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INTRODUCTION TO SAVED POLICIES

The 2004 Planning and Compulsory Purchase Act introduced a new development plan regime including Local Development Frameworks. A three year phase-in period was allowed during which time old style local plan policies would remain in force unless they were replaced by new measures. Hillingdon has been at the forefront of the production of its Local Development Framework. However in 2006, following the Lichfield and Staffordshire planning inquiries and changing requirements, it became evident to Government that the target for the replacement of existing plans was not going to be met nationally. As a result in August 2006 the Secretary of State issued a direction to save policies. Each of Hillingdon’s Unitary Development Plan policies was subjected to six tests identified in Planning Policy Stement 12: Local Development Frameworks (2004). Following Member approval in March 2007 a request to save the remaining policies was submitted to the Government Office for London for further scrutiny. 

A direction was issued on 24 September 2007 by the Government Office for London confirming Hillingdon’s request to ‘Save’ key local policies and to delete obsolete or rarely used policies. This was effective from the 27 September 2007. 

How to use the Saved Policies

In this ‘Saved Policies’ version of Hillingdon’s Unitary Development Plan much of the document remains the same as the 1998 adopted version. However deleted policies and supporting text have been struck through.  Where appropriate text has been added in boxes indicating where specific issues are addressed by national guidance or through the London Plan (2004). Maps have been relabelled but the boundaries and content is the same as the 1998 original.

Following an early revision to Hillingdon’s car parking standards and planning inquiry in 2002 and more recent changes originating from the London Plan, the original standards have been replaced. The Interim Parking Standards are located in Appendix 1.

Road Hierarchy

14.13
Strategic Guidance for London Planning Authorities (RPG3, para. 6.24) identifies a simplified three-tier road hierarchy for London covering roads of national or regional importance, roads for movement between London Boroughs and local roads.  Roads of national, regional or London-wide importance include all Trunk, motorway and other Principal Roads.  In this Plan all are referred to as Principal roads.

14.14
The Hillingdon road hierarchy, based on the guidance in RPG3, is:

- strategic routes

       )
Principal roads


- London distributor roads        )          

- local distributor roads


- local access roads

The Proposals Map identifies the strategic routes, and London and local distributor roads.  All other roads are local access roads.

14.15
The Secretary of State’s ‘Traffic Management and Parking Guidance for London’, issued in August 1992 deals with priority routes which aim to enable both general traffic and particularly public transport to move efficiently, smoothly and safely and to improve conditions for vulnerable road users such as cyclists, pedestrians and people with disabilities.  The 'Red Route' Network was designated in June 1992 by the Secretary of State for Transport.  He appointed The Traffic Director for London to coordinate the introduction of priority (Red) route measures throughout London.  Details of the restrictions to apply on particular stretches of the routes will be worked out in due course.  Waiting and loading restrictions on the priority (Red) route networks (and some adjacent streets) will be enforced by the police subject to criminal law, whilst on other roads they can be enforced by the boroughs.  The top tier of the hierarchy includes all the Department of Transport's Priority (Red) Routes.  The strategic routes in Hillingdon's road hierarchy which include all the proposed Red routes are: A40(T), A4180 Ruislip Road (south of the A40), A312 Hayes By-Pass, M4, A4(T), A30(T) and M25.  These roads are intended to carry longer distance traffic, but in practice carry many shorter trips.  Policies will be applied to minimise the generation of local traffic using these roads.

14.16
The London distributor roads are used by all traffic including lorries, and link with national routes.  Local distributor roads generally link to London distributor roads or form local routes where no reasonable alternative exists, and give access to traffic bound for local destinations.  Local access roads should perform no traffic functions other than giving access to property.  In considering highway or traffic schemes, the Local Highway Authority will:

· give greater weight to the function of principal roads as traffic routes than to other material  


          considerations;

· while recognising the function of local distributor roads as traffic routes, give greater weight     

to more general social, economic and environmental needs; and


   -      give greater weight to environmental considerations than to the function of local access roads as traffic routes.

In all cases, safety considerations will be paramount. 

14.17
The Council has already asked the Department of Transport to revise the road numbering classification of some of the roads in the Borough and will ask for further revisions to reflect the Borough's road hierarchy, and for the amendment of direction signs on trunk roads and motorways to encourage traffic not to use local roads.  As far as is practicable, it ensures direction signs on its own roads encourage traffic to use roads at the most appropriate level of the hierarchy.  Successful implementation and promotion of the Borough Road Hierarchy are complementary to, and supportive of, the Council's road safety objectives.

14.18
Traffic generated by new development must be able to be accommodated by the principal road network.  Any local roads linking the development with principal roads must also be able to accommodate the traffic generated both in operational and environmental terms.  In considering proposals for development, the Local Planning Authority will have regard to the cumulative traffic generation of a number of small developments occurring over a period of time, in relation to available road capacity.  The Local Planning Authority is also unwilling to lose environmental benefits where new road space has removed traffic from sensitive areas, by allowing developments to generate new traffic in those areas.  It will, therefore, control the scale and location of development and promote traffic calming schemes in such areas.

14.19
Traffic calming in local roads involves the design and redesign of streets and other public spaces to emphasise safety and environmental objectives rather than providing for motor traffic.  Traffic calming can influence route choice but that is not its primary aim which is to have the effect of slowing down traffic particularly in residential areas to benefit vulnerable road users, and non-traffic activities.  Speed reduction, space reallocation and environmental enhancement are the three key elements of traffic calming techniques.  The Council has also implemented its first 20 mile per hour zone as part of an area-wide traffic calming scheme on Whitethorn Estate in Yiewsley.  Transport Supplementary Grant can be awarded for traffic calming schemes which are designed to improve safety, but is not available for schemes whose primary justification is the improvement of the environment.  The Local Planning Authority, in controlling development in accordance with the guiding principles of this Plan will seek environmental improvement through traffic calming schemes associated with appropriate development proposals.  Supplementary guidance on highway design and safety criteria in Traffic Calming Schemes is published by the Local Highway Authority.

AM6THE COUNCIL WILL TAKE APPROPRIATE MEASURES TO DISCOURAGE THE USE OF LOCAL DISTRIBUTOR AND ACCESS ROADS BY THROUGH TRAFFIC HAVING NO NEED FOR LOCAL ACCESS.

AM7THE LOCAL PLANNING AUTHORITY WILL CONSIDER WHETHER THE TRAFFIC GENERATED BY PROPOSED DEVELOPMENTS IS ACCEPTABLE IN TERMS OF THE CAPACITY AND FUNCTIONS OF EXISTING AND COMMITTED PRINCIPAL ROADS ONLY, AND WILL WHOLLY DISCOUNT ANY POTENTIAL WHICH LOCAL DISTRIBUTOR AND ACCESS ROADS MAY HAVE FOR CARRYING THROUGH TRAFFIC.

THE LOCAL PLANNING AUTHORITY WILL NOT GRANT PERMISSION FOR DEVELOPMENTS WHOSE TRAFFIC GENERATION IS LIKELY TO:

(i)  UNACCEPTABLY INCREASE DEMAND ALONG ROADS OR THROUGH JUNCTIONS WHICH ARE ALREADY USED TO CAPACITY, ESPECIALLY WHERE SUCH ROADS OR JUNCTIONS FORM PART OF THE STRATEGIC LONDON ROAD NETWORK; 

               OR

(ii)PREJUDICE THE FREE FLOW OF TRAFFIC OR CONDITIONS OF GENERAL HIGHWAY OR PEDESTRIAN SAFETY; OR
(iii)DIMINISH MATERIALLY THE ENVIRONMENTAL BENEFITS BROUGHT ABOUT BY NEW OR IMPROVED ROADS; OR

(iv) INFILTRATE STREETS CLASSED AS LOCAL ROADS IN THE BOROUGH ROAD HIERARCHY UNLESS SATISFACTORY TRAFFIC CALMING MEASURES CAN BE INSTALLED.

TRAFFIC CALMING SCHEMES SHOULD, WHERE APPROPRIATE, INCLUDE ENVIRONMENTAL IMPROVEMENTS SUCH AS HARD AND SOFT LANDSCAPING, AND SHOULD BE COMPLETED BEFORE THE DEVELOPMENT IS FIRST USED OR OCCUPIED.


Road Safety

14.20
Safety is an objective which all the Accessibility and Movement policies seek to achieve.  The Council's Road Safety Plan (RSP) sets out Hillingdon’s strategy for achieving future casualty reductions with the main aim to reduce accident casualties by one third against the average for the period 1981-1985 by the year 2000 in line with the national target.  Casualty trends in the Borough are downward and reductions of 11% on base levels have already been achieved (Road Safety Plan 1998/99). Although reduction targets are being achieved in certain categories, there is still concern over the number of casualties on Trunk roads, where the highest accident rates occur (based on accident data 1994-1996). The A4020 Uxbridge Road is a particular cause for concern, although remedial measures have been implemented recently at some of the junctions. Table 5 in the RSP 1998/99 identifies high risk sites and proposes action at each of these sites. In Hillingdon, the reduction of child casualties and youth and pedal cyclists is better than the Greater and Outer London averages.In 1996 29% of casualties were ‘vulnerable road users: pedestrians (13%), pedal cyclists (9%) and two-wheeled motor vehicle users (7%), with the vulnerable age groups being 5-14 years, 10-19 years and 25-29 years respectively. The Council’s road safety education includes a Children’s Traffic Club (in partnership with Hillingdon Health Agency, pedestrian and cycle skills training and support for the ‘Safe Walks to School’ initiative. The Council recognises the risks to safety from all forms of motorised traffic and in conjunction with the TPP and RSP., the Local Planning Authority's policies to reduce the need to use cars, by siting new offices, shops and community services in areas where they are accessible by public transport or on foot, should help reduce dependence on private cars and so help reduce both the risks and the rates of these causing or being involved in accidents.

 
Pedestrians and Wheelchair Users

14.21
Large sections of the population depend on walking or a wheelchair for essential trips to shops, schools, health facilities and other services.    Walking forms an essential part of all journeys, irrespective of the main mode of transport used.  The least mobile groups in the population are often those most dependent on walking or their wheelchair.  People with disabilities include those who have impaired vision, arthritic conditions and who need wheelchairs to move about.  For all these types of disablement, high quality footway surfaces are a vital component of spontaneous movement freedom, and the needs of people with disabilities are reflected in the Council's transport strategy through its emphasis on footway maintenance.
14.22
RPG3 (para. 6.32) states that a better quality environment for pedestrians is essential to the daily life of every resident and visitor to London and draws attention to meeting the needs of those with mobility handicaps (RPG3, para. 6.55).  The Council's strategy for land use and transportation seeks to reduce demand for vehicular journeys.  Policies to make journeys on foot safer, more convenient, comfortable, and pleasant and providing personal security, are a necessary complement to this strategy.  In residential areas traffic calming and other environmental and traffic measures will similarly be of benefit to pedestrians.  Pedestrianisation and pedestrian priority schemes form an important part of the Council's strategy for improving town centres.  The Council will give priority to the needs of pedestrians in the design and implementation of highway improvement and traffic management schemes.  Safe and attractive road crossings will, therefore, where possible follow desired pedestrian routes, have minimum delays if signal controlled and be at ground level.  Bridges and subways are generally perceived to be unappealing, always divert pedestrians from their desired routes and increase the difficulties for people with disabilities.  At junctions the dimensions of kerb radii and the siting of traffic islands should be set to encourage low speeds for left turning vehicles and to minimise the distance between footway kerbs and hence pedestrians' exposure to risk.

AM8 THE COUNCIL WILL ACCORD PRIORITY TO THE NEEDS AND COMFORT OF PEDESTRIANS IN THE DESIGN AND IMPLEMENTATION OF ROAD CONSTRUCTION AND TRAFFIC MANAGEMENT SCHEMES EXCEPT WHERE SAFETY CONSIDERATIONS DICTATE OTHERWISE.  IN PARTICULAR IT WILL SEEK TO MINIMISE THE DIVERSION OF PEDESTRIAN ROUTES FROM PEDESTRIAN DESIRE LINES AND THE DELAYS EXPERIENCED BY PEDESTRIANS AT SIGNAL CONTROLLED ROAD CROSSINGS.


Cyclists

14.23 
RPG3 indicates that a large proportion of all trips in London could be made by cycle if convenient and safe conditions were to be created (para. 6.36).  The 1991 Census showed that only about 2.5% of all journeys to work in the Borough were by bicycle.  In parts of Yiewsley and West Drayton the figure was 5%.  The Census also revealed that just under half of Hillingdon's employed residents live less than 5 kilometres  from their work.  European research indicates that journeys up to 5 kilometres are those which potential cyclists consider could most feasibly be made by bicycle. It is possible, therefore, that there is a latent demand for cycling which is suppressed by the lack of safe and attractive routes.  The provision of routes connecting public transport services coupled with facilities for parking cycles could help release this demand.  The provision of well-designed cycle parking stands would help reduce the obstructions and hazards caused by chaining bicycles to railings, lamp posts and other items of street furniture.  The Council aims, through training and the provision of proper and most direct routes and facilities for securely parking cycles, to make cycling a safer and more attractive mode of travel, particularly to work and school.  Shared footways and cycleways have been a widespread practice in northern European countries for many years and, where appropriate, the Council will give consideration to the shared use of footways or pedestrianised areas between cyclists and pedestrians.  Current British Waterways bye-laws prohibit cycling on the canal towpath without a permit. RPG3 states that the Government is committed to implementing the London Cycle Route Network (para 6.37), and additionally Hillingdon is putting into place the network shown in Fig 11 which includes routes forming part of the London-wide network.  Figure 11 also shows Star Routes.  These have been identified by the London Boroughs' Cycling Officers' Group as having priority for implementation within the 1,000 mile London-wide Strategic Network.

AM9
THE COUNCIL WILL:-

(i)PROVIDE A NETWORK OF WELL SIGNPOSTED CYCLE ROUTES THROUGHOUT THE BOROUGH TO PROMOTE SAFER CYCLING AND BETTER CONDITIONS
FOR CYCLISTS, USING PREDOMINANTLY EITHER QUIET ROADS OR PURPOSE 
BUILT CYCLEWAYS; PARTICULAR ATTENTION WILL BE PAID TO THE PROVISION OF SUITABLE ROUTES TO SCHOOLS, AND CONTRIBUTING ADDITIONS TO THE LONDON-WIDE STRATEGIC CYCLE ROUTE NETWORK;

(ii)TAKE ACCOUNT OF THE NEEDS OF CYCLISTS IN THE DESIGN OF HIGHWAY IMPROVEMENT SCHEMES;

(iii)
PROMOTE SECURE, ATTRACTIVE AND ADEQUATE CYCLE PARKING FACILITIES IN THE BOROUGH'S TOWN CENTRES, PUBLIC TRANSPORT INTERCHANGES AND AT OTHER MAJOR ATTRACTIONS, AND WILL REQUIRE DEVELOPMENT PROPOSALS TO INCLUDE CLEARLY VISIBLE, WELL-DESIGNED, COVERED, SECURE AND ACCESSIBLE BICYCLE PARKING FOR USERS OF THE DEVELOPMENT AND, WHERE APPROPRIATE, FOR THE GENERAL PUBLIC.

AM10
WHERE PROPOSED DEVELOPMENTS CAN INCORPORATE ADDITIONS TO THE PROPOSED CYCLE NETWORK AS SHOWN ON FIGURE 11, THE LOCAL PLANNING AUTHORITY WILL, WHERE APPROPRIATE, SAFEGUARD ROUTES THROUGH DEVELOPMENT SITES AND SEEK TO ENTER INTO AGREEMENTS WITH DEVELOPERS TO PROVIDE ROUTES. 

14.24
To ensure that new development proposals cater for cyclists, the Council's revised parking standards will where appropriate require that the developer provides covered cycle parking storage lockers and showers to encourage cycle use.  The Council will also require that where new junctions are built on the cycle network to accommodate a new development, that provision for cyclists are incorporated as an integral part of the design.


Public Transport

14.25 
The aim of minimising further growth in vehicle trips is assisted by increasing the attractiveness of making trips other than by use of motor car.  A trip undertaken by bus or train allows more people to travel using less road space per head, causing less pollution per person trip, and involving fewer accidents per passenger mile, than the equivalent number of people using cars.  Public transport services (especially buses) are important for women making local journeys, as they, as well as children and the elderly, are generally more dependent on public transport than the working male population.  A shift from private to public transport would help reduce road congestion, accident levels, energy consumption and the environmental damage caused by road traffic in terms of noxious and greenhouse gas emissions, noise and visual intrusion.  High levels of car use and consequent lack of demand for public transport result in low levels of service and capital investment.  This results in an increasingly unsatisfied need for services from people without  access to a car, especially for those people in Hillingdon wishing to move in an orbital direction.  The Council will, accordingly, take whatever steps are in its power to encourage the use and development of public transport services, particularly in an orbital direction, including the control of land use, agreement with developers to support service provision, on-street parking control, bus priority measures, route subsidy, the design of public and private spaces and liaison with public transport operators.

14.26
The role of public transport improvements as a catalyst for urban regeneration is strongly supported by Central Government in its Transport Strategy for London (April 1996) and also in revised Strategic Guidance (May 1996).  Boroughs are encouraged to work in partnership with both public transport operators and private developers in linking development sites with improved public transport infrastructure and interchange points (RPG3, para 6.9).  Such an approach has been taken by the Council in developing its proposals for a Hayes Transport Hub as an essential component of its regeneration strategy for the Hayes/West Drayton Corridor (see Chapter 2) through both its SRB Programme and its TPP.  In accordance with Government guidance (RPG3) the Hayes Hub emphasises the need for integrated rail and bus interchange facilities with associated road improvements and traffic management measures linked to economic regeneration objectives in the Corridor.

14.27 
Both the former British Railways (BR) and London Transport (LT) were consulted in preparing this Plan (SPG, para. 33).  The Council is consulted by train operating companies, London Transport, London Underground Limited (LUL) and bus operators on proposed changes to bus and rail services.  For its part the Council stresses that the levels of these public transport services should be set to help meet people's transport needs and not just to cater for current demand.  RPG3 (1996) advocates coordination of development and transport so as to encourage use of public transport.  Surveys undertaken by LT and the London Regional Passengers Committee (LRPC) have shown that reliability of bus arrival times and bus journey times is the most important factor in the attractiveness of buses to the travelling public.  Therefore measures to maintain or improve bus reliability are essential to the achievements of the objectives of this Plan.

AM11THE LOCAL PLANNING AUTHORITY WILL CO-OPERATE WITH RAILTRACK, TRAIN OPERATING COMPANIES AND LONDON TRANSPORT, TO IMPROVE FACILITIES AND PROMOTE SAFETY AND SECURITY AT BUS AND RAILWAY INTERCHANGES.  WHERE APPROPRIATE, THE LOCAL PLANNING AUTHORITY WILL SEEK AGREEMENTS TO SECURE IMPROVEMENT IN PUBLIC TRANSPORT SERVICES IN CONJUNCTION WITH MAJOR DEVELOPMENT PROPOSALS.

AM12 IN CONSULTATION WITH LONDON TRANSPORT AND BUS OPERATORS THE COUNCIL WILL PROMOTE TRAFFIC MANAGEMENT MEASURES WHICH GIVE PRIORITY TO BUSES.  THESE WILL INCLUDE THE PROVISION OF BUS PRIORITY LANES, BUS PRIORITY SIGNAL CONTROL AT JUNCTIONS AND BUS EXEMPTIONS FROM PROHIBITED TURNS.

14.28 
The problems of access between Heathrow and Central London were the subject of a Department of Transport study, which resulted in the Heathrow Express proposal for non-stop, high speed services between Paddington and Heathrow, which is now completed.  The Council supports the CrossRail project as a highly desirable adjunct to its transport strategy and still looks forward to this new railway built to the highest standards of passenger comfort and modern day environmental safeguards.


Accessibility to Facilities

14.29 
Everyone suffers from travel handicap at one time or another, from the traffic-jammed motorist to elderly people who find use of conventional transport uncomfortable or impossible.  The emerging pattern of destinations in West London increasingly requires use of motorised transport to reach an adequate range of goods and services.  Equally, busy roads are a barrier to pedestrian and wheelchair approaches to such destinations.  There is a need for suitable transport provision to enable people to have access to the widest possible range of employment and services.  The results of a Council survey in 1987 of the transport and mobility needs of people who are frail, elderly or disabled showed a need for:

increased funding for London Transport's Dial-a-Ride scheme;

public seating along routes leading to facilities to which access is sought;

more public lavatories; and

attention to be given to the surface quality of footways, including the materials used, the removal of obstructions and the provision of dropped kerbs.
These measures would increase the spontaneity, comfort and convenience of movement for people with disabilities and increase their choice of places to go to.

14.30 
Improved access for people with disabilities to public transport, shops and other services can often be of benefit to other groups in the community who are handicapped in less specific ways.  It would help those who for physical, financial or emotional reasons are limited in their ability to reach destinations in a reasonable time, in reasonable comfort, without fear of using footways or public transport after dark or when there are few other travellers about, and without having to endure bad weather and long bus waiting and journey times.  The Council supports a range of measures to improve mobility, from London Transport's Dial-a-Ride to the provision of parking bays for disabled drivers, including attempts to prevent drivers from parking on footways and road verges where they obstruct blind and partially sighted pedestrians.  In negotiations with developers the Local Planning Authority seeks to ensure new developments contribute to improved mobility and accessibility to work and services, whilst the Council has always urged public transport bus and rail operators to ensure their facilities are accessible to as wide a range of people and abilities as possible.  Liaison takes place on a regular basis to discuss these issues.

AM13 
THE LOCAL PLANNING AUTHORITY WILL SEEK TO ENSURE THAT PROPOSALS FOR DEVELOPMENT INCREASE EASE AND SPONTANEITY OF MOVEMENT FOR ELDERLY PEOPLE, THE FRAIL AND PEOPLE WITH DISABILITIES BY INCLUDING WHERE APPROPRIATE:
(i)
IMPROVED DIAL-A-RIDE AND MOBILITY BUS SERVICES TOGETHER WITH SUITABLE MEANS FOR PEOPLE WITH DISABILITIES AND PEOPLE DEPENDENT ON WHEELCHAIRS FOR MOBILITY TO USE PUBLIC TRANSPORT;

(ii)
SHOPMOBILITY SCHEMES;

(iii)
ADEQUATE AND CONVENIENT PARKING SPACES FOR PEOPLE WITH DISABILITIES, ESPECIALLY AROUND SHOPPING AREAS AND ENTERTAINMENT AND RECREATION FACILITIES;

(iv)
MEASURES TO INCORPORATE THE NEEDS OF PEOPLE WITH DISABILITIES INTO ROAD, FOOTWAY, PARKING AND PEDESTRIANISATION SCHEMES; INCLUDING BENCHES, PUBLIC LAVATORIES, FOOTPATH SURFACES, DROPPED KERBS AND TEXTURED CROSSINGS, WITH PROPER REGARD TO THE SITING AND VISIBILITY OF STREET FURNITURE;

14.31 
The Council's parking standards (see Annex 1) contain provision for vehicles carrying people with mobility-related disabilities, whilst the Council's own car parks include spaces dedicated to their use by vehicles displaying orange badge permits.  Kerbside waiting restrictions nationwide contain exemptions for vehicles displaying such permits.


Car Parking

14.32 
This Council is able to influence parking in four ways: as Local Planning Authority controlling the number of parking spaces associated with planning permissions; as owner and/or regulator of off-street car parks; and, following the 1991 Road Traffic Act, as Local Highway Authority controlling on-street parking within Special Parking Areas designated under the Act.  The fourth way is through the Council's transport strategy which seeks a reduction in car use by making other modes of movement more attractive than the car.

14.33
The policies of this Plan seek to reduce and manage additional demand for movement.  As part of a policy seeking to restrain the use of cars in London, revised Strategic Planning Guidance (RPG3) (1996) provides maximum levels of car parking for office and shop developments, the aim being to channel users on to the public transport system and help reduce congestion caused by undesirable car commuting.  It expects outer London Boroughs to set maximum parking standards for employment generating development in the range of one space per 300-600 sqm gross floorspace.  In Hillingdon, which is characterised by low density development and high car ownership, and where the public transport network is not extensive, the Council has set higher maximum and minimum parking standards to minimise the congestion from on-street parking which commuters from a largely low density rural catchment area of predominantly car owning households would cause.  The Council's parking standards are set out in Annex 1 to this Plan.  For non-residential development the standards are expressed as a range setting out the maximum and minimum car parking requirement.  They seek to restrain the use of cars by prescribing maximum levels of parking provision, as recommended in PPG13, whilst minimum levels are also prescribed to meet operational needs and in recognition of the relatively low level of public transport accessibility in much of the Borough compared with other Boroughs, particularly those closer to Central London.  For residential development, only minimum standards are prescribed so that sufficient spaces are provided to enable all residents (and their visitors) to park off-street.  Secure off-street parking for residents affords them the opportunity of safely leaving their cars at home and using public transport or other sustainable mode of transport.  The Council will keep the standards under review and as conditions permit will introduce more restrictive standards to comply more fully with the guidance in RPG3.

14.34 
The Council will seek to ensure that tighter parking standards are offset by extra public transport services and by controls to prevent excessive on-street parking.  Accordingly, developer contributions will be sought towards increasing public transport provision and, where necessary, towards the introduction of on-street parking controls.  In some cases it may be necessary to withhold planning permission for major developments if satisfactory measures are not available to limit the traffic and parking demand they are likely to generate.  Additionally the Local Planning Authority may enter into a legal agreement with the developer to implement a travel plan incorporating new or improved public transport services and other car reduction measures such as cycle or motorcycle schemes.

AM14 
NEW DEVELOPMENT WILL ONLY BE PERMITTED WHERE IT IS IN ACCORDANCE WITH THE COUNCIL'S ADOPTED CAR PARKING STANDARDS AS SET OUT IN ANNEX 1.

ANNEX 1 - CAR PARKING STANDARDS

The Parking Standards are based on: 

· Hillingdon’s Interim Parking Standards adopted for planning decision purposes 2002;

· National Planning Guidance Planning Policy Guidance Note 3: Housing (revised) 2000;

· London Plan (2004); and 

· Town and Country Planning (Use Classes) (Amendments) (England) Order 2005.

i).    All car parking standards are maximum, unless otherwise stated

ii).
Visitor parking forms part of the standard unless otherwise stated

iii).
All cycle parking standards are minimum unless otherwise stated

	London Plan parking standards to be used unless a specific London Borough of Hillingdon standard is listed in the appendix and this should be applied.


	USE CLASS
	DESCRIPTION
	HILLINGDON CAR PARKING STANDARD
	LONDON PLAN STANDARD (FEBRUARY 2004)
	CYCLE PARKING STANDARD

	RETAIL AND SERVICES
	
	
	
	

	A1 Shops (including retail warehouses
	Shops
	
	Between 1 space per 15 sq.m and 1 space per 75 sq.m depending on retail format and PTAL
	Non Food: 1 space per 25 sqm. 1 space per 100 sq.m

	A2 Financial & professional
	Offices (Business & Professional)
	Minimum:  1 space per 50 sq.m
	
	1 space per 25 sq.m

	A3 Food & drink
	Cafes and Restaurants, etc
	1 space per 50 sq.m (1)
	
	1 space per 25 sq.m

	A4
	Public Houses and wine bars
	1 space per 50 sq.m (1)
	
	1 space per 25 sq.m

	A5
	Takeaways
	1 space per 50 sq.m (1)
	
	1 space per 25 sq.m

	SG
	Mini Cab Offices
	2 spaces
	
	No standard. To be considered on their merits

	BUSINESS
	
	
	
	

	B1(a)

B1 (unrestricted)
	Offices
	1 space per 100 sq.m (2)
	
	1 space per 50 sq.m

	B1 (b), B1(c), B2 and B8 
	Research and development, light industry, general industry, warehousing
	2 spaces plus 1 space per 100 sq.m for all floorspace in excess of 235 sq.m (2)
	
	B1 (b), B1 (c) and B2; 1 space per 75 sq.m

B8: 1 space per 250 sq.m


	USE CLASS
	DESCRIPTION
	HILLINGDON CAR PARKING STANDARD
	LONDON PLAN STANDARD (FEBRUARY 2004)
	CYCLE PARKING STANDARD

	RESIDENTIAL
	
	
	
	

	C3
	a. Flats and houses without individual cartilages with communal parking in garages or open car parking areas

b. Dwellings with curtilage parking
	1.5 spaces per dwelling (3,4)

2 spaces per dwelling  (3,4)
	
	Dwellings with 1-2 bedrooms: 1 space

Dwellings with 2+ bedrooms: 2 spaces

1-2 bedroom dwellings: 1 space

2+ bedroom dwellings: 2 spaces

	OTHER RESIDENTIAL
	
	
	
	

	SG
	Hostels
	1 space per 2 resident bedspaces. (5).

I space per 20 resident bedspaces. (5).
	
	1 space per 2 resident bedspaces.

	SG
	Houses in Multiple Occupation (HMOs).
	1 space per 2 habitable rooms. (6).
	
	1 space per 2 habitable rooms.

	C1 
	Hotels (30 beds and over) and motels.


	
	On an individual basis but a benchmark of 1 space per bedroom for hotels on key arterial roads outside central locations. (7)
	1 space per 20 bedrooms.

1 space per 3 staff.

	C1
	Guest Houses and small hotels (less than 30 rooms).
	
	On an individual basis but a benchmark of 1 space per bedroom for hotels on key arterial roads outside central locations. (7, 8)
	1 space per 4 bedrooms.

1 space per 3 staff.


	USE CLASS
	DESCRIPTION
	HILLINGDON CAR PARKING STANDARD
	LONDON PLAN STANDARD (FEBRUARY 2004)
	CYCLE PARKING STANDARD

	C2 
	Boarding Schools/ and Residential Colleges.
	
	On an individual basis using a transport assessment and travel plan.
	1 space per student.

	
	Student Halls of Residence
	
	On an individual basis using a transport assessment and travel plan.
	1 space per student.

	C2
	Children’s Homes, Elderley Persons Homes and Nursing Homes
	
	On an individual basis using a transport assessment and travel plan (9).
	1 space per 2 staff.

	C3
	Sheltered Housing
	1 space per four dwelling units, minimum 2 spaces, plus 1 space for warden.
	
	1 space per 4 units.

1 space per 2 staff.

	EDUCATION AND HEALTH
	
	
	
	


	C2


	Hospitals


	
	On an individual basis using a transport assessment and travel plan.
	1 space per three staff.

1 space per three bedspaces.

	D1
	Day Centres
	
	On an individual basis using a transport assessment and travel plan.
	1 space per 2 staff.

	D1
	Adult Training Centres
	
	On an individual basis using a transport assessment and travel plan.
	1 space per 25 sq.m.

	D1
	Higher and Further Education establishments (vocational and academic)
	
	On an individual basis using a transport assessment and travel plan.
	1 space per 2 students.


	USE CLASS
	DESCRIPTION
	HILLINGDON CAR PARKING STANDARD
	LONDON PLAN STANDARD (FEBRUARY 2004)
	CYCLE PARKING STANDARD

	D1
	Pre-school play and Nursery provision
	
	On an individual basis using a transport assessment and travel plan.
	1 space per 2 staff.

	D1
	Schools (day): nursery, primary, secondary and Special.
	
	On an individual basis using a transport assessment and travel plan.
	0.3 spaces per child between 5-12 years.

0.6 spaces per child over 12 years.

	D1
	Medical and other Health Practices, including dental, vetinary and alternative medicine.
	
	On an individual basis using a transport assessment and travel plan.
	2 spaces per consulting room.

	SG
	Health Practioners working from their own homes, including dental, veterinary, and alternative medicine.
	
	On an individual basis using a transport assessment and travel plan.
	2 spaces per consulting room.

	LEISURE
	
	
	
	

	D1
	Places of worship
	
	On an individual basis using a transport assessment and travel plan.
	1 space per 8 sq.m.

	D1
	Community Centres
	
	On an individual basis using a transport assessment and travel plan.
	1 space per 20 sq.m.

	D2
	Theatres and Cinemas
	
	On an individual basis using a transport assessment and travel plan.
	1 space per  3 seats.

	D2
	Nightclubs
	
	On an individual basis using a transport assessment and travel plan.
	No standard; to be considered on their merits.

	D2
	Health Clubs, Licensed Clubs and Sports facilities with or without a licensed club house.
	
	On an individual basis using a transport assessment and travel plan.
	1 space per 15 sq.m of floorspace plus 1 space per 10 spectator seats.


	USE CLASS
	DESCRIPTION
	HILLINGDON CAR PARKING STANDARD
	LONDON PLAN STANDARD (FEBRUARY 2004)
	CYCLE PARKING STANDARD

	D2
	Swimming Pools
	
	On an individual basis using a transport assessment and travel plan.
	1 space  per 5 sq.m of pool and poolside area.


Footnotes
(1)
Any change of use to Class A3, A4, A5 would be subject to Policy S6

(2)
I.   Conditions may be applied to prevent an unacceptable number of parking spaces arising from changes in the size or number of units;


II.  All proposals for parking must take account of other material considerations;


III. Development will only be permitted where it provides off-street parking, turning, loading and unloading for service vehicles to the satisfaction of the local planning authority.

(3)
Precise level of provision may be dependent on household and housing type and location.  Provision above the maximum level will only be considered in exceptional circumstances and where the development is related to measures to improve public transport or manage the supply of on-street parking.  Contributions towards the creation/extension of CPZs, traffic reduction initiatives and/or public transport may be sought in some locations where the assumed demand is greater than the level of parking being provided. 

(4)
I.   Where a space within a curtilage is a garage, a condition will normally be applied, preventing the garage from being used as a habitable room to ensure it remains as a parking space.  Garages will be required to maintain an internal width of 3000mm.


II.   Any variation of the above standard is at the discretion of the local planning authority.  Material considerations could include noise, amenity, highway circumstances and accessibility.

(5)
The level of parking provision required will depend on the type of hostel proposed, owing to the wide variation in parking demand generated by different types of hostels. 

(6)
Excluding communal living rooms.

(7)
Within existing and proposed hotel developments, the use any of the hotel car parking for car rental operations or short/long stay airport or other public car parking is likely to require planning permission.  Any planning applications will be considered on, among other factors, the need to maintain sufficient off-street parking for the main hotel use of the site.

(8)
Function and dining rooms include any of the following: ballrooms, conference and meeting rooms, exhibition space, restaurants, cafés and bar areas, nightclubs and any other rooms capable of use for hosting functions, business meetings or for eating/drinking. 

(9)
On basis of level of care requiring 1 employee per 3 residents.
General notes on the use of the parking standards

Application of the Standards:

The Council’s Hillingdon Unitary Development Plan Saved Policies (2007) require that new development will only be permitted where it accords with the Council’s adopted car parking standards (Policy AM14).  The following standards have been revised in the light of revised government and regional planning guidance, which seeks to reduce traffic generation and reliance on the car.  The parking standards apply to new buildings, extensions and changes of use, and developers should seek to provide car, motorcycle and bicycle parking provision based on the standards set out below.  All of the standards are maximum (unless otherwise stated) allowing for flexibility to enable developers to provide fewer car parking spaces where this is appropriate, particularly in locations which are accessible to those walking, cycling or arriving by public transport.  Whilst all planning applications will be considered on their merits, proposals should generally conform with the level of parking provision set out in these standards as well as the other transport and road safety policies in the UDP.  

Cycle parking

Provision should be made for secure parking for bicycles based on the standards set out alongside the car parking standards and located in a safe, secure and accessible location.  Covered parking should be provided where possible and, where no specific standard exists, cycle parking will be negotiated specifically for each application. Cycle spaces should be located as near as possible to the building entrance(s). Large developments will be expected to include changing and other facilities for cyclists.  Cycle parking should normally take the form of Sheffield stands or a similar stand which allows both the fame and wheels of a cycle to be secured without risk of damage; shared stands will generally be accepted as long as a 1000 minimum width is provided between stands.  Where pavement widths are limited, wall loops or locking rings, set at least 1800mm apart, may be considered as an acceptable alternative 

Motorcycle, moped and scooter parking

Parking spaces for motorised two-wheelers are in addition to those for cars and bicycles and should be provided at sites requiring 20 or more car parking spaces at the rate of 1 space per 20 car parking spaces. The parking spaces should be located as near as possible to the building entrance(s).  Large developments will be expected to include changing and other facilities for motorcyclists and moped and scooter users.

New Buildings, Extensions and Changes of Use

The standards apply to new buildings and extensions to buildings.  For changes of use, the standards will apply only if there is a change in the parking requirement, including the possibility of a reduction in the amount of parking where the new use requires fewer spaces then the existing use of the site.  Where standards differ between uses in the same Use Class (Town and Country Planning (Use Classes) Order 1987) or between uses which are allowed as permitted development under the Town and Country Planning (General Permitted Development) Order 1995, conditions may be applied to planning permissions restricting rights to change the use of the site without the consent of the LPA.

Floorspace

The floorspace in all cases refers to the whole gross floor area, including the thickness of walls, unless otherwise indicated.  

Parking bay sizes

The minimum dimensions of a standard car parking bay are 2400mm x 4800mm and for a wheelchair accessible car parking bay 3600mm  x 4800mm.  The minimum dimensions of motorcycle/moped/scooter parking bay are 1400mm x 2500mm.  The minimum dimensions for a bicycle space are 600mm x 1800mm; single garages will be accepted as parking space for bicycles if their internal width exceeds 3500 mm or their length 5300 mm. 

Mixed Use Development

Where a scheme consists of more than one distinct land use, the parking requirement will normally be calculated separately for each use.  However, where mixed uses clearly generate demands at different times of day, consideration will be given to a level of parking provision based on the maximum amount of parking space required at any one time.  Ancillary floorspace (e.g. for example, canteen space within a factory) will, however, be treated as part of the main use.

Parking for wheelchair users and people with disabilities

10% of all parking spaces shall be provided to the mobility standard of 3.6m x 4.8m with these spaces specifically marked out and positioned as near as possible to the entrance of the building.  Further design guidance is available from the Council.   

Development with no LPA parking standard

Applicants will need to demonstrate, for those developments with no LPA parking standard, that sufficient operational car parking is provided.  Each case will be considered on its merits within the context of the LPA’s transport and road safety policies and objectives.

Multiple use of parking facilities

Applicants may consider the multiple use of parking facilities (for use by different sections of the community, for different uses and either at the same or at different times).  The multiple use of parking facilities may require planning permission and applicants should contact the LPA to discuss their proposals before proceeding.  

Employee Parking

In larger developments, where parking is primarily provided for visitors or customers, a condition may be applied to planning permissions requiring a proportion of spaces to specifically marked out and permanently retained for use by employees.
Uses likely to generate coach traffic

Uses likely to generate coach traffic (e.g. hotels, public halls, educational establishments, swimming and sports facilities, theatres etc) should provide adequate off-street facilities for coaches, including pick-up and set-down points, manoeuvring space and sufficient parking bay(s).  Development layouts should allow for coaches to enter and leave the site in a forward gear.

Loading Arrangements

Sufficient space for the standing and manoeuvring of all goods vehicles likely to serve the development at any one time is essential.  At least 50m2 should be provided, laid out to accommodate the largest vehicle likely to be accommodated (2.5m x 16.5m).  Development layouts should allow all vehicles to enter and leave the site in a forward gear.

Car parking layouts

Large, unbroken expanses of car parking are generally unattractive.  All surface car parks should be adequately screened and landscaped and where possible, laid out in small groups of parking spaces.  Attention should be paid to “Secure by Design” considerations; detailed design guidance on car parking layouts is available from the Council.  For exceptionally large developments, the cycle parking standards may be subject to a maximum level of provision to avoid prejudicing the overall design of a development through the provision of an excessive number of cycle parking spaces.

Front garden and garage parking

Hard surfacing of front gardens to provide new or additional off-street parking can be detrimental to the local streetscape and character of an area.  Where new or additional parking is unavoidable, design advice should be sought from the Council.  Similarly, the conversion of garages to provide additional accommodation can have a harmful effect, particularly if the subsequent alteration is out of keeping with the original dwelling.  Again, design guidance should be sought from the Council.  New dwellings permitted in the borough will generally have their Permitted Development rights removed in respect of the provision of hardstanding across front gardens and the conversion of garages to h
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