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E Executive Summary  

 
E.1 Taplow is located to the east of Maidenhead and in the local authority area of South 

Buckinghamshire.   
 
E.2 Land north of A4 Bath Road (Mill Lane) is a previously developed site and is identified 

as an ‘Opportunity Site’ within the South Bucks Core Strategy, which would help to 
deliver housing and job opportunities in the area.  The Mill Lane site is also subject to 
a Supplementary Planning Document which sets out a number of aspirations for the 
redevelopment of the site.   

 
E.3 The application site is currently occupied by a number of existing buildings which are 

largely redundant and unoccupied. The site also benefits from a number of extant 
planning consents which have not to date been implemented. As a consequence, the 
site is not currently generating the same quantum of vehicle trips which it would 
otherwise if all existing uses on the site were fully operational.    

 
E.4 This Transport Assessment has therefore been prepared to assess the impact of the 

permanent removal of those buildings which currently occupy the site and construction 
in their place of 171 new homes (some delivered through conversion and 
refurbishment of existing buildings), 40 Senior Living units, 941m² of commercial office 
floor space and a new restaurant.   

 
E.5 The existing Mill Lane site is dissected by Mill Lane itself.  Mill Lane is narrow and 

unsuitable for carrying high levels of vehicular traffic.  Notwithstanding, it is frequently 
used as a rat-run by drivers seeking to avoid the A4 Bath Road / Berry Hill signal 
controlled junction. Mill Lane’s junctions with A4 Bath Road and Berry Hill are also 
deficient in terms of their visibility and as such are potentially detrimental to highway 
safety. 

 
E.6 As such, and in line with an aspiration of the Mill Lane SPD, the development also 

proposes provision of a new junction on A4 Bath Road to serve the development site.  
Located further east than the existing junction, the proposed roundabout junction 
would offer significantly benefits over the existing arrangement, with an associated 
increase in operational capacity.   A new Puffin crossing will be incorporated as part of 
the works proposed along A4 Bath Road. Overall, the proposed arrangement is 
considered to offer significant highway safety benefits.  

 
E.7 The existing A4 Bath Road / Mill Lane junction will be retained but downgraded to 

allow left-in manoeuvres only.  
 
E.8 The established planning position is such that the existing vacant buildings on the site 

could be brought back into use without recourse to the planning system and indeed 
those as yet unexecuted planning permissions could also be implemented.  Should 
this situation prevail, the overall volume of traffic on the highway network would be 
significantly higher than it is at present.  
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E.9 By virtue of this additional traffic which could currently be on the local highway 
network, it is appropriate to assess the net development impact against an ‘inflated’ 
baseline.  On this basis, the proposed development is shown to result in a net 
reduction in vehicle trip generation in the AM peak, with 87 less trips being generated 
than could already be being generated by the site. Using the same principle in the PM 
peak, the development is expected to give rise to a reduction of 40 vehicle 
movements.  

 
E.10 It is evident therefore that the development will have a material benefit in terms of 

network impact in the peak hours and as such, given the level of impact generally it 
would not be necessary to undertake any form of junction impact assessment.    

 
E.11 As well as delivering a new site access junction, the proposed development also 

proposes to deliver closure to through traffic of Mill Lane, something which is an 
aspiration of the Mill Lane SPD.   

 
E.12 The closure of Mill Lane will result in the diversion of those trips which currently use 

the lane as a rat-run and as such this has been identified as having a consequential 
impact upon the A4 Bath Road corridor and particularly the Berry Hill junction. 

 
E.13 Although the redistribution of rat-running traffic does arise as a consequence of the 

development, given that it is an aspiration of the Mill Lane SPD, the resulting impact is 
arguably not the applicants responsibility to address and should otherwise be 
addressed by the Highway Authority as such trips should be confined to the principal 
highway network and not unsuitable unclassified routes.  Notwithstanding, the degree 
of impact that the redistribution of rat-running trips has is such that it can be 
adequately mitigated through the implementation of MOVA at the Berry Hill junction 
and in this regard, the applicant will fund the upgrading of the junction to MOVA 
control.   

 
E.14 The capacity of the proposed new Mill Lane junction has been assessed and 

demonstrated to work within capacity in the post development scenario, even allowing 
for the redistribution of rat-running trips.  

 
E.15 The modelling work has been undertaken on the basis that the highway network would 

be subject to background traffic growth in line with that suggested by TEMPRO. This is 
considered to be a very robust approach given that the network is already busy at 
peak times.   

 
E.16 A review of accident data has been carried out across the local road network.  The 

review established that although a number of accidents have occurred at junctions 
within the study area, the majority appear to be as a result of driver error, rather than 
deficiencies with the network itself.  It has therefore been concluded that there is no 
reason to suggest that development will materially accentuate the risk of accidents 
within the study area.  

 
E.17 The development site will be well connected to the extensive variety of retail, 

employment and leisure opportunities which exist within adjacent Maidenhead. The 
site is within the maximum prescribed walking and cycling distance of the majority of 
Maidenhead, including mainline railway stations.  The development will be 
accompanied by improvements to pedestrian and cycle infrastructure, including a new 
pedestrian footbridge over the River Thames thereby encouraging trips to be made by 
sustainable means.   
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E.18 The site will be designed in accordance with the principles set out in Manual for 
Streets and South Bucks own Design Guide, with an emphasis on shared space.  A 
mixture of on and off-plot parking would be provided at a level in line with Council 
guidelines.  

 
E.19 The Assessment undertaken has demonstrated that the development of the site is 

compliant with national policy objectives by delivering a high quality residential 
development in a location which exploits accessibility and have potential to reduce the 
use of the car.  

 
E.20 Although not assessed in detail at this stage, the impacts arising from the development 

during the construction phases have been acknowledged and mechanisms for 
minimising these impacts have been identified.   

 
E.21 In summary, the development seeks to deliver a number of key aspirations of the Mill 

Lane SPD and, in terms of development trip generation, has no material impact upon 
the highway network and in fact has a material benefit in the peak hours.  The highway 
impact that does arise does so by virtue of the closure of Mill Lane to rat-running traffic 
and can be adequately mitigated.  

 
E.22 It is therefore concluded that in the context of the National Planning Policy Framework, 

the cumulative residual impact of the development is not severe and that the 
development should be found acceptable.     

     
 
 
 



 
 
 
 
1.0 Introduction and Background 
 
1.1 Glanville Consultants has been instructed by Berkeley Homes (Three Valleys) 

Limited (herein referred to as ‘the applicant’) to undertake a Transport Assessment 
(herein referred to as ‘the Assessment’) to accompany four separate planning 
applications which seeks to secure permission for the development, for primarily 
residential and commercial purposes, of land to the north of A4 Bath Road in Taplow, 
a previously developed site located within the Green Belt.  
 

1.2 The application site (herein referred to as ‘the site’) is located within the local 
authority area of South Buckinghamshire District and to the immediate east of the 
local authority boundary with the Royal Borough of Windsor and Maidenhead.     

 
1.3 For completeness, a summary of the planning applications which this Assessment 

accompanies is reproduced below:  
 

Application A: A full application for planning permission and an application for 
Conservation Area consent for the demolition of the existing mill 
buildings, warehouses, associated structures and the former 
Skindles hotel to provide 141 new dwellings and 40 senior living 
apartments and  a restaurant; retention and refurbishment of historic 
buildings on site to provide 18 further dwellings; improvements to the 
existing boatyard to include boat chandlery; enhanced open space, 
new pedestrian footway and cycle links, car parking, enhanced 
biodiversity, flood mitigation measures, removal of TPO trees with re-
provision on-site, landscaping, new road junction, and associated 
works. 

 
Application B: An application for Listed Building consent for the conversion of the 

Grade II listed Glen Island House into 2 two storey dwellings and 2 
apartments. This application was approved subject to conditions by 
notice dated 18th December 2014. 

 
Application C: A Full application for planning permission and an application for 

Conservation Area consent for the construction of a footbridge over 
the Thames from Mill Island to Ray Mill Island and associated works. 

 
Application D:  A Full application for planning permission and an application for 

Conservation Area consent to provide 941m² of commercial space, 
car parking, a café cart, landscaping and associated works. 

 
1.4 A copy of this Assessment accompanies each of the above applications; however the 

Assessment appraises the cumulative impact of the completed development, given 
that this represents a worst case in terms of traffic impact.  As such, the content of 
this Assessment is common to all applications.  
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1.5 The South Bucks Core Strategy, adopted in February 2011, identifies Mill Lane as an 
‘Opportunity Site’ which would help to deliver housing and job opportunities in the 
area.  The Mill Lane Supplementary Planning Guidance was adopted by South Bucks 
District Council in July 2013. The document “guides the preparation of detailed plans 
for regeneration” of the site and therefore it is apparent that the principle of 
redeveloping the application site for the purposes hereby proposed is considered, in-
principle, to be acceptable by the local planning authority.  
 

1.6 Further information in respect of the background of this application can be found in 
the accompanying Planning Statement. 

 
1.7 During pre-application discussions with Buckinghamshire County Council (herein 

referred to as ‘the local Highway Authority’), it was agreed that given the scale and 
location of the proposed development, it was appropriate for a full multi-modal 
Transport Assessment to be prepared to accompany any forthcoming planning 
application. 

 
1.8 The Assessment which has been duly completed has been done so in accordance 

with the parameters agreed during various pre-application discussions with officers of 
the Highway Authority.  
 

1.9 The Assessment follows guidance contained in Guidance on Transport Assessment 
(March 2007) published by the Department for Transport, advice from Central 
Government in the form of National Planning Policy Framework (NPPF), as well as a 
number of other technical guidance documents, including those published by the 
local Highway Authority. 
 

1.10 This report therefore details the findings of the Assessment under the following 
sections headings:   
 
Section 2.0  Site Locational Context, Description and Local and Strategic Road 
Network 
 
This section describes the location of the development site, its existing 
characteristics and location within the context of the local and regional road network.  
 
Section 3.0 Policy Context and Relevant Design Guides 
 
This section provides a brief review of the key national and local policy documents 
which underpin the development of the site from a transport and highways 
perspective and those which have been taken into account through both the 
masterplanning process, as well as the drafting of the Assessment itself.   

 
Section 4.0 Development Proposals  
 
This section describes the scale and nature of the development proposed across the 
site, including the anticipated phasing of the development.  

 
Section 5.0 Site Layout and Car Parking 
 
This section highlights salient issues in respect of highway and transport 
infrastructure emerging from the masterplans. Car parking provision and other on-site 
matters are also discussed.  
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Section 6.0 Site Access Arrangements 
 
This section describes the design of the new A4 Bath Road / Mill Lane vehicle 
access serving the site.  

 
Section 7.0 Study Area and Traffic Surveys  
 
This section describes the area over which it is considered necessary to accurately 
determine the impact of the development on the local highway network and the 
scope of the traffic surveys carried out at the junctions within the study area in order 
to determine baseline traffic conditions.  
 
Section 8.0 Existing and Future Traffic Generation, Distribution and Assignment 
 
This section summarises the key parameters which have been applied throughout 
the completion of the Assessment and therefore the methodologies applied to 
determine traffic generation, distribution and assignment are described.   

 
Section 9.0 Assessment Scenarios and Traffic Growth 
 
This section describes the various assessment scenarios which have been 
considered from a traffic impact perspective.  The methodology applied to calculate 
traffic growth is also described.   

 
Section 10.0 Impact Assessment   
 
This section quantifies the impact of the development across the study area in two 
scenarios, one which allows for the redistribution of rat-running traffic and one which 
does not.   

 
Section 11.0 Baseline Operating Conditions  
 
This section presents the results of the junction capacity assessments which have 
been undertaken based upon recoded baseline traffic data.  

 
Section 12.0 ‘Do Nothing’ and ‘Do Nothing Inflated’ Assessment Scenario 
 

 This section presents the results of the junction capacity assessments which have 
been undertaken allowing for background traffic growth and the additional traffic 
which could currently be being generated by the development site.   

 
Section 13.0 Do Something ‘Assessment’ and ‘Future’ Year Scenarios 
 
This section presents the results of the traffic impact assessments undertaken at 
those junctions identified as being materially affected by the addition of rat-running 
traffic in the ‘with development’ scenarios at year of opening and five years hence.   

 
Section 14.0 Mitigation 
 
This section identifies those junctions at which mitigation measures are required in 
order to accommodate the redistributed rat-running traffic. The proposed mitigation 
measures are also described and their effectiveness assessed.   
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Section 15.0 Accident Review 
 
This section reviews the accident records of those junctions within the study area and 
identifies whether there are any existing accident ‘hot stops’ which are likely to be 
accentuated as a result of the proposed development.  
Section 16.0 Sustainability 
 
This section identifies how the site will integrate into the existing urban fabric of 
Taplow and Maidenhead and identifies appropriate walking and cycling routes 
between the site and existing facilities and amenities. Where appropriate, 
improvement measures are also described.   
 
Section 17.0 Construction  
 
This section identifies the key issues which surround the construction process and 
outlines the measures that will be implemented to ensure that construction impact is 
minimised.  
 
Section 18.0 Summary and Conclusions 
 
This section summarises the finding of the Assessment.  

 
1.11 A Travel Plan for the residential element of the development has also been prepared 

to accompany the application and therefore this report should be read in conjunction 
with ‘Framework Residential Travel Plan, Mill Lane Taplow’ (Glanville Report Ref: 
8140166/JG/DW/067) which is appended to this document.   
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2.0 Site Locational Context, Description and Local and Strategic Road Network 
 
2.1 This section describes the location of the site and its existing characteristics.  The 

location of the site within the context of the local and regional road network is also 
described. 

 
 Locational Context  
 
2.2 Taplow is a village within the local authority area of South Buckinghamshire District 

Council and is located approximately one kilometre (0.6 miles) east of Maidenhead, 
1.5 kilometres (one mile) west of Slough and 5.5 kilometres (3.4 miles) northwest of 
Windsor as shown on the drawing included in Appendix A. 
 

2.3 Reference to the 2011 census indicates that the current population of Taplow is circa 
1,700, while neighbouring Maidenhead has a population of circa 78,000.  
 

2.4 Taplow benefits from a village pub, primary school and recreational opportunities that 
include a cricket club. Taplow station is located around 0.9 kilometres (0.6 miles) 
south of the village.  

 
2.5 The development site itself is located a short distance to the south of Taplow, but to 

the immediate north of A4 Bath Road which, save for the existing Windrush 
Volkswagen dealership which will remain as part of the proposed redevelopment,  
defines the southern site boundary. The existing Volkswagen dealership therefore 
falls outside of the application boundary.   

 
2.6 The western site boundary is defined by the River Thames, while the Jubilee River 

defines the eastern site boundary.  The applicant controls some additional land to the 
east of the Jubilee River, albeit no development is proposed on this land as part of 
the planning applications currently before the Council.  To the north, the site tapers to 
a point close to where rivers Thames and Jubilee converge.   The application red line 
boundaries are shown on the plan included at Appendix B, which also indicates the 
location of the site at a more local level.  

 
2.7 The site is dissected by Mill Lane, a single carriageway road which links A4 Bath 

Road to the south with Berry Hill to the east by way of two priority ‘T’-junctions. The 
visibility at both junctions is poor.  Mill Lane is narrow in place, particularly where it 
crosses Jubilee River.  On-street parking is also prevalent along the southern half of 
the road. There are therefore a number of notable highway safety issues surrounding 
the existing highway arrangement.  

 
2.8 Notwithstanding the existing constraints of Mill Lane, it is a popular rat-run for drivers 

seeking to avoid the Berry Hill / A4 Bath Road signal controlled junction to the east of 
the application site. Mill Lane is an adopted public highway.    
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 Existing Site Uses  
 
2.9 The application site currently benefits from a mixture of extant land uses, many of 

which are now abandoned and their associated buildings unoccupied and in a state 
of disrepair.  The site also benefits from a number of extant planning permissions, 
which remain live, but to date have not been implemented. The established planning 
position is therefore that these uses could be brought back into use and the extant 
permissions implemented without the principle of further development needing to be 
re-established through the planning process.  

 
2.10 Although all of the land within the application site is accessed from Mill Lane, Mill 

Lane itself does not solely serve as access to the proposed development site and 
rather it also serves a number of properties which fall outside of the applicant’s 
control and therefore outside of the redline area.  These properties will remain 
unaffected by the proposals outlined herein; however the traffic generation 
associated with them has been accounted for within the following Assessment.     

 
2.11 The table overpage provides a summary of the land uses accessed from Mill Lane 

which are both within, and outside of the applicants’ control. The table also identifies 
those uses which are currently and historically operational and their associated floor 
area.  

 
2.12 As can be seen from the table overpage, if all of the above land uses were fully 

operational, Mill Lane could be serving a significant quantum of commercial floor 
area  (the majority of which is heavy industry), as well as a number of residential 
units, 13 of which will be retained in the post development scenario.   

 
2.13 It is therefore important to recognise that the local road network is not currently being 

asked to accommodate the number of vehicle trips that it would otherwise be being 
asked to do if the site were being fully utilised.   

 
Strategic & Local Road Network 
 

2.14  The A4094 Lower Cookham Road is located approximately 0.5 kilometres (0.3 miles) 
west of Taplow, on the opposite side of the River Thames. It runs broadly south to 
north initially along the eastern edge of Maidenhead eventually connecting with 
junction 3 of the M40 at Loudwater, approximately 7.8 kilometres (4.8 miles) north of 
Taplow. The site can connect to the A4094 via the A4 Bath Road to the south and 
crossing the River Thames before turning right. The M40 motorway connects London 
with High Wycombe, Oxford and Birmingham 

 
2.15 The A4 Bath Road itself runs west to east between Maidenhead and Slough, 

immediately south of the application site. Junction 7 of the M4 can be accessed by 
driving around 3 kilometres (1.9 miles) east along the A4, before turning right and 
travelling a short distance south to the junction. The M4 runs broadly west to east 
connecting with the M25 and London approximately 13 kilometres (8 miles) to the 
east and with Reading, Bristol and beyond to the west.  

 
2.16 The village of Taplow and therefore the development site are evidently afforded 

excellent highway connections to both the main employment and retail destinations 
within both South Buckinghamshire, Royal Borough of Windsor and Maidenhead and 
further afield.   
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Consented Development Quantum Accessible From Mill Lane 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Table Notes:  
 

Uses highlighted in red fall outside of the applicants’ control and are therefore retained in the 
post redevelopment scenario.  

 
Floor areas highlighted in blue represent the building footprint identified in the Mill Lane 
Supplementary Planning Document.  Footprints have been doubled where two storeys. 

 
Mill floor area highlighted in orange represent Supplementary Planning Document footprint of 
5,338m2 plus approximately 2,662m2 for first floor accommodation.  

 
 Berkeley Homes Boatyard floor area unknown as current site is a mixture of permanent / 

temporary accommodation.  

Land Use Existing Name Units Floor Area  
Currently 

Operational 

Residential 

1 – 4 Mallards Reach 4  Y 

1 – 8 Pages Wharf 8  Y 

Driftwood Cottage 1 
 

Y 

Mill Island Cottage 1 
 

N 

Dunloe Lodge 1 
 

N 

No. 5 Mill Lane 1 
 

N 

Total 16 
  

Offices 

Mill Island House 
 

994m² Partial 

Glen Island House 
 

1,580m² N 

Glen Island Stables 
 

435m² N 

National grid land west of Mill Lane – 
(existing consent for 500m2 

commercial) 
 

500m² N 

Taplow Investments 
 

1,310m² Y 

Total 
 

4,819m² 
 

Leisure 

Sea Cadets (Leisure / Boatyard) 
 

307m² Y 

Council owned Boatyard adjacent  to 
A4 (1 boat shed)  

105m² Y 

Berkeley Homes Boatyard 
 

Unknown Y 

Total 
 

412m² 
 

Other 
Employment 

Existing Skindles Hotel + consented 
extension 

100 
Beds  

N 

Taplow Mill (Heavy Industry) 
 

9,000m² N 

Severnside (Paper Recycling and 
warehouse)  

1,910m² N 

Power House (Utility Building)  104m² N 

Land east of Mill Lane – Gas Holder 
and Utility Building 

 1,600m² N 

Total 100 12,614m² 
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3.0 Policy Context and Relevant Design Guides 
 
3.1 This section provides a brief review of the key national and local policy documents 

which underpin the development of the site from a transport and highways 
perspective and those which have been taken into account through both the 
masterplanning process as well as the drafting of this Assessment.    

 
National Policy Documents 

 
3.2 The national policy documents, which set the context for this development proposal, 

include: 
 

• The Future of Transport White Paper (2004) - A Network for 2030; and 
• National Planning Policy Framework (March 2012). 

 
The Future of Transport White Paper (2004) – A Network for 2030 

 
3.3 The UK Government set out its policies for the future of transport in ‘The Future of 

Transport White Paper A Network for 2030’. It states that a transport network is 
needed that can meet the challenges of a growing economy and the increasing 
demand for travel, but can also achieve their environmental objectives. This means 
coherent transport networks with: 

 
• The road network providing a more reliable and freer flowing service for both 

personal travel and freight, with people able to make informed choices about how 
and when they travel; 

 
• The rail network providing a fast, reliable and efficient service, particularly for 

interurban journeys and commuting into large urban areas; 
 
• Bus services that are reliable, flexible, convenient and tailored to local needs; 
 
• Making walking and cycling a real alternative for local trips; and 
 
• Ports and airports providing international and domestic links. 

 
3.4 The proposed development meets the criteria identified within the White Paper in 

terms of being located close to good transport facilities, while maximising the 
opportunity for local trips to be made on foot and by bicycle. 

 
National Planning Policy Guidance (NPPF) 

 
3.5 The NPPF was published by the Department for Communities and Local Government 

in March 2012, thereby superseding amongst other documents, PPG13 (Transport). 
The objectives of the NPPF are to integrate planning and transport at the national, 
regional, strategic and local level in order to: 

 
• Balance transport systems in favour of sustainable transport modes; 
 
• Promote accessibility to jobs, shopping, leisure facilities and services by public 

transport, walking and cycling;  
 
• Ensure safe and suitable access to the site can be achieved by all people; and 
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• Minimise the length of routes to key facilities such as primary schools and local 
shops. 

 
3.6 The proposed development meets the NPPF criteria as set out above given that the 

redeveloped site will provide a network of safe and convenient walking and cycling 
routes, which through the provision of a new footbridge over the River Thames will 
minimise journey times. The vicinity of the site to bus stops and existing centres of 
retail and emoployment will also minimise reliance upon the private car.   

 
3.7 The NPPF also identifies the need to provide sufficient high quality housing in 

suitable locations and confirms that sometimes this can be best achieved through 
large scale development such as extensions to towns. As part of the intentions of the 
NPPF, local authorities are encouraged to: 

 
• Aim to ensure the delivery of high quality housing that is well designed and built 

to a high standard; 
 
• Plan for a mix of housing, both market and affordable, particularly in terms of 

tenure and price, to support a wide variety of households in all areas, both urban 
and rural;  

 
• Ensure a sufficient quantity of housing taking into account need and demand and 

seeking to improve choice; 
 
• Locate housing developments in suitable locations, which offer a good range of 

community facilities with good access to jobs, key services and infrastructure 
and; 

 
• Encourage a flexible, responsive supply of land - managed in a way that makes 

efficient and effective use of land, including re-use of previously developed land, 
where appropriate. 

 
3.8 The proposed development meets all the above criteria in terms of proposing the 

provision of a mix of high quality housing and facilities, built in ways which exploit 
accessibility and assist in reducing the need to use the car.  

 
3.9 In addition to the above, the NPPF also refers to transport policies and the important 

role which they play in facilitating sustainable development and contributing to wider 
sustainability and health objectives. As part of the intentions of the NPPF, local 
authorities are encouraged to: 

 
• Ensure that all developments that generate significant amounts of movement be 

supported by a Transport Statement or Transport Assessment; 
 
• Ensure that developments that generate significant movement are located where 

the need to travel will be minimised and the use of sustainable transport modes 
can be maximised; 

 
• Ensure that all developments which generate significant amounts of movement 

should be required to provide a Travel Plan; and 
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• Promote a mix of uses in order to provide opportunities to undertake day to day 
activities including work on site.  Where practical, particularly within large scale 
development, key facilities such as primary schools and local shops should be 
located within walking distance of most properties. 

 
3.10 The proposed development meets all criteria as set in the NPPF in terms of providing 

a Transport Assessment which assesses the impact of the development on the local 
network and a Travel Plan which promotes the use of sustainable travel. 

 
3.11 Finally, the NPPF states at paragraph 32 that plans and decisions should take 

account of whether ‘the opportunities for sustainable transport modes have been 
taken up depending on the nature and location of the site, to reduce the need for 
major transport infrastructure’ and that ‘development should only be prevented or 
refused on transport grounds where the residual cumulative impacts of development 
are severe’. The following Assessment will demonstrate that all opportunities for 
sustainable travel have been taken up along with improvements to the sustainable 
travel network and that the cumulative impact of the development will not be severe.  

 
Local Policy Documents 
 

3.12 Turning to a local level, those documents which set out policy relevant to the 
development proposal in a local context include the following: 
 

• Buckinghamshire County Council Local Transport Plan 3 (2011 – 2016); 
 

• South Buckinghamshire District Council Local Plan (1999);  
 

• South Buckinghamshire Core Strategy (2011); and 
 
• Mill Lane Supplementary Planning Document (2013). 

 
Buckinghamshire County Council Local Transport Plan 3 (2011 – 2016) 

 
3.13 The Local Transport Plan (LTP3) was adopted in April 2011 and sets out 

Buckinghamshire County Council’s transport policies and strategies for the next five 
years up to March 2016. 

 
3.14 The vision of LTP3 is “to make Buckinghamshire a more successful, healthy and safe 

place to live, work and visit. Maintaining and enhancing the excellent environment, 
whilst ensuring that businesses thrive and grow the county’s economy”. The Plan has 
a number of objectives that relate to the following themes: 

 
• A thriving economy; 
• Sustainable environment; 
• Safe communities; 
• Health and wellbeing; and 
• Cohesive and strong communities. 
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Key objectives relative to this Assessment include, inter alia: 
 
• Reduce the need to travel; 
• Increase the proportion of people travelling by low emission modes of transport; 
• Reduce the risk of death or injury on the county’s roads; and 
• Improve health by encouraging walking and cycling. 

 
3.15 Again, this Assessment will demonstrate that the proposed development will meet 

the objectives of the Local Transport Plan by delivering a thriving and sustainable 
environment which reduces the need to travel.  

 
South Buckinghamshire District Council Local Plan – Saved Policies (1999) 
 

3.16 The Plan sets out detailed policies and specific proposals for the development and 
use of land in the district. Although prepared in the 1990’s, its provisions are broadly 
in line with the National Planning Policy Framework, which was introduced in March 
2012. 
 

3.17 In 2007 following direction from the Secretary of State, 75 policies were saved for 
continued use. Of these, 22 were replaced when the Core Strategy was adopted in 
February 2011. Of the 53 remaining saved policies from the 1999 plan, the following 
are relevant to this Assessment: 

 
• Policy TR5 “ In considering proposals involving a new or altered access onto the 

highway, works on the highway, the creation of a new highway or the generation 
of additional traffic, the District Council will have regard to their effect on safety, 
congestion and the environment. Development will only be permitted where: 

 
(a) the proposal complies with the standards of the relevant Highway 

Authority; and 
(b)  the operational capacity of the highway would not be exceeded, or where 

the proposal would not exacerbate the situation on a highway where the 
operational capacity had already been exceeded; and 

(c)  traffic movements, or the provision of transport infrastructure, would not 
have an adverse effect on the amenities of nearby properties on the use, 
quality or character of the locality in general, including rural lanes.” 

 
• Policy TR7 “Development will only be permitted only where: 

 
(a)  it complies with the parking standards set out in Appendix 6; and 
(b)  parking provision is made on land owned or controlled by the applicant 

and the proposals would not reduce the level of parking provision serving 
other development; and 

(c)  parking provision is made on the development site or, where this is not 
possible, on other land in the immediate vicinity provided that it is likely to 
be used to meet parking needs associated with the development; and 

(d)  it would not be likely to result in non-residential on-street parking in 
residential areas.” 

 
3.18 This Assessment will demonstrate that the development proposals comply with 

Policy TR5 by not exacerbating the situation on a highway where the operational 
capacity had already been exceeded and by providing parking entirely within land 
under the applicants’ control and in line with the appropriate parking standards.  
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South Buckinghamshire Core Strategy (2011) 
 
3.19 The Core Strategy is a key document in the South Buckinghamshire Development 

Framework. It presents a wide picture setting out a long-term vision, objectives and 
broad strategy for accommodating future development in the district up to 2026, 
including the application site which is identified as one of three Major Development 
Sites in the Green Belt (Paragraph 3.6). 

 
3.20 The site is identified in Core Policy 1 “Housing Provision and Delivery” as an 

opportunity site that may help deliver the housing needed in the district. Similarly it is 
also identified as a potential site for providing affordable housing under Core Policy 3 
“Affordable Housing”. 

 
3.21 Core Policy 7 “Accessibility and Transport” states “It is important that the pattern of 

development is actively managed, so that more people have the chance to work, 
shop and spend their leisure time close to where they live.” The policy also states to 
ensure “the impact of new development on the road network is minimised and 
mitigated through the use of ‘mobility management’ measures such as Travel Plans, 
parking charges and car parking levels.” 

 
3.22 The proposed development meets Core Policy 7 through the provision of a Travel 

Plan and by minimising the impact of the development on the local road network.  
 
3.23 Core Policy 15 - Mill Lane (Opportunity Site), discusses the site identifying 

constraints and opportunities. Suitable uses for the site are identified as residential, 
commercial, a hotel and open space and “an opportunity to provide enhanced open 
space, recreation and public access to the rivers and improvements to public 
transport and pedestrian / cycling infrastructure” is also highlighted. A key point from 
the policy states that the development must; “Provide an acceptable means of 
access into the site, and minimise the impact of the new traffic generated on the A4 
Bath Road.” 
 

3.24 This Assessment will demonstrate that the development proposes delivery of an 
acceptable means of access into the site and improvements to pedestrian and cycle 
infrastructure and thus the development complies with Core Policy 15.  

 
Mill Lane Supplementary Planning Document (2013) 

 
3.25 Supplementary Planning Documents (SPDs) are part of the South Buckinghamshire 

Local Plan and are developed to further define and implement the policies and 
strategies contained within the Development Plan Documents when needed. 

 
3.26 The Mill Lane SPD establishes the principles that will guide future development on 

the site. It is intended to act as a 'stepping stone' between the broad policy 
framework established in the Core Strategy (in particular, Core Policy 15 noted 
above) and the very detailed work that is needed in support of any planning 
application on the site. The SPD was adopted in July 2013. 

 



 
 
 
 

  Ref: TR8140166/TF/DW/071      13 Issue 5: 18 May 2015  

3.27 Key extracts from the SPD which help inform this Assessment include: 
 

Paragraph 2.2.5 states “vehicular access to the site from the south is via a junction 
with the A4 Bath Road, and from the north-east, via Taplow Village. The A4 Bath 
Road is congested at peak times and the junction of Bath Road and Mill Lane suffers 
from reduced visibility for vehicles trying to turn onto the Bath Road from Mill Lane.” 
 
Paragraph 2.2.6 identifies Mill Lane as a rat run especially when there are problems 
on the nearby strategic roads. 
 
Paragraph 2.2.7 states that the former industrial uses across the site led to a large 
number of HGV movements along the lane. 

 
Paragraph 5.3.6 states that a “new pedestrian footbridge would benefit existing and 
future residents and offer an opportunity to improve the local footpath network. A new 
footbridge to the north of the site could link to land at Boulter’s Lock, and would 
significantly improve the permeability of the site. It would also provide for a very 
attractive circular walk.” 

 
Paragraph 7.2.2 states “In addition to the provision of utilities and essential services, 
there are several key pieces of new infrastructure that are particular to the Mill Lane 
Opportunity Site.” These are as follows: 

 
• A new junction with the A4 Bath Road; 
• Improvements to Mill Lane; 
• A new footbridge over the Thames; and 
• New footpath alongside the Jubilee Relief River, and across the site. 

 
3.28 This Assessment will demonstrate how the developments which this Assessment 

appraises help deliver the above infrastructure.  Further information on the SPD can 
be found in the Planning Statement which accompanies the planning applications.    

 
Design Guides 
 

3.29 The following documents have been referred to in order to establish relevant 
guidance in terms of the evolution of the masterplan for the site:  

 
• Design Manual for Roads and Bridges – Department of Transport; 
 
• Manual for Streets – Department for Transport; 
 
• Manual for Streets 2 – Department for Transport; 
 
• South Buckinghamshire Residential Development Design Guide SPD; and 
 
• South Buckinghamshire Local Plan Appendix 6: Parking Standards. 

 
3.30 The above documents have all been reviewed and adhered to throughout the 

masterplanning process to ensure that the development accords with all relevant 
local design guidance. 
 
 
 



 
 
 
 

  Ref: TR8140166/TF/DW/071      14 Issue 5: 18 May 2015  

4.0 Development Proposals  
 
4.1 The following paragraphs describe the scale and nature of the development hereby 

proposed across the site, including the anticipated phasing of the development.   
 
4.2 As set out in Section 2.0, the application site is occupied by a mixture of uses, some 

of which are operational, some of which are abandoned and indeed some of which 
have not been implemented. The proposed development for which this Assessment 
has been prepared seeks consent for the retention of some of the existing uses in 
their current form, the retention and conversion of some existing buildings and 
demolition of the remainder and their replacement with a mixture of new build 
residential, commercial and leisure uses.  

 
4.3 The table overpage sets out the total quantum of development that will be served 

from Mill Lane in the post development scenario.  The table breaks the total quantum 
of development down into that which falls outside of the applicants’ control, that 
which is within the applicants’ control, that arising from conversions / refurbishment of 
existing buildings and that which is new build.  

 
4.4 Using the table overpage as their basis, the tables below present a summary of the 

development that will be accessed from Mill Lane in the post development scenario.  
The first table presents the development taking access from Mill Lane which is within 
the applicants control, while the second table presents the total quantum of 
development that will take access from Mill Lane and therefore includes development 
which is outside the applicants’ control. 

 
 Total Quantum of Development Post Redevelopment (Within Applicants Control) 

Accessed from Mill Lane   
 

Land Use Total Quantum 
 (Units / Floor area) 

Arising From 
Conversion/Refurb New Build 

Residential 171  18 153  
Senior Living Apartments 40 N/A 40 

Commercial Office  941 m² N/A 941 m² 
Restaurant 384m² N/A 384m² 

Berkeley Homes Boatyard  100m² 100m² N/A 
 

Total Quantum of Development Post Redevelopment (All Development) Accessed 
from Mill Lane  

 

Land Use Total Quantum 
(Units / Floor area) 

Within Applicants 
Control  

Outside 
Applicants control 

Residential 184  171  13 
Senior Living Apartments 40 40 N/A 

Commercial Office 2,251 m² 941 m² 1,310m² 
Restaurant 384m² 384m² N/A 
Other Leisure 412m² N/A 412m² 

Berkeley Homes Boatyard  100m² 100m² N/A 
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Development to be Served from Mill Lane in the Post Development Scenario 

 
Table Notes:  

 
*500m² consented but not built, plus 441m² proposed  

 
Uses highlighted in red fall outside of the applicants’ control and therefore are to be 
retained post redevelopment of the wider site. 

 

Land Use Existing / Proposed Name Units Floor Area  Currently 
Operational 

Residential 

1 – 4 Mallards Reach 4  Y 

1 – 8 Pages Wharf 8  Y 

Driftwood Cottage 1  Y 

Mill Island Cottage 1  N 

Dunloe Lodge 1  N 

No. 5 Mill Lane 1  N 

Jubilee River South  54  N 

Jubilee Wharf  35  N 

Jubilee Mill 26  N 

Jubilee Terrace  4  N 

Jubilee Mews  4  N 

Gatehouse Apartment  3  N 

Skindles 7  N 

Senior Living 40  N 

Affordable Apartments 20  N 

Mill Island House 3  Partial 

Glen Island House 4  N 

Glen Island Stables 4  N 

Power House  4  N 

Total 224   

Offices 

Land west of Mill Lane – (existing 
consent for 500m2 commercial)  941* N 

Taplow Investments  1,310 Y 

Total  2,251  

Leisure 

Sea Cadets  307 Y 

Council owned Boatyard adjacent  to 
A4 (1 boat shed)  105 Y 

Restaurant   384  

Berkeley Homes Boathouse  100 Y 

Total  896  
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Uses highlighted in green fall within applicant’s control but will remain unchanged.  
 

Uses highlighted in yellow are to be retained but converted to residential use and 
thus their extant use will be extinguished in perpetuity if consent is granted. 

 
Uses highlighted in blue are new build.  Uses not highlighted are rebuilt existing 
uses. 

 
4.5 The tables on the preceding pages identify that the applicant proposes to deliver 153 

new build residential units and a further 18 units through the conversion / 
refurbishment of existing buildings on-site. In addition, 40 new build Senior Living 
apartments are also proposed.   

 
4.6 941m² of new build office floor space is proposed, however 500m² of this is 

previously consented, but has not been implemented. Finally, the applicant proposes 
construction of 384m² of restaurant floor space. The existing boatyard within the 
applicants control is to be rebuilt to provide more modern permanent 
accommodation. 

 
4.7 Given the retention of a number of existing properties on site which are outside of the 

applicants control, should the application be granted consent, the southern end of 
Mill Lane would serve a total of 184 residential units, 40 Senior Living apartments, 
2,251m² of office floor space, the restaurant and 512m² of other leisure uses which 
relate to the retained boathouse, Sea Cadets facility and applicants’ boatyard.  The 
site wide masterplan is included in Appendix C 

 
 Phasing  
 
4.8 The development will be built out in eight broad phases as illustrated on the phasing 

plan included in Appendix D.  
 
4.10 Notwithstanding the phased approach to the redevelopment of the site, this 

Assessment appraises the impact of the completed development, rather than the 
impact arising on a phase by phase basis and as such presents the cumulative 
impacts arising.    
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5.0 Site Layout and Car Parking  
 
5.1 This section highlights are the salient issues in respect of highway and transport 

infrastructure emerging from the site wide masterplan.  Relevant car parking 
standards are also identified.  

 
Internal Site Layout  

 
5.2 This Assessment accompanies a series of detailed planning applications and 

therefore the following paragraphs consider the detail of the proposed site layout.   
 
5.3 Bollards on Mill Lane at the Jubilee Bridge will prevent rat running traffic from using 

this route to bypass parts of Berry Hill and A4 Bath Road.  Mill Lane will become two 
cul-de-sacs with the new development located on the western side of the bollards.  
The bollards will be controlled to allow access through the restriction in emergencies 
only.  Turning areas are available / will be provided on both sides of the bollards.   

 
5.4 A new section of road will link the new site access (see further details in Section 6.0) 

and the existing section of Mill Lane to the north, which is being retained to link the 
various parts of the site.  The new section of Mill Lane is designed with tight radius 
bends to control vehicle speeds in accordance with a 20mph design speed. The 
principle of this was agreed with the Highway Authority at pre-application stage.   

 
5.5 The existing section of Mill Lane to the north is to be improved with speed reducing 

measures in the form of narrowing’s to the carriageway width – this was also agreed 
with the Highway Authority.  Contrasting materials are proposed in areas such as 
junctions to further encourage drivers to slow down at areas of greater risk. 

 
5.6 The existing section of Mill Lane which passes the former Skindles Hotel will be given 

a new alignment to improve visibility and safety.  The road alignment also changes to 
create a suitable width of highway for parking in front of the existing Mill Lane 
cottages.   

 
5.7 In the northern part of the site, the existing shared surface access road alongside the 

Mill will be replaced with a new private shared surface residential access road 
serving the Jubilee Riverside Apartments and existing properties.  This road has an 
attractive winding alignment to contain vehicles speeds to a 10mph design speed.   

 
5.8 In the central part of the site, the former hardstanding which covered the Severnside 

site is replaced with a new residential development with private estate roads 
designed to a 10mph design speed, with separate footways alongside carriageways. 

 
5.9 The proposed road layout and junctions for the development have been designed to 

comply with appropriate highway design standards including elements of the Design 
Manual for Roads and Bridges and Manual for Streets.  Visibility splays have been 
designed to the appropriate splays set out in Manual for Streets, for the relevant 
design speeds described above. 

 
5.10 Swept path analysis demonstrates the suitability of road widths and turning areas for 

both large and small vehicles including refuse collection.  Appendix E includes 
drawings illustrating appropriate swept path analysis, including vehicles associated 
with the Boat yard.  
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5.11 Within the site, a network of cycle routes and footpaths, which in part would be 
segregated from the main carriageways, will be provided where possible to ensure 
permeability and aid the legibility of the site, thereby reducing the need to travel by 
car.  

 
5.12 The site has been designed to ensure that it integrates with Taplow and that easy 

access is afforded to the amenities and facilities within the village and in 
neighbouring Maidenhead.  This is achieved in part through the provision of a new 
footbridge over the River Thames to the northwest of the site.    

 
5.13 Further detail in respect of the strategy behind the site layout can be found in the 

Design and Access Statement which accompanies the planning applications.   
 
 Vehicle Parking  
 
5.14 The houses within the Masterplan Development either have parking on the curtilage 

of the property, or have garage facilities. For all other residential units, parking is 
provided in shared dedicated parking areas, with some additional parking associated 
with the Skindles Restaurant and the offices. Further parking spaces are provided off 
the streets. 

 
5.15 The parking provision of Application Site A comprises the following: 
 

- Residential – total 409 (including 20 designated visitor spaces), in a mixture of on 
plot, on garage, and off street; and 

- Restaurant – total 16 off street. Additional provision to meet standard is within 
Application D below. 

 
5.16 Parking associated with Application Site D will consist of: 
 

- Residential – total 34 (including 4 designated visitor spaces), with a mix of on plot 
and on garage; 

- Offices – total 42 on plot; and  
- Visitor Parking – total 6 off plot. 

 
5.17 Restaurant – total of 39 off plot* (in addition to 16 on plot within Application A). 

*restaurant off plot parking is within car park adjacent to office building. 
 
5.18 Disabled parking will make up 6% of the car-parking spaces on Site. 
 
 Cycle Parking 
 
5.19 Cycle parking at the development will be provided in accordance with the standards 

set by the local Highway Authority for both the residential and non-residential uses. 
 
 Refuse Collections 
 
5.20 Refuse collections at the development will be undertaken by the local authority and / 

or private contractors. Swept path analysis has been undertaken to ensure that 
refuse vehicles can manoeuvre within all areas of the development with ease. Where 
bin stores are proposed, walking and drag distances will conform to national 
guidance.  Appendix E includes drawings illustrating appropriate swept path analysis.  
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 Adoption 
 
5.21 Mill Lane is currently adopted public highway and it is intended that it remain so in 

the post development scenario.  The newly formed southern section of Mill Lane will 
be constructed to adoptable standards and will be duly offered for adoption as it will 
link two existing sections of adopted highway.  

 
5.22 The newly constructed internal estate roads will have no wider highway benefit and 

will therefore remain private. They will, however, be designed and constructed to 
adoptable standards to allow their adoption in the future should the need arise.  

 
 Mill Lane  
 
5.23 As noted in preceding paragraphs, the proposed development will help to deliver one 

of the primary aspirations of the site wide SPD, that being to close Mill Lane to 
through traffic. This will be achieved  through the provision of bollards on Mill Lane at 
the Jubilee Bridge. 

 
5.24 Given that it will remain open for pedestrians and cyclists, the existing carriageway 

over the bridge itself will remain public highway and therefore there is no requirement 
for any ‘stopping-up’ in order to allow delivery of the works described above.  

 
5.25 The applicant acknowledges that there will need to be a scheme of appropriate traffic 

management and signage implemented on the principal highway network upon 
closure of Mill Lane to ensure that existing through traffic is aware that it will no 
longer be able to pass through the site along Mill Lane and thus negate a high 
proportion of turning manoeuvres occurring both sides of the existing Mill Lane 
bridge.    
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6.0 Site Access Arrangements  
 
6.1 This section describes the existing and proposed A4 Bath Road / Mill Lane junction 

arrangements.  
 
  Existing Arrangement  
 

6.2 Mill Lane currently meets A4 Bath Road by way of a priority ‘T’-junction.  The junction 
is sited immediately opposite River Road and as such a cross-roads arrangement 
currently prevails. Both Mill Lane and River Road are sited immediately adjacent to 
the bridge over the river which carries A4 Bath Road and as such, visibility to the 
right upon egress from Mill Lane is limited by virtue of the bridge parapet and is 
therefore a highway safety concern. As a consequence of the poor visibility and the 
cross-roads arrangement which gives rise to driver uncertainty, traffic exiting Mill 
Lane can currently experience significant delay.   

 
 Proposed Arrangement  
 
6.3 In order to overcome the constraints posed by the existing junction arrangement, in 

line with the Mill Lane SPD, it is proposed to provide a new vehicular access into the 
site in the form a new three arm roundabout, which would be located further east 
along A4 Bath Road, adjacent to the eastern boundary of the Volkswagen dealership.  

 
6.4 The new access would require some minor realignment of A4 Bath Road in order to 

allow a 28m ICD roundabout to be accommodated with appropriate levels of east and 
westbound deflection. The three primary arms of the junction, being the A4 east and 
westbound and the site access would all be single lane approaches with 
appropriately sized splitter islands.  The kerbed central island would measure 9m in 
diameter with a 3.5m over-runnable area beyond to allow for the swept paths of 
HGV’s.  

 
6.5 The splitter island on the western arm of the junction would extend some 35m from 

the circulatory carriageway in order to prevent right turn manoeuvres being made into 
and out of the more easterly access of the VW dealership.  The principle of such an 
arrangement was agreed with the Highway Authority at pre-application stage.  

 
6.6 There are currently three private accesses located on the southern side of A4 Bath 

Road which under this proposal would be located within the circulator carriageway of 
the new roundabout.  In effect they would form a minor forth arm off the roundabout, 
with all being able to perform ‘all movements’ onto an off the roundabout.   

 
6.7 The most westerly access is associated with the Bed and Breakfast and is, by virtue 

of the orientation of the spaces within the car park of the Bed and Breakfast used 
predominantly as an ‘entry’ only.  At pre-application stage, the Highway Authority 
raised a concern that the kerbed splitter island would prevent any vehicles exiting this 
access from doing so to the right and that vehicles could try and join the circulatory 
carriageway from this access could be perceived as being a manoeuvre undertaken 
contra-flow.  Although this is not a concern raised by the independent road safety 
audit (see further comments below) a ‘No Right Turn’ sign or ‘Left Turn Only’ sign 
could be mounted on the splitter island opposite. A TRO would therefore be required 
to accompany the aforementioned signage, the costs of which would be borne by the 
applicant.  At the time of writing, the applicant awaits the views of the Highway 
Authority on this point of detail.  
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6.8 From the new junction, a new 6.0m wide road would run north into the site before 
arcing northwest to join the existing Mill Lane at a point to the immediate north of the 
proposed Senior Living units.   

 
6.9 The existing Mill Lane / A4 Bath Road junction would be retained, but altered to allow 

left-turn in manoeuvres from A4 Bath Road only.  The existing southbound 
carriageway (exit lane) would be replaced with a traffic island segregating inbound 
vehicular traffic from outbound cycle traffic which would use a newly created cycle 
lane.   

   
6.10 The downgrading of the existing junction removes the highway safety concerns which 

exist by virtue of the poor visibility caused by the vicinity of the bridge and also 
eliminates the cross-roads arrangement with River Road and therefore the revised 
arrangement ought to be considered a material benefit in highway safety terms.  

 
6.11 A new Puffin crossing is proposed to the west of the new Mill Lane junction and will 

be sited approximately midway between the existing access and egress points of the 
Volkswagen dealership. Provision of this crossing will significantly improve 
pedestrian accessibility to the site as well as enhance pedestrian safety.  

 
6.12 At the request of both the Royal Borough of Windsor and Maidenhead and 

Buckinghamshire County Council, a 3m wide footway / cycleway will be provided 
along the northern side of A4 Bath Road between what will be the downgraded Mill 
Lane junction to a point a short distance east of the proposed roundabout. In order to 
ensure the safety of cyclists using this lane, the existing accesses into the VW 
dealership will be retained but converted to vehicle crossovers with a 40mm kerb 
upstand. Similarly, the existing access serving Lansdowne Court to the east of the 
roundabout will also be converted to a crossover, beyond which the cycleway ties 
back into the A4 Bath Road.  An uncontrolled crossing point will be provided on the 
site access arm of the roundabout.     

 
6.13 The VW dealership currently receives new car deliveries by way of a car transporter 

which, by virtue of the on-site configuration of the garage, parks on the A4 Bath Road 
when loading and off-loading.  Although the existing width of the A4 Bath Road is 
such that this practice does not cause undue delay, the introduction of the 
roundabout junction and Puffin crossing would make it effectively impossible for such 
an arrangement to continue.  

 
6.14 As such, as part of the highway works described above, it is proposed to implement a 

Traffic Regulation Order which prevents loading from being undertaken anywhere 
between the new roundabout and the existing Mill Lane junction.  The introduction of 
‘double-blip’ markings will therefore assist the through flow of traffic on A4 Bath 
Road.  
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6.15 Naturally, VW will need to still receive deliveries of new vehicles and therefore it is 
proposed that articulated car transporters turn into the site from the new roundabout 
junction on A4 Bath Road, traverse along the new site access road to the point at 
which it intersects with the existing Mill Lane.  At this junction, the vehicle will turn 
around before heading back towards the roundabout.   The vehicle will then stop in 
advance of the roundabout on the new site access road.  Visibility past a stationary 
vehicle in this location is good and therefore all deliveries to VW can be completed 
without detriment to the running of the A4 or the development access.  The proposed 
access works therefore do not compromise the operation of the VW dealership. 
Appendix G includes swept path analysis of the car transporter.  

 
6.16 The proposed Mill Lane / A4 Bath Road junction arrangement is illustrated on the 

drawings contained at Appendix F, with associated swept path analysis. It should be 
noted that two proposed access options are illustrated within the appendix (drawing 
revisions P6 and P7).  The only difference between the two drawings is the manner 
in which the private accesses (see paragraph 6.7) are dealt with.  As noted above, 
the applicant is willing to adopt whichever arrangement is considered most 
appropriate by the Highway Authority.  

 
Road Safety Audit, Supplementary Audit and Designers Response  

 
6.17 A comprehensive independent Stage 1 Road Safety Audit of all the proposed 

highway access works described above, as well as the alterations to the adopted 
public highway network has been undertaken, a copy of which is included in 
Appendix H. A supplementary Audit has also been undertaken at the request of the 
Highway Authority which sought to address a number of specific comments raised at 
pre-application stage – see also Appendix H.    

 
6.18 Neither the Safety Audit or supplementary Audit identified any over-riding highway 

safety concerns with the proposed arrangement and where necessary, the changes 
recommended by the Audit Team have been taken into account and are duly 
reflected on the preliminary design drawings included at Appendix F. Appendix H 
also includes a copy of the associated Designer’s Response.  

 
Detailed Design and Delivery  

 
6.19 All of the works outlined above will be delivered at the applicants expense via a 

Section 278 agreement and therefore will be subject to detailed design and Stage 2 
and 3 Road Safety Audit at the appropriate time. Section 38 agreements will also be 
entered into where necessary and appropriate.  
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7.0 Study Area and Traffic Surveys 
 
7.1 This section describes the study area considered necessary to accurately determine 

the impact of the development on the local highway network, and the scope of the 
traffic surveys carried out at the junctions within the study area in order to determine 
baseline traffic conditions. 

 
 Study Area 
 
7.2 At pre-application stage, the following junctions were identified as those considered 

most likely to experience a material impact following completion of all or part of the 
development and therefore for the purposes of this assessment, they constitute the 
study area.  The location of these junctions is shown on the plan included in 
Appendix I.  

 
1. Bridge Road / Oldfield Road / Lassell Gardens – Priority ‘T’-Junction; 
2. A4 Bath Road / A4094 Ray Mead Road – Roundabout*; 
3. Existing Mill Lane / A4 Bath Road – Priority ‘T’-Junction**; 
4. A4 Bath Road / Ellington Road – Priority ‘T’-Junction 
5. A4 Bath Road / Berry Hill – Signal controlled ‘T’-Junction; 
6. Bath Road / Approach Road – Priority ‘T’-Junction; 
7. Mill Lane / Berry Hill – Priority ‘T’-Junction; 
8. Berry Hill / Rectory Road – Priority ‘T’-Junction; and 

 
3a.Realigned Mill Lane / A4 Bath Road – Roundabout Junction***. 

 
*This junction lies within the local authority area of Royal Borough of Windsor and 
Maidenhead.  

 
**This junction is downgraded to a left-in only in the ‘do something’ post development 
scenario. 

 
 ***This junction only exists in the ‘do something’ post development scenario. 
 

Note: The above junction reference numbers are applied consistently throughout this 
Assessment and in the reporting of the findings of the subsequent traffic impact 
assessment. 

 
 Traffic Surveys 
 
7.3 Based upon the above study area, in order to determine baseline traffic flow 

information, a series of traffic surveys were undertaken. The details of these surveys 
are outlined below.  

 
Classified Turning Counts and Queue Lengths Surveys 

 
7.4 Classified turning counts to establish baseline traffic flows were carried out at the 

junctions listed in paragraph 7.2, from 07:00 to 10:00 and from 16:00 to 19:00 on 
Tuesday 11 March 2014. The locations of the surveys were agreed in advance with 
the local Highway Authority.  
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7.5 As part of the traffic counts described above, the maximum queue lengths were also 
measured at fifteen minute intervals.  This information was recorded to establish the 
extent and severity of queues at each junction and to allow the results of the baseline 
junction modelling to be validated. 

 
7.6 Full results of the classified turning counts and queue length surveys are included at 

Appendix J.  
 
 Automatic Traffic Counts 
 
7.7 In addition to the classified turning counts, an Automatic Traffic Counter (ATC) was 

placed on A4 Bath Road for a continuous 7-day period from Monday 10 March to 
Sunday 16 March in order to record speed and volume data by direction of flow.  

 
7.8 Full results from the ATC are also included at Appendix J. 
 
7.9 Traffic flow diagrams are included at Appendix U which present all the recorded 

baseline traffic flows.  
 
 Rat-Running 
 
7.10 In order to help determine what proportion of traffic currently using Mill Lane does so 

in order to avoid the A4 Bath Road / Berry Hill signal controlled ‘T’-Junction, vehicle 
registration plate matching surveys were undertaken between the hours of 08:00 - 
09:00 and 17:00 - 18:00  on Tuesday 1, Wednesday 2 and Thursday 3 July 2014. 
The surveys recorded the last three digits of all vehicles entering and exiting the Mill 
Lane / A4 Bath Road and Mill Lane / Berry Hill junctions.  Registration plates 
recorded at both junctions within 5 minutes have been assumed to be rat-running. 

 
7.11 The results of this exercise are presented in the tables below and in Appendix K:  
 

Summary of Total Recorded Traffic Using Mill Lane 
 

Date 
08:00 – 09:00 17:00 – 18:00 

Southbound Northbound Southbound Northbound 

Tuesday 1 - - 107 164 
Wednesday 2 400 160 - - 
Thursday 3 357 145 123 161 

 
Summary of Rat-Running Traffic 

 

Date 
AM PM 

Southbound Northbound Southbound Northbound 

Tuesday 1 - - 35 59 
Wednesday 2 157 47 - - 
Thursday 3 128 42 28 46 
Average 143 45 32 53 
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Percentage of Total Traffic Observed to be Rat-Running 
 

Date 
AM PM 

Southbound Northbound Southbound Northbound 

Tuesday 1 - - 33% 36% 
Wednesday 2 39% 29% - - 
Thursday 3 36% 29% 23% 29% 
Average 38% 29% 28% 33% 

 
7.12 It is evident from the above that between 30% and 40% of the total traffic using Mill 

Lane in the peak periods is doing so to avoid the Berry Hill / A4 Bath Road junction.  
The following traffic impact assessment has therefore adopted the average AM and 
PM rat-running flows, which have been duly redistributed across the network.   
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8.0 Existing and Future Traffic Generation, Distribution and Assignment 
 
8.1 The following paragraphs set out the methodology applied and the subsequent 

agreements reached with the local Highway Authority in respect of calculating 
existing and future traffic generation and its distribution and assignment across the 
local highway network and the resulting net change in vehicle trip generation arising 
from the proposed redevelopment of the site.  

 
8.2 As set out in Section 2.0, the application site already accommodates a number of 

existing residential properties, some of which fall within the applicants control and 
some which do not. The TRICS1 database has therefore been used to derive 
appropriate trip rates for these existing uses.  

 
Existing Trip Generation  

 
 Residential  
 
8.3 The TRICS database has been interrogated using land use class ‘Residential’ and 

sub land use ‘Houses Privately Owned’ in order to establish appropriate trip rates for 
the existing residential accommodation on the site. The table below sets out the trip 
rates agreed by the local Highway Authority as being appropriate for application to 
this element of the development, while the following table sets out the resulting 
number of vehicular trips based on the existing number of open market dwellings 
across the site (16). A copy of the relevant TRICS output is included at Appendix L.  

 
Privately Owned Houses Trip Rates 
 

Peak Hour 
Trip Rates (Trips per Dwelling) 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 0.154 0.396 0.550 

Weekday PM (17:00 to 18:00) 0.382 0.240 0.622 

Weekday Daily (07:00 to 19:00) 2.586 2.659 5.245 

 
Traffic Generation Arising From 16 Privately Owned Dwellings 

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 3 6 9 

Weekday PM (17:00 to 18:00) 6 4 10 

Weekday Daily (07:00 to 19:00) 41 43 84 

 
 
 
 
 

                                                
1 TRICS is the national standard system of trip generation and analysis in the UK and Ireland, and is 
widely used as part of the planning process by both developers and local authorities.  It is a database 
system containing survey data which allows its users to establish potential levels of trip generation for 
a wide range of development types. 
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 Offices  
 
8.4 The TRICS database has been interrogated using land use class ‘Employment’ and 

sub land use ‘Offices’ in order to derive appropriate trip rates for the quantum of 
office development that could currently be operational across the application site. 
The table below sets out the trip rates agreed by the local Highway Authority as 
being appropriate for application to this element of the development, while the 
following table sets out the resulting number of vehicular trips which could be 
generated by the 4,819m² of office floor space which could currently be operational 
across the site. A copy of the relevant TRICS output is included at Appendix M. 

 
Office Trip Rates 
 

Peak Hour 
Trip Rates (Trips per 100m²) 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 2.226 0.341 2.567 

Weekday PM (17:00 to 18:00) 0.197 2.388 2.585 

Weekday Daily (07:00 to 19:00) 10.515 10.684 21.199 

 
Traffic Generation Arising From 4,819m² of Office Floor Space  

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 107 16 123 

Weekday PM (17:00 to 18:00) 10 115 125 

Weekday Daily (07:00 to 19:00) 507 515 1,022 

  
 Hotel  
 
8.5 The TRICS database has been interrogated using land use class ‘Hotel, Food and 

Drink’ and sub land use ‘Hotels’ in order to derive appropriate trip rates for the 
existing Skindles Hotel and its consented development. The table below sets out the 
trip rates agreed by the local Highway Authority as being appropriate for application 
to this element of the development, while the following table sets out the resulting 
number of vehicular trips which could be generated by the 100 bedroom hotel which 
could currently be operational on the site. A copy of the relevant TRICS output is 
included at Appendix N. 

 
Hotel Trip Rates 
 

Peak Hour 
Trip Rates (Trips per Bedroom) 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 0.152 0.180 0.332 

Weekday PM (17:00 to 18:00) 0.213 0.171 0.384 

Weekday Daily (07:00 to 19:00) 1.794 1.763 3.557 
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Traffic Generation Arising From 100 Bedroom Hotel  
 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 15 18 33 

Weekday PM (17:00 to 18:00) 21 17 38 

Weekday Daily (07:00 to 19:00) 179 176 355 

 
 Commercial Uses  
 
8.6 Taplow Mill and the associated Severnside paper recycling plant and warehouse are 

relatively unique land uses and as such, the TRICS database contains very few 
comparable sites. Interrogation of TRICS shows only one comparative site within 
England, if one excludes Greater London from the search criteria.  In pre-application 
discussions however, the Highway Authority agreed that the trip rates from this site 
could be used to determine the traffic generation from the mill and recycling plant. 
The table below sets out the trip rates agreed by the local Highway Authority, while 
the following table sets out the resulting number of vehicular trips which could be 
generated by the 10,910m² of floor area associated with these uses. A copy of the 
relevant TRICS output is included at Appendix O. 

 
Mill and Recycling Plant Trip Rates 
 

Peak Hour 
Trip Rates (Trips per 100m2) 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 0.522 0.078 0.6 

Weekday PM (17:00 to 18:00) 0.043 0.348 0.391 

Weekday Daily (07:00 to 19:00) 1.999 1.895 3.894 

 
Traffic Generation Arising From 10,910m² of Floor Space  

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 57 9 66 

Weekday PM (17:00 to 18:00) 5 38 43 

Weekday Daily (07:00 to 19:00) 218 207 425 

 
 Other Existing Uses  
 
8.7 The other existing uses on the site, principally the boat houses / boatyard, sea cadets 

and gas holder and utility building are such that they are not expected to generate 
many, if any trips in the network peak hours.  As such, for the purposes of this 
assessment, it has been assumed that none of these uses generate any peak hour 
trips. 
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Total Existing Potential Traffic Generation from Development Accessed off Mill Lane  
 
8.8 Based upon the above assumptions, the site could be reasonably expected to 

generate the quantum of trips set out in the table below if all existing uses, both 
operational and redundant as well as unimplemented planning consents were 
realised and brought back into operation:   

 
Total Traffic Generation Arising From Extant and Consented Uses  

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 182 49 231 

Weekday PM (17:00 to 18:00) 42 174 216 

Weekday Daily (07:00 to 19:00) 945 941 1,886 

 
8.9 Although the above table presents the total quantum of traffic which could currently 

be accessing the site via Mill Lane, as noted in Section 2.0, some of the uses are 
outside of the control of the applicant and will therefore be retained in the post 
redevelopment scenario. As such, not all of the traffic presented above can be 
netted-off against the future traffic generation arising from the proposed uses. As 
such, the trips specifically associated with the following have been duly removed 
from the table above:  

 
 1-4 Mallards Reach (4 Units) 
 1-8 Pages Wharf (8 Units) 
 Driftwood Cottage (1 Unit) 
 Taplow Investments (1,310m²) 
 
 The total trip generation for these uses is set out in the table below.  
 

Total Traffic Generation Arising From Uses to be Retained which are Outside the 
Applicants Control 

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) (2 + 29) = 31 (5 + 4) = 9 (7 + 33) = 40 

Weekday PM (17:00 to 18:00) (5 + 3) = 8 (3 + 31) = 34 (8 + 34) = 42 

Weekday Daily (07:00 to 19:00) (34 + 138) = 172 (35 + 140) = 175 (69 + 278) =347 

 
 Note: Bracketed numbers are residential trip generation plus commercial trip 

generation for uses outside of the applicants’ control.   
 
8.10 On the basis of the above, the net traffic associated with those uses within the 

applicants control which will be permanently lost as a result of the development is set 
out below.  
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Total Traffic Generation Associated With Uses in Applicants Control  
 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 151 40 191 

Weekday PM (17:00 to 18:00) 34 140 174 

Weekday Daily (07:00 to 19:00) 773 766 1,539 

 
Future Trip Generation of Uses within the Applicant’s Control   

 
8.11 In the same manner as for the existing uses on site, the TRICS database has been 

used to derive appropriate trip rates for the proposed future uses.  The resulting trip 
rates and associated trip generation are set out in the following paragraphs.  

 
 Private Residential  
 
8.12 The same private residential trip rates as those used to calculate trip generation 

arising from the existing residential units on site have been applied to calculate the 
trip generation arising from the 83 new build houses proposed. The resulting trip 
generation is set out in the table below:  

 
Traffic Generation Arising From 83 Privately Owned Dwellings 

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 13 33 46 

Weekday PM (17:00 to 18:00) 32 20 52 

Weekday Daily (07:00 to 19:00) 215 221 435 

 
8.13 It is proposed to provide 68 private residential apartments and 20 affordable (shared 

ownership) apartments as part of the development. The TRICS database has been 
interrogated using land use class ‘Residential’ and sub land use ‘Privately Owned 
Flats’ to derive appropriate trip rates for these use classes. The table below sets out 
the trip rates agreed by the local Highway Authority as being appropriate for 
application to this element of the development, while the following table sets out the 
resulting number of vehicular trips based on the 88 apartments. It should be noted 
that this is a robust approach given the application of a private residential trip rate to 
the 20 affordable apartments  A copy of the relevant TRICS output is included at 
Appendix P.  

 
Privately Owned Flats Trip Rates 
 

Peak Hour 
Trip Rates (Trips per Dwelling) 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 0.064 0.227 0.291 

Weekday PM (17:00 to 18:00)  0.217  0.112  0.329 

Weekday Daily (07:00 to 19:00) 1.620 1.506 3.126 
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Traffic Generation Arising From 88 Privately Owned Dwellings 
 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 6 20 26 

Weekday PM (17:00 to 18:00)  19  10  29 

Weekday Daily (07:00 to 19:00) 143 133 275 

 
 Senior Living Units  
  
8.14 The TRICS database has been interrogated using land use class ‘Residential’ and 

sub land use ‘Sheltered Accommodation’ in order to derive appropriate trip rates for 
proposed Senior Living Units. The table below sets out the trip rates agreed by the 
local Highway Authority as being appropriate for application to this element of the 
development, while the following table sets out the resulting number of vehicular trips 
which could be generated by the 40 proposed units. A copy of the relevant TRICS 
output is included at Appendix Q. 

 
Senior Living Units Trip Rates 
 

Peak Hour 
Trip Rates (Trips per Dwelling) 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 0.095 0.1 0.195 

Weekday PM (17:00 to 18:00) 0.097 0.105 0.202 

Weekday Daily (07:00 to 19:00) 1.219 1.268 2.487 

 
Traffic Generation Arising From 40 Senior Living Units 

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 4 4 8 

Weekday PM (17:00 to 18:00) 4 4 8 

Weekday Daily (07:00 to 19:00) 49 51 100 

 
 Restaurant  
 
8.15 The TRICS database has been interrogated using land use class ‘Hotel, Food and 

Drink’ and sub land use ‘Restaurants’ in order to derive appropriate trip rates for 
proposed restaurant. The table below sets out the trip rates agreed by the local 
Highway Authority as being appropriate for application to this element of the 
development, while the following table sets out the resulting number of vehicular trips 
which could be generated by the proposed 384m² unit. A copy of the relevant TRICS 
output is included at Appendix R. 
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Restaurant Trip Rates 
 

Peak Hour 
Trip Rates (Trips per 100m²) 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) - - - 

Weekday PM (17:00 to 18:00) 3.415 2.142 5.554 

Weekday Daily (07:00 to 19:00) 26.25 21.33 47.58 

 
Traffic Generation Arising From 384m² Restaurant 

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 0 0 0 

Weekday PM (17:00 to 18:00) 13 8 21 

Weekday Daily (07:00 to 19:00) 101 82 183 

 
 Commercial Offices  
 
8.16 The same commercial office trip rates as those used to calculate trip generation 

arising from the existing office space on site have been applied to calculate the trip 
generation arising from the additional new build proposed. The resulting trip 
generation is set out in the table below:  

 
Traffic Generation Arising From the 941m² of Office Floor Space 

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 21 3 24 

Weekday PM (17:00 to 18:00) 2 22 24 

Weekday Daily (07:00 to 19:00) 99 100 199 

 
Total Proposed New Traffic Generation 

 
8.17 Based upon the above assumptions, the proposed development could be reasonably 

expected to generate the trips set out in the table below when all proposed new uses 
are operational:   

 
Total Traffic Generation Arising From Proposed New Uses Within Applicants Control 

 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) 44 60 104 

Weekday PM (17:00 to 18:00) 70 64 134 

Weekday Daily (07:00 to 19:00) 607 587 1,194 
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 Net Traffic Generation  
 
8.18 The table below presents the difference in vehicular trips between the existing and 

proposed uses which are within the applicant’s control.  
 

Net Traffic Generation  
 

Peak Hour 
Vehicular Trips 

Arrivals Departures Two-Way 

Weekday AM (08:00 to 09:00) -107 20 -87 

Weekday PM (17:00 to 18:00)  36  -76  -40 

Weekday Daily (07:00 to 19:00) -166 -179 -345 

 
8.19 It is evident from the above table that once the trips which could currently be being 

generated by those uses within the site, that are currently under the applicants 
control, have been netted-off against the total quantum of trips which the proposed 
development is predicted to generate, the development would give rise to a 
significant reduction in AM and PM peak hour trip generation..  

 
8.20 Indeed, it should be noted that no allowance has been made in the netting-off for 

trips associated with the existing gas holder and utility buildings and that an overly 
robust trip rate has been applied to the affordable apartments and therefore it is 
arguable that the above table presents an overly pessimistic view of the net change 
in trip generation.     
 

8.21 It is on the basis of the above which the following impact assessment has been 
undertaken.  
 
Trip Distribution – Residential  

 
8.22 In order to determine how traffic associated with the proposed residential element of 

the development will distribute across the study area, reference has been made to 
the 2001 Census and specifically datasets that relate to travel to work patterns from 
the ward of Taplow to all other UK wards.  All trips have been assigned to the local 
highway network using the fastest route which has been established using Google 
Maps and that most logical given the location of the site on the highway network.  

 
8.23 On this basis, the assumptions that have been applied to the distribution of 

residential development traffic are set out below: 
 

- 43.1% travels west along A4 Bath Road; of which 
- 4.6% turns right at the Ray Mead Road Roundabout and  
- 38.5% carries straight-on   

 
- 56.9% travels east along A4 Bath Road; of which 
- 23.3% turns left at the Berry Hill signalised junction and  
- 33.7% carries straight-on along A4 Bath Road.  
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Trip Distribution – Commercial  
 

8.24 The same methodology has been used to derive the distribution of trips associated 
with the retained and proposed commercial uses on site.  However, rather than using 
travel to work patterns extracted from the 2001 census for the Taplow wards, all 
other UK wards were interrogated to establish inbound employment trips to the 
Taplow ward. All trips have been assigned to the local highway network using the 
fastest route which has been established using Google Maps and that most logical 
given the location of the site on the highway network.  

 
8.25 On this basis, the assumptions that have been applied to the distribution of 

commercial development traffic are set out below: 
 

- 51.7% travels west along A4 Bath Road; of which 
- 4.3% turns right at the Ray Mead Road Roundabout and  
- 47.4% carries straight-on   

 
- 48.3% travels east along A4 Bath Road; of which 
- 23.4% turns left at the Berry Hill signalised junction and  
- 24.9% carries straight-on along A4 Bath Road.  

 
 Re-Distribution of Rat-Running Trips   
 
8.26 Following the closure of Mill Lane to through traffic, the existing trips identified as 

currently rat-running between A4 Bath Road and Berry Hill will redistribute 
accordingly.  This redistribution therefore needs to be taken into account in the ‘do 
something’ traffic impact assessment scenarios.   

 
8.27 As such, in order to redistribute this traffic, it has been assumed that any rat-running 

traffic travelling north along Mill Lane, i.e. from A4 Bath Road through to Berry Hill will 
instead continue eastbound along A4 Bath Road and turn left at the A4 Bath Road / 
Berry Hill junction onto Berry Hill. Similarly, any rat-running traffic travelling south 
along Mill Lane, i.e. from Berry Hill to A4 Bath Road has instead been assumed to 
continue to travel southbound down to the A4 Bath Road / Berry Hill junction and turn 
right onto A4 Bath Road.  As such, in simple terms, it has been assumed that the 
origin and destination of rat-running traffic remains the same, but rather than it using 
Mill Lane, it uses the principal highway network instead.  

 
8.28 It should of course be recognised that in reality, some drivers may be put off from 

using A4 Bath Road in the absence of the availability of Mill Lane as a rat-run and 
thus may choose to re-route entirely and consequently traffic flows along A4 Bath 
Road and Berry Hill may reduce accordingly. However, given that this cannot be 
readily quantified, no such allowance has been accounted for within the following 
Assessment.     

 
8.29 It is therefore on the basis of the above distribution methodology that the following 

development impact assessment has been undertaken. Appendix U includes traffic 
flow diagrams illustrating the distribution of development traffic. 
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9.0 Assessment Scenarios and Traffic Growth   

 
9.1 This section describes the various assessment scenarios which have been 

considered through the following development impact assessment, as well as the 
assumptions that have been made in respect to background traffic growth.  

 
 Assessment Scenarios  
 
9.2 As set out in Section 4.0, it is proposed that the development be built out in eight 

broad phases, concluding in 2019, by which time the development would be 
completely built and fully occupied and critically, Mill Lane closed to through traffic.  

 
9.3 As such, to ensure that the development impact assessment is completed on the 

most robust basis, the impact of the development has been assessed in the year it is 
anticipated to be complete, rather than adopting a more piecemeal approach and 
thus 2019 has been taken as the ‘assessment year’.  

 
9.4 Conventionally, and in line with Department for Transport Guidance, a ‘future year’ 

assessment 5 years hence from completion of the ‘assessment’ year has also been 
undertaken, i.e. in this case, 2024. 

 
9.5 In order for the impact of the development to be clearly defined, a series of ‘do 

nothing’ assessments have also been undertaken in the ‘assessment’ and ‘future’ 
years of 2019 and 2024, the results of which have been compared to the ‘do 
something’ assessments undertaken in the same horizon years.    

 
9.6 In addition to the above, given the quantum of currently vacant and unoccupied floor 

area across the site, as well as the extant but unimplemented consents, it is 
necessary to also look at an ‘inflated’ ‘do nothing’ scenario in order to be able to 
understand how the network would be operating in the ‘assessment’ and ‘future’ 
years if the total quantum of development accessed off Mill Lane (that which is both 
consented but not build and that which is redundant) were to be brought back into 
operation, which is a situation which could prevail without recourse back to the 
planning system and thus the resulting network conditions would have to be 
accepted by the Highway Authority. 

 
9.7 On this basis, this Assessment examines the operation of the junctions at which the 

development is identified as having a material impact (See section 10.0) in the 
following scenarios:  

 
• 2014 Base Year; 
• 2019 Assessment Year ‘Do Nothing’; 
• 2019 Assessment Year ‘Do Nothing – Inflated’; 
• 2024 Future Year ‘Do Nothing’; 
• 2024 Future Year ‘Do Nothing – Inflated’; 
• 2019 Assessment Year ‘Do Something’; and 
• 2024 Future Year ‘Do Something’. 

 
Note:  
 
‘Do Nothing’ – without proposed development traffic and without the redistribution of rat-
running traffic.  
‘Do Something’ – with development traffic and with the redistribution of rat-running traffic. 
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9.8 The methodology applied to generate the traffic flows used in each assessment 
scenario is set out below:  

 
 Baseline: 
 

- 2014 Baseline - uses recorded baseline traffic data. 
 
Do Nothing: 
 
- 2019 and 2024 ‘Do Nothing’ - uses recorded baseline traffic data growthed up to 

the horizon years using TEMPRO growth rates (see further detail below). 
Assumes that extant permissions and existing unoccupied uses remain unused / 
not enacted. 

 
- 2019 and 2024 ‘Do Nothing - Inflated’ - uses recorded baseline traffic data 

growthed up to the horizon years using TEMPRO. Adds the additional traffic 
which could be generated by the site if extant and consented uses were brought 
into use. 

 
‘Do Something’:  

 
- 2019 and 2024 ‘Do Something’ - uses growthed ‘Do Nothing - Inflated’ flows, 

minus rat-running traffic to leave residual traffic associated with existing uses on 
site.  Removes residual traffic associated with existing uses in applicants control 
to leave trips associated with uses outside applicants’ control. Replaces 
applicants existing trip generation with traffic associated with applicants 
proposed uses.  Reassign rat-running traffic. 

 
9.9 Within the above, a small allowance has been made for residential units retained at 

the north-eastern end of Mill Lane which will continue to use Mill Lane / Berry Hill 
junction. These are units which fall outside of the Mill site and thus are not accounted 
for anywhere other than within the baseline surveys. 

 
9.10 It is therefore on the basis of the above assessment scenarios that the following 

impact assessment has been undertaken. Appendix U includes traffic flow diagrams 
illustrating the resulting traffic flows for each assessment scenario. 

 
 Traffic Growth  
 
9.11 At pre-application stage, Glanville contended that because the A4 Bath Road corridor 

is already congested at peak times, it was inappropriate to assume that any growth in 
background traffic flows could be accommodated and thus, no allowance should be 
made for background growth in the following Assessment. 

 
9.12 Notwithstanding, the Highway Authority considered that there was scope for further 

growth on the network and as such, suitable allowance for such should be made 
within the Assessment. Therefore, in order to determine appropriate growth rates, the 
TEMPRO database has been interrogated for the period up to 2024.  TEMPRO 
presents growth rates for different ‘geographical areas’ and in this regard, because of 
the location of the site, it has been considered appropriate to select Maidenhead 
‘Part of’ (which includes the site on its very eastern boundary) and Slough ‘Part of’, 
located to the east of the site. 
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9.13 Given that the site is located broadly between these two areas, an average of the 
growth rates associated with each area has been taken. This methodology has been 
applied to the AM and PM peaks, the results of which are presented in the table 
below and are corroborated by the screen shots included at Appendix S:  

 
Slough ‘Part Of’ AM Peak PM Peak 
2014 – 2019 1.0585 1.0579 
2014 – 2024 1.1298 1.1299 

Maidenhead ‘Part Of’ AM Peak PM Peak 
2014 – 2019 1.0578 1.0575 
2014 – 2024 1.1298 1.1309 
Average AM Peak PM Peak 

2014 – 2019 1.0582 1.0577 
2014 – 2024 1.1298 1.1304 

 
9.14 The above growth rates have been duly applied to the recorded background traffic 

flows in order to derive growthed traffic flows for the horizon years of 2019 and 2024.   
Traffic flow diagrams are presented in Appendix U.  

 
9.15 It should be noted that the Transport Assessment that was undertaken by Mayer 

Brown in relation to the proposed Sainsbury store extension at Lake End Road, 
Taplow, allowed for only 3.98% growth up to 2017 in the PM peak (no AM rates were 
presented). This is clearly considerably below the growth rates being applied in this 
instance and thus it should be appreciated that the junction capacity results 
presented herein are extremely robust.  
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10.0 Impact Assessment  

 
10.1 This section presents the results of the traffic impact assessment that has been 

undertaken in order to determine the anticipated changes in turning movements at 
the junctions across the study area following completion of the development.   

 
10.2 Notwithstanding the significant reduction in AM and PM peak hour traffic generation 

which the proposed development gives rise to and which arguably suggests that it is 
not necessary to undertake any traffic impact assessment, given that the 
development helps deliver one of the principal aspirations of the site wide SPD, that 
of the closure of Mill Lane to through traffic, two impact assessments have been 
undertaken.  The first assumes that the development occurs without the closure of 
Mill Lane and thus rat-running remains, while the second assumes that Mill Lane is 
closed to through traffic and thus rat-running traffic redistributes across the network 
accordingly. Both assessments are based upon a comparison between the ‘do 
something’ scenario and the ‘do nothing inflated’ scenario.  

 
10.3 It is important that these two assessments are completed in order to allow the 

respective impact of the development to be seen on a standalone basis against the 
impact which arises as a result of the closure of Mill Lane to through traffic.  

  
Development Impact without Redistribution of Rat-Running Traffic  

  
 
Ref Junction 

% Impact 2019 % Impact 2024 
AM 
Peak 

PM 
Peak 

AM 
Peak 

PM 
Peak 

1 Bridge Road / Oldfield Road / Lassell 
Gardens -1.8% -1.0% -1.7% -0.9% 

2 A4 Bath Road / A4094 Ray Mead Road -1.8% -1.0% -1.7% -1.0% 
3 Mill Lane / A4 Bath Road -2.9% -1.3% -2.7% -1.2% 
4 A4 Bath Road / Ellington Road -0.8% -0.1% -0.7% -0.1% 
5 A4 Bath Road / Berry Hill -0.8% -0.1% -0.7% -0.1% 
6 Bath Road / Approach Road -1.0% -0.1% -1.0% -0.1% 
7 Mill Lane / Berry Hill -2.8% -1.8% -2.7% -1.7% 
8 Berry Hill / Rectory Road -2.6% -1.7% -2.5% -1.6% 

 
Development Impact with Redistributed Rat-Running Traffic  

  

Ref Junction 
% Impact 2019 % Impact 2024 
AM 
Peak 

PM 
Peak 

AM 
Peak 

PM 
Peak 

1 Bridge Road / Oldfield Road / Lassell 
Gardens -1.8% -1.0% -1.7% -0.9% 

2 A4 Bath Road / A4094 Ray Mead Road -1.8% -1.0% -1.7% -1.0% 
3 Mill Lane / A4 Bath Road -1.5% 0.4% -1.4% 0.4% 
4 A4 Bath Road / Ellington Road 11.3% 5.8% 11.3% 5.7% 
5 A4 Bath Road / Berry Hill 11.5% 5.6% 11.4% 5.5% 
6 Bath Road / Approach Road -1.0% -0.1% -1.0% -0.1% 
7 Mill Lane / Berry Hill -2.8% -1.8% -2.7% -1.7% 
8 Berry Hill / Rectory Road -2.6% -1.7% -2.5% -1.6% 
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10.4 The above tables clearly demonstrate that if the development were to proceed 
without the closure of Mill Lane to through traffic, the development would in effect 
have a beneficial impact across the highway network in both the AM and PM peak 
periods by virtue of the net reduction in trips arising from the change in development 
mix across the site.   

 
10.5 On this basis, if one were to disregard the impact of closing Mill Lane, no off-site 

junction capacity assessments would need to be undertaken.  However, it is evident 
that by delivering the aspiration of closing Mill Lane to through traffic as a by-product 
of the proposed development, it is this which has the greatest impact upon the study 
area.   

 
10.6 As such, it should be noted that given the unsuitable nature of Mill Lane to 

accommodate rat-running trips and the highway safety concerns which arise as a 
result, it is arguable that the Highway Authority ought to be addressing the matter of 
rat-running as part of their statutory duties and therefore the applicant should not be 
regarded as responsible for mitigating the impact of ensuring that strategic traffic 
uses the principal highway network, rather than unsuitable unclassified routes.  

 
10.7 Notwithstanding the above, the junctions at which the impact of redistributing rat-

running traffic is most keenly felt are as follows and therefore it is these junctions that 
will be assessed in terms of their residual capacity:  

 
 Junction 3: Mill Lane / A4 Bath Road – Priority Crossroads Junction*; 

Junction 4: A4 Bath Road / Ellington Road – Priority ‘T’-Junction; and 
Junction 5: A4 Bath Road / Berry Hill – Signal controlled ‘T’-Junction. 
 

 *in the ‘do something’ scenarios, the Assessment will focus on Junction 3a 
(Realigned Mill Lane / A4 Bath Road – Roundabout Junction) given that Junction 3 is 
downgraded as part of the development.  

 
10.8 On this basis, it is at these junctions at which the impact of the redistribution of rat-

running traffic will be tested in detail.   The methodology and findings of these more 
detailed assessments are set out in the following sections.  
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11.0 Baseline Operating Conditions 

 
11.1 In order to be able to fully assess the impact of the proposed development, it is firstly 

important to understand the existing operating conditions which prevail at the key 
junctions within the study area. The following paragraphs present the results of the 
modelling exercise that has been undertaken in this regard,  

   
11.2 The modelling work has been undertaken using the nationally recognised software 

packages Junctions 8 (which incorporates ARCADY and PICADY) for roundabout 
and priority junctions and LinSig V.3,2,6,0 for signalised junctions.  

 
11.3 The junction models have been constructed using geometry derived through an 

interrogation of OS datum. Where necessary for signal controlled junctions, details of 
existing stage timings, phasing, inter-green times and controller information has been 
obtained from the Highway Authority, a copy of which is included in Appendix T.  

 
11.4 In order to ensure that the results of the junction capacity assessments are 

representative of actual operating conditions, all models have been calibrated using 
the queue length data recorded at each junction during the traffic surveys.  

 
11.5 Turning to the presentation of the results of the capacity analysis, throughout the 

Assessment, the following acronyms are applied:   
 
 RFC   Ratio of Flow to Capacity (for priority junctions) 
 Deg Sat Degree of Saturation (for signal controlled junctions) 
 Q  Queue length (vehicles) 
 
11.6 It is generally accepted that RFC values of 0.85 or less and Degree of Saturation 

values of 90% or less indicate that a junction is operating within capacity as this gives 
some margin for error in the prediction of capacity and variations in traffic flow. 
Therefore, junctions are only identified as operating over capacity if these values are 
exceeded.  Signal junctions with less than 10% Practical Reserve Capacity are also 
generally considered to be nearing theoretical operating capacity.  

 
 Baseline Capacity Results  
 
11.7 The following tables present the results of the baseline capacity results which have 

been undertaken using the above described methodology while the junction output 
data is contained in Appendix V. 

 
11.8 Although the existing A4 Bath Road / Mill Lane junction will be downgraded in the ‘do 

something’ scenario to allow left-in manoeuvres only, for completeness, the existing 
junction arrangement has been modelled using 2014 baseline traffic data, the results 
of which are presented in the table below. 
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Junction 3: 2014 ‘Baseline’ A4 Bath Road / Mill Lane / River Road – Priority 
Crossroads 

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-ACD River Road to Bath Road (East) 
/ Bath Road (West) / Mill Lane 0.09 0.10 0.26 0.35 

A-BCD Bath Road (East) to River Road 
/ Bath Road (West) / Mill Lane 0.00 0.00 0.02 0.02 

D-AB Mill Lane to Bath Road (East) 
 / River Road 

1.52 1.97 0.09 0.10 

D-BC Mill Lane to River Road 
/ Bath Road (West) 

1.49 39.56 0.72 2.08 

C-ABD Bath Road (West) to Bath Road 
(East)  / River Road / Mill Lane 0.02 0.02 0.11 0.15 

 
11.9 The results above indicate that the Mill Lane arm of the junction is currently operating 

over capacity in the AM peak period with an RFC value considerably in excess of 
0.85 and queue lengths of approaching 50 vehicles on the right-turn out of the 
junction. In the PM peak, although the junction is broadly operating within capacity, 
again the Mill Lane arm is approaching capacity with an RFC value of 0.71.  

 
11.10 The two key ‘off-site’ junctions within the study area are junctions 4 and 5, and the 

results of the baseline capacity assessments are presented below.  
 

Junction 4: 2014 ‘Baseline’ A4 Bath Road / Ellington Road - Priority ‘T’-Junction   
 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.02 0.02 0.02 0.02 

B-A Ellington Road to Bath Road 
(East) 0.15 0.18 0.13 0.14 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.02 0.02 0.04 0.04 

 
 Junction 5: 2014 ‘Baseline’ A4 Bath Road / Berry Hill - Signalised Crossroads 

Junction  
 

Ref. Movement 
Weekday AM Weekday PM 

Deg Sat 
(%) 

MMQ 
(PCU) 

Deg Sat 
(%) 

MMQ 
(PCU) 

1/1 + 1/2 Bath Road (East) – Right / Left / 
Ahead 39.2 5.6 65.8 12.8 

2/1 Bath Road (West) – Ahead / Right 
/ Left 82.6 21.0 79.5 19.1 

3/1 Berry Hill – Left / Right / Ahead 82.3 7.9 76.8 6.9 
7/1 Barge Farm – Right / Left / Ahead 3.1 0.2 2.1 0.1 

Practical Reserve Capacity 8.9 13.2 
Total Delay 11.10 11.33 

Cycle Time 90 90 
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11.11 It is evident from the above capacity analysis that although Degrees of Saturation at 
the A4 Bath Road / Berry Hill Signalised ‘T’-junction in both the AM and PM peaks 
remain below 90%, in the AM peak less than 10% Practical Reserve Capacity is 
retained within the junction and therefore it is evident that the junction is nearing 
capacity. The A4 Bath Road / Ellington Road Priority ‘T’-Junction however is shown 
to be operating well within capacity.  
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12.0 ‘Do Nothing’ and ‘Do Nothing Inflated’ Assessment Scenarios 
 
12.1 This section sets out the results of the modelling exercise that has been undertaken 

to assess how the key junctions within the study area will operate in the horizon 
years of 2019 and 2024 allowing simply for traffic growth and the additional traffic 
which could be generated if the vacant floor area and extant planning consents 
across the site were fully realised. The results of this analysis are presented in the 
tables below, while the junction output data is contained in Appendix W. 

 
 ‘Do Nothing’ - 2019 
 

Junction 3: 2019 ‘Do Nothing’ A4 Bath Road / Mill Lane / River Road - Priority 
Crossroads 

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-ACD River Road to Bath Road 
(West) / Mill Lane 0.10 0.11 0.37 0.56 

A-BCD Bath Road (East) to River Road 
/ Bath Road (West) / Mill Lane 0.00 0.00 0.02 0.02 

D-AB Mill Lane to Bath Road (East) 
 / River Road 

1.89 2.48 1.17 2.33 

D-BC Mill Lane to River Road 
/ Bath Road (West) 

1.89 59.94 1.14 7.11 

C-ABD Bath Road (West) to Bath Road 
(East)  / River Road / Mill Lane 0.02 0.03 0.12 0.18 

 
12.3 It is evident from the above that the addition of background traffic growth will have a 

detrimental impact upon the way in which the junction would operate, with RFC 
values of well in excess of 0.85 and queues of circa 60 vehicles in the AM peak hour 
on Mill Lane.   

 
Junction 4: 2019 ‘Do Nothing’ A4 Bath Road / Ellington Road - Priority ‘T’-Junction   

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.02 0.03 0.03 0.03 

B-A Ellington Road to Bath Road 
(East) 0.18 0.22 0.18 0.22 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.02 0.02 0.04 0.05 

 
12.4 The addition of background traffic growth to recorded baseline traffic flows does not 

materially affect the operation of the junction and thus it will continue to operate 
within capacity in the 2019 ‘Do Nothing’ scenario.  
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Junction 5: 2019 ‘Do Nothing’ A4 Bath Road / Berry Hill - Signalised Cross-Roads 
Junction 

 

Ref. Movement 
Weekday AM Weekday PM 

Deg Sat 
(%) 

MMQ 
(PCU) 

Deg Sat 
(%) 

MMQ 
(PCU) 

1/1 + 1/2 Bath Road (East) – Right / Left / 
Ahead 41.4 6.1 69.7 14.2 

2/1 Bath Road (West) – Ahead / Right 
/ Left 87.4 25.0 84.0 22.2 

3/1 Berry Hill – Left / Right / Ahead 87.1 9.1 81.6 7.7 
7/1 Barge Farm – Right / Left / Ahead 3.4 0.2 2.1 0.1 

Practical Reserve Capacity 3.0 7.1 
Total Delay 13.58 13.38 

Cycle Time 90 90 
 
12.5 As one would expect, the operating conditions of the junction worsen with the 

addition of background growth, with PRC values in both the AM and PM peaks 
reducing to below 10%, albeit, Degrees of Saturation remain below 90%.    

 
12.6 It is evident from the above output data, that if the proposed development were not to 

come forward, the operation of the existing A4 Bath Road / Mill Lane junction, as well 
as the junctions in the immediate vicinity of the site, would get progressively worse 
simply as a result of background traffic growth.  

 
‘Do Nothing’ - 2024 

 

Junction 3: 2024 ‘Do Nothing’ A4 Bath Road / Mill Lane / River Road - Priority 
Crossroads 

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-ACD River Road to Bath Road 
(West) / Mill Lane 0.12 0.13 0.87 2.96 

A-BCD Bath Road (East) to River Road 
/ Bath Road (West) / Mill Lane 0.00 0.00 0.02 0.03 

D-AB Mill Lane to Bath Road (East) 
 / River Road 

2.34 3.92 3.37 5.75 

D-BC Mill Lane to River Road 
/ Bath Road (West) 

2.71 93.67 3.31 24.78 

C-ABD Bath Road (West) to Bath Road 
(East)  / River Road / Mill Lane 0.02 0.03 0.14 0.22 

 
12.7 Again, the addition of traffic growth through to 2024 would have a detrimental impact 

upon the way in which the junction would operate, particularly in the PM peak hour 
when the junction would experience RFC values of in excess of 6.0 and queues of 
circa 30 vehicles.  It should be noted that the nature of the modelling software is such 
that once RFC have exceeded 1.0, then the results can worsen exponentially and 
therefore the presented results are likely to be worse than those that would prevail in 
reality.   
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Junction 4: 2024 ‘Do Nothing’ A4 Bath Road / Ellington Road - Priority ‘T’-Junction   
 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.03 0.03 0.03 0.03 

B-A Ellington Road to Bath Road 
(East) 0.23 0.29 0.35 0.49 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.02 0.02 0.05 0.05 

 
12.8 The addition of background traffic growth to recorded baseline traffic flows does not 

materially affect the operation of the junction and thus it will continue to operate 
within capacity in the 2024 ‘Do Nothing’ scenario. 

 
Junction 5: 2024 ‘Do Nothing’ A4 Bath Road / Berry Hill - Signalised Cross-Roads 
Junction 

 

Ref. Movement 
Weekday AM Weekday PM 

Deg Sat 
(%) 

MMQ 
(PCU) 

Deg Sat 
(%) 

MMQ 
(PCU) 

1/1 + 1/2 Bath Road (East) – Right / Left / 
Ahead 44.2 6.7 74.5 16.4 

2/1 Bath Road (West) – Ahead / Right 
/ Left 

93.3 31.9 89.8 27.4 

3/1 Berry Hill – Left / Right / Ahead 92.9 11.2 86.7 9.0 
7/1 Barge Farm – Right / Left / Ahead 3.8 0.2 2.4 0.2 

Practical Reserve Capacity -3.7 0.2 
Total Delay 18.95 17.11 

Cycle Time 90 90 
 
12.9 The application of growth through to 2024 would see the junction experience 

Degrees of Saturation in excess of 0.85 and a negative PRC value in the AM peak 
hour. Very little PRC is retained in the PM peak with Degrees of Saturation 
approaching 90%.   

 
12.10 It is evident from the above output data, that if the proposed development were not to 

come forward, the operation of the existing A4 Bath Road / Mill Lane junction, as well 
as the junctions in the immediate vicinity of the site, would get progressively worse 
simply as a result of background traffic growth. 

 
 ‘Do Nothing Inflated’ - 2019  
 
12.11 As noted in preceding sections of this report, the development site is currently 

underutilised with a significant proportion of vacant floor area and a number of extant 
planning consents which have not been realised. The established planning position is 
that this floor area could be brought back into operation without recourse to the 
planning system and thus the traffic which would be generated by this floor area 
could be added to the highway network, with a consequential impact upon the 
operation of local junctions. 
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12.12 Given the above, it is considered appropriate to model those junctions in the study 
area identified as being materially impacted upon as a result of the redistribution of 
rat-running trips on the basis of an inflated baseline, including background growth, in 
the future years of 2019 and 2024.   

 
Junction 3: 2019 ‘Do Nothing Inflated’ A4 Bath Road / Mill Lane / River - Road 
Priority Crossroads 

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-CD River Road to Bath Road 
(West) / Mill Lane 0.14 0.16 999.00 46.88 

A-BCD Bath Road (East) to River Road 
/ Bath Road (West) / Mill Lane 0.25 0.50 0.05 0.07 

D-AB Mill Lane to Bath Road (East) 
 / River Road 

15.70 8.65 999.00 37.71 

D-BC Mill Lane to River Road 
/ Bath Road (West) 

16.86 130.53 999.00 110.74 

C-ABD Bath Road (West) to Bath Road 
(East)  / River Road / Mill Lane 0.02 0.03 0.15 0.25 

 
12.13 The combined impact of the addition of trips which could be generated by the 

unoccupied and consented floor space to the junction as well as background traffic 
growth have a significant adverse impact upon the way in which the junction would 
operate.  Again, the limitations of the software package likely results in the 
presentation of results that are worse than those that would prevail in reality, 
however notwithstanding, it is evident that the existing Mill Lane junction would be 
under significant pressure and operating in excess of its theoretical capacity.  

 
Junction 4: 2019 ‘Do Nothing Inflated’ A4 Bath Road / Ellington Road - Priority ‘T’-
Junction   

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.03 0.03 0.03 0.03 

B-A Ellington Road to Bath Road 
(East) 0.18 0.22 0.20 0.23 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.02 0.02 0.04 0.05 

 
12.14 The addition to recorded baseline traffic flows of background traffic growth and the 

additional traffic which could be being generated by the site does not materially affect 
the operation of the junction and thus it would continue to operate within capacity in 
the 2019 ‘Do Nothing Inflated’ scenario. 
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Junction 5: 2019 ‘Do Nothing Inflated’ A4 Bath Road / Berry Hill - Signalised Cross-
Roads Junction 

 

Ref. Movement 
Weekday AM Weekday PM 

Deg Sat 
(%) 

MMQ 
(PCU) 

Deg Sat 
(%) 

MMQ 
(PCU) 

1/1 + 1/2 Bath Road (East) – Right / Left / 
Ahead 45.0 6.8 70.0 14.3 

2/1 Bath Road (West) – Ahead / Right 
/ Left 88.1 25.7 87.4 25.0 

3/1 Berry Hill – Left / Right / Ahead 87.8 9.2 82.3 7.9 
7/1 Barge Farm – Right / Left / Ahead 3.4 0.2 2.1 0.1 

Practical Reserve Capacity 2.1 3.0 
Total Delay 14.19 14.61 

Cycle Time 90 90 
 
12.15 As one would expect, the operating conditions of the junction worsen when 

compared to the ‘do nothing’ scenario once those trips which could be generated by 
the unoccupied and consented floor space are added to the network, with PRC 
values in both the AM and PM peaks below 10%.  

 
12.16 It is evident from the above output data, that if the proposed development were not to 

come forward, the operation of the existing A4 Bath Road / Mill Lane junction, as well 
as the junctions in the vicinity of the site would get progressively worse if the 
unoccupied and consented floor area across the site were to come back into 
operation.  

 
‘Do Nothing Inflated’ - 2024 

  

12.17 The following paragraphs present the findings of the same exercise as undertaken 
above but for the horizon year of 2024.   

 
Junction 3: 2024 ‘Do Nothing Inflated’ A4 Bath Road / Mill Lane / River Road - 
Priority Crossroads 

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-CD River Road to Bath Road 
(West) / Mill Lane 0.08 0.08 1.87 9.78 

A-BCD Bath Road (East) to River Road 
/ Bath Road (West) / Mill Lane 0.01 0.01 0.05 0.06 

D-AB Mill Lane to Bath Road (East) 
 / River Road 

2.44 5.31 999.00 7.21 

D-BC Mill Lane to River Road 
/ Bath Road (West) 

2.76 68.55 999.00 33.65 

C-ABD Bath Road (West) to Bath Road 
(East)  / River Road / Mill Lane 0.02 0.02 0.13 0.19 
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12.18 Again, the addition of trips which could be generated by the unoccupied and 
consented floor space to the junction have a detrimental impact upon the way in 
which the junction would operate, particularly in the PM peak hour when the junction 
would experience RFC values of well in excess of 0.85 and queues of circa 30 
vehicles.  Note again the limitations of the software in terms of the ability to present 
representative capacity results.  

 
Junction 4: 2024 ‘Do Nothing Inflated’ A4 Bath Road / Ellington Road - Priority ‘T’-
Junction   

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.03 0.03 0.04 0.04 

B-A Ellington Road to Bath Road 
(East) 0.22 0.28 0.41 0.61 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.02 0.02 0.05 0.06 

 
12.19 The addition to recorded baseline traffic flows of background traffic growth and the 

additional traffic which could be being generated by the site does not materially affect 
the operation of the junction and thus it would continue to operate within capacity in 
the 2024 ‘Do Nothing Inflated’ scenario. 

 
Junction 5: 2024 ‘Do Nothing Inflated’ A4 Bath Road / Berry Hill - Signalised Cross-
Roads Junction 

 

Ref. Movement 
Weekday AM Weekday PM 

Deg Sat 
(%) 

MMQ 
(PCU) 

Deg Sat 
(%) 

MMQ 
(PCU) 

1/1 + 1/2 Bath Road (East) – Right / Left / 
Ahead 47.7 7.4 74.8 16.5 

2/1 Bath Road (West) – Ahead / Right 
/ Left 94.0 33.0 93.2 31.8 

3/1 Berry Hill – Left / Right / Ahead 93.6 11.5 87.8 9.2 
7/1 Barge Farm – Right / Left / Ahead 3.8 0.2 2.4 0.2 

Practical Reserve Capacity -4.4 -3.6 
Total Delay 20.09 19.66 

Cycle Time 90 90 
 
12.20 It is evident from the above that the combined impact of the addition of traffic growth 

and those trips which could be generated by extant permissions on the site would 
push the junction over capacity in both peak periods, with Degrees of Saturation in 
excess of 90% and negative PRC values.  

 
20.21 In summary, the analysis presented above demonstrates that irrespective of whether 

or not the proposed development comes forward, the key junctions within the study 
area would become under increasing pressure with associated reductions in 
operational performance as a result of both background traffic growth, as well as the 
additional traffic which could be generated by the development site without recourse 
to the planning system.  
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20.22 As such, notwithstanding the proposals currently before the Council’s, it should be 
recognised that the Highway Authority could be faced with a poorly performing 
network which it would have to attempt to rectify.  Thus, any proposal which seeks to 
rationalise and reduce the volume of traffic generated by the site should be seen as a 
material benefit.  
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13.0 ‘Do Something’ ‘Assessment’ and ‘Future’ Year Scenarios  
 
13.1 As set out in Section 4.0, it is proposed that the development be built out in eight 

broad phases, concluding in 2019, by which time the development would be 
completely built and fully occupied and critically, Mill Lane closed to through traffic.  

 
13.2 The following tables therefore present the ‘do something’ results for the junctions 

identified in Section 10.0 as being those materially affected by the redistribution of 
the rat-running traffic, while the junction output data is contained in Appendix X.   

 
 Do Something – 2019  
 

Junction 3a: 2019 ‘Do Something’ A4 Bath Road / Mill Lane - Roundabout 
 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

A Proposed Access Road 0.13 0.15 0.19 0.24 
B Bath Road (East) 0.61 1.54 0.72 2.51 
C Bath Road (West) 0.72 2.59 0.73 2.72 

  
Junction 4: 2019 ‘Do Something’ A4 Bath Road / Ellington Road - Priority ‘T’-Junction   

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.03 0.03 0.03 0.03 

B-A Ellington Road to Bath Road 
(East) 0.26 0.35 0.34 0.47 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.03 0.03 0.05 0.05 

 
Junction 5: 2019 ‘Do Something’ A4 Bath Road / Berry Hill - Signalised Crossroads 
Junction 

 

Ref. Movement 
Weekday AM Weekday PM 

Deg Sat 
(%) 

MMQ 
(PCU) 

Deg Sat 
(%) 

MMQ 
(PCU) 

1/1 + 1/2 Bath Road (East) – Right / Left / 
Ahead 45.5 9.4 69.6 18.2 

2/1 Bath Road (West) – Ahead / Right 
/ Left 

99.6 55.8 89.9 35.6 

3/1 Berry Hill – Left / Right / Ahead 100.3 24.7 90.7 13.3 
7/1 Barge Farm – Right / Left / Ahead 2.4 0.3 1.9 0.2 

Practical Reserve Capacity -11.4 -0.8 
Total Delay 41.28 20.29 

Cycle Time 120 120 
 

Note: Cycle time increased from 90 to 120 seconds to improve capacity.  
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13.3 The analysis presented above demonstrates that in the 2019 ‘do something’ 
scenario, the proposed site access roundabout would operate well within capacity 
and therefore this represents a significant betterment over the conditions which could 
prevail if the existing Mill Lane junction were to be retained to serve the site under its 
extant consents. The A4 Bath Road / Ellington Road Priority ‘T’-Junction would also 
continue to operate with spare capacity.  

 
13.4 The A4 Bath Road / Berry Hill Signalised Crossroads is shown to operate over 

capacity in both peak periods and therefore operating materially worse than in the 
2019 ‘do nothing inflated’ scenario.  It is evident therefore that notwithstanding the 
reduction in vehicle trip generation arising as a result of the development, the 
redistribution of rat-running has an adverse impact upon the operation of the junction 
and thus it must be recognised that this is an impact directly related to the delivery of 
aspirations associated with the site wide SPD.   

 
Do Something – 2024  

 
Junction 3a: 2024 ‘Do Something’ A4 Bath Road / Mill Lane - Roundabout 
 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

A Proposed Access Road 0.14 0.17 0.21 0.27 
B Bath Road (East) 0.65 1.83 0.77 3.20 
C Bath Road (West) 0.77 3.31 0.78 3.53 

  
Junction 4: 2024 ‘Do Something’ A4 Bath Road / Ellington Road - Priority ‘T’-Junction   

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.03 0.03 3.23 3.74 

B-A Ellington Road to Bath Road 
(East) 0.37 0.57 3.18 5.73 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.03 0.03 0.05 0.06 

 
Junction 5: 2024 ‘Do Something’ A4 Bath Road / Berry Hill - Signalised Crossroads 
Junction 

 

Ref. Movement 
Weekday AM Weekday PM 

Deg Sat 
(%) 

MMQ 
(PCU) 

Deg Sat 
(%) 

MMQ 
(PCU) 

1/1 + ½ Bath Road (East) – Right / Left / 
Ahead 48.4 10.3 74.3 21.0 

2/1 Bath Road (West) – Ahead / Right 
/ Left 

106.2 89.5 95.8 46.3 

3/1 Berry Hill – Left / Right / Ahead 106.9 36.8 96.3 16.5 
7/1 Barge Farm – Right / Left / Ahead 2.6 0.3 2.2 0.2 

Practical Reserve Capacity -18.8 -7.0 
Total Delay 86.05 29.07 

Cycle Time 120 120 
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13.5 The results presented above demonstrate that the proposed site access arrangement 
would operate within capacity in 2024, allowing for the redistribution of rat-running 
traffic and the change in traffic patterns into and out of Mill Lane arising from the 
proposed change of development mix across the site. This is therefore a significant 
benefit over the ‘do nothing inflated’ scenario which could prevail in the absence of 
this development proposal.  

 
13.6 As a result of experiencing a significant percentage increase in through flow as a 

result of the redistribution of rat-running traffic, the A4 Bath Road / Ellington Road 
priority ‘T’-Junction is shown to operate over capacity in the 2024 PM peak. 
Notwithstanding the relatively high RFC values, queue lengths are relatively modest. 
It should be noted that this material worsening in operational performance is 
attributable to the redistribution of rat-running traffic and a very robust series of 
growth assumptions and thus in reality, it is considered that the junction will likely 
operate better in reality than the results suggest.  

 
13.7 It is evident however that the redistribution of rat-running traffic has the most 

significant impact upon A4 Bath Road / Berry Hill signal controlled ‘T’-Junction, the 
operation of which would worsen significantly in both the AM and PM peak hours 
when compared to the 2024 ‘do nothing inflated scenario’ with degrees of saturation 
of in excess of 100% and negative Practical Reserve Capacity values.  

 
13.8 This assessment has demonstrated that the impact of redistributing rat-running traffic 

should be addressed at the A4 Bath Road / Berry Hill signal controlled ‘T’-Junction. 
However, this impact arises as a result of implementing the SPD aspiration of closing 
Mill Lane to through traffic, and thus should be seen as an existing highway 
constraint rather than one created specifically be the development.  
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14.0  Mitigation 
 
14.1 The preceding sections of this report have presented the results of the extensive 

junction capacity assessment work that has been undertaken.  It has been 
demonstrated that of the junctions within the study area, it is Junction 5 that is most 
significantly impacted upon as a result of the redistribution of rat-running traffic, while 
Junction 4 is also adversely affected but to a lesser degree.    

 
14.2 Given the findings of the impact assessment, albeit Junction 5 is already operating 

near or over capacity in the ‘baseline, ‘do nothing’ and ‘do nothing inflated’ scenarios, 
it is evident that in order for the development to be regarded as giving rise to nil 
detriment in terms of highway impact, it is necessary to consider the provision of 
mitigation measures. 

 
14.3 As such, the following paragraphs set out the mitigation which is proposed at the A4 

Bath Road / Berry Hill junction in order that its continues to operate within capacity 
following the completion of the development and / or suffers nil detriment as a result 
of the addition of trips resulting from the closure of Mill Lane to rat-running traffic.   

 
 Bath Road / Berry Hill Junction - Proposed Mitigation  

 
14.4 In order to assess whether the junction could be shown to operate at nil detriment 

following the addition of rat-running traffic, the Highway Authority was contacted to 
obtain up-to-date information on junction operation and Glanville understands that in 
its current configuration, the junction controller does not currently incorporate MOVA 
(Microprocessor Optimised Vehicle Actuation). 

 
14.5 MOVA is a sophisticated processor which continually monitors traffic demand and 

optimises signal timings accordingly. 
 

14.6 The junction has been modelled using LinSig software which is based on fixed 
timings.  The software is thus unable to model precisely the fluctuating nature of 
traffic demand as would be managed from moment to moment in practice by MOVA.  
Although purely in technical terms MOVA does not provide an increase in capacity 
over a fixed time-model [it is reported that MOVA typically offers a 12-15% saving in 
delay on average over VA (Vehicle Actuation) control with potentially more savings 
achievable (up to 50%) compared to fixed timings (LinSig)], it is often the case for a 
junction which appears to have capacity problems running fixed time, that once 
converted to MOVA the situation improves such that the queues can clear each cycle 
and it appears that MOVA has increased junction capacity.  

 
14.7 In all likelihood, in the pre-peak period, MOVA would generally have cleared the 

queue every green, where the fixed time plan may not and thus carry forward some 
‘demand’ to the next cycle.  So during the peak period, the fixed time plan has to 
cope with new arrivals, plus standing queue, whereas MOVA simply has the new 
arrivals (current demand) to deal with, which by itself may be within the overall 
capacity of the junction.  

 
14.8 On this basis, it can be surmised that a junction would operate more efficiently and 

thus with more capacity than LinSig is able to model. 
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14.9 By comparing the ‘do something’ capacity output with that of the ‘do nothing inflated’, 
it is evident that following the redistribution of rat-running traffic, the junction would 
experience a maximum of a 14.2% worsening in Degree of Saturation.  As such, 
even though MOVA is predicted to be able to improve operational efficiency by up to 
15%, only a 14.2% improvement is required in this instance. 

 
14.10 Although at pre-application stage the Highway Authority indicated that it considered 

MOVA to only deliver a 10% improvement in operational performance, it must again 
be reiterated that the development proposals themselves actually reduce AM and PM 
peak traffic generation and thus gives rise to betterment in operational conditions, 
Thus, the ‘impact’ arising from the development is entirely attributable to the 
redistribution of rat-running traffic and the addition of growth, something which is not 
directly of the applicants making.  It is therefore considered that the responsibility for 
ensuring that the Berry Hill junction retains sufficient capacity should, in part at least, 
lie with the Highway Authority.  

 
14.11 Irrespective, it is proposed that the applicant fund the upgrading of the junction to 

MOVA control in order to improve its operational efficiency following the addition of 
redistributed rat-running traffic to the junction.  

 
A4 Bath Road / Ellington Road – Junction Sensitivity  
 

14.12 The analysis presented in the previous section of this Assessment has shown that 
Junction 4 experiences a significant worsening in operational performance between 
the 2019 and 2024 ‘do something’ scenarios. This is unusual and indicates that the 
operation of the junction is perhaps very sensitive to fluctuations in traffic flow. As 
such, in order to determine the sensitivity of the junction, the through flow has been 
progressively reduced to determine how many trips would need to be reduced in 
order for the junction to be shown to operate within capacity.  

 
14.13 The results of this analysis has shown that the removal of just 32 vehicles from the 

through flow allows the junction to operate within capacity as illustrated by the results 
presented in the table below. The results of this analysis are included in Appendix Y. 

 
Junction 4: 2024 ‘Do Something’ A4 Bath Road / Ellington Road - Priority ‘T’-Junction 
Sensitivity Assessment  

 

Ref. Movement 
Weekday AM Weekday PM 

RFC Q RFC Q 

B-C Ellington Road to Bath Road 
(West) 0.03 0.03 0.71 0.88 

B-A Ellington Road to Bath Road 
(East) 0.31 0.45 0.76 1.57 

C-AB Bath Road (West) to Bath Road 
(East) / Ellington Road  0.03 0.03 0.05 0.06 

 
14.14 It is evident therefore that this junction is extremely sensitive and thus, given that the 

analysis presented herein allows for significant levels of growth, it is considered that 
in reality the junction will operate within capacity and thus no mitigation is required.  
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 Relevant Policy  
 
14.15 Given the above, the Highway Authority should be mindful of the wording of Policy 

TR5 of the South Buckinghamshire District Council Local Plan – Saved Policies 
(1999), which notes that: 

 
“In considering proposals involving a new or altered access onto the highway, works 
on the highway, the creation of a new highway or the generation of additional traffic, 
the District Council will have regard to their effect on safety, congestion and the 
environment. Development will only be permitted where: 

 
(a) the proposal complies with the standards of the relevant Highway 

Authority; and 
(b)  the operational capacity of the highway would not be exceeded, or where 

the proposal would not exacerbate the situation on a highway where the 
operational capacity had already been exceeded; and 

(c)  traffic movements, or the provision of transport infrastructure, would not 
have an adverse effect on the amenities of nearby properties on the use, 
quality or character of the locality in general, including rural lanes.” 

 
14.16 Of key relevance here is the fact that development will be permitted where a 

“proposal would not exacerbate the situation on a highway where the operational 
capacity had already been exceeded”.  The above analysis has clearly demonstrated 
that on an already busy and at times congested network, the proposed development 
will not only not exacerbate the existing network constraints, but has the ability to 
provide betterment through the installation of MOVA and the provision of an 
improved Mill Lane junction. 

 
 14.17 Finally, given the findings of the above analysis, in the context of the NPPF, it has 

been demonstrated that the residual cumulative impacts of the development are not 
‘severe’ and thus the proposals should not be prevented or refused on transport 
grounds. 
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15.0 Accident Review 
 
15.1 The following paragraphs present a review of the accidents that have occurred 

throughout the study area and identifies any trends which might be accentuated as a 
result of the development.  

 
15.2 Accident records for the last 5-year period up to the end of January 2014 have been 

obtained from both Buckinghamshire County Council and records for the last 5-year 
period up to the end of March 2014 have been obtained from Royal Borough of 
Windsor and Maidenhead.  An interrogation of these records has shown that during 
this 5-year period, a total of 30 personal injury accidents were recorded at junctions 
forming the study area. These accidents are summarised in the table below, while a 
copy of the data obtained from the relevant authorities is contained at Appendix Z: 

 
   Accident Summary  
 

Ref Junction 
Accident Severity 

Total 
Slight Serious Fatal 

1 
Lassell Gardens / Bridge Rd / 
Oldfield Road Junction 

4 2 0 0 

2 
A4 Bath Road / Ray Mead 
Roundabout 

8 1 0 9 

3 A4 Bath Road / Mill Lane 3 0 0 3 

4 A4 Bath Road / Ellington Road 1 0 0 1 

5 A4 Bath Road / Berry Hill 5 0 0 5 

6 A4 Bath Road / Approach Road 5 1 0 6 

Total 26 4 0 30 

 
 Note:  Junctions within the study area not identified within the table above did not experience 

any accidents.  
 
15.3 The data received shows that all but four of the 30 accidents recorded were slight in 

nature and none were fatal. 
 

15.4 The A4 Bath Road / Ray Mead Roundabout experienced the highest number of 
accidents (nine over five years), followed by the A4 Bath Road / Approach Road 
priority junction with a total of six collisions. A further five collisions took place at the 
A4 Bath Road / Berry Hill junction, three at the A4 Bath Road / Mill Lane priority 
junction and one at the A4 Bath Road / Ellington Road priority junction. 

 
15.5 Further interrogation of the records has shown that a total of 20 personal injury 

accidents occurred elsewhere on the network (beyond the junctions listed above) 
during the 5-year period for which data was provided. The data received shows that 
15 of these accidents were slight in nature and five were serious. None were 
recorded as fatal.  

 
15.6 Two of the serious accidents recorded involved motorbikes overtaking traffic resulting 

in them being unseen by turning traffic.  
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15.7 The remaining accidents involved an intoxicated cyclist cycling off of the pavement 
into the path of an oncoming vehicle; a car door being opened onto a cyclist; a car 
hitting a stationary cyclist waiting to turn right; and a rear end shunt caused by a 
driver observing an incident on the opposite side of the road. 

 
15.8 The slight accidents recorded in the study area had a number of causation factors 

which include; careless driving, drivers failing to look properly when pulling out of 
junctions and drivers being unable to judge the path and speed of other vehicles or 
cyclists. 

 
15.9 Overall, the frequency of accidents on the roads in the vicinity of the proposed 

development site is not such that a severe accident problem is considered to 
currently prevail. The majority of collisions appear attributable to driver error rather 
than any specific deficiency in the road network.   

 
15.10 It is therefore considered unlikely that the development would materially worsen the 

existing highway safety record of the highway network and indeed, the reduction in 
traffic generated by the site in the AM peak should in fact be considered a benefit to 
highway safety as should the provision of an improved Mill Lane / A4 Bath Road 
junction.  
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16.0 Sustainability 
 
16.1 Although the development site is located in a semi-rural village and therefore from 

inspection appears relatively remote when compared to nearby towns with a greater 
range of existing facilities and amenities, the site is in fact well positioned to 
encourage trips to be undertaken on foot, by bicycle and by public transport.  

 
16.2 The following paragraphs describe how the site will be connected to the existing 

urban fabric of Maidenhead, Slough and beyond.  This description includes an 
assessment of the proximity of the site to the key amenities and facilities which future 
residents and occupiers of the commercial elements of the development will want to 
access and the existing condition of the local walking, cycling and public transport 
networks. Where necessary, improvements to the networks are also described. This 
section should be read in conjunction with the drawings contained in Appendix AA.  

 
 Walking 
 
16.3 It is generally considered that around two kilometres is an acceptable distance for 

pedestrians to walk to work or nearby facilities and amenities. This distance is 
illustrative and will vary by individual according to their personal circumstances and 
by location.  With this in mind, Maidenhead town centre to the west, Maidenhead 
Railway Station, Taplow, Taplow Railway Station and the western extents of Slough 
are all within walking distance of the site.   

 
16.4 Notwithstanding, with reference to The Institution of Highways and Transportation 

(IHT) publication ‘Guidelines for Providing Journeys on Foot’, published in 2000, a 
review has been carried out of the accessibility of the site for journeys to local 
facilities and amenities by foot. The document uses a series of measures to 
determine if a facility or amenity is within walking distance of a particular site.  These 
measures are presented as ‘desirable’, ‘acceptable’ and ‘maximum’ walking 
distances to a series of different amenities. For convenience, these distances and 
amenities are reproduced in the table below.  

 
Walking Distances to Facilities and Amenities 
 

Destinations 
Town Centres Commuting / School Elsewhere 

Desirable 200m 500m 400m 
Acceptable 400m 1,000m 800m 
Maximum 800m 2,000m 1,200m 

  
Source: ‘Guidelines for Providing Journeys on Foot’ 
 

16.5 The same IHT report suggests that 1.4 metres per second is an appropriate measure 
of walking speed, which equates to approximately 84 metres per minute, 400 metres 
in 5 minutes or 3mph. 
 

16.6 Walking routes from the site to a number of local facilities and amenities have been 
reviewed, and their distances and walking time from each site recorded using Google 
Maps route planning capabilities. 
 



 
 
 
 

  Ref: TR8140166/TF/DW/071      59 Issue 5: 18 May 2015  

16.7 Walking routes were planned from the approximate location of the main vehicular 
access, or the closest pedestrian link to / from the site to local facilities. Only roads 
with footways were used.  

 
Walking Distances and Times to Amenities and Facilities within the Local Area 
 
Amenity / Facility Distance (km) Walking Time (Minutes) 

Taplow Station 1.160 13 

St Nicolas Combined School 0.910 10 

Silchester Manor Day Nursery 0.290 3 

Huntswood Golf Course 1.890 22 

Taplow Cricket Club 0.736 8 

St Mary’s Church of England 2.340 27 

Taplow FC United  0.628 7 

Taplow Open Water Swim 0.679 8 

Taplow Giant Car Boot Sale 1.050 12 

Taplow Starbucks Coffee 2.130 25 

The Thames Riviera Hotel 0.272 3 

The Engage Water Sports 0.730 8 

The Bridge Clinic 0.452 5 

The Oak & Saw Village Inn 0.995 11 

The Dumb Bell Pub & Restaurant 0.600 7 

Maidenhead Railway Station 2.460 29 
Maidenhead Town Centre 1.82 21 
Thai Orchid Restaurant, Maidenhead 0.400 4 

Domino’s Pizza 0.705 8 

Maidenhead Heritage Centre 1.560 18 

Magnet Leisure Centre 1.400 16 

St Mary’s Church, Maidenhead 1.370 16 

Maidenhead Library 1.460 17 

PhysioQinetics, Maidenhead 0.525 6 

Oldfield Primary School 1.690 20 

Maidenhead Synagogue 0.900 10 

 
16.8 It is evident from the table above that many facilities and amenities are within or very 

close to the realistic walking distance of two kilometres. 
 

16.9 The footway provision within the site is improved by the development which seeks to 
open up much of the site and create better connectivity with external footway routes 
on the A4 Bath Road, Berry Hill and Ray Mead Road via the proposed footbridge 
over the River Thames on the northern fringes of the development site.  Footway 
routes within the site are shown on the drawing contained in Appendix AA.   
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16.10 The Jubilee Walk begins at the junction of Bath Road with the Jubilee River and 
traverses the proposed development site joining a footpath that links with Mill Lane 
diagonally as shown in Appendix AA.  This diagonal footpath is currently enclosed by 
fencing and unmaintained vegetation.  The development will remove the fencing and 
vegetation to open up the route to the Jubilee Meadow area.  Where necessary 
surfacing will be repaired and soft landscaping within the meadow will make this path 
a far more attractive and secure route for pedestrians in future.  The footpath crosses 
the Jubilee River on a pedestrian bridge and links to Mill Lane close to the Berry Hill 
junction as well as linking to a footpath which circles back to the east side of the 
Jubilee Bridge.  New paths through the meadow will provide pedestrians with 
numerous route choices. 

 
16.11 The Thames Path National Trail runs along the western side of the Thames north of 

the A4 Bath Road, across the Maidenhead Bridge and continues along the eastern 
bank of the Thames. A proposed new footbridge across the Thames at Boulters Lock 
will link the path with the proposed development to the north of the site providing an 
attractive route through the site.   

 
16.12 The route through the northern part of the site is subject to flooding during extreme 

events and is also an area of considerable ecological value.  For this reason the 
route is provided with a board walk and small picnic area near the footbridge.   

 
16.13 The pedestrian route through the site continues with a choice of a new shared 

surface road or a separate public footway alongside the Jubilee River leading to a 
central pedestrianised square adjacent to the Jubilee Bridge.  New footways through 
the Jubilee Riverside site and a new footway alongside Mill Lane provide a choice of 
routes connecting the northern and southern parts of the site and linking the Thames 
National Trail with the Jubilee Walk. 

 
16.14 Changes to the Mill Lane access with the A4 Bath Road provide improvements for 

pedestrians by creating a safer lower trafficked route via the existing Mill Lane 
access and a new footway further east at the location of the new main vehicular 
access to the site.  Alongside the existing southern section of Mill Lane, a new 
footway will be created on the eastern side, providing an alternative to the existing 
narrow footway on the western side of Mill Lane at this point.  All these routes link 
together, with the Jubilee Walk route, within the Meadow area of the site. 
 

16.15 Good quality footways exist along both sides of the A4 Bath Road, linking 
Maidenhead Town Centre to Taplow Railway Station and beyond.  There is a narrow 
section of footway under the railway bridge to the east of the A4 Bath Road/Approach 
Road junction.  However, this footway is not used to access the station, as 
pedestrians from the development will use the footway along Approach Road as the 
most direct route.   

 
16.16 There is a footway on the eastern side of Berry Hill from its junction with Bath Road 

linking it to a network of footpaths around Taplow village centre and St. Nicholas 
Combined School. 

 
16.17 There are several existing pedestrian crossing positions along A4 Bath Road as 

follows: 
 
• There is a pedestrian refuge and dropped kerbs outside the Harvester Pub 

approximately halfway between Approach Road and Berry Hill Road.  
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• Although there is no pedestrian phase at the A4 Bath Road/Berry Hill Road 
signalised junction, dropped kerbs exist for crossing the Berry Hill arm of the 
junction and a pedestrian refuge aids crossing the eastbound approach on A4 
Bath Road.  
 

• There is a pedestrian refuge with dropped kerbs close to the Ellington Road 
junction.  

 
• There are pedestrian refuges and dropped kerbs at the A4 Bath Road/Ray Mead 

Road roundabout, on the Ray Mead Road and A4 Bath Road westbound 
approach arm.  
 

• There are pedestrian refuges and dropped kerbs halfway between Ray Mead 
Road and Oldfield Road junctions, and on all arms at the Oldfield Road/Lassell 
Gardens junction. 
 

• There is a pelican crossing with dropped kerbs and tactile paving on A4 Bath 
Road halfway between Oldfield Road and Ray Street junctions outside the shops. 
 

• There is a path underneath the A4 Bath Road, on the eastern bank of the River 
Thames. 

 
16.18 In addition to the existing A4 Bath Road pedestrian crossing opportunities, the 

development proposal includes a new Puffin crossing located between the existing 
Mill Lane junction and the new site access, providing a safe crossing point to serve 
local desire lines.  This controlled crossing will also provide a significant benefit to 
existing residents. 
 
Cycling  
 

16.19 It is generally considered that around five kilometres is an acceptable cycling 
distance to work, local amenities and facilities. On this basis, the following areas are 
within cycling distance of the site: 

 
- Maidenhead town centre - Pinkneys Green 
- Holyport - Furze Platt 
- Bray - Cookham 
- Eton Dorney - Cookham Rise 
- Dorney Reach - Cliveden 
- Windsor-outskirts - Burnham 
- Eton Wick - Slough-the western edges 
- Dorney  
 

 
16.20 Although there are no cycle routes immediately passing the site, the National Cycle 

Network (NCN) route 61, Taplow - Eton College running along the Jubilee River, 
begins at the A4 Bath Road/Berry Hill Road/ Amerden Lane junction a short distance 
from the site.  

 
16.21 A local cycling route also begins at the Bridge Road/Ray Mead Road roundabout 

linking into the traffic free NCN4 at Oldfield Road.  
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16.22 Notwithstanding the above, as described in Section 6.0, cycle facilities in the 
immediate vicinity of the site would be materially enhanced through the provision of a 
new section of footway / cycleway along the northern section of A4 Bath Road 
between the existing Mill Lane junction and east of the proposed new roundabout 
junction.  This will offer a material safety benefit to cyclists and will be the first section 
of an aspirational longer cycle route along A4 Bath Road which is being promoted by 
the Council’s.  

 
Public Transport 
 
Existing Bus Services 
 

16.23 The local bus provision in the vicinity of the site is good, with the closest stops to the 
development site located on A4 Bath Road, and both have flags and timetable 
information. 
 

16.24 The nearest bus stops on the A4 Bath Road are walkable from the development site. 
Both stops are within the maximum walking distance of 400m for the majority of the 
site as recommended in Guidelines for Providing for Journeys on Foot, IHT, 2000. 
The westbound bus stop is approximately 230m from the Mill Lane junction, whilst 
the eastbound stop is approximately 300m east of the junction. Both stops have 
covered shelters and buses pick passengers on the carriageway i.e. there are no 
laybys.  

 
Existing Bus Services from Nearest Bus Stops  
 

Service/Operator Route Operational Times and Frequency 
Monday-Friday Saturday 

53: Thames Travel Binfield-Bracknell-
Maidenhead Frascati 
Way-Wexham Park 
Hospital 

Approximately 
hourly between 
5:30 am and 7pm 

Approximately 
every two hours 
between 7am and 

6pm 
75: First 
(Berkshire and 
Thames Valley) 

Heathrow Airport-
Langley-Slough Bus 
Stop-Maidenhead 
Frascati Way 

Between 
approximately 20 
and 30 minutes 
frequency. 

Between 4:10am 
and 11:45pm 

Between 
approximately 30 
minutes and 1 
hour frequency. 
Between 4:10am 
and 11:45pm 

 
16.25 Route 53 links Binfield and Bracknell to the south of Maidenhead to Burnham and 

Wexham Park Hospital to the east of the site. Buses operate both ways on this route. 
The section between Maidenhead and Wexham Park Hospital follows the A4 Bath 
Road in an east-west direction for most of the way passing adjacent to the site. 
Buses operate approximately every hour during weekdays and approximately every 
two hours on Saturdays. 
 

16.26 Route 75 links Heathrow Airport to the east to Maidenhead town centre at Frascati 
Way through Langley and Slough. Buses operate both ways on this route. The route 
passes along the A4 Bath Road adjacent to the site. The buses operate 
approximately every 20-30 minutes on weekdays and between 30 minutes to 1 hour 
frequency on Saturdays. 
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16.27 Further bus services close to the development site run through Taplow Village, with 
bus stops located on Rectory Road at the Village Green. Two services (63 and 68) 
are run on this route and both services are operated by Redline Services. The 
services are run during off-peak on Tuesdays and Fridays mainly to cater for 
shopping trips for people in some of the more rural areas into Maidenhead, Slough 
and Eton (for Windsor). The services run between Slough and Maidenhead via Eton, 
Dorney - (Burnham - Cliveden) and Taplow. 

 
Existing Rail Services 

 
16.28 Taplow Railway Station is approximately 1.16km (about 14 minutes' walk) to the east 

of the site along A4 Bath Road and Approach Road. It has four platforms with two 
currently operational. It is managed by First Great Western with services westward to 
Reading and eastward to London Paddington. There are departures/arrivals 
approximately every 15 minutes during busy times, with a journey time to London 
Paddington of 40 minutes. The station has a sheltered 10 space cycle store and 
parking spaces for 90 cars. There are bus stops just outside the station on A4 Bath 
Road served by bus service numbers 53 and 75 to/from Maidenhead which pass the 
site, serving areas including Slough, Bracknell and Heathrow Airport. 
 

16.29 Maidenhead Railway Station is approximately 2.46km (about 28 minutes' walk) from 
the site. The station is managed by First Great Western. It has 100 sheltered cycle 
storage spaces and 384 car park spaces. The car park operates over 24 hours 
throughout the week and weekend. A taxi rank is available outside the station. The 
station serves Reading, Oxford, Marlow and London Paddington with 
arrival/departures approximately every 2 to 5 minutes during peak times with a 
journey time to London Paddington of 44 minutes. There are bus stops outside the 
railway station which are served by services that pass the development site. 
 

16.30 Both Taplow and Maidenhead stations will form part of the Crossrail network 
anticipated to be operational by 2018. It is expected that the new network would 
result in four additional trains per hour for both stations with a train every 10 minutes 
during the peak hour. 

 
Summary 
 

16.31 It is evident from the preceding paragraphs that the proposed development site is 
well located to promote sustainable modes of transport and that where necessary, 
enhancements to the respective networks are proposed as part of the development.  
 

16.32 It has therefore been demonstrated that in the context of the NPPF, ‘the opportunities 
for sustainable transport modes have been taken up’ and ‘safe and suitable access 
to the site can be achieved for all people’. 

 
 Travel Plan 
 
16.33 The implementation of a Travel Plan across the development will assist in ensuring 

that single occupancy car travel to and from the site is, wherever possible, minimised 
– see ‘Framework Residential Travel Plan, Mill Lane, Taplow (Glanville Report Ref: 
8140166/JG/DW/055) which has been prepared as a standalone document and can 
be found at Appendix BB.  
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17.0 Construction  

 
17.1 At this stage it is considered premature to undertake a detailed assessment of 

construction vehicle impact, given that any such impact is largely dictated by the 
phasing and build programme of the development itself.   

 
17.2 However, the impact of construction traffic on the capacity of the local highway 

network is anticipated to be relatively small overall.  The majority of HGV movements 
would occur throughout the day away from peak times and therefore would not affect 
congestion. The most significant impact would therefore be the journeys of 
construction workers travelling to and from work. This said, impacts on the morning 
peak would be unlikely to materialise, since construction hours would dictate workers 
being on site before the peak period.   

 
17.3 The applicant is however aware of the sensitivities which surround construction 

vehicles and their impacts and therefore there are a number of measures that would 
be implemented during the construction period in order to mitigate the traffic impact 
of the development.  The principal mitigation measures could include the following: 

 
• Erection of clear signage indicating permitted and non-permitted routes. 
 
• Scheduling of deliveries/collections away from peak hours, either before the AM 

peak or during the interpeak daytime period. 
 
• Specifying and encouraging construction hours to avoid the AM and PM peak 

traffic periods for construction workers. 
 
• Specifying that construction hours will avoid peak school start and finish times.  

 
• On-site recycling of materials to reduce export and import vehicle movements, 

including stockpiling topsoil for landscape works, or crushing existing 
hardstanding material for engineering fill. 

 
• Implementation of wheel washing facilities to prevent debris being deposited on 

the public highway.  
 
• Implementation of appropriate traffic management to ensure that construction of 

the site access junctions does not give rise to undue disruption.  
 
17.4 It is acknowledged that the routing of construction traffic, particularly HGVs, is a key 

issue and therefore although the routing of construction traffic will need to be agreed 
in advance with the local Highway Authority, the applicant will seek to keep to main 
roads and away from sensitive areas such as schools, housing areas and areas 
sensitive in terms of air quality. 

 
17.5 Given the above, it is considered that a Construction Traffic Management Plan 

(CTMP) should be conditioned as part of any planning permission. The CTMP would 
be tailored to each individual phase of the development to ensure that specific issues 
relevant to individual phases or activities on-site are identified in advance.  The 
CTMP would need to be approved by the Council prior to implementation.  
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18.0 Summary and Conclusions 
 
18.1 This report has been prepared to present the findings of a Transport Assessment 

undertaken to accompany a planning application which seeks to secure permission 
for the redevelopment, for residential and commercial purposes, of land at Mill Lane, 
Taplow. The principal findings of the Assessment are summarised below. 

 
• The applicant seeks permission for the demolition of a number of existing 

buildings currently accessed off Mill Lane and the construction in their place of 
153 new build residential units, with a further 18 new residential units arising from 
conversion and refurbishment of existing buildings on-site which will be retained.  
A further 40 Senior Living Units, 941m² of commercial office floor space and a 
new restaurant of circa 384m² will also be provided.  The existing boatyard within 
the applicants control will be modernised to provide new permanent 
accommodation.  
 

• A number of existing uses served off Mill Lane will be retained, including some 13 
private houses, commercial floor space, the Council owned boatyard and the Sea 
Cadet’s facility.   

 
• The applicant also seeks consent for the delivery of a new access junction on A4 

Bath Road to serve the development, a junction which would provide a link 
through to the southern end of the existing Mill Lane.   

 
• It has been demonstrated that the development of the site is compliant with 

relevant local and national transport policies by delivering a high quality 
development, exploiting accessibility to the wider facilities and amenities in both 
Taplow and adjacent Maidenhead, which will assist in reducing the use of the car. 

 
• It has been demonstrated that the proposed roundabout junction on A4 Bath 

Road is sufficient to adequately serve the proposed development site.  The new 
junction has also been subject to extensive capacity testing and found to have 
sufficient capacity to accommodate the level of traffic anticipated to pass through 
it, while it’s positioning is a significant enhancement over the existing Mill Lane 
junction which suffers from poor visibility.  The new Mill Lane junction therefore 
provides a significant enhancement to highway safety.  

 
• A new Puffin crossing is also proposed as part of the access works which will 

provide materially enhanced pedestrian crossing facilities for those wishing to 
cross A4 Bath Road.   

 
• The development proposes to help deliver one of the principal aspirations of the 

Mill Lane SPD in the closure to through traffic of Mill Lane.  Mill Lane is currently 
unsuitable for high volumes of through traffic and thus its closure to through traffic 
is considered a material benefit to highway safety.   
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• The level of traffic anticipated to be generated by the development has been 
calculated in line with the methodology agreed with the local Highway Authority.  
This process has demonstrated that the change in development mix which would 
prevail on-site in the post development scenario would generate 87 less trips in 
the AM peak hour and 40 less trips in the PM peak hour when compared against 
the quantum of trips which could currently be being generated by the site if fully 
operational. The proposed mix of uses on-site therefore has a beneficial impact 
upon the local highway network.  

 
• The traffic identified as rat-running along Mill Lane has been redistributed across 

the local road network and has been found to only have a material adverse 
impact upon the A4 Bath Road / Berry Hill signal controlled junction.   

 
• Although the impact arising from the redistribution of rat-running traffic is not 

considered to be something which the applicant necessarily should have to 
resolve of their own accord, the applicant is willing to fund the implementation of 
MOVA at the A4 Bath Road / Berry Hill junction.  This has been shown to offer 
sufficient operational efficiency gains to adequately mitigate the predicted impact.  

 
• It has been demonstrated that the site occupies a highly sustainable location 

which will be further enhanced by the provision of a comprehensive network of 
on-site footpaths and cycleways which will connect with the existing and off-site 
routes.  This will include provision of a new pedestrian footbridge over the 
Thames to the north of the site as well as provision of a new section of cycleway 
along the A4 Bath Road site frontage.  

 
• The guiding principles for the internal layout of the site, including the proposed 

road hierarchy, level and nature of parking provision and footway and cycle 
connections have been established and will follow the principles set out in Manual 
for Streets and local guidance contained in South Buckinghamshire Design 
Guide. 

 
• The need for careful consideration to be given to the construction phases of the 

development has been acknowledged, albeit premature to undertake any detailed 
assessment of likely construction impact. Measures which could be implemented 
to minimise the construction impact have been identified and an undertaking to 
prepare a Construction Traffic Management Plan offered.  

 
• A Travel Plan has been prepared as a standalone document to further enhance 

the sustainability of the site through reducing single occupancy car travel.   
 
18.2 In conclusion, it is considered that cumulative residual impact of the development is 

not severe in the context of the National Planning Policy Framework and therefore 
the Highway Authority should be able to provide a positive recommendation for 
approval of the application. 
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Appendix B 
 

Redline Boundaries 
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Appendix C 
 

Application Site Masterplan 


