisation 
separately. It is very important that 
the TfL LUP team are the central 
point of contact to ensure that a 
corporate response is obtained. 

2.10 The TfL LUP team will provide 
a written response to the TA 
either as direct correspondence 
to the developer, copying in the 
borough and the GLA, or as part 
of the Mayoral reporting process

The Mayor’s decision 
making process

Stage 1 report
2.11 The Mayor has the power to 
direct a council to refuse planning 
permission on referred applications. 
He responds to such cases via a 
two stage reporting process. A 
referred planning application will 
be considered firstly as a Stage 
1 report. Any TfL concerns or 
requirements will be notified at 
that time. Applicants are asked to 
respond to the transport issues 
raised in the Stage 1 report direct 
to the LUP Team Case Officer (see 
Appendix C for contact details). 
Any feedback or additional data 
requests highlighted in the Stage 
1 report should be responded to 
with follow-up submissions.

2.12 Where TfL has raised significant 
concerns or specifically requested 
further information or analyses, 
an addendum to the TA should 
be submitted on behalf of the 
applicant. A transport addendum 
should respond to the comments 
made by TfL in the Stage 1 report. 
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2.13 The addendum should state 
explicitly where planning conditions 
or obligations are deemed to 
be required to overcome any 
concerns raised by TfL. Heads of 
terms of any proposed planning 
obligations should be included 
as part of the TA addendum.

Stage 2 report
2.14 The local planning authority’s 
resolution to grant planning 
permission usually takes place after 
the Mayor has considered the case 
as part of a Mayoral Stage 1 report. 
The information supplied to the 
Mayor, together with a transport 
addendum provided by the applicant, 
will be used by TfL to contribute 
to a Stage 2 Mayoral report. 

2.15 All mitigation measures, 
including details of planning 
obligations or Section 278 
agreements, should be included in 
the submitted material. This will be 
the final opportunity to consider the 
information in the TA submission 
and to determine whether or not 
a direction to refuse planning 
permission will be appropriate. 

2.16 The Mayor will decide as part 
of the Stage 2 process on whether 
or not to direct refusal. If he decides 
that a direction is not necessary, the 
local planning authority is then able 
to formally grant planning permission.

Post Stage 2 – issuing of 
planning permission
2.17 If the granting of planning 
permission includes a planning 
obligation, a copy of the agreement 
should be sent to the TfL LUP 
team for monitoring purposes. A 
Planning Obligations Manager has 
been appointed within TfL who 
oversees the implementation of 
high risk planning obligations in 
conjunction with TfL businesses.

2.18 Previous Stage 1 and 
Stage 2 reports can be viewed 
on the Mayor’s website at: 

http://www.london.gov.uk/mayor/
planning_decisions/index.jsp

The Traffic Management 
Act (TMA) 2004 and how it 
affects the referral process

2.19 The Traffic Management 
Act amends Section 301A of the 
Highways Act 1980 and Section 121B 
of the Road Traffic Regulation Act 
1984 so that boroughs have to notify 
TfL if they are proposing to ‘exercise 
any power under the Highways Act 
or Road Traffic Regulation Act in a 
way which will affect, or be likely 
to affect a GLA strategic road.’

2.20 Before the development can 
proceed, TfL must give consent 
if a GLA road (ie TLRN road) or a 
SRN road is affected by a proposal. 
TfL must give an opinion on a 
notification within one month. 

http://www.london.gov.uk/mayor/planning_decisions/index.jsp
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Where a TfL objection has not 
been withdrawn, the GLA can 
consider the objection and can give 
consent to the proposal. Whilst 
this is a distinct process from 
applying for planning permission, 
the two regimes can impact upon 
each other in certain respects.

2.21 In relation to planning 
applications, where the borough 
is acting as local planning 
authority under the Planning and 
Compulsory Purchase Act 2004, 
there is no statutory need for the 
boroughs to consult TfL unless 
the proposal affects the TLRN 
or SRN as explained above. This 
means that, in some cases, a local 
planning authority may choose 
not to consult TfL under TMA 
regulations during consideration 
of a planning application. This 
leaves the possibility of planning 
consent being granted whilst a 
subsequent notification to TfL under 
TMA regulations is refused. This 
can have implications for cases 
that are referred to the Mayor.

2.22 In such cases, if a TMA issue 
is identified for a referred case, and 
if it can be resolved, the issues will 
be highlighted to the applicant/
borough within the Mayor’s Stage 
1 or Stage 2 report that states 
the nature of the objection and 
the steps needed to resolve it.

2.23 Where an objection from 
TfL under the Traffic Management 
Act is likely in a referred planning 
application, negotiations with the 
applicant and discussions with 
the borough will be necessary in 
order to avoid the problem of 
planning permission being granted 
and subsequently, TMA consent 
being refused. The following clause 
may be included in the planning 
report to the Mayor stating that his 
decision not to direct refusal does 
not prejudice TfL’s position in any 
unresolved issue at a later stage:

‘The Traffic Management Act 
2004 amends Section 301A 
of the Highways Act 1980 
and Section 121B of the Road 
Traffic Regulation Act 1984 so 
that boroughs have to notify 
TfL if they are proposing to 
“exercise any power under the 
Highways Act or Road Traffic 
Regulation Act in a way which 
will affect, or be likely to 
affect a GLA strategic road.” 
The Mayor’s decision on this 
planning application does 
not prejudice the Director 
of Traffic Management’s 
position in any unresolved 
issue associated with the 
TMA at a later stage.’
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2.24 It is important to ensure that 
the two consent regimes are not 
confused and that, if a proposal is 
unacceptable in planning terms, but 
may have an effect on a Strategic 
or TLRN road, that the Mayoral 
direction relates to sound planning 
reasons for refusal. Planning 
permission will not be refused 
simply because TMA consent would 
not be forthcoming—the effects 
of the development must cause 
demonstrable harm in planning 
terms for a refusal to be reasonable.

2.25 Applicants are encouraged to 
consider the effects of the Network 
Management Duty in TAs and discuss 
any TMA issues with TfL’s Network 
Assurance Team so that any conflicts 
can be resolved at an early stage.
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Figure 2.1  
The planning 
application process

Completed transport assessment�
Submission of planning application, including TA and planning obligation 
heads of terms. Additional copy of TA to LUP at TfL

Formal consideration of the planning application�
TA document circulated around TfL with a written response provided by LUP

Mayor’s stage 1 report�
TfL advice incorporated into Stage 1 report including information on planning 
obligations produced by GLA with additional data requests where necessary

Transport addendum�
All additional requests from TfL and updated information should be 
provided within a transport addendum document, submitted to TfL

Mayor’s stage 2 report�
Addendum and TfL advice contribute to a Stage 2 Mayoral report. Mayor determines 
whether or not to direct refusal. Planning obligations heads of terms agreed.

Planning obligation finalisation�
Final details and production of planning obligations that are required by GLA/
TfL and borough in order to secure funding for local improvements

Planning permission�
Following agreement of planning obligations, planning permission will be granted

Pre-application discussions (including with TfL)�
Discussion of data availability, modelling, planning obligation issues, 
particular mode issues or concerns in terms of public transport

Production of scoping document for the transport assessment�
Outlining analysis techniques and issues to be examined (submit to TfL)



16

Transport assessment best practice guidance document

Introduction

3.1 A transport assessment 
(TA) is required for all planning 
applications that are referrable to 
the Mayor of London. A referrable 
application is defined by the Town 
and Country Planning (Mayor of 
London Order) 2000. The scope 
of the TA is determined by the 
over-riding need to demonstrate 
how the transport demands of a 
particular development can be met 
within the existing and planned 
transport network. This should 
take into account infrastructure, 
transport services, transport capacity 
constraints, and how the impact of 
that development can be mitigated. 

3.2 Another key consideration 
is to assess the conformity of 
proposals with policy. Therefore 
it should consider the relationship 
between the development and 
relevant transport policies.

3.3 The following advice relates 
to how a TA should incorporate 
appropriate policy considerations 
and assess matters of consistency.

Planning and Compulsory 
Purchase Act (2004)

3.4 The Act is designed to improve 
the planning system and make 
it more flexible and responsive 
at a regional and local level. The 
Act sets out new procedures 

for the production of planning 
policies in order to achieve a more 
regional, strategic approach.

3.5 It introduces the concepts of 
a Local Development Document 
(LDD) and a Regional Spatial 
Strategy (RSS), replacing the former 
Unitary Development Plan (UDP) 
and Regional Structure Plan. This 
means that an LDD needs to be in 
general conformity with the Regional 
Spatial Strategy (in London’s case 
the London Plan). It assigns Regional 
Strategies ‘Development Plan’ status.

Planning obligations

3.6 These allow local planning 
authorities to request contributions 
from developers to help mitigate the 
impacts of new developments. This 
is often used to obtain funding for 
transport improvements. The Mayor 
regularly asks for contributions on 
referred planning applications. These 
are secured through legal agreements 
known as planning obligations and 
are formulated using the principles 
set out in ODPM Circular 05/2005.

3.7 Where a contribution from a 
developer is necessary, the granting 
of planning permission will be made 
conditional on the formulation and 
signing of a planning obligation. The 
details of this agreement are usually 
discussed with the local planning 
authority, and, if specific clauses 

3 Land use and transport policy context
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or requirements are requested 
as part of the Mayoral referral 
process, with the GLA and TfL. 

3.8 The best outcomes will usually 
be achieved by discussing potential 
planning obligations as early as 
possible. In order for the most 
appropriate measures to be put 
in place, it is recommended that 
possible planning obligations are 
discussed with TfL. Proposals for 
transport mitigation measures 
should be discussed with TfL 
during the pre-application stage. 

3.9 Such measures should be 
incorporated into the transport 
assessment for evaluation by TfL, 
the Mayor and the borough. Where 
obligations or physical mitigation 
measures are proposed to address 
specific issues or concerns, their 
outcomes should be included 
in the transport assessment. 

Planning Policy Guidance 13: 
Transport (PPG13) – (2001)

3.10 As part of the policy changes 
associated with the 1998 White 
Paper, the Government published 
a revised version of Planning Policy 
Guidance: Transport (PPG13) 
in 2001. It aims to improve 
integration between planning and 
transport and places emphasis 
on the need to provide good 
public transport accessibility as 
part of new developments.

Planning Policy Guidance 3: �
Housing (PPG3) – (2000)

3.11 PPG3 provides guidance on 
a range of issues relating to the 
provision of housing. It replaces 
the 1992 version of PPG3. The 
document sets out the government’s 
intention that the housing needs 
of all in the community should be 
recognised, including those in need 
of affordable or special housing 
in both urban and rural areas. 

3.12 To promote more sustainable 
patterns of development and make 
better use of previously-developed 
land, the focus for additional housing 
should be within existing towns and 
cities. In particular, larger housing 
developments should be located 
around major nodes along good 
quality public transport corridors 
and accessible by a range of non-
car modes. Two updates to PPG3 
were issued in January 2005.

Planning Policy Statement 6: �
Planning for Town 
Centres (PPS6) – (2005)

3.13 In 2005, PPS6 replaced PPG6: 
Town Centres and Development, 
which was published in 1996. 
PPS6 sets out the Government’s 
objectives to promote their 
vitality and viability by:

Planning for growth and 
development of existing centres;

•
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Promote and enhance 
existing centres, by focusing 
development and encouraging 
a wide range of services;

Improve accessibility, ensuring 
that existing or new development 
is accessible or well served by a 
choice of means of transport; and

Deliver more sustainable 
patterns of development, 
ensuring that locations are fully 
exploited through high density, 
mixed use development and 
promoting sustainable transport 
choices, including reducing the 
need to travel and providing 
alternatives to car use.

3.14 The document highlights the 
need to include a wide mix of land 
uses within town centres with an 
emphasis on re-developing existing 
developments and making more 
efficient use of the land available.

3.15	 PPS6 sets out a methodology 
to aid local authorities and/or 
planning bodies to assess the 
need, scale and sustainability of 
development within town centres. 
In terms of assessing the impact of 
the proposed development, it states 
that local planning authorities should 
consider the impact on vitality 
and viability of existing centres.

•

•

•

Planning Policy Statement 12: �
Local Development 
Frameworks (PPS12) – (2004)

3.16 This planning policy statement 
sets out the Government’s policy on 
the preparation of local development 
documents which will comprise 
the local development framework 
(LDF). The LDF collectively delivers 
the spatial planning strategy for the 
local planning authority’s area.

London Plan: The Mayor’s 
Spatial Development 
Strategy (2004)

3.17 The London Plan was published 
in February 2004 with the aim 
of providing a framework for 
strategic land use planning policy, 
strongly emphasising the need for 
sustainable growth, especially more 
sustainable forms of transport.

3.18 The London Plan places an 
emphasis on sustainability by 
seeking to locate development in 
areas highly accessible by public 
transport in order to minimise 
the reliance on the private car.

3.19 The Planning and Compulsory 
Purchase Act (2004) assigns 
the London Plan Development 
Plan status and as such referred 
planning applications should be in 
line with the policies of this plan. 
Consequently, any refusal that TfL 
recommends to the Mayor is likely 
to be based on the proposal being 
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contrary to a policy contained in 
the London Plan, unless a scheme 
is otherwise contrary to good 
strategic planning in London.

3.20 In particular, the London 
Plan contains parking standards 
that should be complied with 
for referred applications.

Highways Act (1980) 
– Section 278

3.21 Section 278 of the Highways 
Act is concerned with agreements 
made with developers to carry out 
highway improvement works that 
are essential for the successful 
completion of a proposed 
development. Such agreements 
are made with the relevant local 
highway authority. Transport for 
London is the local highway authority 
for the TLRN, so any works to 
TLRN Roads will require a specific 
Section 278 Agreement directly 
with TfL (separate from any other 
Section 278 Agreements that the 
developer may have with the local 
highway authority for its roads). 

3.22 Section 278 Agreements for 
SRN Roads should be with the 
borough that is the local highway 
authority for these roads. For 
referred planning applications, the 
LUP Team will co-ordinate the heads 
of terms for these agreements.

Mayor’s Transport 
Strategy (2001)

3.23 The Mayor’s Transport Strategy 
was published in July 2001 and 
sets out the Mayor’s transport 
policies for London. The policies 
and proposals in the Mayor’s 
Transport Strategy are a material 
consideration. However, the primary 
Development Plan document is 
the London Plan together with 
any approved Local Development 
Documents. Any refusal based 
on London Plan policies could 
utilise Mayoral transport policies 
as supportive material.

Disability Discrimination 
Act (2005)

3.24 The Disability Discrimination 
Act requires public transport, new 
buildings and the area around 
new buildings to be accessible 
safely and without unreasonable 
difficulty by people with 
disabilities. Any proposals should 
have proper regard for the Act.
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Local Development 
Documents

3.25 Boroughs are in the process of 
replacing Unitary Development Plans 
with Local Development Frameworks. 
Local Development Documents 
will contain transport policies and 
area based policies that may affect 
transport networks. The TA will need 
to be mindful of emerging policies 
and the status of saved policies.

3.26 Other documents produced by 
boroughs, such as Supplementary 
Planning Documents and 
Masterplans, should also to be taken 
into account during the formulation 
of a TA. Boroughs may have design 
guides or streetscape manuals 
that should be consulted when 
designing supporting infrastructure 
or mitigation measures.
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4.1 This section outlines the 
practical steps required prior to 
producing a transport assessment 
document through the process 
of scoping the document and 
holding pre-application discussions 
with relevant stakeholders.

4.2 Where schemes have a negligible 
impact on the operation of the 
transport network, an abbreviated 
TA may be sufficient. In such 
instances, the reasons why core 
topics are not material, and hence 
scoped-out, should be given.

Scoping document

4.3 The first stage of the production 
of a transport assessment 
should be the scoping of what 
should be included in the final 
document. This will be guided by 
discussions with the borough but, 
in the case of referred applications, 
should also involve discussion 
with TfL/GLA. The discussions 
should include any potential 
effects on the TLRN or SRN. 

4.4 A travel plan should be 
developed alongside the TA. A full 
travel plan can normally only be 
prepared following consent, either 
as part of a planning obligation or a 
condition attached to the consent. 
However, the TA should include the 
principles of the proposed travel 
plan with the level of detail being 
commensurate with the extent 
to which the conclusions of the 
assessment are dependent upon it.

4.5 The checklist given below should 
help to inform the scoping exercise. 
This identifies both the essential 
requirements and any optional 
analysis that may be required. Any 
essential requirements that are 
not included in the document due 
to their lack of relevance to the 
particular scheme should be justified.

4.6 The checklist is by no means 
exhaustive and additional relevant 
information should be included 
where it is material to understanding 
the effects of the development. 
The checklist provides a generic 
list of section requirements. 
A more detailed list of data 
requirements is shown in Table 6.2. 

4.7 The production of a scoping 
document for the transport 
assessment can significantly improve 
the pre-application process for 
larger developments where the 
transport analysis is complex and 
will require consultation with a 
number of different business areas 
(although the LUP team will remain 
the central point of contact).

4.8 The scoping document should 
set out the different areas to be 
assessed, including a brief discussion 
of how the assessment will be 
carried out, along with data sources, 
assumptions and methodology. 
A discussion of any mitigation 
measures may also be necessary. 

4 Scoping and pre-application procedure
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4.9 The scoping exercise can help 
to evaluate the level of analysis that 
is needed. For example, for very 
large or complex developments, a 
RAILPLAN (see glossary) model 
may be necessary to understand 
fully the interactions between land 
use developments and transport 
networks. TfL should be consulted 
as early as possible in the process.

4.10 The scoping document 
should outline the main details 
of the scheme for TfL and the 
transport aspects that will need 
to be examined as part of the TA. 
Any mitigation measures, such as 
planning obligations or Section 278 
heads of terms, should be flagged 
as potentially being required at this 
stage. This alerts TfL that a major TA 
is being prepared and also builds in 
time for the developer to undertake 
the TA in a way that is acceptable 
to TfL, so that there is no abortive 
work. This should assist later in 
the planning application process 
and reduce delays in determining 
the proposal by promoting a 
dialogue at an early stage. 

4.11 Once the scoping document 
has been formulated an electronic 
copy should be sent to the Land Use 
Planning Team at TfL for comment. 
The LUP team will consult internally 
on the document and provide 
comments within 21 days to the 
applicant, copying these to the 
borough and GLA. The comments 
will represent a TfL wide corporate 
response to the scoping report.

Pre-application discussions

4.12 In addition to the production 
of a scoping document for the TA, 
pre-application consultation will 
also be necessary, particularly if the 
development is likely to have effects 
on several transport modes. The 
Land Use Planning Team should 
be the ‘gatekeepers’ to discussion 
with TfL and should be the first 
and central point of contact. They 
will co-ordinate consultation and 
discussion across TfL to ensure that 
all business areas are being informed 
and consulted sufficiently, and that 
a co-ordinated set of comments are 
provided to the developer/borough 
covering all relevant modes. 

4.13 Where impacts are likely 
to be significant and mitigation 
measures are key to the success of a 
development, discussions about the 
type and degree of mitigation need 
to be initiated with TfL as early as 
possible. This includes developing in 
more detail planning obligations and 
any Section 278 measures identified 
initially at the scoping stage. Early 
negotiations and discussions can 
be advantageous to all involved.

4.14 Early contact with TfL 
will enable the data exchange 
necessary for accurate capacity and 
accessibility analysis. TfL can specify 
areas that analysis should focus on 
and give advice on specific analysis 
techniques. In addition, TfL will 
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aim to contact the borough to gain 
awareness of their requirements for 
the forthcoming planning application.

4.15	 The production of the TA 
should involve the consideration of 
all relevant modes and the use of 
a range of modelling and analytical 
techniques. This guidance should 
help to inform this process by setting 
out the expectations of TfL. TfL 
encourages the submission of drafts 
in advance of the submission of a 
planning application. This enables 
refinements to be made, potentially 
reducing the need for supplementary 
information to be requested once 
the application has been submitted.

4.16 This guidance encourages the 
‘get in early’ approach to consultation 
and negotiation between 
developers, the local planning 
authority and other stakeholders.
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Section Topic Essential Significance Included (Y/N)

Introduction and 
background

Site location * High

Full description 
of development 
proposals * High

Details of any previous 
applications Moderate

Design statement Moderate

Baseline conditions 
– land uses

Existing land use 
with floor areas * High

Car parking * High

Cycle parking * High

Motorcycle parking * High

Baseline conditions 
– local area

Demographic 
information Moderate

Employment / 
economic information Moderate

Baseline conditions 
– road network

Traffic flows 
including operational 
traffic flows * High

Accident analysis Moderate

Pedestrian flows * High

Junction capacities * High

Footway capacities Moderate

On-street parking 
controls and usage Moderate

Baseline conditions 
– public transport

Bus routes and stops * High

LU / DLR network –  
stations, lines and 
frequencies * High

LU / DLR passenger 
levels and capacity High

National rail network –  
stations, lines and 
frequencies * High

Cycle network 
– existing routes 
and facilities * High

Trams – existing 
routes and facilities * High

Riverboat services 
– existing routes 
and facilities * High

Taxis – existing ranks * High

Table 4.1  
Transport assessment 
checklist
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Table 4.1  
Transport assessment 
checklist

Section Topic Essential Significance Included (Y/N)

Trip generation

Existing trips 
– total generated * High

Existing trips 
– mode split * High

Existing trips – trip 
distribution * High

Existing trips 
– temporal breakdown * High

Future trips – source 
data and methodology Moderate

Future trips – mode, 
time, purpose and 
distribution * High

Future trips – delivery 
and servicing, trip 
distribution / timing * High

Construction 

Construction 
trips generated Moderate

Construction routes Moderate

Impacts on pedestrian 
routes / footway * High

Impacts – road 
network

Traffic levels * High

Junction analysis 
(PICADY / ARCADY or 
other as appropriate)

Moderate

Construction traffic Moderate

Impacts – bus 
network

New demand 
by direction * High

Bus priority High

Junction capacity 
on major bus routes 
(PICADY / ARCADY)

Moderate

Impacts – LU/
DLR network

Route capacity (RODS) * High

Station capacity 
(PedRoute) High

Impacts – national 
rail network

Route capacity 
(RODS / Railplan) * High

Station capacity Moderate
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Table 4.1  
Transport assessment 
checklist

Section Topic Essential Significance Included (Y/N)

Impacts – cycling 
and walking

Footway capacity 
(Fruin) * High

Available footway 
width (Gehl) * High

Impacts – trams New demand 
by direction * High

Impacts – taxis Capacity of taxi ranks Moderate

Impacts – river 
services

New demand 
by direction Moderate

Impacts on pier 
facilities Moderate

Impacts – PTAL 
accessibility

PTAL * High

CAPITAL Moderate

Cumulative impacts Local additional 
development impacts * High

Mitigation

Road network 
improvement 
measures

Moderate

Bus network 
improvement 
measures

Moderate

LU / DLR network 
improvement 
measures

Low

Rail network 
improvement 
measures

Low

Cycling / walking 
facilities High

Travel plan * High

Planning obligations 
/ 278 discussions * High
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Introduction

5.1 Scoping and pre-application 
consultations should provide 
a sound basis for the transport 
assessment and identify the topics 
and issues to be included. The 
TA document itself needs to be 
organised and structured effectively 
if it is to convey the findings of the 
assessment clearly and concisely. 

5.2 This chapter explains how the 
transport assessment should be 
organised. In particular, it provides 
a systematic process by which 
baseline data and other inputs flow 
into a series of sub-assessments 
and the full document. The process 
enables the contribution of proposed 
mitigation measures to be fully 
integrated into the assessment.

The TA structure

5.3 The document as presented 
with an application should follow 
a clear and logical structure. Figure 
5.1 illustrates the ‘high-level’ 
structure that should be followed. 
The structure should be expanded 
where necessary—in particular, 
sub-assessments (eg servicing 
strategy) should be added where a 
proposal creates potential conflicts 
with London Plan policies.

5.4 A full examination of baseline 
conditions should be set out in 
order to enable the effects of 
a development proposal to be 
adequately assessed. Baseline 
conditions should be examined 
for all modes serving the area over 
which the proposals could have an 
effect on transport operations.

5.5 The emphasis of the document 
should be on a logical and sequential 
flow from the baseline, through 
analytical techniques and outputs 
to an accurate forecast of future 
conditions on the transport network 
assuming the completion of the 
development. The document 
should follow a clear narrative 
that enables the lay reader to 
follow the logical progression from 
inputs to outputs to main findings 
and mitigation requirements.

5.6 The TA should be written in a 
clear and concise style making use 
of plain English in order for it to be 
understood by professionals who 
are not experts in the transport 
field. Any acronyms used in the text 
should be fully explained. Resources 
for producing documents in plain 
English can be found in Appendix D.

5 Transport assessment structure
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Referencing and 
assumptions

5.7 Referencing of data sources 
and input assumptions is essential. 
Data inputs or extracts used in 
analytical techniques or assessments 
should be provided in an appendix 
and summarised in the main text. 
The TA should justify their use and 
provide sufficient information to 
allow for independent analysis. It 
is not sufficient to append inputs 
without explaining fully how 
they are used in assessments. 

5.8 Where particular assumptions 
have been made when manipulating 
or modelling data, then these 
should be clear and explicit. 

5.9 It is useful to provide an 
Executive Summary of findings in 
all areas covered. This should give 
the reader a concise synopsis of 
the report’s findings and flag up 
any major issues from the outset.
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Figure 5.1  
Transport assessment 
structure

Chapters Sub-documentsInputs
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Public realm 
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Public transport 
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Planning �
obligations

Mitigation 
and planning 
obligations

Interim travel plan

Transport 
assessment

Baseline 
conditions

Introduction

Construction �
and servicing 
strategies
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Introduction

6.1 A transport assessment 
has a number of generic input 
requirements, as described 
below. The specific requirements 
appropriate to each assessment need 
to be determined by reference to the 
nature of the development proposals 
and the scope as agreed with TfL. 

6.2 The assessment should 
also demonstrate how the 
development complies with the 
relevant policies described in 
Chapter 3 above, in particular 
with the London Plan. Policies 
relevant to the proposals should 
be identified and inputs required to 
enable an assessment of possible 
conflicts should be identified.

6.3 The checklist in Chapter 4 
identifies the information that TfL 
regard as essential to facilitate an 
adequate appraisal of a TA. This 
includes a full assessment of trip 
generation, including how people 
(staff, visitors, shoppers etc.) 
would access the development, 
full details of the proposed 
development and an examination 
of the impacts on all modes. 

6.4 The location and context of 
the proposed development should 
be clearly illustrated. A site layout 
plan should be included with any 
extant uses clearly identified. Any 
relevant planning history pertaining 
to the site should be explained; 

for example, previous consents 
where planning obligations or 
conditions were agreed or imposed.

6.5 Optional requirements are 
also recommended for inclusion 
to improve the assessment and 
expedite the review process. 
This includes a broader review 
of the longer-term impacts of 
the development (if applicable), 
detailed modelling for more 
significant developments, and 
discussion of Section 278 
agreements and measures.

Development details

6.6 It is essential that the 
details of the development are 
included in order to clearly place 
the site in context for those 
reviewing the application.

6.7 The size and nature of the 
development should be considered 
for each type of land use. Any 
previous proposals related to the 
development should be briefly 
outlined where relevant. All 
methodology and assumptions 
made need to be included in the 
TA. Table 6.1 details this information 
according to the more common land 
uses that have transport effects.

6 Transport assessment inputs
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Table 6.1  
Development details 
by land use

Land use Information to be included

A1 (retail), A3 (restaurants and cafes)

Gross Floor Area (m²)
Staff numbers
Customer Numbers
Hours of operation
Peak arrival times
Peak departure times
Car and Cycle Parking provision
Delivery and Servicing requirements/details

A2 (financial and professional services)
A4 (drinking establishments)
A5 (hot food takeaways)

Gross Floor Area (m²)
Staff numbers
Visitor Numbers
Hours of operation
Peak arrival times
Peak departure times
Car and Cycle Parking provision
Delivery and Servicing requirements / details

B1 (business)
B2 (general industry
B8 (storage or distribution)

Gross Floor Area (m²)
Land use type
Staff numbers
Customer numbers
Hours of operation
Shift / Occupation times
Peak arrival times
Peak departure times
Car and Cycle Parking provision
Delivery and Servicing requirements/details

C1 (hotels)

Gross Floor Area (m²)
Number of rooms
Additional facilities e.g. conference
Staff numbers
Guest numbers
Visitor numbers
Any postcode / catchment 
information on the above
Peak arrival times
Peak departure times
Car and Cycle Parking provision
Delivery and Servicing requirements / details

C3 (residential)

Total number of units, type (ie flats, terraced, 
detached housing), and bedrooms per unit.
Number of units which are affordable housing
Peak arrival times
Peak departure times
Car and Cycle Parking provision
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Land use Information to be included

D1 (non-residential education 
and training centres)

Gross Floor Area Academic (m²)
Gross Floor Area Student Accommodation (m²)
Additional facilities, for example conference 
Student numbers
Staff numbers
Visitor numbers
All of the above separated where 
appropriate by department
Catchment area and postcode origin data
Peak arrival times
Peak departure times
Car and Cycle Parking provision
Delivery and Servicing requirements / details

D1 (clinics, health centres, crèches, 
day nurseries, consulting rooms) and 
other D1 uses (museums, public halls, 
libraries, art galleries, exhibition halls, 
places of worship, church halls)
D2 uses

Gross Floor Area (m²)
Staff numbers
Patient Numbers
Visitor numbers
All of the above separated where 
appropriate by department
Visiting times
Hours of operation by department
Any postcode / catchment information
Peak arrival times
Peak departure times
Car and Cycle Parking provision
Delivery and Servicing requirements / details

Table 6.1  
Development details 
by land use

6.8 Details of the exact phasing of 
the development, including the start 
and finish dates of each phase and 
final completion, should be included. 

6.9 A site plan showing the 
geographical location of the 
proposed development and a plan 
showing the proposed development 
should be always included 
showing access arrangements.

Baseline data 

6.10 A description of the site 
location and current land use  
should be provided. This should 
include a full description of the 
existing transport infrastructure 
conditions. It should be noted when 
the baseline data was collected. 
It is very important for TfL to 
understand the baseline conditions 
and assumptions being made.

6.11 All modes of transport, 
both vehicular and public 
transport, serving the site should 
be discussed. Table 6.2 sets 
out the main requirements.
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Transport mode Main requirements

Vehicle Traffic

Existing Access Arrangements, including 
in relation to TLRN and SRN
Accidents Data (including safety aspects)
Road Speed
Existing Road Layout
Traffic Surveys – should be 12 hourly during 
weekdays and weekends. Specify if manual 
and/or automatic counts are used.

Bus Services

Bus Routes in vicinity and frequency
Location and condition of bus stops, shelters, 
nearby crossings, cycle parking & walk distances 
within 640 metres of the proposed development
Planned service alterations / improvements

London Underground

Underground lines serving the stations
Service frequencies 
Station locations & walk distances and facilities 
provided including cycle parking
Condition and location of bus interchange facilities
Facilities for disabled people
Planned service alterations / improvements

Cycling

Location & capacity of existing on-site cycle parking
Existence and capacity of cycle parking facilities 
at public transport nodes including distances
Cycle routes in vicinity correctly mapped and 
with general destinations and directions
Cycle Flows
Location of other cycle facilities such as toucans 
and Advanced Stop Lines in relation to site

Walking, including people 
with disabilities

Pedestrian routes to the site & existing level of permeability 
including details and maps, wayfinding and signage
Walking times and distances in addition to location 
of public transport nodes relative to the site
Pedestrian facilities audit – footway condition and 
level of quality (re: carrying capacity), condition and 
location of street furniture, street lighting, visibility and 
sightlines, crossings, dropped kerbs and tactile paving
Pedestrian surveys and flows
Streetscape or public realm areas close by in relation to site
Assessment of accessibility of existing infrastructure 
for all including people with disabilities, to include 
crossing facilities and access to buildings

National Rail Services

Station locations & walk distances including times 
and facilities provided such as cycle parking
Facilities for disabled people
Routes serving station
Service frequencies
Station facilities
Planned service alterations / improvements

Table 6.2  
Baseline data 
requirements
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Table 6.2  
Baseline data 
requirements

Transport mode Main requirements

Docklands Light Railway

Station locations & walk distances including time 
and facilities provided such as cycle parking
Facilities for disabled people
Routes serving station
Service frequencies
Planned service alterations / improvements

Motorcycles Location of on-site parking facilities and number of spaces

Taxis Location, size and number of nearby ranks 

Private Services Details of any additional services such 
as coach or shuttle services

Car and other private vehicles

Location and level of existing on-site car parking within 
400 metres walking distance of the development
Existing Controlled Parking Zones and other 
parking restrictions on nearby roads

Trams
Tram routes in vicinity and frequency
Location and condition of tram stops, shelters
Planned service alterations / improvements

Riverboat Services
Riverboat Piers in vicinity and frequency of services
Travel times and ticket prices
Planned service alterations / improvements

Freight Existing delivery and servicing facilities 
and trip distribution/timings
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6.12 Baseline data is an input 
to the analysis of the effects of 
any new developments—it is 
essential that all elements listed 
in Table 6.2 are reviewed and 
where they would be material to 
or supportive of the assessment 
that data is collected or collated.

6.13 Photos, mapping and 
diagrams should be used. 
This will help to present the 
existing situation, including the 
illustration of catchment areas 
for sites by cycling, walking and, 
if possible, public transport.

6.14 The existing PTAL of the 
development site is vital for the 
assessment of the site. PTAL analysis 
is discussed further in Chapter 8.

Capacity 

6.15 As well as the existing transport 
services available in the locality of 
the development site, for some 
modes an examination of the 
existing capacity of these services 
is also necessary. The base case in 
terms of capacity for each mode 
should be provided along with a 
discussion of the assumptions 
made and the calculations used. 
Further discussion of capacity 
analysis can be found in Chapter 8.

Cumulative impacts 

6.16 A common area overlooked is 
the consideration of other potential 
developments within the vicinity 
of the development site. Where 
other development proposals 
exist in the area, background flows 
on transport networks may be 
higher than indicated by baseline 
data plus background growth. 

6.17 All sites that have been granted 
planning permission together with 
submitted planning applications 
should be considered. Account 
will also need to be taken of 
commitments/emerging proposals 
in Opportunity Area Planning 
Frameworks and other master 
planning documents for identified 
growth areas such as the Lower 
Lea and the Thames Gateway. 

6.18 A judgement needs to be made 
as to the extent of any influence 
that other proposals may have. This 
will depend on the size of site being 
considered and the conditions of 
the transport network in that area. 
Referred applications in the area 
should always be considered. Smaller 
non-referred applications may 
need to be considered individually 
depending on the specific impacts.

6.19 Where a number of referred 
developments are planned in 
close proximity to each other, it 
may be that a more sophisticated 
approach to modelling impacts 
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needs to be adopted in order to 
fully assess the cumulative effects. 
Discussions with both the local 
borough and TfL will enable an 
appropriate approach to be agreed.

6.20 Where major developments are 
located close to borough boundaries, 
it is important that the adjacent 
borough(s) is / are consulted as part 
of the scoping process. This is to 
ensure that a complete schedule of 
pending developments is considered.

Future transport schemes

6.21 As stated in Table 6.2, 
information about planned service 
alterations or improvements needs 
to be included in the assessment. 
A range of transport projects and 
improvements are planned in London 
and these need to be considered 
when looking at future impacts. 

6.22 For the purposes of the 
transport assessment, only 
committed transport schemes 
should be considered, that is 
schemes with both funding and 
powers. TfL should be consulted 
if other transport proposals are 
being taken into consideration. 
TfL also expects any impacts that 
a development may have on the 
delivery or operation of planned 
schemes to be considered (for 
example, Crossrail, Cross River 
Tram or LUL station upgrades). 

There may also be smaller-scale 
borough schemes that should 
be included in assessments.

6.23 Which schemes to include 
in any assessment should be 
discussed with TfL and the borough 
to agree assumptions to be 
made about services provision.



48

Transport assessment best practice guidance document

Introduction 

7.1 The structure and content 
of the transport assessment 
have been described above and, 
subject to scoping agreement, will 
provide the basic building blocks 
of the document. All transport 
assessments will, however, comprise 
core elements around which the 
document will be structured.

7.2 This section details the core 
elements that will need to be 
included in a TA. This includes trip 
generation, servicing, construction 
impacts and the proposal of 
mitigation measures. The core 
elements will be augmented where 
necessary, but the document 
structure should indicate where 
the core elements can be located.

Assessment of data

7.3 Referrable applications by 
definition are likely to cause 
significant impacts on the local and 
wider area. The examination and 
quantification of these impacts 
are therefore very important.

7.4 The use of the baseline data is 
essential in getting a clear idea of 
the existing conditions and therefore 
the impacts the development will 
have on each individual mode.

Trip generation analysis

7.5 It is essential to achieving 
an accurate assessment that a 
detailed trip generation analysis 
covering all modes, and split by 
mode is included. For referred 
applications, any assessment of 
specific modes should start from 
a person-based trip generation 
analysis with subsequent 
disaggregation by mode type.

7.6 In addition, a trip distribution 
analysis by time and origin location 
should be included in order to fully 
assess the potential impacts on 
the transport infrastructure from 
all directions and during all hours.

7.7 Trip generation methodologies 
are described in Chapter 8. They 
should, wherever possible, involve 
the use of a range of appropriate 
survey data such as TRAVL or TRICS 
data supplemented by observed 
survey data where available. Other 
data sources are available on travel 
characteristics and may be used 
where they are able to provide 
accurate and robust information.

7.8 All trip generation analyses 
should be based on information 
that is directly applicable to the 
site under consideration. Where 
data for comparable sites is used 
the process by which trip rates 
and other assumptions are related 
to a site should be clear and fully 
referenced. TfL must be able to see 
and be able to repeat the process 
by which trip rates are derived.

7 Transport assessment organisation
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7.9 Trip generation assumptions 
must be relevant to the development 
proposals in the application in terms 
of land use compatibility. Where, for 
example, an application includes 
specific housing tenure types, 
such as shared equity or sheltered 
housing, assumptions need to reflect 
their specific trip characteristics. 

7.10 It may be appropriate where trip 
generation data is taken from sites 
or areas where there is not strict 
comparability with the application 
for sensitivity tests to be carried 
out. TfL should be consulted 
if there are any doubts that trip 
assumptions are directly applicable.

7.11 Information should also be 
included for the selected sites 
used in the assessment and 
their relevance to the proposed 
development site clearly stated.

Car parking

7.12 The London Plan contains 
maximum car parking standards 
that should be adhered to for all 
referred schemes. Emphasis upon 
the use of more sustainable modes 
of transport and the need to reduce 
reliance on the private car is a key 
consideration for TfL and should 
be examined fully in any TA.

7.13 TfL will wish to see in a TA 
evidence to the effect that vehicle 
trips associated with a given 
level of parking are supportable 
by the highway network. 

7.14 In those instances where a 
PTAL value for the site is 5 or above, 
justification for any on-site parking 
should be made, since TfL wish 
to encourage car-free or low-car 
developments in these locations.

7.15 Car parking for a development 
needs to comply with the London 
Plan. TfL also encourages a restraint-
based approach to on-street parking 
close to proposed developments 
for referred schemes. Part of this 
process will involve TfL seeking 
reassurance that any potential 
overspill parking from developments 
will not unduly affect the operation 
of the TLRN, SRN or bus operations.  

7.16 Highway impacts due to 
on-street parking can be avoided 
by measures such as excluding 
occupiers from eligibility from on-
street parking permits in existing 
or future controlled parking zones; 
other parking restrictions within 
the vicinity of the site; encouraging 
the provision of car clubs as a 
means of reducing the need for 
car ownership/use; together with 
parking management plans, as part 
of travel plans, which include the 
monitoring of traffic and parking 
conditions on the surrounding 
highway network after the 
development becomes operational.
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Cycle parking and 
motorcycle provision

7.17 Cycle parking in referred 
schemes should conform with TfL’s 
cycle parking standards. Whilst 
TfL does not have standards for 
motorcycle parking, it would 
be beneficial to make provision 
on site for motorcycles.

Freight and servicing 

7.18 TfL is concerned with assessing 
the most appropriate methods of 
freight movement in London. Key 
concerns are reducing the levels of 
road freight, particularly during peak 
periods and making use of alternative 
modes of transport where possible—
both with national rail and water.

7.19 The impacts of delivery and 
servicing of the development need 
to be assessed. Mitigation, such 
as consolidation, needs to be 
considered. Issues that should be 
addressed include the expected 
number and types of vehicles, time 
of day and week of operation, 
delivery provision in terms of loading 
bays, drop-off areas etc, impact 
to the transport network highways 
including bus routes, together 
with any potential detrimental 
noise/air quality issues and conflict 
with other vehicles/pedestrians.

7.20 Where deliveries are to be 
made from the road network, it 
should be demonstrated that any 

deliveries do not disrupt the local 
road network, especially where 
there are bus routes in operation.

7.21 TfL encourages the review of 
the available provision for delivery 
and servicing, which should ideally 
be ‘back of house’ rather than 
on-street, modifying demand to 
match supply. This can be achieved 
through cooperative logistics or 
consolidation and the use of loading 
plans as part of workplace travel 
plans to identify safe and legal 
loading areas. The TfL freight unit 
can give further guidance in this area 
(contactable through the LUP team).

Construction 

7.22 The construction phase of any 
development will have impacts on 
the transport network, sometimes 
for many months. This can vary in 
significance, but for those large 
developments that may take many 
months or years to construct, the 
construction phase can be as 
significant as the operational phase.

7.23 A full assessment of the 
construction phase should be 
included detailing the levels of 
construction traffic generated 
along with the routes the traffic 
will use and any significant 
traffic management that may 
operate in order to construct the 
development. The assessment 
should include the potential use 
that can be made of a construction 
materials consolidation centre.
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7.24 For major developments, 
discussion should be included 
in traffic management plans for 
construction. These will be needed 
for traffic due to construction and for 
proposed highway and infrastructure 
works that are proposed to mitigate 
impacts. The construction of a 
development should be achievable 
without causing unnecessary 
reduction in network capacity. As 
part of the TMA process, works 
and schemes must be notified to 
TfL’s Network Assurance Team.

Transport infrastructure

7.25 A development may have an 
impact on existing and planned 
transport infrastructure, including, 
but not limited to, rail services, 
highways, footways, bus stops and 
bus stands. Such impacts may be 
direct, in the form of displacement 
or the need for reconstruction, or 
indirect, in the form of additional 
travel demands that necessitate 
new or improved services.

7.26 The transport assessment 
should consider and assess all 
potential direct and indirect impacts 
on transport infrastructure based 
on physical construction proposals 
and forecast travel demands. The 
assessment should consider any 
future transport infrastructure 
proposed by transport providers, 
including TfL and London boroughs.

7.27 Design details are required 
where a development would have 
a direct impact on any transport 
facilities. For example, where a bus 
stop, cycle path or highway needs 
to be moved or closed, details 
of alternative provisions should 
be submitted for consideration 
by TfL. The transport assessment 
should also consider the impacts 
on access and movement.

7.28 Where a development may 
have a detrimental impact on the 
operation of transport infrastructure, 
the transport assessment should 
include full details of any capacity 
constraints, effects on users and 
any impacts on third parties.

7.29 As a result of these 
assessments, it may be necessary 
to consider remedial works or 
upgrades to transport infrastructure. 
Minor works required to support a 
development should be included 
in the transport assessment. 
Where more significant upgrades 
are required (for example, a new 
bus route or station upgrade), TfL 
should be consulted at an early 
stage and information included 
in the TA to enable the proposals 
to be fully assessed. Station 
improvements that may be required 
as a result of developments are 
particularly complex. Developers 
need to engage early with TfL to 
scope out this area of work.
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Mitigation

7.30 Mitigation works should, where 
possible, be included in the planning 
application. Where agreements 
with third parties are necessary, 
such as for station upgrades, full 
details should be submitted with 
the application. In all cases where 
mitigation measures are proposed, 
the transport assessment should 
reflect their contribution to reducing 
the impacts of the development.

7.31 Where mitigation measures 
are to be secured by agreement 
(for example, Section 278) or by 
planning obligation, full details 
of delivery mechanisms should 
be included. Where additional 
consents are required, such as 
traffic orders, these should be 
listed. TfL expects applicants to 
have discussed such measures with 
the relevant authorities and secured 
approval in principle prior to the 
submission of an application.

7.32 In cases where the 
transport assessment identifies 
residual impacts that are not 
proposed to be mitigated, full 
reasons should be given.

7.33 TfL may seek mitigating traffic 
calming or management measures 
where there are significant changes 
to traffic levels, or pedestrian/
cycle improvements if additional 
movements are likely to be 
generated on or adjacent to a busy 

strategic road (either on the TLRN 
or SRN). Further discussion of 
mitigation and planning obligations 
is featured in Chapter 9.

Travel plan

7.34 Travel plans are an integral 
part of the planning process and are 
becoming increasingly commonplace 
for new developments. Government 
guidance (PPG13: Transport) 
considers that a travel plan should 
be submitted alongside planning 
applications for major developments. 
All referred applications in London 
are deemed to fall into this category 
and early discussions with TfL are 
encouraged. Further discussion 
of the production of travel plans 
is featured in Chapter 9.
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Introduction 

8.1 The TA analysis should be 
transparent and set out in a way 
that allows for independent 
duplication of the analysis by TfL 
or TfL’s agents for verification. This 
should include an explanation 
and justification of the data 
sources, assumptions and analysis 
methodology that have been used. 

8.2 Discussion of the methodology 
with TfL may be appropriate. 
The TfL LUP team will co-
ordinate such discussions.

8.3 All data sources should be clearly 
referenced and dated. Where there 
is no impact on a particular transport 
mode this should be explained, 
together with reasons given.

8.4 When, in the existing situation, 
the capacity of the system has been 
reached, the TA should examine 
how future impacts generated by 
the proposal can be mitigated. 

8.5 Where standard software 
techniques are used, the modelling 
information and the results should 
be submitted electronically to 
allow for independent analysis. 
The results of software packages 
such as TRANSYT or LINSIG 
are critically dependent on the 
detailed assumptions that have 
been used. The easiest way of 
checking this is to have an electronic 
version of the model available 
so it can be run independently.

Transport and traffic 
modelling

Trip generation and modal share
8.6 The trip generation analysis is 
one of the most important parts 
of the TA. It is therefore important 
that the analysis is comprehensive 
and all information is provided 
in order that the results can be 
thoroughly verified by TfL.

8.7 An assessment of the 
number of one-way person 
trips broken down by mode that 
the development will generate 
should be provided. These are:

Bus
Underground
National rail 
Cycling
Walking
Motorcycles
DLR
Taxis
Trams
Riverboat services
Freight / servicing

 
8.8 Where private transport is used 
car passenger and car driver trips 
should be specified. A modal share 
for all modes can then be derived.

8.9 Private and public transport 
trips should be provided for all 
land uses and for all types of trips 
(for example, staff, visitors etc).

•
•
•
•
•
•
•
•
•
•
•

8 Analytical techniques
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8.10 Delivery and servicing trips 
should be provided for all land use 
types with potential trip distribution/
timings to ensure capacity exists 
without impact onto the highway.

8.11 Mixed-use developments 
with different land use elements 
will entail more complicated 
trip generation analysis with the 
individual elements examined 
separately, then combined to 
evaluate the overall impact.

8.12 If the development is phased 
then the changing levels of trip 
generation should be described 
for each phase. Servicing and 
operational traffic flows should be 
included in the analysis. A loading 
plan for the development that 
will set out how the servicing will 
be arranged may be necessary.

Data selection
8.13 Trip rates should be obtained 
from up to date travel surveys. This 
can be in the form of observed data 
or sourced from a database. The use 
of ‘21st Century London Living’ trip 
rate data is not acceptable to TfL as 
a robust test of traffic generated by 
major developments because TfL 
considers that the surveys were not 
comprehensive or representative for 
London, nor did they include a large 
survey size. As a result TfL does 
not consider them to be reliable or 
appropriate to use in TA work for 
referred applications in London.

8.14 The TRAVL database is 
recognised as the most common 
and often most useful source of 
travel survey data in London. Travel 
behaviour in London is very different 
to the rest of the UK, particularly 
in terms of mode of travel.

8.15 Additional data can be 
obtained from the TRICS database, 
as long as the choice of site is 
appropriate and the survey data 
is multi-modal. The choice of 
site is critical to an effective trip 
generation exercise. The survey 
data should closely represent the 
proposal as much as possible.

8.16 If observed survey data is 
available, either by monitoring 
the existing site or by surveying 
similar developments, this should 
be obtained as this will give the 
most up to date information. If the 
site’s use is to change significantly 
as a result of the proposed 
development, such an approach 
may not be appropriate and surveys 
from similar developments should 
be used. A copy of the data used 
should be included in the TA.

8.17 For more unusual 
developments, the use of a number 
of data sources may be necessary 
to construct a trip model. TEMPRO 
software provides data on forecast 
growth rates in trips for particular 
areas based on planning assumptions. 
This can be used to model future trip 
levels by each mode compared with 
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the current situation. It is important 
that this software is used in a way 
that is appropriate for the proposed 
development in a London context.

8.18 The Census 2001 Journey 
to Work data can be used to 
obtain a mode split for residential 
developments for journey to work 
trips. It can also be used to carry 
out a trip distribution analysis 
using origin and destination data. 

8.19 The London Area 
Transportation Survey (LATS) data can 
be used to provide more accurate 
data relating to mode share and 
travel patterns in London. LATS 
is a household survey carried out 
on behalf of TfL to monitor travel 
behaviour in London. This provides 
information on travel patterns 
with origins and destinations and 
can also link to census variables 
such as car ownership, household 
structure etc. The data is available at 
borough, ward and LATS sub-zone. 

8.20 Where a mixed-use 
development is being modelled, 
‘linked trips’ should be taken into 
account. This is where a journey 
to the site may have more than 
one purpose so creating internal 
trips between land uses. Assessing 
these trips can be difficult 
without observed survey data, so 
assumptions need to be made 
about the proportion of these 
trips. Any assumptions made 
should be clearly specified.

Sensitivity testing
8.21 The need for sensitivity testing 
should be assessed on a site by site 
basis. When used, it incorporates 
the concept of risk assessment to 
the analysis of a development’s 
impacts. For example, a freight 
warehouse with rail access might 
assume a certain uptake of rail 
haulage in calculating the road trip 
generation of the site. However, 
the uptake may be affected by rail 
market share issues and business 
sustainability. This could in turn 
result in unanticipated road traffic 
generation. Similarly, a development 
may generate a far higher bus mode 
share than is anticipated and so 
place increased pressure on the 
bus network. The probability of 
this happening and the impact on 
the network should be assessed. 

8.22 TfL may therefore specify when 
sensitivity testing is appropriate. 
London Underground applies 
between 20% and 35% increases 
to the total average person trip rate 
when applying sensitivity tests. The 
application of sensitivity testing is 
very important as it gives a more 
robust assessment of the likely trips 
by testing for worst case scenarios.

8.23 Some methodologies suggest 
the use of the 85th percentile as the 
‘worst-case scenario’ and so base 
all analysis on this figure. However, 
this can greatly overestimate the 
likely levels of trips to be generated. 
If the use of a ‘worst-case’ is too 
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high, mitigation measures can be 
exaggerated in scale resulting in 
under-used transport infrastructure.

8.24 Applying a percentage increase 
of between 15% and 20% on the 
peak hour results may provide 
enough additional pressure to test 
for the most extreme situations, but 
the specific appropriate sensitivity 
tests need to be discussed with 
TfL on a case by case basis.

Temporal analysis
8.25 Temporal analysis is the 
analysis of trip rates over time. 
The analysis should normally be 
related to the peak commuter 
periods for the site as a whole. All 
TAs need to include all details of 
traffic attraction and generation to 
ensure that the correct peaks are 
used. These can be determined 
by inspection of traffic surveys or 
data from continuous count sites 
on the network. Seasonal variation 
can also be assessed in this way. 

8.26 Analysis should be based 
on a neutral traffic month. Some 
developments will however have 
unusual impact hours such as 
shift work patterns. A mixed-use 
development will have different 
peaks for the weekend compared 
with during the week. These sites 
must also consider the transport 
impacts at these off peak times. In 
particular, consideration should be 
given to whether public transport 

services are adequate enough 
to support the development 
at these off-peak times. 

8.27 Trips should be separated 
by purpose for the full day, peak 
and off-peak periods (and any 
other time period relevant to the 
nature of the development).

Future year scenarios
8.28 If future year scenarios are 
presented a full explanation of 
how the growth has been forecast 
should be provided, including the 
site’s opening year and design year. 
The incorporation of any proposed 
transport improvements that may 
alter the mode split should be agreed 
with TfL beforehand. Overall, future 
year scenarios and their assumptions 
should be agreed with TfL.

Trip Distribution
8.29 The origin and destination 
of trips, including the direction 
of generated trips by each mode 
should be addressed. This 
gives a clearer indication of any 
capacity issues that may arise. 
The analysis should include how 
trips are spread according to 
the nature of the development 
and its surrounding area.

8.30 The Census 2001 Journey to 
Work data can be useful as a source 
of trip distribution data both for 
residential and office developments.
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8.31 For developments such as 
schools or hospitals where existing 
user data can be obtained, a trip 
distribution model should be 
built from home postcodes.

Public Transport 
Accessibility Analysis

PTALs
8.32 PTALs are the most widely 
recognised form of measuring 
accessibility to the public transport 
network in London. PTALs give an 
indication of the relative density 
of the public transport network 
at specific locations. It effectively 
measures a combination of how 
close public transport services 
are from a given point and the 
frequency of services (ie walking 
times plus waiting times). PTAL 
maps of London boroughs have 
been produced to give an indication 
of the accessibility of areas across 
London to the TfL network. These 
act as a useful guide but for 
referred applications an individual 
site PTAL should generally be 
calculated. When calculating PTALs 
for site specific calculations, the TfL 
methodology should be followed; 
this is included in Appendix 
B. Details of the calculations 
should be included in the TA.

8.33 PTALs should be the first 
analysis carried out when looking 
at public transport for a site. They 
are used by London boroughs to 
assess parking and, for referred 

applications, they are used to 
assess a development against the 
London Plan. For some schemes it 
may be necessary to look at future 
PTAL scenarios or for weekend PTAL 
information depending on land use.

CAPITAL
8.34 This is a TfL model that 
compliments PTAL analysis so that 
a site can be analysed both in terms 
of access to the public transport 
network and access from other areas.

8.35 The CAPITAL model uses 
the public transport network to 
measure the travel times across 
London from a particular point. This 
creates isochrones which give an 
indication of how accessible the site 
is from anywhere else in London. It 
is possible therefore to identify the 
public transport catchment areas 
of a development. Combining this 
with population data will give an 
indication of how many people could 
get to the site within a specified time 
period—for example, 30 minutes or 
an hour. This can be compared with 
the catchment areas by car. It will 
also help to identify areas that are 
less accessible which may require 
public transport improvements.

GIS analysis
8.36 The use of GIS to illustrate 
the location of a development in 
the local and regional context is 
very useful as it provides a pictorial 
representation of the development 
and so makes description far easier. 
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8.37 Catchment areas can be 
used to illustrate walk distances 
to public transport connections. 
Cycle catchments can illustrate 
the benefits of using a bicycle to 
access a particular development.

8.38 GIS is also useful in aiding 
the description of a PTAL analysis 
or for displaying CAPITAL 
model data if applicable.

Accession
8.39 The Accession software was 
developed for the Department for 
Transport in preparation for the 
development of Local Transport 
Plans. It is a GIS application using 
Accmap Solus from Citilabs and 
public transport software from 
MVA. It is designed to analyse 
the accessibility of locations to 
local services such as doctors 
surgeries and local schools. 

8.40 It can incorporate local 
timetable information to model 
accurate catchment areas using 
both public and private transport. 
Although aimed primarily at 
areas with poor accessibility, it 
may still be a useful tool.

Capacity analysis

8.41 The projected demand on 
the public transport infrastructure 
should be clearly set out in terms 
of both the existing situation and 
the implications of additional 
trips generated. This should be 

considered in terms of both the 
infrastructure itself (train line-
loadings, junction analysis) and 
interchanges (station capacity, 
including an analysis of gates, 
escalators and passageways).

8.42 The cumulative impact of 
all nearby planned developments 
should be included. This can be done 
by referencing planning applications 
and using analysis from existing TAs.

8.43 The extent to which modelling 
analysis is carried out will depend 
on the size and significance of the 
development. TfL recommends 
a range of modelling tools and 
methodologies depending on the 
mode being assessed. Applicants 
should discuss what the modelling 
requirements are with TfL prior to 
submitting a TA so that agreement 
can be reached on what level of 
analysis is appropriate. This is 
particularly the case when unusual 
or complex modelling is used, 
as TfL may require sensitivity 
testing to be undertaken.

8.44 Where any modelling is 
carried out, the methodology 
and the justification for using 
it should be clearly set out. If 
unusual methods are used, a full 
justification should be given.

National rail capacity
8.45 The national rail network 
serving a potential development 
location should be assessed in terms 
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of the capacity provided by relevant 
services and the availability of that 
capacity to provide for journeys to 
and from the proposed development 
at times when demand is at its 
highest. A service of eight trains 
per hour at a nearby station is of no 
value if 75% of those trains are full or 
near to capacity. If large numbers of 
passengers are involved, it may also 
be necessary to look at the capacity 
of the station to accommodate 
additional movements.

8.46 In respect of rail, there is no 
one measure or methodology for 
capacity that is widely accepted. 
Information is available on PIXC 
(Passengers In Excess of Capacity) 
levels for peak hour services to and 
from London. However the points 
on the service to which data applies 
may not be relevant to the particular 
development location in question. 
Moreover, London Rail is currently 
looking at other measures of capacity 
more akin to those used by London 
Underground (eg people per square 
metre of gross carriage floorspace). 
It is important to assess both 
whether the peaks for journeys from 
proposed developments are at the 
same time as the ‘normal’ commuter 
peaks on the railway and also the 
direction of journeys, whether with 
or counter to the main flows.

London Underground capacity
8.47 In terms of assessing the 
capacity on the London Underground 
(LU) trains, the line loadings need to 

be analysed. RODS (Rolling Origin 
and Destination Survey) data is 
collected by LU to model the levels 
of passengers on different sections 
of line. This can be obtained from 
LU and used to assess the impact 
of any additional trips generated. An 
analysis of the existing and predicted 
flows should be undertaken in 
line with the LU Station Demand 
Forecasting Guidelines.

8.48 The capacity levels of LU 
services should be based on 
a measure of the number of 
passengers standing in one square 
metre of the train’s available floor 
space. LU guidelines prescribe 
use of the maximum observed 
standing capacity (5 passengers 
per m²) for an individual train and a 
lower figure (4 passengers per m²) 
for a train service over one hour. 
The actual figures will alter for the 
relevant rolling stock affected.

DLR capacity
8.49 For analysis relating to the 
Docklands Light Railway (DLR), 
two broad approaches apply. The 
first of these allows developers or 
applicants to produce their own 
forecasts. To assist in this, present-
day passenger counts and sample 
origin–destination matrices are 
available from DLR, which may 
be used in conjunction with trip 
generation forecasts to assess 
the impact of new trips generated 
on the DLR network. However, 
independent forecasts will be 
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checked against the outputs from 
DLR’s own modelling tools. The 
DLR planning capacity is normally 
360 passengers for a two-car train.

8.50 The second approach 
involves using DLR’s own forecasts 
in transport assessments. The 
Docklands Public Transport Model 
(DPTM) is used by DLR to assess the 
impact of new developments on DLR 
line flows. The DPTM is informed 
by the Land Use Trip Ends (LUTE) 
database which can also model 
the number of trips generated by 
a development site. If a developer 
or applicant wises to access such 
data prior to undertaking such 
assessments, an appropriate fee 
will need to be agreed with DLR to 
cover the resource in providing this 
information. DLR encourages the use 
of this information for assessments 
to ensure that the assumptions 
used are robust and consistent.

Pedestrian modelling
8.51 Pedestrian movements along 
footways and within stations and 
interchanges should be assessed. 
Crossing movements to and from 
new developments will also need 
to be considered. The capacity 
of a station for handling the 
volume of passengers entering, 
leaving or interchanging is another 
important consideration.

8.52 Fruin is a robust and recognised 
method for assessing general 
footpath and station capacity 

and is appropriate in station and 
interchange environments, and 
is the standard method used by 
London Underground for this 
purpose. Where there are substantial 
pedestrian flows, conflicting flows 
and more complex movements 
particularly in a station or 
interchange environment a dynamic 
model such as PEDROUTE should 
be used. TfL may require alternative 
pedestrian modelling software 
to be adopted depending on the 
circumstances of a particular case.

8.53 It should be noted that TfL is 
undertaking a review process of 
PEDROUTE software which is likely 
to result in it being replaced in future. 
As a result the most appropriate 
pedestrian modelling software 
should be agreed with TfL before 
the modelling process is started 
when the TA is being formulated.

8.54 When assessing footway 
capacity in the context of the 
hinterlands to stations or the 
street environment more generally 
it is recommended to consider 
user comfort in addition to 
carrying capacity (comfortable 
carrying capacity is estimated 
at 13 pedestrians per minute 
per metre width of footway—
source: Gehl ‘Towards a fine 
City for People—Public Spaces 
& Public Life’, London 2004).
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8.55 In terms of assessing 
provision for pedestrians and 
people with disabilities and the 
quality of the street environment 
the PERS (Pedestrian Environment 
Review System) audit tool is 
recommended. This is a street audit 
tool that allows users to identify 
quality gaps in terms of facilities 
provided, their effectiveness, the 
quality and upkeep of materials, 
general street ambience etc.

Effects on the bus network
8.56 The London Bus Network 
is planned strategically and 
developments can have a wider 
impact on network planning than can 
usually be captured by consultants 
using loadings data on routes 
in the immediate vicinity. Such 
exercises will not allow a full view 
of the network to be obtained.

8.57 TfL therefore does not require 
developers and consultants to carry 
out assessments of bus loadings and 
capacity. Instead, TfL Buses requires 
information on bus trip numbers to 
be generated by the development, 
including origin and destination 
projections for new travellers to 
and from the development. These 
impacts can then be assessed 
by network planners at TfL.

8.58 On occasions when information 
on existing usage levels and 
demand patterns is necessary, 
for example when developing a 
business case for new transport 

infrastructure, TfL London Buses 
Network Development can provide 
access to and advice on data about 
bus loadings and usage patterns. 
Bus capacity standards can also be 
supplied and used for assessments. 
It may sometimes be necessary for 
new data to be obtained and format 
requirements will be supplied.

8.59 Databases such as TRAVL and 
TRICS (when considered appropriate 
for usage within London) can 
give useful projections of bus 
usage from developments. For 
larger, strategic developments, 
Railplan outputs for buses can also 
inform transport assessments.

8.60 From the above, TfL London 
Buses can determine the effects 
of the proposed development 
on the bus network and whether 
enhancements are required to 
cater for the increased demand 
from the development. This would 
inform discussion for any planning 
obligations funding for pump-priming 
bus network enhancements.

Road traffic modelling
8.61 The road network needs to be 
assessed in terms of the capacity of 
junctions at baseline and forecast 
levels to ensure that the existing 
road network can accommodate 
the additional vehicle trips. If any 
elements of the network are shown 
to be over capacity then mitigation 
measures may need to be proposed. 
This is important for TfL to ensure 



668 Analytical techniques

Transport assessment best practice guidance document

that the road network operates 
adequately and that additional traffic 
along bus routes will not increase 
congestion and disrupt services.

8.62	 TfL’s Traffic modelling 
guidelines (Modelling Guidelines: 
Traffic Schemes in London Urban 
Networks Version 1.0 (August 
2004), DTM—UTC, TfL Street 
Management) should be followed 
when building base and proposal 
models and will help achieve the 
required degree of accuracy in the 
model predictions for the impact of 
the proposal to the wider network.

8.63 Modelling packages can be 
roughly split into four categories:

i	 Isolated junction  
(eg PICADY, ARCADY, OSCADY)

ii	 Coordinated junction  
(eg TRANSYT, LINSIG)

iii	Complex junction  
(eg VISSIM, Paramics)

iv	Strategic  
	 (eg SATURN, EMME/2)

8.64 The following paragraphs 
outline some of the software 
products recognised by TfL 
and the circumstances under 
which they should be used.

8.65 The simplest non-signalised 
junctions can be modelled using 
PICADY which can assess the 

capacity of simple junctions 
in terms of queue lengths, 
capacity and accidents.

8.66 Roundabouts can be modelled 
using ARCADY which forecasts 
the capacity of a roundabout 
and forecasts queue lengths, 
time delay and accident risk.

8.67 Individual signalised junctions 
can be modelled using LINSIG, 
which allows a signalised junction 
to be assessed against specified 
traffic flows. The signal timings 
can be changed to assess the 
capacity of the junction at different 
times. The software OSCADY 
performs a similar function.

8.68 TRANSYT allows timing plans 
for closely spaced junctions to be 
developed with a view to achieve 
optimum use of road space. To 
do this TRANSYT is based on a 
simplistic traffic model. This model 
allows it to optimise cycle times, 
green splits and offsets reasonably 
accurately, provided there are no 
approaches to signals (links) that 
are saturated in excess of 90%.

8.69 VISSIM is a micro-simulation 
traffic modelling tool used for 
modelling complex traffic conditions 
beyond the scope of LINSIG or 
TRANSYT. VISSIM models can 
be used to simulate the precise 
impact of proposals on the wider 
area if significant reassignment or 
congestion is predicted. Congestion 
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is generally expected if a significant 
number of approaches to signal 
controlled junctions operate 
near 100% saturation or above.

8.70 SATURN software can also 
be used for modelling complex 
road networks. It is a flexible 
network simulation application that 
can be used to model a range of 
different types of traffic network 
from individual junctions to major 
infrastructure. It has been used 
extensively in the development of 
the Thames Gateway Bridge Project.

8.71 The selection of an 
appropriate package will depend 
on the level of impact and what 
facilities are likely to be changed 
as a result of the development. 
It is just as inappropriate to use 
micro-simulation for a simple 
junction as it is to try and model a 
complex junction with an isolated 
junction package. An appropriate 
tool should be selected relative 
to the analysis task required.

8.72 In all cases, TfL’s Department 
of Traffic Operations (DTO) should 
be consulted (via the LUP team) prior 
to modelling any proposed changes 
to traffic signals infrastructure, 
as the proposed changes must 
be achievable and able to be 
implemented ‘in the real world’. 
TfL’s DTO can advise on possible 
problems and issues in this regard.

8.73 The results of the analysis 
should be clearly represented 
in tabular format within the TA. 
Simulation packages can assist 
with modelling complex situations 
but time and effort must be 
spent extracting useful network 
performance statistics to enable 
assessment of the impacts. The 
visualisation aspect of micro-
simulation is no substitute 
for the universally accepted 
statistics for traffic analysis.

8.74 Input/output text files 
should be appended to the TA to 
allow auditing to be undertaken. 
Illustrative turning movement 
diagrams showing all impacts 
at junctions are the best way to 
present traffic surveys and proposed 
traffic volumes, and allow easy 
interpretation by the reader. Tables 
of survey data do not allow easy 
understanding of traffic patterns.

8.75 Once modelling is carried 
out, conclusions should be drawn 
that are clear and succinct so that 
the analysis can be easily reviewed 
by TfL. The exact modelling to 
be used should be discussed 
with TfL at the scoping stage.



70

Transport assessment best practice guidance document

Introduction

9.1 This chapter examines the 
proposal of mitigation measures 
following the full assessment of the 
impact of a referred application.

Mitigation

9.2 The natural follow-up to the 
impact assessment is an examination 
of mitigation measures that can be 
put in place to deal with the effects 
of the development on the transport 
network and to improve access, 
particularly with more sustainable 
modes. These measures should 
be discussed with TfL and the 
borough prior to the application in 
order that they are designed to all 
parties’ agreement and satisfaction.

9.3 Transport improvements that 
are required for a development 
will need to be discussed with TfL 
and the borough and will generally 
be expected to be funded by the 
developer. Where improvements 
are required by either TfL or the 
borough, payments via a planning 
obligation will be requested 
in line with circular 05/05.

9.4 If no mitigation measures 
are proposed, a full justification 
for this should be included, 
especially for developments where 
significant impacts are expected.

9.5 In terms of individual modes, 
the capacity above which mitigation 
measures will be required may 
vary. For example, TfL may seek 
bus priority measures if traffic 
saturation is forecast to rise above 
80%. Such measures could include 
bus lanes, signalised junctions, mini 
roundabouts etc, in order to protect 
journey times for bus services. 

9.6 For traffic modelling, any roads 
operating over 85% saturation 
are generally considered to be 
suffering from congestion. Where 
development proposals increase the 
saturation significantly above this 
level, mitigating factors should be 
proposed and described, taking into 
account any existing plans to relieve 
congestion. If congestion has been 
reached it should not be assumed 
that mitigation measures will not 
be required. Pooled contributions 
to mitigate the effects on an 
area basis may also be sought.

9.7 In addition to traffic capacity 
considerations and where suitably 
justified, TfL may seek physical 
improvements to assist buses, 
pedestrians and cyclists. These 
could include the dedication of 
land from the development to 
facilitate provision of new bus 
and/or cycle lanes, wider footways 
and improvements to nearby 
bus stops to ensure they meet 
TfL’s accessibility guidelines.

9 Mitigation and travel plans
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Planning obligations  and 
Section 278 Agreements

9.8 As detailed in Chapter 3, 
planning obligations and Section 278 
agreements are designed to enable 
highway and transport infrastructure 
and service improvements to 
be provided as a result of new 
developments through financial 
contributions from developers.

9.9 Planning obligations, also 
referred to as planning agreements 
or developer contributions, provide 
a mechanism to secure the provision 
of new infrastructure or direct 
financial contributions towards 
new works or improved transport 
services. The level of contribution 
required should reasonably 
reflect the scale and nature of the 
development and the ability of the 
transport network to serve the site.

9.10 TfL seeks to secure funding 
from developments that will have 
impacts on the transport network. 
For example, bus priority measures 
may be required to offset any 
increase in journey time on bus 
services. Improvements for existing 
infrastructure such as upgrading 
bus stops or safeguarding bus 
access to new developments is a 
further example. Enhancements 
to bus services by increasing 
frequencies may also be required 
where TfL is unable to provide the 
enhancements within the usual 
criteria for developing the network.

9.11 Discussion should occur 
at an early stage in order to 
ensure that any measures 
required are appropriate, can be 
delivered, and do not conflict 
with work already planned.

Travel plan

9.12 As described in Chapter 7, a 
travel plan will be required for most 
referred applications and should be 
submitted alongside the TA with the 
planning application. The travel plan 
is able to provide a mechanism for 
delivering desirable travel behaviour 
through active management and 
the application of appropriate 
measures and should contain targets, 
objectives and incentives. The travel 
plan should be initially secured by a 
planning obligation, however it will 
become an ongoing management 
tool to be implemented, monitored 
and reviewed by the developer, 
future owners and occupiers.

9.13 Although the travel plan is 
not specifically part of the TA, 
mention should be made at the 
scoping stage that provision is 
being made for a travel plan and 
should include the key elements 
of the document. Whereas the TA 
is concerned with assessing the 
effects of a development in order 
to inform the planning application 
process, the travel plan is concerned 
with the delivery of long term 
sustainable transport objectives 
by the users and occupiers of the 
development. Given the clear inter-
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relationship between the two, it is 
imperative that the travel plan be 
written, at least in terms of its main 
themes, in parallel with the TA in 
order to provide information on 
any mitigation measures planned.

9.14 The primary aim of travel plans 
is to reduce car travel to and from 
a proposed site and encourage 
the greater promotion of more 
sustainable forms of transport by 
increasing the awareness of travel 
options, and helping to identify 
potential barriers to using such 
modes. A variety of other objectives 
could also apply and may include 
reducing congestion and demand 
for parking spaces, increasing 
business or site efficiency and 
meeting environmental standards.

9.15 The modal share of a 
development can be altered by 
a travel plan. The current and 
predicted modal share should be 
included in any analysis of capacity 
of the transport network within the 
TA. Other important aspects of 
travel plans include key objectives, 
targets, the monitoring and review of 
the plan after it becomes operational 
as well as identifying the need for a 
travel plan officer if required. Travel 
plan data is now a feature of the 
TRAVL database and is becoming 
increasingly useful in the modelling 
of travel behaviour; the success of 
measures put in place by developers 
to influence travel behaviour of 
those using the development 
is more easily understood.

9.16 The travel plan should contain 
a package of measures to reduce 
reliance on private cars for travel 
to or from the development and 
encourage greater use of sustainable 
transport modes. Measures that 
should form part of the travel 
plan could include car club or 
parking management schemes. 

9.17 In the case of larger, speculative 
developments, a travel plan strategy 
or framework will generally need 
to be produced. This will outline 
practical measures that can be 
implemented at certain stages, for 
example appointing a travel plan 
coordinator, provision of physical 
infrastructure (for example, car club 
vehicle parking spaces, cycle parking 
facilities, showers), establishing 
a website and provision of travel 
information for future occupiers. 
A strategy for rolling out specific 
initiatives by individual occupiers 
should also be established.

9.18 TfL is producing complementary 
good practice guidance for travel 
plans for development control 
purposes. The guidance will provide a 
clear process for what is required of 
a travel plan to accompany a planning 
application and should be used to 
expedite the application process.
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10.1 This document provides 
a recommended approach to 
producing transport assessments 
for referred applications in London. 
The main points of the guidance 
are summarised in this section.

The Referral Process

10.2 This section set out the process 
involved with referred planning 
application in transport terms.

The Town & Country Planning 
(Mayor of London) Order 2000 
gives the Mayor influence 
over land-use planning 
through planning applications 
that are referred to him;

All planning applications should 
be in general conformity 
with London Plan policies. 

Consultation with TfL should begin 
as soon as an application has been 
established as being referrable 
and a scheme has been designed. 

A completed TA should be 
submitted with the planning 
application to the local planning 
authority. A copy should also be 
sent to the Mayor. Copies of the 
TA should be provided directly to 
Land Use Planning team at TfL. 

•

•

•

•

The TfL LUP team will provide 
a written response specifying 
issues or additional requirements 
to the Mayor for incorporation 
to the Mayoral Stage 1 report. 

A TA addendum or follow-up 
document in response to 
the Stage 1 report should 
be submitted directly to 
TfL LUP. This should include 
details of planning obligations 
and mitigation measures.

Normally a local planning 
authority’s resolution to 
grant planning permission 
follows the Stage 1 report.

TfL LUP provide final response to 
TA and follow-up issues raised in 
the submitted TA addendum for 
incorporation to the Mayoral Stage 
2 report. The Mayor then decides  
whether or not to direct refusal.

Scoping and pre-application

10.3 This gives information on the 
preferred method of scoping a 
transport assessment and carrying 
out pre-application consultation.

The first stage should be the 
production of a scoping document 
guided by discussions with both 
the borough, GLA and TfL.

A checklist is provided to 
inform this process.

•

•

•

•

•

•

10 Main points
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The scoping document can 
stimulate discussion with TfL 
LUP regarding areas covered, 
methods of analysis and 
assessment and arrangement of 
data exchange where necessary.

A ‘get in early’ approach 
to consultation and 
negotiation is encouraged.

TA Structure

10.4 This section covers the 
preferred structure of a transport 
assessment document with 
importance given to clarity and 
consistency of presentation.

The TA should follow a clear 
structure setting out the baseline 
conditions initially so that 
impacts can be fully assessed.

References and assumptions 
made should be clearly stated.

The document should be 
written in plain English in 
order for it to be understood 
by professionals who are not 
experts in the transport field.

•

•

•

•

•

TA inputs

10.5 The required inputs to a 
transport assessment are varied 
and wide-ranging. This section sets 
out the likely requirements and 
the variation by land-use type.

The TA should include details of 
the development that is being 
proposed for contextual reasons. 
This should include plans and GIS 
information on the site location.

As much baseline data relating to 
the existing transport conditions 
on the site should be included 
as is possible. This should 
include all relevant modes 
and the source of the data.

Cumulative impacts of other 
planned developments in the 
vicinity should be considered.

TA organisation

10.6 The organisation of the TA 
production process is important 
in terms of considering all the 
elements required such as 
servicing and construction.

Trip generation analysis is 
key to achieving an accurate 
impact assessment. Trip 
distribution analysis by origin 
and time should be included.

•

•

•

•



7810 Main points

Transport assessment best practice guidance document

Maximum car parking standards 
as specified in the London 
Plan should be adhered to.

The provision of cycle parking 
should conform to TfL’s cycle 
parking standards. Motorcycle 
parking should also be considered.

The TA should demonstrate 
that the delivery and servicing 
of the development will not 
disrupt the road network. ‘Back 
of house’ rather than on-street 
provision is encouraged.

The level of construction traffic 
generated by any development 
should be assessed. A traffic 
management plan should be 
included for major developments.

All discussion of the impacts 
of a development should be 
accompanied with mitigation 
proposals. This can include 
planning obligations or Section 
278 agreements where relevant.

An outline travel plan is required 
for all developments. The 
predicted changes to the modal 
share should be included in the 
analysis of the capacity of the 
transport network in the TA.

 

•

•

•

•

•

•

Analytical Techniques

10.7 TfL have recognised analysis 
techniques for assessing impacts 
on individual transport modes. This 
covers trip generation, capacity 
as well as the use of TfL models 
such as CAPITAL and Railplan.

The TA analysis should be 
transparent including explanation, 
justification of data sources, 
assumptions and analysis 
methodology. This will ensure 
comprehensive verification 
of the results by TfL.

An assessment of the number 
of one-way person trips 
broken down by mode that the 
development will generate should 
be provided. A modal share for 
all modes can then be derived.

TRAVL is recognised as the 
most common and useful 
source of travel survey data in 
London. Additional data can 
be obtained from appropriate 
sites with multi-modal data 
from the TRICS database. 
Observed data can provide 
more up to date information.

TfL may request sensitivity testing. 
The appropriate methodology 
will need to be discussed with 
TfL on a case by case basis.

•

•

•

•
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Temporal analysis of trip rates 
over time should be included in 
the TA separated by purpose for 
the full day, peak and off-peak 
periods (and any other time period 
relevant to the development).

The origin and destination of trips 
should be provided to give a clear 
indication of any capacity issues.

Public transport accessibility 
analysis of the site should be 
carried out. A PTAL assessment 
should be carried out. CAPITAL 
and Accession are useful 
tools to measure the level 
of accessibility of a site.

Capacity analysis for all modes 
should set out the existing 
situation and the impact of 
any additional trips generated 
by the development.

The cumulative impact of nearby 
planned developments should 
also be included in this analysis.

Discussion with the relevant TfL 
mode may be necessary to agree 
modelling (through the LUP team).

•

•

•

•

•

•

Mitigation and travel plans

10.8 The follow up to the impact 
assessment is the presentation 
of mitigation measures to 
address the impacts.

Any transport improvements 
should be discussed with TfL 
and the borough. These will 
generally be expected to be 
funded by the developer.

Full justification is needed if no 
mitigation measures are proposed.

Planning obligations and Section 
278 agreements are designed to 
enable highway and transport 
infrastructure improvements to 
be provided as a result of new 
developments through financial 
contributions from developers.

TfL seeks to secure funding from 
developments that will have 
impacts on the transport network.

A Planning Obligations Manager 
has been appointed within TfL 
who oversees the implementation 
of high risk planning obligations 
with TfL businesses.

A travel plan will be required for 
most referred applications and 
should be submitted alongside the 
TA with the planning application.

•

•

•

•

•

•
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Primary aim of travel plans 
is to reduce car travel to and 
from the proposed site and 
encourage the greater promotion 
of more sustainable forms 
of transport by increasing the 
awareness of travel options.

The plan should contain a 
package of measures that can be 
implemented and monitored at 
certain stages of the development.  
A strategy for rolling out specific 
initiatives by individual occupiers 
should also be established.

Complementary good practice 
guidance for travel plans is 
being produced by TfL. This will 
provide a clear process for the 
requirements of a travel plan to 
accompany planning applications 
and should be used to expedite 
the application process.

•

•

•
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Table A.1  
Category 1:  
Large-scale development

Table A.2  
Category 2:  
Major infrastructure

Category Criteria

1A

Development which:
•	 comprises or includes the provision of more than 500 

units (houses, flats, or houses and flats); or
•	 comprises or includes the provision of flats or houses 

and occupies more than 10 hectares.

1B

Development which comprises or includes the erection of building(s):
•	 in the City of London and with a total floor space 

of more than 30,000 square metres; or
•	 in Central London and with a total floorspace of 

more than 20,000 square metres; or
•	 outside Central London and with a floorspace 

of more than 15,000 square metres.

1C

Development which comprises or includes the erection of a building 
where one or more of the following conditions is met:
•	 the building is more than 75 metres high and in the City of London;
•	 the building is more than 30 metres high and outside the City of London; or
•	 the building is more than 25 metres high and is adjacent to the River Thames.

1D

Development which comprises or includes the 
alteration of an existing building where:
•	 the development would increase the height of the 

building by more than 15 metres; and
•	 the building on completion would be higher than 

a relevant threshold as set out in 1C.

Category Criteria

2A Development that comprises or includes mining operations 
where the development occupies more than 10 hectares.

2B Waste development with capacity for more than 50,000 tonnes per annum 
(treating, storing, processing or disposing of refuse or waste materials)

2C

Development to provide:
•	 an aircraft runway;
•	 a heliport (including a floating heliport or helipad on a building);
•	 an air passenger terminal at an airport;
•	 a railway station;
•	 a tramway, an underground, surface or elevated railway, or a cable car;
•	 a bus or coach station;
•	 an installation for a use within Class B8 (storage or distribution) 

of the Schedule to the Use Classes Order where the 
development would occupy more than 4 hectares;

•	 a crossing over or under the River Thames; or
•	 a passenger pier on the River Thames.
Development to alter an air passenger terminal to increase 
its capacity by more than 50,000 passengers per year.
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Table A.3  
Category 3:  
Development which may 
affect strategic policies

Category Criteria

3A

Development which is likely to:
•	 result in the loss of more than 200 units (houses, 

flats or houses and flats); or
•	 prejudice the residential use of land which exceeds 

4 hectares and is fore residential use.

3B

Development which:
•	 occupies more than 4 hectares of land which is used for a 

use within Class B1 (business), B2 (general industrial) or B8 
(storage or distribution) of the Use Classes Order; and

•	 is likely to prejudice the use of that land for any such use.

3C

Development which is likely to prejudice the use of a 
playing field of more than 2 hectares of land which:
•	 is used as a playing field at the time the relevant 

application for planning permission is made; or
•	 has at any time in the 5 years before the 

application been used as a playing field.

3D

Development:
•	 on land allocated as Green Belt or Metropolitan Open Land in the 

development plan, in proposals for such a plan, or in proposals 
for the alteration or replacement of such a plan; and

•	 which would involve the construction of a building with a floorspace of more 
than 1,000 square metres or a material change in the use of such a building.

3E

Development that does not accord with one or more provisions of the 
development plan in the area that the development is located:
•	 and compromises or includes the provision of more than 2,500 square 

metres of floorspace for the following classes within the Use Classes Order:
i.		  class A1 (retail)
ii.		  class A2 (financial and professional)
iii.		 class A3 (food and drink)
iv.		 class B1 (business)
v.		  class B2 (general industrial)
vi.		 class B8 (storage)
vii.		 class C1 (hotels)
viii.	 class D1 (non-residential institutions)
ix.		 class D2 (assembly and leisure)

•	 or compromises or includes the provision of more than 150 
residential units (houses, flats or houses and flats).

3F Development for a use, other than residential use, which includes the 
provision of more than 200 car parking spaces in connection with that use.
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Table A.4  
Category 4:  
Development on which 
the mayor must be 
consulted by a direction 
of the Secretary of State

Category Criteria

4 Development where the local planning authority is required to consult 
the Mayor because of direction by the Secretary of State.
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Overview

Public Transport Accessibility Levels (PTALs) are a detailed and accurate 
measure of the accessibility of a point to the public transport network, 
taking into account walk access time and service availability. The method 
is essentially a way of measuring the density of the public transport 
network at a particular point, (called the point of interest below.) 

The current methodology was developed in 1992, by the London Borough 
of Hammersmith and Fulham. The model has been thoroughly reviewed 
and tested, and has been agreed by the London Borough-led PTAL 
development group as the most appropriate for use across London. 

Walk times are calculated from the specified point(s) of interest to all 
public transport access points: bus stops, light rail stations, underground 
stations and Tramlink halts, within pre-defined catchments. The PTAL then 
incorporates a measure of service frequency by calculating an average waiting 
time based on the frequency of services at each public transport access 
point. A reliability factor is added and the total access time is calculated. A 
measure known as an Equivalent Doorstep Frequency (EDF) is then produced 
for each point. These are summed for all routes within the catchment and 
the PTALs for the different modes (bus, rail, etc) are then added to give a 
single value. The PTAL is categorized in 6 levels, 1 to 6 where 6 represents 
a high level of accessibility and 1 a low level of accessibility. Levels 1 and 6 
have been further sub-divided into 2 sub-levels to provide greater clarity.

The measure therefore reflects: 

Walking time from the point-of interest to the public transport access points; 

The reliability of the service modes available;

The number of services available within the catchment; and

The level of service at the public transport access 
points – ie average waiting time.

It does not consider:

The speed or utility of accessible services;

Crowding, including the ability to board services; or, 

Ease of interchange. 

•

•

•

•

•

•

•
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Components of the PTAL method

The process can be broken down into a series of stages:

Define the point of interest

Calculate the walk access times from the Point of 
Interest (POI) to the service access points (SAPs)

Identify valid routes at each SAP and calculate average wait time

For each valid route at the SAPs calculate the minimum total access time

Convert total access times to the Equivalent Doorstop Frequencies 
– to compare the benefits offered by routes at different distances,

Sum all EDFs with a weighting factor in favour of the 
most dominant route for each mode

PTALs are then determined using 6 banded levels.

Define the points of interest

The exact location of the point of interest may have a considerable bearing on 
the final PTAL score. The proximity of local public transport services and the 
nature of the local walk network will vary from point to point. If the PTAL is 
being calculated for a large development, for example a new supermarket, a 
number of points may be required to reflect different PTALs across the area. 

Calculate the walk access times

Public transport access points
There are approximately 12,000 public transport network stops or 
access points within Greater London. Station locations are based 
on station entrances. Bus access points represent a pair or group 
of bus stops. For instance where there is a stop either side of the 
road for each service direction there would be one SAP. 

Similarly outside a rail station, where there may be two or more stops, 
a single SAP is generally used to represent this cluster of stops.

•

•

•

•

•

•

•
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Parameter Unit Value

Walk speed Km/Hr 4.8

Walk speed Metres/Minute 80

Bus

Reliability Minutes 2

Maximum walk time Minutes 8

Maximum walk distance Metres 640

Rail

Reliability Minutes 0.75

Maximum walk time Minutes 12

Maximum walk distance Metres 960

Table B.1  
Model parameters

Walk access times
Walk access times are measured from the POI to the SAPs using 
the Ordnance Survey’s computerised representation of the road 
network – OSCAR (Ordnance Survey Centre Alignment of Roads). 
Distances between the POI and the SAPs are converted to a measure 
of time using an assumed average walk speed of 4.8 kph. 

A number of parameters define the extent of the walk catchment area. 
For buses the maximum walk time is defined as 8 minutes or a distance 
of 640 metres. For rail, underground and light rail services the maximum 
walking time is usually defined as being 12 minutes or a walking distance 
of 960 metres. Any SAPs beyond these distances are rejected. 

Table B.1 below summarises the walk speed, maximum walk 
distances and reliability factors used in the calculations.
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Identify valid routes 

Routes are identified for each valid SAP:

The routes depend on the time period chosen. Generally 
service frequency data is selected from the morning peak 
period, specifically between 08:15 to 09:15;

For each POI route information is only considered once. Where a route 
occurs twice or more—because it serves more than one SAP within 
the POI catchment area—the SAP that is nearest to the POI is used;

Within each route (for example, the Victoria Underground 
line) different ‘run’ patterns are considered as separate 
entities with separate frequency patterns;

At any SAP, routes will normally be bi-directional. In TfL’s PTAL calculator it 
is the direction with the highest frequency that is considered in the model;

For train services only those routes with at least 2 stops within 
the Greater London boundary (ie the origin stop and at least one 
other station) are considered. This is particularly significant for 
POIs where the SAPs include London major termini stations.

Bus frequency data is derived from TfL’s BusNet system. This is a 
comprehensive database giving a global view of current bus and tram 
routes and their geographic routeings and services. Service information 
is based on the contractual requirements agreed between the operators 
and TfL and is therefore regarded as the most reliable data source 
available within TfL for calculating PTALs. Timetables offer a range of 
bus time intervals and can therefore give the impression that higher 
frequency levels are possible. These times though are designed to reflect 
local road and traffic conditions which can change from day to day. 

Table B.2 overleaf shows how the Public Transport Accessibility Index is 
built up, for a point served by 4 bus services and an Underground station. 
Note that the Northern Line branches are treated as separate services.

•

•

•

•

•
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Parameters

Walk speed (metres/min) 80

Bus reliability (mins) 2

Rail reliability (mins) 0.75

Peak hour services

Site details 
East Finchley School	 X 526919	Y 189652

Site Services Stop Route Dist. Freq. Weight Walk 
time

SWT Access EDF Accessibility 
Index

East 
Finchley 
School

Bus TX08 F12 303 4 0.5 3.79 9.50 13.29 2.26 1.13

TW04 3A 408 6 0.5 5.10 7.00 12.10 2.48 1.24

TW04 23 408 10 1 5.10 5.00 10.10 2.97 2.97

TW03 125 511 6 0.5 6.39 7.00 13.39 2.24 1.12

Rail / LUL 
/ DLR

East Finchley via CX 699 9 0.5 8.74 4.08 12.82 2.34 1.17

via 
Bank

699 9 1 8.74 4.08 12.82 2.34 2.34

9.97

Table B.2  
PTAL calculation 
for a single point

Calculating total access time

Total access time is made up of a combination of factors: 
combining the walk time from the POI to the SAP and the time 
spent waiting at the SAP for the desired service to arrive.

Total Access Time = Walk Time + Average Waiting Time

Average Waiting Time 
Waiting time is the average time between when a passenger arrives 
at a stop or station, and the arrival of the desired service. In PTALs 
passengers are assumed to arrive at the SAP at random.

For each selected route the scheduled waiting time (SWT) is 
calculated. This is estimated as  half the headway (ie the interval 
between services,) so SWT = 0.5 * (60/Frequency). 
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Thus a 10 minute service frequency (6 buses per hour) would give an SWT of 5—
on average a passenger would have to wait 5 minutes for a bus/train to appear.

To derive the Average Waiting Time, reliability factors are applied to the 
SWT according to the mode of transport used. The regularity of buses, 
underground and rail services are affected by a variety of factors, with bus 
services the worst affected. To allow for reliability additional wait times 
assumed are 2 minutes for buses and 0.75 minutes for rail services. 

Calculating equivalent doorstep frequency

The access time is converted to an Equivalent Doorstep Frequency (EDF) where:

EDF = 30/total access time (minutes)

This treats access time as a notional Average Waiting Time as though 
the route was available at the “doorstep” of the selected POI.

Calculating the accessibility index for the POI

Summation of the EDF values gives the accessibility index. There 
are a number of additional factors that should be considered:

Routes often travel in parallel for some distance so the range 
and frequency of destinations are likely to be less than that 
suggested by the number of routes included in the calculation.

Travellers often have to change routes in order to reach the desired 
destination—this can add significant delays to the journey 

Halving the EDF values for all but the most accessible or 
dominant route for each transport mode compensates for these 
factors. Transport modes are divided into three groups:

Buses 

National Rail

LUL—all LUL services together with DLR and Tramlink services

•

•

•

•

•
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Thus for a single transport mode the AIs can be 
calculated using the following formula:

AImode = EDFmax + (0.5 * All other EDFs)

Calculating the overall accessibility index is a sum 
of the individual AIs over all modes:

AIpoi =   ∑(AImode1 + AImode1 + AImode2 + AImode3 … AImode n )

PTALs

The final formula given above calculates the PTAI - the Public Transport 
Accessibility Index. These indices can now be allocated to bands of Public 
Transport Accessibility Levels (PTALs) where band 1 (1a and 1b) represents a 
low level of accessibility and 6 (6a and 6b) a high level. The table below shows 
the relationship between PTAI scores and the final PTALs. A value of 0 would 
indicate no access to the public transport network within the parameters given.

PTAL Range of Index Description

1a (Low) 0.01 – 2.50 Very poor

1b 2.51 – 5.00 Very poor

2 5.01 – 10.00 Poor

3 10.01 – 15.00 Moderate

4 15.01 – 20.00 Good

5 20.01 – 25.00 Very Good

6a 25.01 – 40.00 Excellent

6b (High) 40.01 + Excellent

 

Table B.3  
Public Transport 
Accessibility Levels
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List of Abbreviations

AI	 Accessibility Index
AWT	 Average Waiting Time
BODS	 Bus Origin and Destination Survey
EDF	 Equivalent Doorstep Frequency
GIS	 Geographic Information System
PDGIS	 Planning and Development Geographic Information 

System—a GIS developed specifically for the Planning 
Department of London Transport, now being replaced.

POI	 Point-of-Interest—the point for which the PTAL is being 
calculated. This can be an individual point or a grid of point.

PTAI	 Public Transport Accessibility Indices
PTAL	 Public Transport Accessibility Levels
RF	 Reliability Factor
SAP	 Service Access Point—bus stops, light rail stations, 

underground stations, tramlink halts etc. Points at which 
people have access to the public transport network.

SWT	 Scheduled Waiting Time
TAT	 Total Access Time
TfL	 Transport for London 
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Hillingdon

Hounslow

Barnet

Harrow

Brent

Ealing

Enfield

Camden

H & F                                           

West-
minster

Redbridge
Walth-
am
Forest

Isling
ton

Haringey

Newham

Havering

Barking & 
Dagenham

South-
wark

Lewisham

Greenwich

Bromley

Bexley

Sutton

Lam
beth

Croydon

Richmond

Kingston

Wandsworth

Merton

K & C                                           

Tower 
Hamlets

Hackney

PA/Group Support

Enza Magri

020 7126 4093

Planning Obligations Manager

Mike Johnson

020 7126 4840

Fax 020 7126 4275

10th Floor Windsor House 50 Victoria Street

London SW1H 0TL

Email: firstnamesecondname@tfl.gov.uk

West London

Harriet Shelton

020 7126 4577

Central London

Camilla Ween

020 7126 4706

Lee Campbell

020 7126 4576

Ian Ralph

020 7126 4575

North West London

Alex Andrews

020 7126 4024

Borough Partnerships – Land Use Planning

Head of Land Use Planning

Sam Richards 020 7126 4729

South and East London

Patricia Cazes-Potgieter

020 7126 4619

East London

Richard Carr

020 7126 4574

North East London

Mike Johnson

020 7126 4840

Sebastian Balcombe

020 7126 4578
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D1.1 The following list gives 
links and references to useful 
information. These include a range 
of guidance documents produced 
by TfL along with links to the 
relevant legislation. A copy of 
this guidance will be available on 
TfL’s website. This section will be 
regularly updated on the website.

D1.2 At the outset of preparation 
of the TA, the applicants and 
their consultant teams should 
reconfirm with TfL which standards 
and guidelines will apply, as new 
documents are periodically issued 
which may supersede some of 
the information given below.

Plain English

D1.3 The Plain English Campaign 
produces guidance on how to write 
in clear language, avoiding jargon 
and technical language. A range of 
guides are available on their website:

http://www.plainenglish.
co.uk/plainenglishguide.pdf

Legislation

D1.4 The Town & Country Planning 
(Mayor of London )Order 2000 is 
available from the following link:

http://www.opsi.gov.uk/si/
si2000/20001493.htm

D1.5 This sets out the powers 
of the Mayor of London in terms 
of planning applications and the 
grounds for which a direction 
to refuse can be issued.

D1.6 The Traffic Management 
Act 2004 is available from here:

http://www.opsi.gov.uk/acts/
acts2004/20040018.htm

D1.7 Other relevant legislation 
includes: The Highways Act 1980, 
The Road Traffic Reduction Act 1984, 
The GLA Act 1999, The Planning and 
Compulsory Purchase Act 2004.

Micro-simulation

D1.8 This gives a guide to the 
methods of micro-simulation 
that TfL recognise and how 
they assess models:

http://www.tfl.gov.uk/tfl/pdfdocs/
guidancenote-microsimulation.pdf

Modelling

D1.9 TfL’s Traffic Modelling 
Guidelines: Traffic Schemes in 
London Urban Networks—Version 
1.0 (August 2004), DTM—UTC, 
TfL Street Management. This is 
available at the following link:

http://www.londonstreetworks.net/

http://www.opsi.gov.uk/acts/acts2004/20040018.htm
http://www.plainenglish.co.uk/plainenglishguide.pdf
http://www.tfl.gov.uk/tfl/pdfdocs/guidancenote-microsimulation.pdf
http://www.opsi.gov.uk/si/si2000/20001493.htm
http://www.londonstreetworks.net
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D1.10 Please note that users will 
be required to set up a password 
to access the site. Users will be 
notified of updates automatically.

D1.11 The following links 
relate to information sheets on 
transport modelling for trams:

http://www.tfl.gov.uk/trams/
downloads/pdf/initiatives/wlt/
updated-info-sheets/the-basis-
of-transport-modelling.pdf

http://www.tfl.gov.uk/trams/
downloads/pdf/initiatives/wlt/
updated-info-sheets/a-background-
to-transport-modelling.pdf

http://www.tfl.gov.uk/trams/
downloads/pdf/initiatives/wlt/
updated-info-sheets/current-
transport-modelling.pdf

TEMPRO

D1.12 The following link 
provides the download site 
for the TEMPRO software:

http://www.tempro.org.
uk/Default.aspx

Design guidance—
mitigation measures

D1.13 Guidance produced 
by TfL regarding the design of 
the streetscape, particularly 
in relation to the TLRN.

http://www.tfl.gov.uk/streets/
streetscape-guidance.shtml

http://www.tfl.gov.uk/buses/
pdfdocs/Bus Pre-Signals Aug05.pdf

http://www.tfl.gov.
uk/streets/pdfdocs/
TrafficCalmingMeasuresLeaflet-
REV-FINAL.pdf

Local implementation plans

D1.14 The following link relates 
to information about Local 
Implementation Plans.

http://www.tfl.gov.uk/tfl/
about/lip/index.shtml

Cycling and walking

Cycling
D1.15 The following links provide 
much greater detail on cycle 
parking, design and action plans:

D1.16 Link to obtaining guides 
to cycling across London:

http://www.tfl.gov.uk/cycles/
routes/london-cycle-guides.shtml

D1.17 Link to TfL Cycle 
Parking Guidelines:

http://www.tfl.gov.uk/cycles/
downloads/reports/Proposed-
TfL-Guidelines.pdf

http://www.tfl.gov.uk/trams/downloads/pdf/initiatives/wlt/updated-info-sheets/the-basis-of-transport-modelling.pdf
http://www.tfl.gov.uk/trams/downloads/pdf/initiatives/wlt/updated-info-sheets/a-background-to-transport-modelling.pdf
http://www.tfl.gov.uk/trams/downloads/pdf/initiatives/wlt/updated-info-sheets/current-transport-modelling.pdf
http://www.tfl.gov.uk/streets/streetscape-guidance.shtml
http://www.tfl.gov.uk/buses/pdfdocs/Bus Pre-Signals Aug05.pdf
http://www.tfl.gov.uk/streets/pdfdocs/TrafficCalmingMeasuresLeaflet-REV-FINAL.pdf
http://www.tfl.gov.uk/tfl/about/lip/index.shtml
http://www.tempro.org.uk/Default.aspx
http://www.tfl.gov.uk/cycles/routes/london-cycle-guides.shtml
http://www.tfl.gov.uk/cycles/downloads/reports/Proposed-TfL-Guidelines.pdf
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D1.18 Link to Cycling Action Plan:

http://www.tfl.gov.uk/
cycles/downloads/reports/
cycling-action-plan.pdf

Walking
D1.19 The following documents 
provide much greater detail 
on walking tools, guidelines 
and action plans:

D1.20 Link to Walking Action Plan:

http://www.tfl.gov.uk/
streets/downloads/pdf/
walking-plan-2004.pdf

D1.21 Link to Improving Walkability:

http://extranet.tfl.gov.uk/boroughs/
library/documents/misc/TfL-
Improving-Walkability.pdf

(please note the above link is only 
available through boroughs)

D1.22 Link to PERS homepage:

http://www.trlsoftware.co.uk/index.
asp?Section=Products&Item=PERS

D1.22 Link to Walking Design 
and Accessibility standards:

http://www.dft.gov.uk/stellent/
groups/dft_mobility/documents/
page/dft_mobility_503282.hcsp

Bus services and bus 
priority information

D1.24 ‘London Buses Guidelines 
for Planning Bus Services’. This 
document provides detail on the 
guidelines that determine how 
London Buses plan the bus network 
in London. These guidelines reflect 
the Mayors Transport Strategy 
and aim ‘to provide a safe, high 
quality, comprehensive and 
passenger-led network, which is 
well integrated with other services.’

D1.25	London Buses have 
also produced a document to 
guide developers through the 
Section 106 process for funding 
bus service enhancements:

‘London Buses Route Sponsorship 
Agreements: General Information for 
Developers and Planning Authorities.’

The above documents can be 
obtained by writing to London 
Buses at the following address: 
Network Development, London 
Buses, 3rd Floor, 172 Buckingham 
Palace Road, London SW1V 9TN. 

The Bus Priority team have produced 
technical guidance for traffic calming 
measures, pre-signal assessment, 
bus priority and design guidance and 
accessible bus stop design. These 
can be found at the following links:

http://www.tfl.gov.uk/
buses/cib_report.asp

http://www.tfl.gov.uk/cycles/downloads/reports/cycling-action-plan.pdf
http://www.tfl.gov.uk/streets/downloads/pdf/walking-plan-2004.pdf
http://extranet.tfl.gov.uk/boroughs/library/documents/misc/TfL-Improving-Walkability.pdf
http://www.trlsoftware.co.uk/index.asp?Section=Products&Item=PERS
http://www.dft.gov.uk/stellent/groups/dft_mobility/documents/page/dft_mobility_503282.hcsp
http://www.tfl.gov.uk/buses/cib_report.asp
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http://www.tfl.gov.
uk/streets/pdfdocs/
TrafficCalmingMeasuresLeaflet-
REV-FINAL.pdf

‘Accessible Bus Stop Design Guidance’ 
and ‘Bus Priority at Traffic Signals’ 
available from Austin Byrne, Senior 
Engineer, TfL Bus Priority Team, 
5th Floor South, Parnell House, 25 
Wilton Road, London SW1V 1LW. Tel: 
0207 027 9409, Fax: 0207 027 9377.

London Underground

D1.26 The following information is 
available from London Underground; 
it is not yet available online.

‘LUL Station Demand Forecasting 
– December 2005’

‘Station Planning Standard – 2-
03001 – 024 – April 2005’

D1.27 These two documents are 
available from: Tim Heffer, Modelling 
& Stations Planning Manager, S & SD, 
Room 291, London Underground 
Ltd., 55 Broadway, London 
Underground, London SW1H 0BD.

‘Train Capacity – Internal 
S&SD Memo – July 2001’

This document is available from: 
Huw Millichip, Senior Planner, Service 
Development (Time), S&SD, Room 
291, London Underground Ltd, 55 
Broadway, London SW1H 0BD.

‘RODS’ documentation available from 
Geoffrey Maunder, Senior Planner, 
Strategy & Planning, S&SD, Room 
384, London Underground Ltd., 55 
Broadway, London SW1H 0BD.

DLR

D1.28 The DLR team have produced 
‘Guidance for Developers’ to 
inform developers of sites near or 
adjacent to the railway. It covers 
aspects of safety and engineering 
to protect DLR structures, tunnels 
and operating railway. Copies 
can be obtained from L Property 
Services, Docklands Light Railway 
Limited, PO Box 154, Castor 
Lane, Poplar, London, E14 0DX.

D1.29 Applicants are also 
encouraged to speak to DLR about 
details of planning applications 
affecting DLR stations. DLR may 
wish to discuss issues including 
the impact of the proposals 
on DLR radio signals, and real 
time DLR departure and arrival 
information systems (DAISY).

Freight Advice

D1.30 General advice can be 
obtained from the following link:

http://www.tfl.gov.uk/tfl/
freight/index.asp

http://www.tfl.gov.uk/streets/pdfdocs/TrafficCalmingMeasuresLeaflet-REV-FINAL.pdf
http://www.tfl.gov.uk/tfl/freight/index.asp
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Interchange

D1.31 The document below 
gives details of TfL’s Interchange 
Plan and the methodology used 
in prioritising major transport 
interchanges across London:

http://www.tfl.gov.uk/tfl/
pdfdocs/inter_improve.pdf

D1.32 Intermodal Transport 
Interchange for London—Best 
Practice Guidelines:

http://www.tfl.gov.uk/tfl/
pdfdocs/interchange.pdf 

D1.33 Multi-Modal Signs 
Standard for London:

http://www.tfl.gov.uk/tfl/
pdfdocs/signs_standards.pdf 

D1.34 The guidelines below 
set out standards to ensure the 
safe and efficient operation of 
taxi ranks at major stations:

http://www.tfl.gov.uk/pdfdocs/
taxi-best-practices.pdf

 

http://www.tfl.gov.uk/tfl/pdfdocs/inter_improve.pdf
http://www.tfl.gov.uk/tfl/pdfdocs/interchange.pdf
http://www.tfl.gov.uk/tfl/pdfdocs//signs_standards.pdf
http://www.tfl.gov.uk/pdfdocs/taxi-best-practices.pdf
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Accession – a software tool 
for developing a model of 
accessibility. Designed to assist in 
the development of Local Transport 
Plans but can be used to assess 
the accessibility of individual 
sites to local infrastructure. 

ARCADY – Assessment of 
Roundabout Capacity and Delay 
– software tool for assessing 
the capacity, traffic movement, 
accident risk and delay around 
traffic roundabouts.

BODS – Bus Origin & Destination 
Surveys – Data collected by 
TfL measuring the levels of 
passengers along bus routes and 
at all stops along the route.

CAPITAL – A TfL model measuring 
the travel time from a specific 
location to the rest of London 
based on Census Output Areas. The 
model is linked to Railplan through 
the network use of a consistent 
public transport network. 

‘Crush Capacity’ – This is the 
total capacity of a train where 
the maximum number of people 
are standing. This is set at 7 
people per square metre.

EMME/2 – This is a complex 
software application that has 
been designed for modelling 
multimodal networks with all 
modes integrated into a consistent 
network and full interaction provided 
between transit and car nodes.

Fruin Levels – This is a measure 
of the capacity of pedestrian 
footways based on speed and the 
concentration of pedestrians.

LATS – London Area Travel Survey. A 
TfL travel survey collecting data on 
Londoners’ weekly travel patterns.

LINSIG – Software allowing the 
modelling of a signalised junction. 

OSCADY – Optimised Signal 
Capacity and Delay – a software 
package modelling capacity, queue 
length and delay at individual 
signal-controlled junctions.

PEDROUTE – A software package 
that models pedestrian movements 
in confined spaces such as stations.

PERS – Pedestrian Environment 
Review Software – a software 
package to model walk 
routes through an area.

PICADY – Priority Intersection 
Capacity and Delay – a software 
package that models the capacity, 
queue length and delays at 
non-signalised junctions.

‘Practical Capacity’ – This is a level 
of train capacity that should be 
used when assessing the maximum 
loadings. This is set at 5 people 
per square metre for individual 
train services and 4 people per 
square metre for a number of 
services over a period of time.
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PTAL – Public Transport Accessibility 
Levels – a technique used by 
TfL to measure the accessibility 
of a particular location to the 
public transport network.

Railplan – This is a model that 
uses the software EMME/2 to 
model the public transport network 
in London and the Southeast. It 
simulates the route choices made 
by public transport users and 
creates a model of the resulting 
travel times, passenger levels 
and number of services. This is a 
complex model used for very large 
developments to assess capacity 
across London. The use of such a 
model is only necessary for the most 
significant of referred applications.

RODS – Rail Origin and Destination 
Survey – data collected by 
TfL measuring the levels of 
passengers along sections of 
different LU or DLR lines.

SATURN – (Simulation & Assignment 
of Traffic to Urban Road Network) 
– this is a flexible network simulation 
application that can be used to 
model a range of different types 
of traffic network from individual 
junctions to major infrastructure. 

TA Addendum – This is a follow-
up document to the Transport 
assessment addressing any 
comments or additional data 
requests of TfL, generally as a 
result of a Stage 1 Mayoral report. 

TEMPRO – Trip End Model 
Program – a software package 
designed to allow access to the 
National Trip End Model projections 
of growth in travel demand. It 
is used to provide suitable 
growth factors for travel data. 

TRANSYT – Traffic Network 
Study Tool – a software package 
allowing a network of linked 
signalised junctions to be modelled 
to determine optimum signal 
timings and junction capacities.

TRAVL – A software package 
allowing access to a range of 
travel surveys carried out for 
developments across London.

TRICS – A UK-wide database 
containing trip generation data 
for a range of developments.

VISSIM – A simulation and 
modelling software package for 
modelling complex interchanges 
and interactions between 
different transport modes.
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