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5.0 Access Arrangements

The access strategy for the Basin is clearly illustrated on the Masterplan prepared by Bennetts Associates,
shown on figures C5 and C6.

A number of vehicular points of access are proposed to serve the Masterplan site, with four on Graham Street
and four from Wharf Road.  Given its status and proximity to the bridge, vehicular access onto City Road is not
considered to be appropriate.

The northern-most Graham Street access is proposed to serve the Graham Street North residential
development only.  To the south of this a similarly designed access will be provided for the Graham Street
Centre residential development.  The southern-most access would provide access to the residential element of
the Fidelity Investments development.  All three of these accesses would service vehicle lifts to basement car
parking.  A detailed review of Fidelity car park access has been carried out by WSP in their Transport
Assessment for the site proposals.  In general terms any lift approach must be designed to ensure no waiting
takes place on the public highway and additional capacity is designed in with the introduction of two lifts.

It is proposed that the four Graham Street site accesses would be in the form of simple priority junctions. 

These are shown indicatively at Figure C7.  Visibility splays of 2.0m by 34.0m will be provided in each
direction from both access point in accordance with the standards set out for Access Roads within the Islington
Council’s Guidelines for Parking, Servicing and Highways Design - June 1999.

Given the disposition of proposed and existing land uses within the Basin, it will be necessary for a fourth
Graham Street access to be provided within the Fidelity site frontage as indicated on the Masterplan to
accommodate the following:

• Service vehicle access for the Fidelity development;
• Refuse collection for the Fidelity development;
• Service vehicle access to the retained EDF substation.

This junction is also to be in the form of a simple priority junction and adequate width, a minimum headroom of 4.5m
and sufficient gradient will therefore need to be provided for service vehicles once geometric designs are prepared.

The Masterplan shows this access route running diagonally through the Fidelity Site.  Access to the service
entrance is likely to be controlled by a rising arm barrier.  This would prevent unauthorised penetration into the
Basin area by vehicles.  A separate turning facility will be provided within the Fidelity curtilage in order that this
development would function without vehicles turning in the Basin area or reversing onto the public highway.

Access to the residential and live/work uses on the east side of the Basin is to be taken from Wharf Road, also
in the form of simple priority junction.  The same 2.0m by 34.0m visibility requirements would apply as would
the need for this junction to be designed to accommodate service and refuse vehicles.  No general vehicular
access to the waterside is proposed from the Wharf Road access, although provision for boats to be delivered
to the boat club and vehicles that may be required to drop off or collect visitors to the boat club will be made.

Emergency vehicle access to the interior of the Basin will be provided from the southern Graham Street
access and the Wharf Road access.  In addition, emergency vehicle access will be provided through the
landscaped area to the north of the phase II residential use on Graham Street.

Figure C7: Visibility Splays
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6.0 On-site Transport Considerations

This section of the report deals with Parking issues on-site, the principles of servicing the Masterplan area,
including refuse collection for the different land uses proposed and on-site provision for pedestrians and
cyclists.

6.1 Parking

On-site parking is considered within the context of sustainable transport policy as adopted by LBI and the
location of the site within a controlled parking zone.

It is proposed that the residential units on the western side of City Road Basin will have parking provided at
basement level within the parking standards set out by the Local Authority.  These state that there will be a
maximum provision for 0.5 spaces per dwelling.  Likewise the parking provision for the Access Storage Site
Building and the live/work units located to the east of the Basin will be within 0.5 spaces per dwelling.

This is in line with typical car ownership statistics in the London Borough of Islington where, based on National
Census Data, there is an average of over 0.5 cars per household.  This trend is reflected at a local level in the
St Peter’s Ward.  The proposed provision can therefore be anticipated to represent a sustained level of
parking below the average for this part of the Borough.

Significant consideration has been given to the effects of this car parking provision, with particular emphasis
placed upon the cumulative impact of traffic generated by the development on the surrounding highway
network.

The proposed residential developments are estimated to include a total of 433 parking spaces located both 
at grade and within basement parking areas.  However, due to the very central location and high level of public
transport accessibility, only a small proportion of these vehicles will be utilised during the peak periods.  It is
possible to confirm this assumption by again interrogating the results of the National Census carried out in
2001.  The statistics for St Peter’s ward demonstrate that over 45% of residents use public transport facilities
as their primary mode for the journey to work (of which half utilise the bus network).  However less than 14%
of residents use their cars for the typical commuting journey.  The statistics also illustrate that the constraint on
car use is not as a result of availability to vehicles, with over 50% of all public transport users having access to
a car which could potentially be used for the journey to work.
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In addition to this, restraint on workplace parking and the recently introduced Congestion Charging constrains
car use for community types.

It is therefore evident that despite the restricted parking on-site, the excellent accessibility to public transport
and a location close to major commercial centres will provide the primary factor in the reduction of car
based trips.

Parking for the redevelopment of the Fidelity Investments Site will be incorporated within a basement facility to
be accessed by means of either vehicle lifts or a ramp.  Whilst full details of the arrangement are currently in
the early stages of design two key elements will be included.  If two lifts are provided, they should give
sufficient capacity during peak periods of arrival and departure.  Such an arrangement should also provide a
level of redundancy in the event of failure of a lift.  Design consideration has also been given to the provision
of adequate queuing space at the lift accesses to try to ensure no waiting on the highway takes place.
Parking and access for the other two residential developments on Graham Street will be similarly arranged.

Parking for the Access Storage Site development will also be within a basement facility.  However, access will
be gained by means of a vehicle ramp within the site boundary.  Vehicles will leave the highway by means of
an upgraded existing access road adjacent to the National Grid Building on Wharf Road.

Disabled parking and cycle parking will be incorporated within the above in accordance with the Council’s
guidelines.

It is proposed that no on-site parking provision is made for either the retail or the restaurant uses.  It is
expected that customers would use non-car modes of travel to travel to these uses, combine their visit with a
trip already made to the Basin or be a local resident or employee.  However, one disabled parking bay will be
provided at the restaurant, in order to comply with standards set out by the London Borough of Islington’s
parking policy.  Access to this space will be managed by the restaurant via the entry control system on
Graham Street.
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6.2 Servicing

With the development comprising predominantly residential uses, the servicing requirements will be minimal.
With the exception of refuse collection and servicing of the Graham Street Centre and North developments, it
is anticipated that the residential units servicing needs will be catered for within the Masterplan site.  The
mixed use elements of the Masterplan are proposed within the Fidelity and Access Storage Sites, the
proposed small urban supermarket or 60m commercial unit on the ground floor of the Access Storage Site and
the retail, restaurant or leisure units on the Fidelity Site on City Road.  Both sites will make appropriate
provision for servicing within their respective sites and to a standard compliant with local planning policy.  It is
the intention of the Masterplan to minimise the potential conflict between pedestrians and vehicles within the
Basin area.  This will be achieved by ensuring that, where possible, all servicing will take place within
individual site boundaries and with no encroachment into pedestrian areas within the Basin.  Limited
manoeuvres for service vehicles will be required to permit access to the EDF Energy substation; however
these are anticipated to be controlled and infrequent.

6.3 Refuse Collection

Refuse collection for the proposed buildings along Graham Street is proposed to take place “on-street.” The
waste arrangements for the residential blocks will be designed to enable this to happen in accordance with LBI
Guidelines for Parking, Servicing and Highways Design - June 1999.  It is the intention of the Masterplan that
all refuse collection associated with the residential of the Fidelity Investments and Access Storage Site
developments will take place within the respective sites.  Such arrangements would be in accordance with the
aforementioned guidelines and be designed to ensure that all vehicles can access and egress the sites in a
forward gear.  The refuse collection related to the Live/work units is anticipated to take place on-site.

With regard to the retail and restaurant units within the Masterplan layout, refuse collection would sensibly be
required to take place on the site in order to accord with the guidelines provided by the Local Authority.  These
state that maximum carrying distance for sacks/bins from the point of collection is 25m and the maximum
pushing distance for paladin containers is 10m.  The run should be reasonably level, with no upstands and no
gradient when loaded.  It is not yet known how many times a week the restaurant will need to be serviced.
Again, vehicles associated with the collection of refuse to these sites will be required to manoeuvre from and
to the highway in a forward gear.

6.4 Pedestrians and Cyclists

It is proposed that the western side of the Basin would accommodate a new pedestrian route through the site.
It is proposed that this route would be available to the public and users of the development on the same basis
as the present hours of Graham St Park and the Regent’s Canal Towpath.  This route would be maintained
and managed by the Basin Management Company.

Access to the pedestrian route would be via the main arrival zones to the Basin situated on Graham Street to
the north of the Graham Street North residential development and on City Road adjacent to the proposed retail
area.

Given the level difference between the Basin and City Road bridge, suitably designed ramps will be provided
as part of the Masterplan proposals in order to make the scheme as accessible as possible to those on foot,
for those with pushchairs and the mobility impaired.

The above pedestrian facilities would make the site highly accessible on foot and would open up new
pedestrian routes through the area.

It can be seen from Figure C3 that the Council’s proposed cycle route network between the Angel and the
Barbican would run along the length of Graham Street.  After discussion with the Council it is not proposed to
formally divert this route through the Basin site.  Hence, once implemented, Graham Street would provide the
direct connection to the Council’s cycle network from the site.



7.0 Trip Generation and Impact

It is not possible at this stage to identify precise floor areas and numbers of units.  However, preliminary
estimates have been made based on both granted permissions (Phase 1 Graham Street Centre Site) and
those applications being prepared for submission.  Located in Chapter 4 of this Appendix, the table (City Road
Basin, Building Schedules) outlines the estimated schedule of the total Masterplan.  Utilising these
assumptions an estimate of likely trip generation and associated impact has been carried out.

In order to develop a robust trip rate, each land use will be investigated independently and compiled into a
global trip generation.  Section 11.1 contains a detailed breakdown of the analysis outlined here.

7.1 Residential

Interrogation of the TRAVL database has highlighted an existing residential development that has similar
properties to those proposed at City Road Basin.  Leatherfield Market Court is located in the London Borough
of Southwark.  The site has excellent accessibility to public transport services comparable to the proposed
developments within the Masterplan.  Parking provision is higher than proposed within the Masterplan and car
ownership is greater than anticipated based on the trend in the surrounding areas.  However this is assumed
to provide a more robust estimate of trip rates, particularly with respect to traffic generation.  A review of the
surveyed data reveals total trip generation rates as outlined in the table below:

Residential Person Trip Rates per unit at Leatherfield Market Court

Period In Out Two-way

AM Peak (0800 - 0900) 0.12 0.68 0.80
PM Peak (1700 - 1800) 0.41 0.29 0.70

Daily (0700 - 2300) 2.36 3.14 5.50
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Applying these trip rates to the schedule of residential units in the proposed Masterplan results in the following
total trips shown in the table below:

Residential Person Trips for Proposed Masterplan 

Period In Out Two-way

AM Peak (0800 - 0900) 105 589 694
PM Peak (1700 - 1800) 355 250 605

Daily (0700 - 2300) 2041 2710 4751

7.2 Retail

Again the TRAVL Database was utilised to establish trips generated by the retail components of the
Masterplan.  Due to the significant variation between the two developments an alternate approach was
adopted for each.  For the purposes of the Access Storage Site Retail development a selection of small urban
based supermarkets were utilised as follows:

Review of Urban Supermarket Site Used

Location GFA (m2) Parking PTAL

Somerfield Barkingside 463 12 4
Tesco Metro Finsbury Park 1994 0 5
Tesco Metro Richmond 1347 8 6
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The trip rates developed utilising these sites was as follows:

Retail Person Trip Rates per 100m2 for Supermarket

Period In Out Two-way

AM Peak (0800 - 0900) 65.4 65 11.14
PM Peak (1700 - 1800) 21.11 21.94 43.06

Daily (0700 - 2300) 249.22 247.75 496.97

For the purposes of the retail component on Graham street, a single appropriate site was located.  Located in
Bexleyheath, the site consists of similar scale and use that could potentially occupy the units.  However the
site has significant less public transport accessibility and incorporates dedicated car parking.  Therefore it is
assumed the trip rate estimations, shown in the table below will be of a very robust nature.

Retail Person Trip Rates per 100m2 for Shopping Parade

Period In Out Two-way

AM Peak (0800 - 0900) 21.92 20.13 42.06
PM Peak (1700 - 1800) 12.08 15.21 27.29

Daily (0700 - 2300) 207.79 200.22 402.01

Utilising the above trip rate assumptions, a level of generated trips as a result of the retail components are
outlined in the table below:

Retail Person Trips for Proposed Masterplan

Period In Out Two-way

AM Peak (0800 - 0900) 310 258 569
PM Peak (1700 - 1800) 526 569 1095

Daily (0700 - 2300) 6693 6651 13344
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7.3 Restaurant

Three sites were identified within the TRAVL database which are appropriate for an analysis of the restaurant
located within the site, these are reviewed in the table below:

Review of Urban Supermarket Site Used

Location GFA (m2) Parking PTAL

Benihana Restaurant Swiss Cottage 465 0 4
Carluccio’s Oxford Circus 420 0 6
Tiger Lils Islington 290 0 4

Utilising the survey data within TRAVL a series of trip rates were established, these are reviewed below, again
the full details are contained in Section 11.1.  The estimated total trips calculated through the application of the
trip rates to the proposed restaurant gross floor area are shown below.

Restaurant Person Trip Rates per 100m2

Period In Out Two-way

AM Peak (0800 - 0900) 5.63 5.16 10.79
PM Peak (1700 - 1800) 1.34 0.40 1.74

Daily (0700 - 2300) 32.78 30.84 63.62

Restaurant Person Trips for Proposed Masterplan

Period In Out Two-way

AM Peak (0800 - 0900) 26 24 50
PM Peak (1700 - 1800) 6 2 8

Daily (0700 - 2300) 150 142 292



7.4 Total Person Trip Generation

The summation of all land use generated trips results in an estimated total of person trips for the peak periods
along with a daily total, shown below:

Total Person Trips for Proposed Masterplan

Period In Out Two-way

AM Peak (0800 - 0900) 441 871 1312
PM Peak (1700 - 1800) 887 820 1708

Daily (0700 - 2300) 8884 8502 18387

7.5 Vehicle Trip Generation and Impact

In the detailed analysis the trip generation estimations have been carried out considering the mode of
transport used.  Using this breakdown it is possible to estimate the vehicle trip generation for the development.

The source data used from TRAVL is intended to give a representation of the trips and modes of
residents/customer/staff visiting a particular site, this can be based on a combination of questionnaire surveys
and counts of those entering the site.  However, to establish an accurate estimate of traffic impact, additional
service related trips should be considered.  Residential developments do not generate significant levels of
service trips beyond that already operating on the network, such as refuse collection and postal deliveries.
However, retail land use typically generates service vehicle trips in the form of deliveries.  The detailed
analysis in Section 11.1 utilised delivery vehicle data from two of the sites identified above to determine
service trip rates for the two retail components, the results of which are reviewed below.

Total Service Vehicle Trips for Proposed Masterplan

Period In Out Two-way

AM Peak (0800 - 0900) 17 11 29
PM Peak (1700 - 1800) 15 15 29

Daily (0700 - 2300) 92 92 184
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The summation of both the residential and service vehicle data represents a robust estimation of the total
number of vehicle trips generated by the proposed Masterplan.  These are presented in the table below:

Total Vehicle Trips for Proposed Masterplan

Period In Out Two-way

AM Peak (0800 - 0900) 146 156 301
PM Peak (1700 - 1800) 245 246 492

Daily (0700 - 2300) 1840 1964 3804

The above results demonstrate the low level of traffic generated by the Masterplan proposals, particularly
during the peak periods of the surrounding highway network.  It is also supportive of the underlying
assumptions outlined in chapter 6, which state that the majority of person trips will utilise the public 
transport network.

It is important to note that the existing site incorporates a significant level of parking, upwards of 180 spaces
(80 of which would be guaranteed if the existing use was to be maintained) which serve a commercial
development.  These can be expected to generate substantial traffic volumes, particularly in peak periods. It is
therefore likely that the generated trips from the Masterplan development will not result in a significant net
impact on the highway.

7.6 Bus Capacity Impact

With a high proportion of trips taking place by public transport, particularly bus, it is necessary to assess the
impact on the available capacity.  As part of this assessment, analysis has been carried out to estimate the
likely trips taking place by public transport.  National Statistics for St Peter’s Ward show  that over 45% of
residents use public transport facilities as their primary mode for their journey to work, of which half use the
bus network as a primary mode.  Taking into consideration the high availability of services close to the site and
the potential for passengers to use the bus as a first mode, it has been assumed that the level of use would be
60% of all generated trips.

To establish existing bus capacity, surveys were commissioned on the four main routes operating on City
Road.  A preliminary survey was undertaken to establish the busiest points on the routes to the east and

west of the site.  The surveys were carried out over 3 hours during the AM and PM peak periods and collected
boarding, alighting and general occupancy data at the two busiest points of each route and at the stops
directly adjacent to the site.

The following key assumptions were made within this analysis, which is outlined in detail in Section 11.2:

• East/West split of generated bus trips was assumed to be 50%;
• The generated trips were distributed proportionally across the available buses based on the frequency and

overall capacity;

The table below directly compares the estimated bus passenger trips with the available capacity during that
period.

Percentage bus occupancy at busiest points on route

Existing Occupancy Estimated Occupancy
Period Route EB WB EB WB

AM 43 67% 72% 81% 86%
205 54% 70% 68% 84%
214 90% 69% 104% 83%
394 15% 45% 29% 59%

PM 43 77% 76% 90% 89%
205 79% 76% 92% 89%
214 78% 75% 91% 88%
394 73% 25% 86% 38%

The above results illustrate the estimated general increase in the bus occupancy across all routes.  Demand
has only exceeded capacity on one route, the 214 in an eastbound direction.

However, both the 43 and 214 service operate along the same route corridor between the development site
and the City of London.  Thus, as it is assumed that a significant proportion of AM eastbound trips would be
destined for the City, reserve capacity on route 43 would easily accommodate the excess trips on route 214.
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8.0 Wider Sustainability Enhancements

The proposed north/south and east/west routes through the site would open up new pedestrian links through
the area.  These links would be predominantly vehicle free and would provide an attractive environment
through which to travel.  This enhancement of pedestrian and cycle facilities would be consistent with national
and local sustainable transport policies which seek to reduce the growth in car journeys (particularly short
journeys less than 1 mile) and to encourage greater walking and cycling.

Despite the high level of facilities, there is potential to improve the routes to the main interchanges with public
transport.  Currently facilities are in place to allow safe crossing of City Road, however it may be beneficial to
enhance the facilities on the desire line between the site and the east bound bus services.  The assessment of
pedestrian amenity on City Road will require TFL’s approval.  

Consideration was given to the relocation of bus stops on City Road to enhance their position relative to the
site and the new pedestrian linkages through it.  However, the highway layout is likely to prevent further
improvement from taking place.  The existing location of bus stops is however considered to be convenient for
use by residents of the site and pedestrians utilising the new links.
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9.0 Section 106 Agreement Framework

It is likely to be a requirement of any planning permission that the developers of the Masterplan enter into a
section 106 agreement with the local authority to establish levels of contributions.  It will be necessary for a
framework of payments to be established between the developers of the site and agreed with the Local
Authority.  Such a framework would lay down the distribution of payment between the component parts of the
Masterplan; together with timing for implementation of measures of triggers for payment of contributions.

In terms of transportation, the section 106 agreement is likely to include a breakdown of the contributions in
the following key areas:

• Upgrade of key pedestrian routes, particularly those providing links to public transport services.  This is
likely to include pedestrian crossing facilities of City Road adjacent to the site;

• Introduction of new traffic management measures on the residential areas to the west of the Graham
Street.  This may take the form of an expansion of the existing St Peters scheme;

• The enhancement of existing cycle routes in the vicinity of the site, primarily the upgrade of existing 
on-street facilities such road markings; and

• Improvements to existing bus route facilities, ranging from the introduction of new stops to the
enhancements of current facilities.
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10.0 Conclusions

This report demonstrates that the Masterplan site is highly accessible to public transport, both bus, rail and
underground, and to local services such as shopping, education, employment and leisure.

Car parking on the site will be constrained for all uses thereby reinforcing the sustainable credentials of 
the site.

Footway links within the site together with the provision of new north/south and east/west routes through the
site combine to make the site readily accessible by this mode of travel.

Potential enhancements to pedestrian facilities on City Road would improve access to bus services.

Given the constrained parking standards to be applied to all uses within the Masterplan and the historic levels
of car parking on the site, the level of net traffic generated by the proposals is not expected to be significantly
different from the historic permitted use on the site.

The existing bus services have been shown to provide sufficient capacity for the total estimated bus related
trips during the peak periods.

Accordingly, the Masterplan proposals are considered to conform to both national and local sustainable
transport policy.

Satisfactory vehicular access arrangements to the site can be made from Graham Street and Wharf Road.
One of these access points, namely Graham Street (south) would allow for vehicles to penetrate the Basin to
enable the retained London Electricity sub-station to be serviced.  This entry point will be barrier controlled to
prevent unauthorised parking within the Basin.

In the light of the findings of this report it is considered that the highways and transportation aspects of the
Masterplan proposals would be acceptable to the Highway Authority.
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11.0 Supplementary Information

11.1 Trip Generation Calculations

Building Schedules

Note: The following areas have been suggested, taken as an assumption upon which to base the travel and
trip generation data which follows.  The areas are not intended to be prescriptive for the Masterplan.

Residential Data from TRAVL
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Restaurant Data from TRAVL
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Retail Data from TRAVL
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Retail Service Data from TRAVL Masterplan Residential Trips
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Masterplan Restaurant Trips Masterplan Retail Trips
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Masterplan Retail Trips Masterplan Retail Service Trips
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Masterplan Retail Service Trips Total Masterplan Person and Vehicle Trips

Reference Data
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Table 1 - Development generated bus trips. Based on 60% bus usage Table 5 - Percentage bus occupancy during Peak Periods

Table 6 - Total Passenger Demand, existing plus development generated

Table 7 - Ratio of Demand to Capacity at stop adjacent to stop

Table 2 - Assumed split of trips across available services

Table 3 - Development generated bus trips/bus, based on linear distribution across the hour

Table 4 - Bus Capacities

11.2 Bus Occupancy Study
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