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12. Transport and Movement 

12.1 Introduction 

12.1.1 This chapter assesses the likely significant environmental effects of the change in 

environmental conditions which could arise on the local transport network and which are 

attributable to changes in predicted traffic volumes associated with the Proposed 

Development. 

12.1.2 The process of predicting traffic volumes arising from the Proposed Development has been 

undertaken and is presented in a Transport Assessment.  These traffic figures form the basis 

for this environmental assessment.  The Transport Assessment is contained in Appendix 

12.1. 

 

12.2 Policy Context 

12.2.1 This section sets out relevant transport policies at a national, regional and local level that are 

to be drawn upon in order to assess the likely significant environmental effects. 

National Planning Policy 

Planning Policy Statement 1 (PPS1) óDelivering Sustainable Developmentô 

(February 2005) 

12.2.2 PPS1 provides a framework for delivering sustainable development. It emphasises the 

importance of planning in creating sustainable communities and states that planning 

authorities should, in preparing Development Plans, seek to:  

Á Provide improved access to all jobs, health, education, shops, leisure and community 

facilities, open space, sport and recreation, by ensuring that new development is 

located where everyone can access services or facilities on foot, bicycle or public 

transport rather than having to rely on access by car; 

Á Reduce the need to travel and encourage accessible public transport provision to 

secure more sustainable patterns of transport development; and 

Á Promote more efficient use of land through higher density, mixed-use development. 

12.2.3 The supplement to PPS1 óPlanning and Climate Changeô outlines the role planning plays in 

reducing emissions and stabilising climate change in its decision making processes. More 

specifically, the document outlines key objectives and principles to be taken into account by 

planning bodies in the development of regional and area-based spatial strategies and by local 



 

authorities in the preparation of local development framework documents. This includes 

selecting land for development where there is or is the potential for óa realistic choice of 

access by means other than the private car and for opportunities to service the site through 

sustainable transportô. (Paragraph 24). 

Planning Policy Guidance Note 13 (PPG13) óTransportô (April 2001) 

12.2.4 PPG13 sets out the Governmentôs overall strategy for a sustainable transport system, with 

the objectives of integrating planning and transport at the national, regional, strategic and 

local level to: 

Á Promote more sustainable transport choices for people and for moving freight; 

Á Promote accessibility to jobs, shopping, leisure facilities and services by public 

transport, walking and cycling; and 

Á Reduce the need to travel, especially by car. 

12.2.5 PPG13 encourages giving greater priority to walking by reducing the actual walking distance 

between land-uses and to public transport. It also promotes the use of cycling as an 

alternative to private car travel by providing safe and secure cycle parking within 

developments.  

Regional Planning Policy 

The London Plan Consolidated with Alterations since 2004 (February 2008)  

12.2.6 The London Plan (2008) provides an integrated economic, social, environmental and 

transport framework for the strategic development of London. 

12.2.7 The transport policies included within the London Plan (2008) were informed by the policies 

set out in the Mayorôs Transport Strategy (dated 2006). The London Plan is supportive of low 

car ownership, housing and high density, mixed-use development in areas accessible by 

public transport. 

12.2.8 The London Plan aims to encourage developments with greater public transport accessibility, 

lower parking provision and higher housing density. The London Plan states at paragraph 3.6 

that:  

ñIn line with the concept of a sustainable and compact city, future residential development 

needs to be located so as to maximise the use of scarce land, to conserve energy, reduce 

harmful emissions and to be within easy access of jobs, schools, healthcare and other 

services, shops and public transport. The provision of new housing should also help support 

economic growth and offer a range of choices for new households, including affordable 

housingòô  
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12.2.9 Policy 3C.23 (Parking Strategy) of the London Plan seeks to: 

ñensure that on-site car parking at new developments is the minimum necessary and that 

there is no over-provision that could undermine the use of more sustainable non-car modesò.  

12.2.10 Specifically, the London Plan requires London Boroughs to adopt both ñonò and ñoffò street 

parking policies that encourage access by sustainable means of transport, adopt maximum 

parking standards set out in the annex on parking standards (Annex 4) where appropriate 

(taking account of local circumstances and allowing for reduced car parking provision in areas 

of good transport accessibility) and recognising the needs of disabled people. 

London Plan Density Matrix 

12.2.11 The London Plan Density Matrix provides a guideline framework of scale of development 

density in relation to public transport accessibility (PTAL). The Proposed Development will 

create a maximum density of 311 dwellings per hectare  

12.2.12 The current PTAL rating of the Site is Level 2. The Proposed Development at Surrey Canal 

will support the delivery of a number of public transport improvements that will benefit the 

Application Site and the wider area.  This will significantly improve the existing modest PTAL 

ranking at the Site to the highest ranking (level 4-6) as set out in the Transport Assessment at 

Appendix 12. 

The Draft Replacement London Plan (October 2009) 

12.2.13 The Draft Replacement London Plan sets out the Mayorôs vision and objectives for planning 

and development in London over the next 20-25 years. The formal publication of the 

replacement plan is planned for the end of 2011. 

12.2.14 Chapter 6 of the Draft London Plan identifies polices to support the delivery of an efficient and 

effective transport system and places emphasis on encouraging sustainable travel through: 

Á Enhancing walking polices; 

Á Promoting electric car use; and 

Á Improving public transport capacity;  

12.2.15 The relevant policies included within this Chapter are outlined below. 

Policy 6.1 Strategic Approach -  

The Mayor will work with key parties to encourage integrated transport systems by 

Á Encouraging development that reduces the need to travel, in particular by car; 



 

Á Encouraging boroughs to use parking standards as maximum parking standards; and 

Á Supporting measures that encourage sustainable travel. 

Policy 6.3 Assessing Transport Capacity 

ñDevelopment proposals should ensure that their effects on transport capacity and the 

transport network are considered. Transport Assessments will be required in accordance with 

TfLôs Transport Assessment Best Practice Guidelinesò. 

Policy 6.9 and Policy 6.10 Cycling and Walking 

The Mayor will work to increase cycling and walking in London. Developments should: 

Á Provide secure, integrated and accessible cycle parking facilities in line with London 

Plan standards; and 

Á Ensure pedestrian environments in and around new developments give emphasis to 

quality and streetscape. 

Policy 6.13 Parking  

ñNew developments should ensure a balance is made between promoting new development 

and avoiding excessive car parking that can reduce the use of sustainable travel.  

When the car parking provision for new developments are being considered, maximum car 

parking standards (in line with London Plan policy) should be appliedò. 

The Mayorôs Transport Strategy (May 2010) 

12.2.16 The Mayorôs Transport Strategy has been reviewed. The final document was published on 

10th May 2010 and sets out the Mayorôs vision for transport and the strategic development of 

London for the next 20 years.  

12.2.17 The strategy has six key aims, which include: 

Á Supporting economic development and population growth; 

Á Enhancing the quality of life for all Londoners; 

Á Improving the safety and security of Londoners; 

Á Improving the transport opportunities for all Londoners; 

Á Reducing transportôs contribution to climate change, and improving its resilience; and 

Á Supporting the delivery of the London 2012 Olympic and Paralympic Games and its 

legacy. 
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12.2.18 Throughout the strategy, emphasis is placed on: 

Á Improving cycling and walking in London; 

Á Improving the interchange between transport modes; 

Á Putting Crossrail into place; 

Á Promoting sustainable technologies such as electric vehicles; 

Á Providing better travel information to travellers; 

Á Encouraging the use of River Thames and other waterways to transport goods and 

people; and 

Á Promoting strategic interchange between inner and outer areas of London and 

improving strategies to tackle road congestion. 

 

Local Planning Policy 

Lewisham Unitary Development Plan (July 2004) 

12.2.19 The London Borough of Lewishamôs UDP 2004 is currently the statutory planning document 

for development within the Borough.  A number of the UDP policies were either saved or 

deleted in September 2007.  Those of relevance that are saved are referred to below. 

12.2.20 The key elements of LBLôs sustainable transport strategy are: 

Á To ensure that development which has the potential to generate significant volumes 

of traffic is located in areas with good public transport such as town centres; 

Á To support and encourage improvements to public transport, particularly 

improvements which encourage people to use public transport rather than the private 

car; 

Á To introduce and implement policies which favour sustainable transport modes such 

as walking and cycling; 

Á To support only those road improvement schemes and traffic management measures 

which contribute to traffic restraint and the objectives of sustainable transport policy; 

Á To move away from providing car parking to meet demand and towards using parking 

policy to implement traffic restraint policies; 



 

Á To introduce car-parking standards for new development which contribute to traffic 

restraint policies; and 

Á To distinguish between the legitimate role of short stay visitor parking and long term 

commuter parking. 

12.2.21 With regard to parking provision, the UDP states that; 

ñproviding less car parking can actively persuade people to change to more sustainable 

modes of transport. The Councilôs standards for car parking provision in relation to new 

development will therefore reflect the restraint objective and will not attempt to meet the full 

demandò. 

12.2.22 The UDP goes on to state that;  

ñDevelopment proposals that generate a large volume of traffic or person movement must be 

located close to good public transport facilities or where this can be provided as part of the 

proposalò. 

12.2.23 This is to minimise the potential of developments encouraging people to travel by car and 

instead, to focus them on maximising the potential for trips to be undertaken by more 

environmentally sustainable forms of travel such as walking, cycling and public transport. 

Lewisham Local Development Framework Core Strategy (Draft - October 2010) 

12.2.24 Lewisham's core strategy covers a 15 year period from 2011 to 2026. The consultation for the 

Core Strategy ran from February 2010 to April 2010 with the final Core Strategy proposed for 

adoption in 2011. 

12.2.25 Core Strategy Objective 9 (transport and accessibility) of the LDF forms a link between the 

LDF vision and the strategy.  The objective states that óprovision will be made to ensure an 

accessible, safe, convenient and sustainable transport system for Lewisham that meets 

people's access needs while reducing the need to travelô. 

12.2.26 Core Strategy Policy 14 is associated with sustainable movement and transport, the key 

areas of this policy which promote environmentally sustainable travel include: 

Á The access and safety of pedestrians and cyclists throughout the borough will be 

promoted and prioritised; 

Á New high quality and accessible walking and cycling connections will be implemented 

throughout the Deptford New Cross area; 

Á A managed and restrained approach to car parking provision will be adopted; 
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Á Travel plans will need to be submitted which meet or exceed the Department of 

Transport's thresholds for transport assessment and Transport for London guidance; 

and  

Á Cycle parking will be required for new development. 

12.2.27 With regards to car parking the policy states that ócar free status for new development can 

only be assured where on-street parking is managed so as to prevent parking demand being 

displaced from the development onto the street. A controlled parking zone (CPZ) may be 

implemented where appropriate.ô 

12.2.28 The Application Site is located within New Cross/New Cross Gate Regeneration/Growth area. 

The Site has been identified as a Strategic Site in the LDF and has been designated as a 

Mixed-use Employment Location.  The Site is expected to be a catalyst for regeneration of the 

area.   

12.2.29 With regards to sustainable transport and movement in the area around the Application Site, 

the Core Strategy states that:  

ñA major aim of the strategy will be to improve accessibility through improved bus services 

and the provision of a new East London Line station (London Overground) on Surrey Canal 

Road. The strategy will also improve connectivity throughout the area by improving existing, 

and creating new, walking and cycling routes, as well as raising the quality of the pedestrian 

environment to contribute towards reducing the fear of crime. This will be linked to 

improvements to the quality of open space, ensuring safer and more direct connections. The 

Lewisham Links Strategy will continue to be used to prioritise investment.ò 

Summary 

12.2.30 The policies identified at National, Regional and Local Level all seek to achieve the same 

objective.  This is the principle of promoting development that is accessible by sustainable 

forms of travel such as walking and cycling together with the promotion of travel public 

transport including bus and rail. 

12.2.31 Through this overarching policy objective, the environmental effects of new development can 

be minimised as part of a sustainable transport strategy.  Furthermore, where enhancements 

to the existing sustainable transport networks are proposed as part of development 

proposals, these can have wider positive benefit of not only encouraging sustainable travel to 

and from new development, but also helping to promote a shift of travel characteristics 

throughout the wider area from car to non car travel. 

 

 



 

12.3 Methodology and Assessment Criteria 

Methodology 

12.3.1 The methodology adopted to identify the likely significant environmental effects of the 

Proposed Development in relation to transport matters has been prepared in accordance with 

the latest guidance for preparing TAôs by TfL: óTransport Assessment Best Practice Guidance 

Documentô (April 2010). The methodology for the production of the TA was informed by the 

agreed assessment process with LBL and followed pre-application scoping consultation with 

TfL. 

12.3.2 For this chapter of the Environmental Statement, the assessment of individual environmental 

elements has been carried out in accordance with the óGuidelines for the Environmental 

Assessment of Road Trafficô (1993) published by the Institute of Environmental Assessment 

(IEA) and, where appropriate, Volume 11 of the Design Manual for Roads and Bridges 

(DMRB) óEnvironmental Assessmentô (2008) published by the former Department of 

Environment, Transport and the Regions (DETR), now Department for Transport. These are 

recommended tools for the appraisal of the environmental effects of road traffic and they 

identify appropriate standards for assessment. 

12.3.3 In order to undertake a robust assessment of the environmental effects of the Proposed 

Development in transport terms, Weekday and Saturday worst case land use scenarios (in 

terms of total trip impact) were identified from the Development Specification.  These are 

based upon a maximum quantum of development of 250,000sqm.  The schedule that was 

assessed is set out in Table 12.1. 

Table 12.1: Weekday AM and PM Peak Worst Case Scenario 

Land Use Floor Area (sqm) 

A1/A2 Retail Up to 3,600* 

A3/A4/A5 Café/ Restaurant and Drinking 
Establishments/ hot Food Takeaway 

Up to 3,800* 

B1 Business 15,000 

C1 Hotel 15,000 

C3 Residential  194,200 

D1 Community 10,000 

D2 Leisure and Entertainment 15,800 

 

 * These land uses are supporting uses to others within the Site and represent linked trips and have been assessed 

as such. 
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12.3.4 The assessment process uses the maximum proposed quantum for C1 Hotel, D1 Community 

and D2 Leisure and Entertainment.  The A1-A5 land uses have been defined as internal trips. 

 The residential quantum that has been used is slightly lower than the maximum 200,000sqm 

so as not to exceed the maximum 250,000sqm of development.  If residential was assessed 

at the maximum 200,000sqm, the other land uses would subsequently need to be reduced so 

as not to exceed 250,000sqm. 

12.3.5 The weekend assessment that has been undertaken is based upon the same parameters as 

the AM and PM weekday scenario set out above within the exclusion of B1 Business trips and 

the addition of trips associated with Millwall FC. 

12.3.6 A óFirst Principlesô approach for the calculation of trip generation and distribution was 

undertaken, initially focusing on person trips before determining mode of travel. A First 

Principles assessment is one which is based on a detailed analysis of a development 

proposal in terms of land uses and floor space proposed, the potential level of person trip 

generation and the predicted modal share and distribution of trips on the transport networks. 

The First Principles model was developed as a spreadsheet model which was used to 

calculate the trip generation of the Proposed Development by transport mode.  

12.3.7 Should the scale of the Proposed Development not be constructed to reach the maximum 

parameters that has been assessed within this Chapter, the level of vehicular trip generation 

will be subsequently reduced.  This will result in a reduced level of environment effects to 

those specified. The degree of change will depend upon the extent of development 

constructed.  

12.3.8 The assessment methodology has used the following scenarios following scoping discussions 

with LBL and pre-application consultation with TfL: 

Á Baseline 

Á Baseline + Proposed Development; and 

Á Baseline + Proposed Development + Committed Development. 

Assessment Criteria 

12.3.9 The assessment of likely significant environmental effects has been carried out in accordance 

with the óGuidelines for the Environmental Assessment of Road Trafficô (1993) published by 

the Institute of Environmental Assessment (IEA) and, where appropriate, Volume 11 of the 

DMRB, óEnvironmental Assessmentô (2008) published by the former DETR (now Department 

for Transport), as set out previously. 

12.3.10 The IEA guidelines identify that the environmental effects which could arise from the 

Proposed Development relating to an increased vehicular travel demand would relate to: 



 

Á Severance; 

Á Driver delay; 

Á Pedestrian delay and amenity; 

Á Fear and intimidation; 

Á Accidents and road safety; and 

Á Dust and dirt. 

12.3.11 In addition, additional demand for public transport services may lead to increased levels of 

crowding on bus and rail services. 

12.3.12 These are considered in more detail below together with the standards and guidelines under 

which they should be assessed. 

Severance  

12.3.13 Severance is described as the perceived division of a community that may arise when a road 

traffic link runs through an existing settlement. This can occur when a road becomes too 

heavily trafficked, making crossing the road difficult for pedestrians or cyclists, or when a new 

route physically divides existing land. It is particularly relevant to situations where access to 

an essential amenity is impaired. 

12.3.14 The guidelines for the Environmental Assessment of Road Traffic state that: 

ñThe measurement and prediction of severance is extremely difficult. The correlation between 

the extent of severance and the physical barrier of a road is not clear and there are no 

predictive formulae which give simple relationships between traffic factors and levels of 

severance.ò 

12.3.15 In general, marginal changes in traffic flow are unlikely to cause material severance effects. 

However, a number of factors have been identified when assessing ónew severanceô relating 

to new routes. These include road width, traffic speeds, crossing facilities and existing 

crossing numbers.  

Driver Delay 

12.3.16 Delay to drivers can be predicted through capacity assessments at key points on the local 

highway network. The addition of new development-generated traffic could result in an 

increase in the number of vehicles using key routes and junctions. This may lead to additional 

delays depending on the existing operation, levels of background traffic and development 

generated traffic.  

12.3.17 Assessment of junction capacity and delay is reported in the Transport Assessment.  PBA 

have assessed the increase in driver delay though key junctions, from the base case to that 
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including the development proposed, expressed in terms of average delay (in seconds) per 

vehicle.  

12.3.18 In addition to site access junctions, the operation of the following junctions have been 

assessed within the Transport Assessment and the link flows assessment within the 

Environmental Statement:- 

Á Rotherhithe New Road / Ilderton Road; 

Á Ilderton Road / Zampa Road; 

Á Ilderton Road / Stockholm Road; 

Á Ilderton Road / Surrey Canal Road; 

Á Surrey Canal Road / Orion Business Park; 

Á Ilderton Road / Rollins Street / Penarth Street; 

Á Ilderton Road / Old Kent Road; 

Á Hawkstone Road / Rotherhithe Old Road / Lower Road; 

Á Lower Road / Redriff Road; and 

Á Lower Road / Plough Way 

Pedestrian Delay and Pedestrian Amenity 

12.3.19 Pedestrian delay and amenity for a particular walking journey are related to traffic flows 

through the impact of changes in vehicular demand on the ability of pedestrians to cross 

individual routes. This will, therefore, affect an individualôs desire to make a particular walking 

journey. Changes in the volume, speed or composition of traffic are most likely to affect 

pedestrian delay, with the level of severity dependent on the general level of pedestrian 

activity and the physical condition of crossing points. Guidelines for the calculation of 

pedestrian delay are identified in DMRB Volume 11, Section 3.  

12.3.20 The determination of what constitutes a material impact on pedestrian delay and amenity is 

generally left to the judgement of the assessor and knowledge of local factors and conditions. 

However, the Guidelines for the Environmental Assessment of Road Traffic suggest that 

pedestrian delay, the time a pedestrian has to wait before crossing a road, at an individual 

link should not exceed 40 seconds where no crossing facilities are available. It further advises 

that the lower threshold equates to a two-way flow of approximately 1,400 vehicles per hour. 

12.3.21 Pedestrian amenity can be materially affected where traffic flow is halved or doubled. It can 

also be improved by the provision of new dedicated facilities or segregated routes. 



 

Fear and Intimidation 

12.3.22 A further effect of traffic flows on pedestrian and cycle movements is the problem of fear and 

intimidation of individual travellers with respect to the proximity of vehicular movements. The 

impact of this factor is dependent on the volume of traffic, the HGV content, the width of 

footpath and closeness of the footpath to the carriageway edge. As is the case with 

pedestrian amenity and delay, there are no commonly agreed thresholds for the 

measurement of this impact, with appraisal based on the judgement of the assessor.  

12.3.23 Thresholds for the degree of hazard to pedestrians related to traffic flow have been based on 

18 hour flows and average speeds. These can be used to obtain an initial approximation of 

the likelihood of pedestrian fear as shown below. 

Table 12.2: Suggested Threshold Guidelines for Pedestrian Fear and Intimidation 

Degree of 

Hazard 

Change in average traffic 

flow over 18 hours day 

(vehicles/hour) 

Average 18 hour HGV 

flow 

Change in average 

speed over 18 hours 

(mph) 

Extreme 1800+ 3000+ 20+ 

Moderate 1200-1800 2000-3000 15-20 

Slight 600-1200 1000-2000 10-15 

 

12.3.24 Notwithstanding the thresholds set out above, the guidance suggests that they should be 

approached with a certain level of caution as the individual factors could be weighted by local 

circumstances to decide on the overall value of intimidation. For example, a road may show 

higher speeds but lower flows making crossing easier or high flows but congested and 

constant traffic, therefore reducing total fear of passing vehicles but increasing crossing 

difficulties.  

Accidents and Road Safety 

12.3.25 The assessment of accident risk and highway safety is based upon knowledge of existing 

accident rates and specific local circumstances to identify accident clusters. For example, 

should a particular link or junction be found to have a high existing accident rate the addition 

of substantial traffic volumes generally would be expected to have a detrimental effect on 

highway safety due to further increased opportunities for conflict. Mitigation measures may 

therefore be required. 

12.3.26 A further assessment of highway safety may also include the comparison of accident rates at 

those locations identified for highway improvements which are related to capacity issues. An 

assessment of expected accident rates for a new junction design compared to the existing 

layout will identify any future accident risk related to development traffic movements.  
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Dust and Dirt 

12.3.27 Dust and dirt is generally only a significant problem at those sites involving substantial 

volumes of construction traffic and/or large heavy goods vehicles (HGVs) based operations 

such as quarrying, industrial use, etc. The effect of this problem can be regulated by good 

óon-siteô practice and correct vehicle management. 

12.3.28 Dust nuisance from construction sites is a localised and short-term phenomenon and will 

generally have the greatest effect on houses within the development area. However, existing 

properties close to a development site may be affected if management practices are poor.  

Public Transport Capacity  

12.3.29 We have also assessed the effects of the Proposed Development, trip generation and modal 

split on the operation of the public transport network. In order to do this the TA has identified 

the additional trips that will be made by public transport. As with the highway impact 

assessment the First Principles model has provided the source of demand data for the public 

transport assessment.   

  Summary 

12.3.30 This section has set out the methodology followed in the preparation of the Transport 

Assessment and the Environmental Assessment of transport based environmental effects of 

the Proposed Development. The topics that will be assessed are as follows: 

Á Severance; 

Á Driver delay; 

Á Pedestrian delay and amenity; 

Á Fear and intimidation; 

Á Accidents and road safety;  

Á Dust and dirt, and 

Á Crowding on public transport services 

12.3.31 The significance of the effect on these topics will be determined based on the magnitude of 

the effect, the sensitivity of the receptor and whether the impact is temporary or permanent. A 

significance level will be applied based on the outcome of this assessment. 

Uncertainties/ Assumptions 

12.3.32 The trip generation that has been used to identify the impacts of the Proposed Development 

has been developed from the car and non car trip generation levels that are contained within 



 

the 2010 Alan Baxter Report that was commissioned by Lewisham Council to identify the 

cumulative impact assessment of twelve development sites in the Depford and New Cross 

area.  The primary purpose of the Alan Baxter Study was to assess the likely impacts arising 

from these proposed developments in terms of trip by different mode. 

12.3.33 The trip rates used in the study area have been obtained from TRAVL however, due to the 

lack of comparable sites for some land uses in the TRAVL database the report acknowledges 

that it has only been possible to get representative samples for two categories of PTAL 

ratings: low (PTAL score 1-3) and high (PTAL score of 4-6).   

12.3.34 The Transport Assessment that was produced by WSP for Oxestalls Road, one of the 

development sites, contains person trip rates for a range of land uses.  These have been 

agreed with LBL and TfL. In order to ensure consistency across the various sites, where 

appropriate, the Alan Baxter Report has applied these rates to other sites within the 

assessment. 

12.3.35 It is noted that the Alan Baxter report did not contain all of the land uses that are contained 

within the Proposed Development.  PBA subsequently undertook additional TRAVL based 

investigations to define the multimodal trip rates associated with C1 Hotel, D1 Multi Faith 

Community Centre, and D2 Leisure.  This additional data is contained with the Transport 

Assessment.  This approach was agreed with Lewisham Council as part of the Transport 

Assessment scoping process.  

12.3.36 While the use of TRAVL for the identification of trip rates is promoted throughout the London 

Boroughs and TfL, the TRAVL sites can never provide an exact characteristic of the new 

development.  

12.3.37 In addition to the separate land use TRAVL review that PBA has undertaken it was important 

to identify the transport based environmental effects arising from the Proposed Development 

when combined with existing effects of a Weekend match day at Millwall FC.  This was 

established by following a survey that was undertaken on Saturday 18
th
 September when 

Millwall FC played Watford in front of crowd of 15,582 and on Saturday 4
th
 December when 

the played Scunthorpe in front of a crowd of 8,937.   

Pattern of Movements 

12.3.38 An important aspect of the Proposed Development is the changes to the overall pattern of trip 

movements when compared to the existing pattern of trips associated with the existing Site. 

The provision of new retail and employment opportunities within the Application Site will 

encourage a higher level of trip internalisation, reducing trip leakage out of the area. 

12.3.39 The distribution of trips generated by the Proposed Development during the peak AM and PM 

weekday periods together with the peak Weekend period has been based upon the agreed 

trip distribution profile contained within the Alan Baxter report produced for Lewisham Council 
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in 2010.  This is set out in greater detail within the supporting Transport Assessment report in 

Appendix 12.1. 

Consultation 

12.3.40 Formal EIA Scoping was undertaken with LBL (Technical Appendix 1.2).  This was supported 

by separate consultation with the highways departments at highway at LBL.  Further 

consultation also took place with TfL, the Metropolitan Police, Sustrans and Council Officers 

from Lewisham and Southwarkôs cycle teams. 

Study Area 

12.3.41 The study area that has been reviewed as part of the Transport Assessment and 

Environmental Assessment extends between the junction of the A200 Lower Road and the 

A2208 Hawkstone Road in the north east to the junction of A2208 Rotherhithe New Road and 

Ilderton Road in the north west. The study area also extends between Rotherhithe New Road 

and the A2 Old Kent Road in the South and includes the junction on Surrey Canal Road with 

Orion Business Park. 

Worst Case Scenario  

12.3.42 In order to undertake a robust assessment of the environmental effects of the Proposed 

Development in transportation terms, Weekday and Saturday worst case land use scenarios 

were identified from the Development Specification.   

12.3.43 The assessment process uses a maximum proposed quantum for C1 Hotel, D1 Community 

and D2 Leisure and Entertainment.  The A1-A5 land uses have been defined as internal trips. 

 The residential quantum that has been used is slightly lower than the maximum 200,000sqm 

so as not to exceed the maximum 250,000sqm of development. 

12.3.44 To compare the combined Baseline and Proposed Development with that of the Baseline, 

Proposed Development and Committed Developments, a number of development sites were 

defined as óCommitted Developmentsô.  These are defined on Technical Appendix 2.2.  

 

12.4 Aspects of the Proposed Development of Relevance to the 

Assessment 

12.4.1 The key parameters that influence the outcome of the transport assessment are the 

additional trips on the local transport network generated by the Proposed Development and 

the changes in the pattern of existing movements that will occur. Other aspects of the 

Proposed Development that are relevant to the transport based environmental effects are the 

level of car parking that will be provided as part of the Proposed Development, the number of 



 

cycle parking spaces, the introduction of possible enhancements to the public transport 

network and the quantum of, and type of land uses. 

12.4.2 The Proposed Development provides a mixed use development with low car parking 

provision in an area with good access to the wider public transport network. The mix of 

facilities located on Site and the juxtaposition with other immediately adjacent land uses will 

reduce the need to travel long distances. Sustainable travel will further be encouraged 

through improvements to the on site pedestrian and cycle connections and measures 

contained within the Framework Travel Plan and Transport Strategy which are set out within 

the TA. 

12.4.3 The Application seeks to secure approval for a maximum of 250,000sqm external area (GEA) 

development on the Application Site. 

12.4.4 The quantum of proposed development in GEA is as follows: 

Á A1/A2 Retail ï up to 3,600 square metres (maximum size of 1,000 square metres per 
unit); 

Á A3/A4 Cafes/Restaurants and Drinking Establishments ï up to 3,500 square metres; 

Á A5 Hot Food Takeaways ï up to 300 square metres; 

Á B1 Business ï 10,000 to 15,000 square metres; 

Á C1 Hotels ï up to 15,000 square metres (up to 150 rooms); 

Á C3 Residential ï 150,000 to 200,000 square metres (up to 2,500 units); 

Á D1 Community ï 400 to 10,000 square metres; and 

Á D2 Leisure and Entertainment ï 4,120 to 15,800 square metres. 

12.4.5 The Proposed Development will not exceed 250,000sqm and the land-use quantum will 

remain in the ranges set out above.  Ranges of development quantum have been proposed 

to provide flexibility for the development land uses to reflect changes in the market.   

12.4.6 The total floor space assigned to non-residential uses will be no less than 37,000sqm or 20% 

of the total development quantum, whichever is lower. 

12.4.7 The Proposed Development is mixed use in nature and there will be significant opportunities 

to access services and facilities within the Site which will reduce the need for car journeys as 

well as provide local employment opportunities. The provision of new retail and leisure 

elements will also reduce the need for residents of the wider Lewisham and Southwark 

communities to travel outside of the area helping to reduce the overall length of trips.  

12.4.8 An integral part of the Proposed Development will be the implementation of a Transport 

Strategy which has been prepared to ensure that sustainable modes of travel such as 

walking, cycling, public transport use and car sharing, are encouraged and prioritised over 
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single occupancy car travel to and from the Application Site and to reduce the overall 

environmental effect of the Proposed Development. The Transport Strategy is described fully 

within the TA but includes the following components:  

Á Measures to encourage walking ï the Site will have a series of 

interconnected pedestrian routes between all land uses and to / from the 

external pedestrian and public transport network. Many of the internal routes 

will be óshared surfaceô carriageways that are designed to give pedestrians 

priority over vehicles. An example of this is the area within the north of the 

Proposed Development known as Bolina Gardens. 

Á The overall quality of the pedestrian network will be enhanced through the 

creation of a new pedestrianised street known as Stadium Avenue through 

the centre of the Proposed Development linking Surrey Canal Road to Zampa 

Road and Bolina Road.  The Proposed Development will also include other 

landscaped areas and traffic free locations that will form important breaks in 

the pedestrian network, and will invite people to stop and enjoy the area 

rather than passing through. 

Á The cycling strategy has been developed in conjunction with the pedestrian 

strategy so as to complement one another. The majority of the key pedestrian 

linkages will also provide for cyclists through shared surface design 

treatments. Cycle routes will connect to existing cycling provision in the area 

providing onwards connections throughout Lewisham and the adjoining 

London Borough of Southwark. An example of the cycle networks proposals 

is the new route that is sought to be delivered between Surrey Canal Road 

and South Bermondsey Station.  This cycle link will form past of Sustrans 

óConnect 2ô proposals for developing increased cycle permeability throughout 

London. 

Á Cycling will be encouraged through the provision of high quality cycle parking 

facilities throughout the Proposed Development.  

Á The current bus and train service offer will be inadequate for the number of 

expected travellers to and from the Proposed Development.  Potential 

improvements can be secured through a mixture of frequency enhancements, 

extensions to existing routes, diversions of existing routes and provision of 

new services. 

Á Car Clubs parking spaces will be provided so that Car Club vehicles can be 

parked within the Application Site. These vehicles can then be leased for 

short or long periods of time, negating further the need to own a car; 



 

Á Disabled parking is to be provided within bays throughout the Proposed Development 

including on Rollins Street, Stockholm Road and Zampa Road. 

Á The proposed off-street car parking is restrictive and provides what are considered to 

be operational levels of parking for elements of the Proposed Development. This, in 

tandem with the accessibility improvements and Travel Plan measures will provide for 

the access needs of the site. 

Á The management of off-street parking will be controlled as private spaces within the 

Proposed Development.  

12.4.9 In addition to the various on-site measures a Travel Plan will be implemented which will 

further promote sustainable travel to and from the Site and ensure the Proposed 

Development accords with PPS1. Details of the proposed Framework Travel Plan, are set out 

within the TA,  

 

12.5 Baseline Situation 

12.5.1 The TA was prepared to assess how the local transport networks will accommodate the 

Proposed Development. The report includes detailed forecasts on the expected level of 

development flows on the local transport networks. Therefore, it is considered appropriate to 

draw on this detailed assessment work in considering the transport related environmental 

effects of the Proposed Development on the study area. 

 Walking 

12.5.2 The pedestrian network in proximity to the Site is comprehensive, with a range of footways 

and shared pedestrian and cycle routes providing connections between the Site and the local 

area.  Existing pedestrian facilities include:  

Á Shared pedestrian and cycle footpath connecting Surrey Canal Road with Silwood 

Road. There are further connections underneath the railway line to the west of the 

Site via Bolina Road east of the Site via Surrey Canal Road.  

Á Footways along both sides of the Ilderton Road, Surrey Canal Road, Rotherhithe 

New Road, Trundleyôs Road, key secondary routes in close proximity to the Site. 

Á Controlled crossing points along Ilderton Road to the north and south of the Site. 

Controlled crossing point to the west of South Bermondsey station along Rotherhithe 

New Road.    

12.5.3 Although the Site is surrounded by a number of pedestrian crossing facilities at key junctions 

surrounding the Site, which are shown in Figure 12.1, pedestrian movement is hampered by 

the barrier created by the existing railway lines surrounding the Site. Pedestrians are able to 
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pass under the railway lines at three arches to the west of the Site (i.e. Zampa Road, 

Stockholm Road and Surrey Canal Road) and three arches to the east of the Site (i.e. Bolina 

Road, the footway between Silwood Road and Surrey Canal Road). The barrier caused by 

the railway line creates a convoluted route to South Bermondsey Station and adds to 

pedestrian journey times. 

Figure 12.1 Pedestrian Network 

 

12.5.4 A connection into the Site is the pedestrian route from South Bermondsey railway station to 

the rear of Millwall FC.  This 3 metre wide route is closed to the general public with the 

exception of football match days when it is used to direct óAwayô fans towards the Millwall FC 

Stadium from the Station.  

12.5.5 There are a number of areas within and around the Site that currently present an intimidating 

or secluded walking environment. Examples of such areas are: 

Á The existing site is largely industrial and provides relatively isolated walking routes 

with boundaries obscuring views and hindering natural surveillance of the streets;  

Á Bolina Road has a number of recesses and other óblindspotsô, which could be 

perceived to be threatening to personal security due to a lack of forward visibility. 

Pedestrian Activity 

12.5.6 Pedestrian activity in the locality of the Site is focused around South Bermondsey Station. 

There are currently 2,300 two way trips throughout the day to and from the station.  



 

12.5.7 As part of the Thameslink 2000 Environmental Impact Assessment (Thameslink 2000 EIA ï 

Transport and Access Specialist Report 2004, produced by Temple Environmental 

Consultants Ltd) traffic and pedestrian counts were undertaken at a number of junctions in 

South Bermondsey. Over a 24 hour period, the survey recorded only 40 pedestrians on 

Bolina Road walking between Zampa Road and Silwood Street. 

PERS Audit Summary 

12.5.8 A PERS assessment analyses the quality of a given environment in terms of how it meets the 

needs of pedestrians, with the óstandardô pedestrian defined by TRL, the software developers, 

as ñtowards the vulnerable end of the spectrumò.  A Pedestrian Environment Review System 

(PERS) audit was conducted on the 30
th
 September 2010 during daytime hours along a 

network of routes and links which form the main pedestrian connections to the Site.   

12.5.9 A total of 10 routes, 5 links, 10 formal crossing facilities, 12 public transport waiting areas and 

2 interchanges make up the network of pedestrian accessibility to the Site.  The assessment 

area and complete PERS audit is contained within the Appendix B of the Transport 

Assessment.   

12.5.10 The key findings were that Ilderton Road scored highly due to its wide footway and Verney 

Road was scored highly on road safety and directness, although Silwood Road, Oldfield 

Grove and Zampa/ Bolina Road all received an average score due to particular issues in 

terms of drainage, surveillance and lighting.  

12.5.11 All of the crossings scored well against the criteria.  Crossings which were assessed to the 

north of South Bermondsey Station are all suitable for purpose. The Zebra crossing at the 

junction of Oldfield Road and Rotherhithe New Road is in good condition and is well utilised. 

To the south of the railway there are several signalised crossings of high quality all having 

good tactile provision, well lit approaches, and dropped kerbs with good capacity for waiting 

pedestrians. The quality and maintenance of the surfaces in the surrounding areas are also in 

a good condition. All of the signalised crossings had turning cones, but very few had audible 

signals. 

12.5.12 Observational studies prior to the Millwall versus Middlesbrough game on 24th August 2010 

show that 4906 fans arrived at the grounds.  The majority of pedestrians arriving at the 

ground (25.4%) did so via the access road to the east of the Stadium.  This road is a signed 

pedestrian link and can be accessed directly from Surrey Canal Road.  Stockholm Road was 

observed as the next most important access point, with 838 fans (17.1 %) accessing the 

Stadium via this route. 

12.5.13 An Accession assessment based on walking speed of 400 metres per 5 minutes has been 

undertaken to quantify accessibility to local amenities and facilities within the following 

walking bands; 
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Á Up to 5 minutes; 

Á Up to 10 minutes; 

Á Up to 15 minutes; 

Á Up to 20 minutes; and 

Á Up to 25 minutes 

12.5.14 There is opportunity for residents and employees of the Proposed Development to access 

many local amenities within a 15 minute walking distance, these are summarised in Table 

12.3. 

Table 12.3 Local Amenities and Facilities (within a 15 minute walking distance) 

Land Use Facility / Amenity 
Employment Enterprise Industrial Estate, Orion Industrial Estate, Rollins Street, Stockholm Road, 

Excelsior Works, Millwall, Rich Industrial Estate,  

Retail Fish Republic, Aquajet Cleaning Equipment Ltd, South Bermondsey shopping parade, 
Carphone Warehouse, HSS Hire Shop, Toys R Us, Shell/Sainsburyôs, Evelyn Wines, Car 
Auctions 

Education Ilderton Primary School, Pilgrims Way Primary School, Monson Primary School, Sir Francis 
Drake Primary School 

Community / 
Health 

Avicemma Health Centre 

Public 
Transport 

South Bermondsey Rail Station, TfL bus routes: 1, 21, 53, 172, 225, 381, 453, P12, N381 

Leisure  New Den Stadium, Deptford Park, Folkestone Gardens,   

Miscellaneou
s  

South Bermondsey Post Office,  Evelyn Street Post Office 

Source: Consultants Calculations 

 

12.5.15 The Accession walking isochrones and key accessibility facilities and amenities are shown in 

Figure 12.2. 

 

 

 

 

 

 

 

 

 

 



 

Figure 12.2: Pedestrian Walk Times 

 

Cycling 

12.5.16 The Application Site is surrounded by a network of on-road and off-road cycle routes.  These 

are shown in Figure 12.3. These include the London Cycle Network (LCN) Route 2 which 

runs through the Site along Verney Road, Ilderton Road and Surrey Canal Road. A 

segregated north-south cycle route currently runs on the proposed East London Line Phase 2 

alignment. This route will be retained post completion of the rail corridor. The Bolina Road 

route will be extinguished to vehicles post Thameslink work, creating a better environment for 

pedestrian and cycle traffic.  
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Figure 12.3: Cycle Network 

 

12.5.17 The LCN route continues from the Site towards Deptford and Surrey Quay Station in one 

direction and Peckham and Elephant and Castle in the other.  

12.5.18 The recommended route on the eastern border of the Site to permeate the railway barrier is 

along the route linking Surrey Canal Road and Silwood Street. 

12.5.19 Surrey Quays railway station has 10 uncovered cycle parking spaces located adjacent to the 

Lower Road station entrance.  South Bermondsey rail station does not have any cycle 

parking facilities.  

12.5.20 The site accessibility by cycle has been assessed utilising Accession.  These calculations 

have been based on a cycle speed of 16 kilometres per hour and has been undertaken to 

quantify accessibility to local amenities and facilities within the following cycle bands; 

Á Up to 5 minutes; 

Á Up to 10 minutes; 

Á Up to 15 minutes; 

Á Up to 20 minutes; and 

Á Up to 25 minutes. 



 

12.5.21 The City of London, Westminster, Brixton, Catford and Greenwich are all within a 25 minute 

cycle journey.  The Accession cycling isochrones are illustrated on Figure 12.4. 

Figure 12.4: Cycle Journey Times 

 

 Bus Network 

12.5.22 The nearest bus stops to the Site are on Ilderton Road and Rotherhithe New Road. The 

Ilderton bus stops are served by route P12 while bus stops on Rotherhithe New Road are 

served by routes 1, 381, N1 and N381. These bus stops have shelters, seats and also 

provide service frequency information for passengers. 

12.5.23 Route 1 runs from Canada Water LUL station to Tottenham Court Road via Surrey Quays, 

Elephant & Castle and Waterloo stations. 

12.5.24 Route 381 runs from Peckham to Waterloo providing connections to Surrey Quays, Canada 

Water and London Bridge stations.  

12.5.25 Route P12 runs from Brockley Rise to Surrey Quays, providing connections to  Peckham 

Rye railway station, Canada Water LUL station and Surrey Quays LUL station. 

12.5.26 The Public Transport network is illustrated in Figure 12.5. 
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Figure 12.5 Public Transport Network  

 

12.5.27 Eight bus routes operate on the local road network that surrounds the Proposed 

Development. Table 12.4 details local bus services, operator and frequencies within 700 

metres of the Site.  

Table 12.4 Bus Services within 700 metres of the Site 

Service No./ 
Operator 

Route Description Frequencies 

Mon-Fri (0700-
1900) 

Saturday 
(0700-1900) 

Sunday 
(0700-1900) 

1 
London General 

New Oxford Road ï Waterloo 

Station ï Galleywall Road/ 

South Bermondsey Station ï 
Canada Water Bus Station 

6-9 minutes 7-13 minutes 11-15 minutes 

21 
London Central 

Lewisham Centre ï New Cross 

Gate Station ï Old Kent 

Road/ Ilderton Road ï 
London Bridge ï Newington 
Green/ Mildway Avenue 

6-12 minutes 6-12 minutes 11-12 minutes 

53 
Selkent 

Orchard Road/ Griffin Road ï 
Woolwich Town Hall ï 

Deptford Bridge ï Old Kent 

Road/ Ilderton Road ï 
Elephant & Castle ï Horse 
Guards Parade 

6-8 minutes 7-10 minutes 10-12 minutes 

172 
London Central 

Brockley Rise/ The Chandos ï 

Crofton Park Station ï Old 

Kent Road/ Ilderton Road ï 
Elephant and Castle ï Ludgate 
Hill/ Old Bailey  

8-10 minutes 10-15 minutes 15-30 minutes 

225 
London Central 

Springbank Road/ Hither 
Green Station ï Lewisham 

Station ï Surrey Canal Road 
ï Canada Water Bus Station 

15-20 minutes 15-20 minutes 20-30 minutes 

381 
Abellio London 

Peckham Bus Station ï 

Galleywall Road/ South 

Bermondsey Station ï 
Canada Water Bus Station ï 

8-12 minutes 10-15 minutes 12-20 minutes 



 

London Bridge Station ï 
County Hall 

453 
London General 

Deptford Bridge ï Old Kent 

Road/ Ilderton Road ï 
Elephant & Castle ï Piccadilly 
Circus ï Great Central Street 

7-10 minutes 7-10 minutes 10 minutes 

P12 
London Central 

Surrey Quays Shopping 
Centre ï South Bermondsey 

Station ï Millwall Football 

Club ï Old Kent Road/ Ilderton 
Road ï Brockley Rise/ The 
Chandos 

9-10 minutes 10-15 minutes 20 minutes 

 Source TfL London Bus Map September 2010 (www.tfl.gov.uk) 

12.5.28 The most frequent local bus service is route 53 which links Plumstead and Woolwich with 

Elephant & Castle and Horse Guards Parade. It is a 24 hour service 7 days a week with 

frequencies of 6 to 8 minutes during Monday to Friday daytimes, 7 to 10 minutes during 

Saturday daytime and 10 to 12 minutes during Sunday daytime.  

12.5.29 Service 1 operates from Galleywell Road/ South Bermondsey Station (300 metres to the 

north of the site) to New Oxford Road and Waterloo Station every 6 to 9 minutes, providing 

interchange opportunities at Canada Water bus station, London Overground stations and 

London Underground stations. 

12.5.30 Service 381 provides service between Peckham Bus Station, Canada Water Bus Station and 

London Bridge Station every 8 to 12 minutes.   

12.5.31 Route P12 is the only service at present that runs along Ilderton Road past the Site, and has 

connections to Surrey Quays Shopping Centre, South Bermondsey Station and Forest Hill 

every 9-10 minutes (local link) throughout the week.   

12.5.32 This analysis has indicated that during the daytime, the Site is within walking distance of 

frequent bus services linking Surrey Canal with National Rail, London Underground stations, 

London Overground stations.  Providing a network of high-quality routes by which the Site 

can be accessed from Central London and surrounding local areas.  

National Rail Network  

12.5.33 South Bermondsey Station is served by trains on the Southern network and is located just 

south of Rotherhithe New Road, approximately 670 metres from the Site.  Current pedestrian 

accessibility between the Site and the railway station is convoluted and is via Zampa Road 

and Ilderton Road although an historic pedestrian access did existing from the north west of 

the Site directly to the station, which would reduce this distance to approximately 300 metres. 

12.5.34 Pedestrian access to the station is provided via a 3 metre wide route that starts at Rotherhithe 

New Road and extends 250m to the station entrance.  The route is interrupted at several 

locations by staggered barriers.  There is also an access from Ilderton Road via a stairway.  

The existing access to the station platform is via an enclosed flight of stairs with no access to 

the platform for mobility impaired people. 

http://www.tfl.gov.uk/
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12.5.35 South Bermondsey Station provides national rail services to Central London (London Bridge 

and London Victoria). In addition, rail services run south to Beckenham Junction, East 

Croydon, Streatham and Wimbledon.  

12.5.36 There are 12 services during the AM peak hour and 14 services during the PM peak hour 

stopping at South Bermondsey station.  The station is staffed part time during the week.  The 

general service pattern during Monday to Friday is shown below; 

12.5.37 Table 12.5 indicates the current level of peak hour rail services at South Bermondsey Station, 

and the frequency of service to major local centres. 

Table 12.5: South Bermondsey Station Hour Rail Services 

Train Station AM Peak 
Journey Time 

AM Peak (0800-0900) PM Peak (1700-1800) 

Arrival Departures Arrival Departures 
London Bridge  7 minutes 7 8 8 7 

London Victoria 24 minutes 2 2 2 2 

West Croydon 33 minutes 2 1 2 2 

Beckenham Junction 29 minutes 2 2 2 2 

 Source: Southern Railways Website September 2010 (http://www.southernrailway.com) 

 Capacity 

12.5.38 Trains that serve South Bermondsey Station travelling north during the peak AM weekday 

periods and south during the PM weekday periods experience high levels of patronage.  This 

is principally due to South Bermondsey being the last Station on the London Bridge Line 

northbound before London Bridge Station and conversely the first Station for trains 

southbound. 

London Overground 

12.5.39 Surrey Quays is approximately 1 kilometre to the north east of the Site.  All trains serving 

Surrey Quays are operated by London Overground.  The station is located in between Lower 

Road and Rotherhithe Old Road.  Pedestrian entrances to the station are provided on both 

these roads. Lower Road provides step free access to the entrance hall, whereas the 

entrance at Rotherhithe Old Road has 6 steps.  Access to both platforms is via two stairways, 

both with handrails.  There is currently no access to the platform for mobility impaired people.  

12.5.40 Surrey Quays Station has good access when moving between modes with minimal walking 

distance to the nearest bus stops and good crossing facilities in the vicinity of the station. The 

crossings have good tactile provision with audible information.  

12.5.41 There is a very good sense of personal safety at this interchange, it is well lit, has surveillance 

and has a particularly clean, well maintained environment. There is a good well covered 

waiting area for those using the platforms and more than sufficient information available in 

and around the station. 

http://www.southernrailway.com/


 

12.5.42 The first section of the pedestrian route from the Site to the station is along low trafficked 

industrial roads and through a number of railway arches. Although these roads are lit, they 

are quiet with few active frontages. Near to the station the pedestrian route runs along 

residential roads, the busier Rotherhithe New Road and roundabout then along another 

residential road adjacent to the station.     

12.5.43 For those who do not wish to walk or cycle it is possible to reach the station by bus: the 

closest bus route is from South Bermondsey to Surrey Quays station. The general rail service 

pattern during Monday to Friday is shown below; 

12.5.44 Dalston Junction, Haggerston, Hoxton, Shoreditch High Street, Whitechapel, Shadwell, 

Wapping, Rotherhithe, Canada Water, Surrey Quays, New Cross Gate (or New Cross), 

Brockley, Honor Oak Park, Forest Hill, Sydenham, Penge West (or Crystal Palace), Anerley, 

Norwood Junction, West Croyden. 

12.5.45 Table 12.6 indicates the current level of peak hour rail services at Surrey Quays Station, and 

the frequency of service to major local centres. 

Table 12.6: Surrey Quays Station Hour Rail Services 

Train Station AM Peak 
Journey 
Time 

AM Peak (0800-0900) PM Peak (1700-1800) 

Arrival Departures Arrival Departures 

Dalston Junction 18-21 mins 12 12 12 12 

Whitechapel 9 mins 12 12 12 12 

Crystal Palace 17-20 mins 4 5 4 4 

West Croydon 25-33 mins 4 4 4 4 

 Source: Southern Railways Website September 2010 (http://www.southernrailway.com) 

Capacity 

12.5.46 Like South Bermondsey Station, trains that serve Surrey Quays Station travelling north during 

the peak AM weekday periods and south during the PM weekday periods experience high 

levels of patronage.  This is primarily due to high frequency of services that serve Surrey 

Quays Station. 

East London Line 2 Extension 

12.5.47 The East London Line (ELL) extension is part of the London Overground network which 

provides an orbital railway link around the capital. The previous ELL was part of the 

Underground network and this has been upgraded and extended. The route links through 

some of the most deprived parts of Greater London. 

12.5.48 The London Overground is a major project being constructed as part of Londonôs 

commitment to the International Olympic Committee (IOC) for the 2012 Summer Olympic 

Games. Phase 1 represents a £1 billion investment in the rail network. 

12.5.49 The £75m second stage of the ELL extension runs from south of Surrey Quays to Clapham 

Junction along Wandsworth Road, Clapham High Street, Queens Road Peckham, Denmark 
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Hill and Peckham Rye.  The extension will use an alignment between Rotherhithe and 

Peckham which has been disused since 1911. The second phase it to be jointly funded by the 

Department for Transport and TfL. 

12.5.50 The new station itself is not presently within the East London Line Extension Phase 2 works, 

TfL have confirmed that passive provision will be provided on the line to enable a new station 

at Surrey Canal Road in the future. 

Highway Network 

12.5.51 The site is approximately 2 kilometres from the London Congestion Charging Zone and is 

positioned between the A2 (Old Kent Road) and A2208 Rotherhithe New Road.  The A2 is 

one of the primary east to west links through the local area and provides links to Central 

London, the M25 and Kent and forms part of the Transport for London Road Network (TLRN). 

12.5.52 The A2208 Rotherhithe New Road to the north of the site connects the A2 Old Kent Road 

with the A200 and the A101 River Thames crossing.  

12.5.53 Figure 12.6 shows the location of the site on the strategic road network.  This section 

provides an outline of the main characteristics of the highway network. 

Figure 12.6 Strategic Highway Network 

 

12.5.54 The local highway network is shown in Figure 12.7 with the road within and immediately 

adjacent to the site discussed below. 



 

Figure 12.7 Local Highway Network 

 

Zampa Road/ Bolina Road 

12.5.55 Zampa Road / Bolina Road routes around the north side of the Millwall FC Stadium, providing 

an east/west route through the Site from Ilderton Road to Silwood Street.  It is a two-way 

road, approximately 6 to 7 metres wide with no central line.  The road passes under a railway 

arch to the west of the Stadium and five further arches to the north of the stadium with a 

minimum height limit of 4.19m.  It is an access road for a number of businesses which are 

positioned along the section of road to the west of the Stadium.  In this area there is restricted 

parking on both sides.   

12.5.56 Although Silwood Street currently provides a vehicle access to Bolina Road, this route will be 

extinguished to vehicular traffic as part of the Thameslink 2000 works. 

Stockholm Road  

12.5.57 Stockholm Road is a dead-end road running east-west in the western part of the Site. It 

provides access to the Millwall FC Stadium and adjacent units and passes under a railway 

bridge.   

Surrey Canal Road 

12.5.58 Surrey Canal Road is a two-way road which runs east/west through the Site and passes 

under three railway bridges. It provides a link between Ilderton Road in the west and B207 

(Trundleyôs Road) in the east.  It is 5 to 7 metres wide and provides direct access to a number 

of plots within the site, including access routes to the eastern side of the Millwall FC Stadium. 
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Rollins Street 

12.5.59 Rollins Street runs east-west and forms the southern boundary of the Site.  It passes through 

a railway arch, has traffic calming and parking on both sides of the carriageway.  Rollins 

Street provides access to Rollins Street industrial units to the north and a residential area to 

the south.  

Ilderton Road 

12.5.60 Ilderton Road forms part of the local highway network and runs north/south parallel to the Site 

providing connections to Rotherhithe New Road to the north and the A2 to the south. The 

road provides access to the Site via Zampa Road/Bolina Road, Stockholm Road, Surrey 

Canal Road and Rollins Street.   

12.5.61 The road has a 30mph limit and there are signalised junctions where it meets Surrey Canal 

Road and Zampa Road.  The width varies along the length of the road and has a number of 

on-street parking sections and bus stops. 

Accident Analysis 

12.5.62 Personal Injury Collisions (PIC) records have been obtained from Transport for London, who 

hold and manage traffic accident data for roads in the vicinity of the Proposed Development 

area. The PIC records cover a three year period between June 2007 and May 2010. 

12.5.63 Analysis of the PIC data indicates that there were 49 PICs recorded over the three year 

period around the vicinity of the site.  Of these accidents, the majority, 90% (44) were slight, 

8% (4) were serious, with 2% (1) of fatal accidents recorded. Figure 12.8 illustrates the 

geographic location of each accident in the vicinity of Union Square.  

 

 

 

 

 

 

 

 

 

 



 

 

Figure 12.8 PIC Analysis 

 

12.5.64 The data has been examined further in order to identify any clusters or trends in the nature 

and location of the accidents.  A breakdown of the accidents is contained within Table 12.7 

and the full summary is contained within Appendix C in the TA.  

Table 12.7 Personal Injury Collisions Summary 

Location Road User Severity 
Total 

PICs Ped Cycle MôCycle Cars/ 
LGVs 

HGVs Slight Serious Fatal 

Old Kent Road / Ilderton 
Road Junction 

3 1 2 14 0 10 0 0 10 

Ilderton Road / Horshay 
Street Junction 

1 0 0 1 0 1 0 0 1 

Ilderton Road / Manor 
Grove Junction 

0 0 0 1 0 1 0 0 1 

Ilderton Road / Rollins 
Street / Penarth Street 
Junction 

1 0 2 3 0 3 0 0 3 

Ilderton Road / Rollins 
Street / Penarth Street 
Junction 

0 0 1 1 0 0 1 0 1 

Penarth Street / Hatcham 
Junction 

0 0 1 1 0 1 0 0 1 

Ilderton Road / Surrey 
Canal Road Junction 

0 2 1 5 0 4 0 0 4 

Surrey Canal Road 0 2 0 6 0 4 0 0 4 

Surrey Canal Road 0 0 1 2 0 0 1 0 1 

Surrey Canal Road / 
Trundleys Road Junction 

0 0 2 6 0 3 0 0 3 

Trundleys Road 0 1 3 6 0 3 0 0 3 

Trundleys Road 0 0 0 2 0 0 1 0 1 

Ilderton Road / Stockholm 
Road Junction 

0 0 1 1 0 1 0 0 1 

Ilderton Road / Bolina 
Road Junction 

0 1 0 5 0 3 0 0 3 

Ilderton Road / Ablett 0 0 1 5 0 3 0 0 3 


