7 Connected Places
Development Management Policies
7.0.1 Sustainability can be achieved through creating an environment where the activities important to the
quality of day-to-day life are within easily accessible locations and which minimise the need to travel: an
environment where homes, employment, education, recreation, retail, leisure, community facilities and cultural
attractions are all easily accessible to each other.
7.0.2 When planning for movement, there should be a hierarchy of preference of walking, cycling and then
public transport, before reliance on the use of a private car.
7.0.3 The Plan area is a principally rural area with a number of town centres, village centres and dispersed
communities. The town centres act as service points for their surrounding communities. This creates a polycentric
structure with no single centre providing all the services.
7.0.4 Whilst the Plan area is well served by railway stations with fast and efficient travel in to London, there
is limited north-south public transport connectivity.
7.0.5 It is essential that this Plan maximises the opportunities to promote alternatives to the private car through
a variety of measures to ensure the long-term sustainability of the area. New development in the right places
can make towns and villages more sustainable in transport terms and help to support a range of facilities.
7.0.6 Safe routes and facilities for cyclists will need to be provided or improved to make it a realistic travel
mode. Such measures will help accommodate much-needed growth without the need for costly and
environmentally unsustainable road building.
7.0.7 Over the Plan period there will be changes in the way people and goods move around and new
development will need to anticipate and provide for this, such as driverless vehicles, drones, on-demand buses
and electric bikes. Over the Plan period it is anticipated there will be a reduction in petrol and diesel fuelled
vehicles with a resultant benefit to the Air Quality Management Areas.
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7.1 Connected - Transport Assessments and Travel Plans
7.1.1 Key tools used to appraise and determine the transport impacts of a development proposal are Transport
Assessments (TA - see Appendix CP1) and Travel Plans (TP - see Appendix CP2). A TA is a comprehensive and
systematic process to ensure that the transport impacts of development are properly considered and, where
appropriate, mitigated. A TP is a package of measures tailored to the needs of an individual site and focused on
reducing dependence on the private car.
7.1.2 TPs offer opportunities to reduce the carbon footprint of new development as occupants of a new building
are expected to shift away from their reliance on using the private car, thus reducing congestion and emissions.
TPs should demonstrate how the occupants of a proposed building are actively encouraged to use sustainable
modes of transport. If the proposal includes employment activities, employers need to ensure that employees
abide by the TP with appropriate sanctions for non-compliance.
7.1.3 Developers must demonstrate through their TPs what incentives are being offered to facilitate a shift of
travel mode from the private car. The TP will be set out in a legal agreement and will be reviewed, monitored
and enforced as required.
7.1.4 The movement of goods and materials by road can have a significant impact on the quality of the
environment and the health and wellbeing of residents, in terms of noise, congestion and air pollution.

Policy DM CP1
Connected – Transport Assessments and Travel Plans
Where a proposed development would exceed the thresholds set out in Appendix CP1, a Transport Assessment
must be submitted with a planning application.
Transport Assessments must meet the requirements of Appendix CP1 and assess the multi-modal impacts of
development proposals and demonstrate the measures which would be used to mitigate the development’s
impact.
A Travel Plan with specific, measurable and achievable objectives, accompanied by a target and monitoring
review procedure, must be submitted to the Council as part of planning applications for development that
are likely to have significant transport implications in accordance with the requirements in Appendix CP2.
Delivery and Servicing Management Plans are required to be submitted for proposals that may affect a Town
or District Centre and also for sites in close proximity to residential areas. They should set out measures that
will be introduced to minimise impacts, such as managing delivery times and vehicles.
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7.2 Connected - Pedestrian Routes and Cycleways
7.2.1 Virtually everybody is a pedestrian at some point in their day-to-day activities such as when walking to
the bus, from their car, along the road or into a building. The Council will seek to improve facilities, access
arrangements and the public realm to make it easier and safer for pedestrians and cyclists to go about their
activities.
7.2.2 The Council encourages walking and cycling as a means of access to and from new development and to
and from that development to public transport interchanges. The Council will seek to improve accessibility for
pedestrians and cyclists through its planning powers. Such measures will particularly include improvements along
routes serving the Town and District Centres and major travel generators. These measures will improve the
transport network throughout the Plan area.
7.2.3 Whilst the Council will seek to segregate motorised vehicles from cyclists, and cyclists from pedestrians,
it recognises that this may not always be appropriate, for example where space is limited or where it may
compromise personal safety, particularly in quieter areas. Shared-use surfaces for pedestrians and cyclists may
be appropriate but only if other options are impractical. Streets should not be dominated by space provided for
vehicles. Cyclists and pedestrians must be prioritised.

Policy DM CP2
Connected – Pedestrian Routes and Cycleways
Where a proposed development would exceed the thresholds set out in Appendix CP2, a Travel Plan must be
submitted with a planning application which should include measures to create and implement direct, safe
and secure pedestrian routes and cycleways.
All development on allocated sites must provide for safe and secure pedestrian routes and cycleways with
appropriate lighting and cycle locking facilities.
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7.3 Connected - Car Parking Standards
7.3.1 The Designing Places section provides policy on alternatives to the use of the private car. This car parking
policy provides for parking for new development with reference to the Car Parking Standards in Appendix CP3.
7.3.2 When granting planning permission for new residential development, the Council will consider removing
permitted developments for the conversion of internal garages to avoid problems associated with on-street
parking.

Policy DM CP3
Connected – Car Parking Standards
Planning permission will be granted provided that car parking is implemented in accordance with the parking
standards set out in Appendix CP3.
Non-residential development should not result in increased on-street parking in residential areas.
Parking provision within developments must be well-designed and landscaped. Garages and other spaces
designated for car parking will only be regarded as parking spaces if they are of at least the minimum size as
set out in Appendix CP3.
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7.4 Connected - Heavy Goods and Commercial Vehicle Impact in the Ivers
7.4.1
There are five sites in proximity to Iver Village that collectively generate a significant number of HGV
movements: Ridgeway Business Park, Court Lane, Thorney Business Park, Thorney Sidings and the former Aggregate
Industries UK site in Thorney Mill Lane. There are also several sites within the London Borough of Hillingdon
which generate HGV movements within Iver. In addition, planned major infrastructure projects such as High
Speed Two, the Western Rail Link to Heathrow, motorway improvements and a third runway at Heathrow Airport
are likely to generate significant heavy construction traffic in the Iver area.

Policy DM CP4
Connected – Reducing Heavy Goods and other Commercial Vehicle Impacts in the Ivers and the Iver Relief
Road
Planning permission will be granted for development within the existing industrial sites in Ridgeway Business
Park, Court Lane, Thorney Business Park, Thorney Sidings and Link Park in Thorney Mill Lane that would reduce
or not increase the impact of HGV and other commercial vehicle movements locally.
Planning permission will be refused where additional heavy goods and other commercial vehicle traffic
generated would adversely affect residential areas within the Ivers and Richings Park areas.
Any development proposal which has an additional impact on traffic in the Ivers and Richings Park areas will
be required to contribute to the delivery of the Iver relief roads and associated traffic mitigations.
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7.5 Connected - Development within the High Speed Two (HS2) Safeguard Area
7.5.1
The Government has commissioned a new high-speed rail route known as High Speed Two (HS2) that
will pass through Chiltern and South Bucks from London to Birmingham. The railway falls outside normal planning
powers and outside the remit of this Plan.
7.5.2 The Government has issued a Safeguarding Direction for HS2. The purpose of this is to prevent any
development which could impact on the proposed route. The Safeguarding Direction requires that a Safeguarded
Area be included on the Policies Map and the following statement to be made:
7.5.3 The Safeguarding Directions have been made by the Secretary of State for Transport. They are not proposals
of the Local Planning Authority and the routes in question will not be determined through the development plan
process.
7.5.4

The Safeguarding Direction lists the forms of development on which HS2 Limited must be consulted.

7.5.5 The Council will continue to work with HS2 Limited to encourage exemplary standards in the design and
construction of HS2 through the Plan area, including development associated with tunnelling and the Colne Valley
Viaduct, in order to minimise adverse impacts and maximise any benefits.

Policy DM CP5
Connected – Development within the High Speed Two (HS2) Safeguarded Area
Where development proposals fall within the HS2 Safeguarded Area the Council will consult HS2 Limited (or
any successor companies appointed by the Government) and will take into account duly received consultation
responses in accordance with the Safeguarding Direction.
The HS2 Safeguarded Area is defined on the Policies Map.
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7.6 Connected - Area of Change
7.6.1
The required transport measures for this Plan’s site allocations are set out in the Living Places and
Prosperous Places sections. The Chesham, Amersham, Gerrards Cross and Iver proposals below are supported
by the Council but the Plan is not dependent on their delivery.

Policy DM CP6
Connected – Areas of Change
The Council supports transport proposals which will enhance movement and accessibility, including within
Amersham, Chesham, Gerrards Cross and Iver. Whilst these are not fundamental to the delivery of the Plan,
subject to feasibility, design and funding, the following proposals are supported:
1 Amersham-on-the-Hill Gyratory System
Creation of a one-way traffic gyratory system utilising Hill Avenue and Sycamore Road, including traffic
calming measures with pedestrian and cyclist priority, increased opportunities for on-street parking,
landscaping and an improved public realm.
2 Chesham Town Centre Transport Interchange
Creation of a public, cycle and pedestrian transit interchange at Chesham Station with improved facilities
and connectivity to the High Street.
3 Gerrards Cross Gyratory System
Creation of a gyratory system to improve traffic flow within the town centre.
4

Iver Village Environmental Improvements
Creation of a traffic-calming scheme, streetscape improvements, highway de-cluttering and public realm
enhancements to Iver Village linked to the delivery of the Iver Relief Road.

7.6.2 During the Plan period, it is anticipated that proposed major developments will occur which may impact
on a future update to this Plan. The new strategic plan for the whole of Buckinghamshire, to be prepared by the
new unitary authority, is the appropriate mechanism in which to consider the following:
Heathrow Airport Runway 3
Western Rail Link - Heathrow
Oxford - Cambridge Arc
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7.7 Appendix CP1 - Transport Assessment
7.7.1 Where a Transport Assessment (TA) is required for a development proposal, it should be submitted with
the planning application. The Council may agree to the scope of the TA being reduced if the development proposal
is in a suitable location and in line with planning policy. The TA should address the desirable modal split and
provide for a package of measures designed to reduce the role of car travel to the site. If the potential modal
split is difficult to predict, the TA will need to consider whether and how far it may vary. A TA should be easy to
understand to the general public.
Thresholds
7.7.2 Proposals of over 1,000 square metres, or on sites of 0.5 hectares or more or which may generate more
than 200 vehicle movements or 10 freight movements per day will require at least a Basic TA.
Proposals over the following thresholds will require a Detailed TA:
Food Retail

2,000 square metres

Non-food retail

2,000 square metres

Leisure

2,000 square metres

Cinemas and conference facilities

2,000 square metres

Stadia

3,000 seats

B1 including offices

4,000 square metres

B2 industry

4,000 square metres

B8 distribution and warehousing

4,000 square metres

Hospitals

4,000 square metres

Higher and further education

4,000 square metres

Residential

40 homes

Freight movements

20 per day

7.7.3 For mixed-use schemes, a Detailed TA will be required where the combined effect of the uses proposed
exceeds 20 freight or 400 vehicle movements a day, based on the general assumption that 100 vehicle movements
are generated by 500 square metres of commercial floorspace or 40 homes (or as otherwise agreed by the
Highway Authority).
7.7.4

All TAs must include a non-technical summary and must address:

1 location and layout including on-site parking and access points;
2 size: in terms of site area and floorspace per activity; number of homes and number of bedrooms per home;
and use of the site for example by staff, students, patients or visitors;
3 proposed uses and activities; and
4 issues such as timing and type of access requirements.
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7.7.5

Where a Detailed TA is required, it must additionally address the following:

1 Potential travel characteristics: accessibility by all modes and predicted modal split. A TA should consider ease
of access and catchment areas by travel-to-site times for each mode.
2 Measures: influencing travel patterns and minimising the need for parking by using measures to improve
access by walking, cycling or public transport. A TA should consider appropriateness of location, scale, density
and uses of the site and development.
3 Impact appraisal and mitigation: maximising accessibility by sustainable transport modes such as through
minimising the prominence of car parking, management of access and parking, and organisational policies. A
TA should determine whether or not the development is acceptable in terms of the transport impacts, and
propose measures to mitigate the impacts in terms of accessibility, integrating modes of travel, reducing
environmental impact and promoting safety.

104 of 222 |

7.8 Appendix CP2 - Travel Plans
7.8.1 Where a Travel Plan (TP) is required for a development proposal, it should be submitted with the planning
application.
Thresholds
Proposals over the following thresholds will require a TP:
Residential

20 homes

Food Retail

2,000 square metres

Non-food retail

2,000 square metres

Leisure

2,000 square metres

Cinemas and conference facilities

2,000 square metres

Stadia

3,000 seats

B1 including offices

4,000 square metres

B2 industry

4,000 square metres

B8 distribution and warehousing

4,000 square metres

Hospitals

4,000 square metres

Higher and further education

4,000 square metres

Freight movements

20 per day

7.8.2 TPs must recognise the potential for modal shift and therefore the early stages of the TP are likely to
focus on those car drivers ‘most able’ or ‘most likely’ to change their mode of travel. This does not mean that
other categories should be neglected. Greater effort in terms of more measures will be needed in the longer
term to address the needs of those less likely to switch from driving.
For example, people living within 2km of a site may be able to walk, cycle or catch the bus. Car drivers living
between 2km and 8km from a site may reasonably be able to change to cycling or the bus, and those living
between 8km and 16km may be able to use public transport. Car sharingmay be a realistic option for longer
journeys or journeys where alternative modes are not possible.
7.8.3 The reasons for car use, the distances travelled, and where journeys start and finish must be assessed.
There are many ways that information could be assessed and represented in the TP.
For example, on a proposal to expand an existing site, surveys of current staff would be useful. For a relocated
organisation, current staff surveys could indicate travel habits at the new site. An isochrone map can be useful
in indicating distances from a site, accessibility by various modes, or potential catchment areas.
7.8.4 Modal split targets are normally displayed as percentages. However, this does not address the issue of
rising staff numbers, for example, and over time may in fact hide an increase in the number of cars being brought
to a site. Targets should be stated as actual numbers as well as percentages.
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Contents
7.8.5 There is no right or wrong way to present a useful and effective TP. However, the following guidelines
should be considered:
Background:
7.8.6

Information about the organisation must be stated clearly, including:

1 Staff details such as numbers (for example, full-time / part-time, staff on payroll / full-time equivalents), times
of travel (for example, Monday to Friday at 9am and 5pm or shift pattern), where they travel from, and how
they currently travel;
2 Site assessment including current links (pedestrian / cycle / vehicular) into and within the site, cycle facilities,
accessibility by public transport, accessibility of nearby shops and services, and car parking;
3 Assessment of non-staff travel (for example, visitors, deliveries, fleet vehicles);
4 Attitudes of staff towards travel to and from the site and towards their travel needs.
Objectives:
7.8.7 The statement of objectives should identify the motivation behind the TP and clearly state its purposes.
For example, reasons for a TP include reductions in car usage (especially single occupancy journeys at peak times),
and increased use of walking, cycling and public transport. It may be relevant to address:
1 Reducing traffic speeds, improved road safety and personal security (especially for people on foot or cycle);
and
2 More environmentally friendly delivery and freight movements, including home delivery services.
Measures:
7.8.8 The TP must identify what needs to be done to achieve its objectives and what measures need to be
implemented.
Targets:
7.8.9 Targets must be specific, measurable, realistic and split into identifiable time frames based on the short
term (two years), medium term (five years) and long term (10 years) and preferably dated by month and year.
Monitoring and Review:
7.8.10 The effects of TPs must be monitored and they must state clearly how monitoring will take place, for
example, by stating what will be monitored by whom and when. Baseline data must therefore be provided, for
example, as part of the background information. The outcome of monitoring may suggest that a review of the
measures or targets is necessary. For example, it is not necessarily a bad thing to discover through monitoring
that a measure is no longer feasible, but new measures will then need to be set in order to meet the objectives
of the TP.
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7.9 Appendix CP3 - Parking Standards
Cycle Parking
7.9.1 Safe and secure cycle parking is an important component in encouraging cycling. For new developments,
the council aims to ensure that developers make efficient use of land and promote sustainable travel choices.
Therefore, cycle parking must be considered early on in the planning process.
7.9.2 These cycle parking standards cover the provision of cycle parking for traditional ‘manual’ bikes, and also
electric bikes. The emergence and increasing popularity of electric bikes means that they become an increasingly
attractive alternative to the private car. It is important that the appropriate provision is made for cycle parking
and safe storage. Also refer to the policies in the Designing Places section.
7.9.3 The standards are intended as minimum standards for new development and, where appropriate, change
of use. One space means that one bicycle can be secured. A bike stand, for example, a Sheffield-style stand, can
provide two cycle parking spaces.
7.9.4 Cycle parking should be future proofed to ensure that the infrastructure to support the charging of electric
bikes is supported.
7.9.5 Cycle parking provision should be made on the site. If there is a shortfall of on-site parking provision, a
contribution may be sought towards off-site cycle parking or associated facilities, based on the standards set out
in this appendix.
7.9.6 These standards acknowledge rights of permitted development and changes of use, particularly from
Classes B2 and B8 uses to B1 business use. The standards will be applied to ensure that there would be adequate
provision if permitted development were carried out, unless applicants are willing to accept a condition restricting
their permitted developments rights in this respect.
7.9.7 The reference to staff should be taken to mean the peak number of staff expected to be on site at any
one time, whether part-time or full-time.

Number of Spaces Required
Table 1 sets out the minimum number of cycle parking spaces required at different development types.
Table 1. Cycle Parking Spaces

Land use – new developments
Residential
Dwelling

1 Bedroom
2 Bedroom
3 Bedroom
4 Bedroom
5+ Bedroom
Sheltered and retirement
accommodation
Multiple Occupancy

A1. retail
Storage/distribution warehouse

Garden centre
A3/A4 – food and drink/Pub
A5

Recommended number of cycle
Space(s)
Storage Space for 2 bicycles
Storage Space for 2 bicycles
Storage Space for 2 bicycles
Storage Space for 3 bicycles
Storage Space for 4 bicycles
1 space per 10 residents, plus 1 space
per 5 on duty
0.5 spaces per bedroom, plus 1 visitor
space per 10 bedrooms
1 space per 150 sqm (<1000sqm)
1 space per 250 sqm (>1000sqm)
1 space per 500 sqm up to 10,000 sqm.
After 10,000sqm 1 additional space per
20,000 sqm
Case by case
1 space per 100 sqm
Case by case
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Business

B1 Business 1 space per 250 sqm
Industrial unit1 space per 500 sqm
Industrial
1 space per 500 sqm
Estate
C1 Hotels and Hostels
1 space per 15 bedrooms plus one
space per 7 staff
D1 Surgeries/health centres
1 space per 5 staff
D2 Assembly and Leisure Cinema
1 space per 100 seats
Leisure
1 space per 400 sqm
Centre/ pools
Schools (standards reflect D1e Primary 1 space per 10 staff and students
use of scooters and bikes) D1f
1 space per 7 staff and students
Secondary
D1e Colleges
1 space per 7 full time staff and
students
D1 Libraries
1 space per 200 sqm
Sui Generis Theatres
1 space per 100 seats
Transport
Bus station Case by case
Train station Case by case
A minimum of two cycle spaces (i.e. one Sheffield Stand) must be provided at all non-residential developments
At residential developments, space for cycles could be in the form suitable garage space, shed space or separate
cycle space. Cycle parking which is provided in back gardens must be easily accessible.
All values for cycle spaces required should be rounded up to the nearest whole figure.
In many cases it will be suitable to have cycle parking distributed around a development than in one location,
particularly if there are a number of entrances to the site. The distribution of cycle parking should reflect the
proportion of people using each entrance.
7.9.8 The use of this guidance is additional to the evidence which is expected to be provided within the
developer’s Transport Assessment. By providing Travel plans, developers should further be able to demonstrate
that they have applied the appropriate levels of monitoring in the area, especially if they are permitted to provide
lower levels of parking spaces below the optimum recommendations.

Cycle Parking Design
7.9.9

All developments

Cycle parking should be sited in a manner that encourages the use of cycling as a first choice for short trips.
It should be placed as close as possible to the main entrance and exit points on ground level. It should not be
sited where it will be obstructed by pedestrians or vehicles.
Cycle parking should be easily accessible, visible and in locations where it will be well used. They should be
covered, and where possible and appropriate in specially constructed cycle sheds (particularly for workplaces
and educational institutes where bikes are likely to be left for long periods of time).
The recommended choice of rack is the 'Sheffield' stand (inverted U-shaped metal tube). Sheffield stands are
recommended as they are popular with users;two cycles can be locked to one stand; they are non-damaging
to cycles; and they are easy to maintain. Where other racks or support systems are used, they should provide
good support and allow the cycle frame and both wheels to be secured.
Where additional space can be provided at the end of a row of Sheffield stands, the end spaces can be used
by handcycles or other modified bikes that require extra space (including those used by people with mobility
impairments). Where sufficient demand is expected these spaces could be reserved for this type of bike.
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The minimum spacing between Sheffield stands should be 1000mm. If stands are arranged in more than one
row, these rows should be a minimum of 2000mm apart. This should be extended to 3100mm where an aisle
is required to access the stands (where there are more than two rows,for example). It is also necessary to
make sure there is adequate turning space to allow cyclists to access all stands provided (see figure 1, as
produced by Cambridge City Council (2010)).
The design of cycle parking should be in keeping with the surroundings and be attractive to the user.

Figure 1. Cycle parking, as produced by Cambridge City Council (2010)

Additional Guidance for other residential dwellings
The guidance aims to encourage cycling by providing the space needed to store bicycles; therefore developers
must bear this in mind within their planning applications. This doesn’t have to be in a special / separate area.
For example it could be included within garages (by increasing the stated garage dimensions) or in a suitable
shed. The key thing is that an appropriately safe, secure and easy to use space is provided. Cycle parking in
back gardens needs to be easily accessible.

Additional Guidance for non-residential developments
Provisions for cycle parking at schools and colleges should reflect proposals for safer routes to school and
Travel Plans, and may need to be increased to reflect the aspirations of these plans.
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Residential Car Parking Standards
Table 3. Residential car parking standards

Property Type

Average Number of Spaces per
dwelling

Additional Unallocated Spaces per
Dwelling

1 Bed Flat

1.5

0.3

1 Bed House

2

0.4

2 Bed

2

0.4

3 Bed

2.5

0.5

4 Bed

3

0.6

5 Bed

3.5

0.7

7.9.10 Where there are changes to existing properties such as extensions and garage conversions, developers
will be required to provide sufficient parking for property redevelopments based on the standards specified. It
will be the developer’s responsibility to make sure that the changes made to an existing property will not prejudice
the retention of adequate parking within the curtilage of the property.
7.9.11 Below are the minimum design requirements criteria for residential parking standards and must be
considered within all planning applications:
Size of allocated parking spaces Length 5.0m x Width 2.8m
Parallel parking dimensions – 6.0m x 3.0m is recommended
Parking spaces in front of a garage or vertical feature would require a 5.5m space for access to the car boot
Street width design to be considered and amended to accommodate on-street parking. Where unallocated
parking spaces are distributed throughout a development, an increased carriageway width should be used to
allow cars to park on either side of the street, leaving at least an appropriate width carriageway.
The design of unallocated parking should make it clear where it is appropriate to park and prevent inappropriate
parking (particularly on footways).
To add appropriate planting to soften the visual impact of cars.
Wherever parking is provided it needs to be more attractive than inappropriate parking opportunities. It
should be accessible, well lit, overlooked and attractive. Where a parking court is considered it must be part
of a coherent overall layout, be small and over looked by dwellings.
Parking design should consider its impact on the carriageway, particularly on the turning movements of larger
vehicles, such as refuse vehicles.
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Non-residential car parking standards
7.9.12 As described previously, non-residential car parking standards have been derived using TRICS. Table 6
sets out the resulting standards. Each use class parking standard is based on Gross Floor Area (GFA), or by
staff/consultation room where indicated. Due to the limitations of the data available to us, there are a number
of exceptions to these standards, and these are outlined below Table 7.
Land use - New Developments

Zone 1 (More accessible)

Zone 2 (Less accessible)

1 space per 23 sqm

1 space per 22 sqm

A1. Non-food retail (GFA >1000 sqm) 1 space per 38 sqm
See additional guidance below.

1 space per 26 sqm

A1. Food retail (GFA > 1000 sqm) See 1 space per 17 sqm
additional guidance below.

1 space per 14 sqm

Retail warehouses (DIY, Garden
Centre)

1 space per 67 sqm

1 space per 38 sqm

Retail warehouse w/o garden centre 1 space per 65 sqm

1 space per 40 sqm

A2. Financial and professional
services

1 space per 25 sqm

1 space per 21 sqm

A3. Restaurant –single

1 space per 16 sqm

1 space per 10 sqm

A3. Public houses, restaurant

1 space per 17 sqm

1 space per 12 sqm

A3/A4. Pub, Restaurants + hotel

case by case

case by case

Retail
A1. Retail (GFA < 1000 sqm) See
additional guidance below.

A4. Public houses without restaurant 1 space per 25 sqm
(although site may sell bar food)

1 space per 8 sqm

A5. Takeaways

1 space per 8 sqm

1 space per 23 sqm

Business
B1. Business – offices See additional 1 space per 25 sqm
guidance below.

1 space per 21 sqm

B2. General Industrial

1 space per 64 sqm

1 space per 39 sqm

B2. Industrial Estate

1 space per 87 sqm

1 space per 41 sqm

B8. General Warehouse, Industrial
Units

1 space per 130 sqm
Please see additional guidance below
on servicing arrangements and
operational guidance

1 space per 120 sqm
Please see additional guidance below
on servicing arrangements and
operational guidance

Land Use - New Developments

Zone 1 (more accessible)

Zone 2 (Less accessible)

C1. Hotels and hostels

1 space per bedroom

1 space per bedroom

C2. Hospitals

Case by case

Case by case

C2. Care Homes

1 space per 3 residents (unallocated) 1 space per 3 units (unallocated)

C3. Sheltered accommodation

1 space per 4 units (unallocated)

Retirement flats

1 space per 2 units (unallocated for 1 space per 2 units (unallocated for
residents and staff)
residents and staff)

D1*a. Art galleries/museums

1 space per 25 sqm

Other use classes
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1 space per 3 units (unallocated)

1 space per 40 sqm

D1*a. Exhibition centre

1 space per 25 sqm

1 space per 18 sqm

D 1* (g & h). Place of worship/public 1 space per 25 sqm
assembly buildings

1 space per 8 sqm

D1*b. Health surgeries

1 space per 14 sqm

1 space per 20 sqm

D1*e. Primary schools See additional 1 space per f.t.e staff
guidance below

1 space per f.t.e staff

D1*f. Secondary schools See
additional guidance below.

1 space per f.t.e staff

1 space per f.t.e staff

D1*e. Higher, further education,
college

1 space per 1 f.t.e staff +student
parking to be assessed individually

1 space per 1 f.t.e staff +student
parking to be assessed individually

D1*. Library

1 space per 50 sqm

1 space per 42 sqm

D2. Bingo Hall

1 space per 21 seats

1 space per 15 seats

D2. Cinema

1 space per 12 seats

1 space per 6 seats

D2. Leisure Centre – swimming pool 1 space per 62 sqm

1 space per 26 sqm

Tennis courts

2 spaces per court or individual
assessment

2 spaces per court or individual
assessment

B1/B2. Motorist centre/car servicing 1 space per 53 sqm

1 space per 38 sqm

B2. Repair Garage

1 space per 35 sqm

1 space per 23 sqm

Sui Generis. Theatres

1 space per 12 seats

1 space per 6 seats

The car parking standards set out here are optimum standards; the level of parking they specify should be
provided unless specific local circumstances can justify deviating from them. Proposals for provision above or
below this standard must be supported by evidence detailing the local circumstances that justify the deviation.
This evidence must be included in (and/or consistent with) the developer’s Travel Plan and Transport Assessment.

112 of 222 |

Additional guidance:
A1 shops – In all cases, adequate provision should be made for the parking and turning of service vehicles serving
the site, off the highway.
B1 Business – These optimum standards are designed to provide an appropriate level of parking across the
county. However recent developments suggest higher levels may be required in certain areas. This may be due
to specific to local circumstances and/or the geography of the district. Where this is the case, the flexibility
allowed by the standards should be applied.
Houses in Multiple Occupation (HMO’s) – see guidance in Table 3.
Shared use facilities – When a use forms part of a shared use facility, parking standards must be looked at for
all uses and the appropriate amounts supplied. For example when conference facilities are included in a hotel
facility, appropriate parking standards must be applied for each use. However, where visitors will use more than
one of these facilities the impact of this on the parking spaces required must also be taken into account.
All schools and colleges - All school and colleges should provide appropriate drop off areas as well as car parking.
Drop offs can reduce the need for parking, improve circulation and ultimately reduce congestions problems on
local roads around the school.
Secondary schools – where there is a 6th form, student parking should be assessed individually.
Residential schools – to be assessed individually.
Warehouse – Consideration should be given to the requirement for overnight parking and facilities. Also due
to variability of the sites, the standard will need to be considered carefully and greater flexibility may be needed
here.
Parking For Service Vehicles - The provision of spaces for goods vehicles to load and unload will be assessed for
each development proposal on its merits. It is essential to make adequate provision to ensure that servicing can
be accommodated without detriment to the safety of other road users, or the free flow of all-modes of transport
on the highway. Car sales/showrooms will be expected to ensure that deliveries by car transporters can be
appropriately accommodated.
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Exceptional situations
7.9.13 For some land uses, the approach used to calculate parking requirements does not provide appropriate
results, either due to the data available or the nature of their parking requirements.

Dealing with exceptions
Land Use

Approach

Houses in Multiple Occupation (HMOs),
including

HMOs should provide the same number of spaces as
other residential dwellings. As with all developments the
standards allow for flexibility where there is evidence
that they would not be appropriate. Where a local
planning authority considers that other rooms are likely
tobeusedasbedrooms,theymaywishtoconsiderincludingthese
within the calculation for parking provision.

relevant student accommodation

HMOs come in a wide range of forms and there is scope
to utilise the flexibility in these standards to make this
provision in a way that is appropriate for the situation.
Where a property is converted into a HMO, developers
will need to agree with the local planning authority on
how sufficient parking will be provided. For example the
local planning authority may wish to explore the potential
for an agreement that allows equivalent parking facilities
to be provided or funded elsewhere by the developer.

Care home/sheltered housing accommodation

Care home and sheltered housing properties should
provide a minimum of 0.5 spaces per dwelling in Zone 1,
and 1 space per dwelling in Zone 2, of which all must be
provided as unallocated parking. However, similarly to
HMOs, where properties are converted into care
homes/sheltered housing accommodation, developers
will need to agree with the local planning authority
(following appropriate discussion with BCC) on how
sufficient parking will be provided for these uses,
particularly where districts have a policy on this.

A2.Financial and Professional services

TRICS database has no data for this use class.
The existing standards between two districts are similar,
and similar to those for ‘B1 (a) (b) (c) Business – Offices’.
As the existing B1 standards fits well with observed data,
and the two land uses have a number of similarities, the
standard has been suggested to be the same as B1.

Pub restaurant with hotel

TRICS does not include sufficient data for this land use
to provide a robust basis for a standard. Therefore the
parking requirement for pub restaurants with hotels
attached will be considered on a case by case basis.

Hotels

TRICS does not include sufficient data for this land use
to provide a robust basis for a standard. Therefore, the
hotel standards have been based on the existing district
standards.
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Hospitals

Parking at hospitals is an important issue. However, there
are a number of barriers to the creation of a hospital car
parking standard. Hospitals are often complex,
multi-occupancy developments catering for more than
just the general hospital; the NHS is constantly evolving,
with different ways of managing staff, patients and
visitors; and hospitals are often developed in a phased
way, meaning that long terms plans are not always clear.
These factors combine to make the identification of a
standard based on historic data inappropriate.
Therefore, it is considered appropriate that car parking
at hospitals is considered on a case-by-case bases
(including, where appropriate, discussion between local
authorities, health trusts, staff and patient groups). A
number of points should be considered when
determining parking requirements, including existing
issues such as lack of capacity, overspill and
neighbourhood issues; existing parking provisions; use
and demand; long term development plans; accessibility
by public transport; the overall sustainability and
accessibility of the site; type of hospital; and number and
timing of
users.
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Dimensions for car parking
7.9.14 Evidence shows that the size of vehicles has increased over time. As a result, the size of parking spaces
has been reviewed, and the size increased for both residential and non-residential parking, to better reflect the
current size of vehicles. Table 8 sets out the minimum bay size for cars.
Table 6 Minimum car parking dimensions

Length
Width

5.0m
2.8m

7.9.15 The minimum bay size must be used unless developer evidence suggests otherwise. If spaces are smaller
than the minimum bay size, the bay will no longer be considered a usable parking space. Where spaces are
constrained by a wall on one side, which may consequently prevent a door from opening, the space may need
to be larger. Increasing the length of an on-street parking bay may also need to be considered for parallel parking.
Table 7. Minimum parallel parking dimensions

Length
Width
7.9.16
boot

6.0m
3.0m
Parking spaces in front of a garage or vertical feature would require a 5.5m space for access to the car

7.9.17 There should be a distance of 6.5m between rows for access where the parking spaces are at right angles
to the traffic lane. The distance between rows can be reduced where the parking spaces are at angles to the
traffic lane.
7.9.18

Wider car parking spaces should be provided for blue badge holders.

7.9.19 Unallocated on-street parking spaces (kerbside parking or marked bays) may be considered for adoption
by the Highway Authority subject to operational and safety considerations. However, where there is allocated
parking provision for individual dwellings which is not adopted by the Highway Authority, the developer will have
to provide the appropriate arrangements for their future management and maintenance. In some cases, the
District Councils may also be delegated the management of on- street parking where appropriate.
Garage provision and size
7.9.20 It is clear that some garages within Chiltern and South Bucks are not used for parking of vehicles, but
instead are used for storage or other purposes. Garages are often too small to accommodate most modern family
cars, a bicycle and other domestic goods - contributing to this problem. Garages are, therefore, required to
provide enough space for all functions they are planned to accommodate. Where a garage is to be used for cycle
or motorcycle parking, a suitable area must be provided on top on the dimensions set out here. This area must
meet the minimum dimensions set out for cycle and motorcycle parking in Sections 2.1 and 2.2 respectively.
7.9.21 Table 9 sets out the minimum dimensions for a garage. These dimensions have been checked against
the current top-selling cars to ensure they are fit for purpose.
Table 8. Minimum garage dimensions

Length
Width

6.0m
3.0m

7.9.22 For the purposes of the Joint Local Plan it is considered that a garage should not count as a parking
space unless the developer can demonstrate that vehicles can access the garage without interference from
vehicles parked in proposed parking spaces, and that the garage is sufficiently large to also accommodate other
family requirements such as bike storage, utilities and workshop (an additional 18sqm).
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Blue badge parking
7.9.23 Many people with reduced mobility are dependent on cars for getting around. Therefore, when developers
make plans, blue badge parking should be a priority.
7.9.24 The positioning of blue badge parking is critical if it is to serve its purpose successfully and help blue
badge users to access services independently. Blue badge parking should be located within 50 metres of the
entrance of the service it is provided for, on firm, level ground, in well-lit areas. If the distance between the
parking facility and the entrance is (unavoidably) greater than 50 metres, no more than 50 metres should be
uncovered. Where ramps are used to provide level access it is important to consider that these can be difficult
to negotiate for some ambulant disabled people. Therefore, it may be appropriate to provide ramps alongside
alternatives such as steps. If all blue badge parking spaces cannot be located immediately next to an entrance,
developers should consider distinguishing ‘high priority’ blue badge holders (such as those with a ‘nil value tax
disc’). Spaces closest to the entrance could be reserved for ‘high priority’ blue badge holders’ whose needs are
most acute.
7.9.25 The route between the parking facility and the service should be direct and suitable for wheelchairs
and those with limited mobility, with no steps, bollards, or heavy doors. Developers should be aware of the
impacts of glare on people with visual impairments, particularly where there are bright or shiny surfaces. In
multi-storey car parks blue badge parking should be on the same level as pedestrian access, or positioned close
to a lift with wheelchair access. Where possible, blue badge parking should be located where it allows people to
do a number of things at once and access facilities such as accessible toilets. In all cases, blue badge parking
should be positioned to protect users from moving traffic.
7.9.26 The marking of blue badge parking is also vital to ensure spaces are clearly visible. In car parks, blue
badge parking should be clearly sign posted from the entrance, and the spaces themselves clearly labelled with
a sign at eye level, a yellow wheelchair symbol within the space, and areas between the bays hatched in yellow.
Signage should indicate the distance between the parking spaces and nearby facilities.
7.9.27 Where machines with audio capabilities (such as ticket machines and entrance and exit gates) are
present, a loop system should be in place to help users with limited hearing to use these.
7.9.28 Table 12 sets out the number of blue badge parking spaces required, and Table 13 sets out the size of
blue badge spaces. Both tables set out minimum recommendations; however, additional needs may be identified
for specific developments and it is important that blue badge parking is monitored regularly to ensure the needs
of people with disabilities are being met. Where sufficient demand is likely developers should also consider
providing areas to park and lock mobility scooters, particularly in large developments such as shopping complexes.
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Blue badge parking: number of spaces
Table 9. Blue badge parking standards

Where the public do not normally have access (including 1 bay per disabled employee; Plus 3 bays or 5% total
employment sites)
capacity (whichever is greater)
Where the public normally have access (e.g. shopping
areas, leisure facilities, railway stations)

3 bays or 6% of parking capacity (whichever is greater)

Residential

Where a dwelling is to be built to Mobility Standards a
minimum of 1 bay per dwelling (of the overall optimal
standards for car parking) should be built to the blue
badge parking dimensions set out in Table 10

C3 Sheltered and retirement accommodation

30% of parking capacity (of the overall standards for car
parking) should be allocated to blue badge users

7.9.29

All decimals should be rounded up to the nearest whole space.

7.9.30
above.

More spaces may be required for certain land uses (e.g. doctor’s surgeries) than the standards set out

7.9.31 Hospital car parking is considered on a case-by-case basis through negotiation between local authorities,
health trusts, and staff and patient groups. This should include consideration of existing issues, neighbouring
areas, time variations and the demands from all potential users.

Blue badge parking: dimensions
Table 10. Blue badge parking dimensions
7.9.32 The following dimensions are based on the current district parking standards, and the recommendations
set out in the Traffic Advisory Leaflet 5/95 (DfT, 1995).
Off-street parking
When bays are adjacent

5.1 X 3.8m (1.2m of this may be shared between
two adjacent spaces)
6.6 X 3.8m
2.6 m

Parallel bays
Height (if applicable)
On-street parking
At an angle to the access aisle 5.1 X 3.3m
Parallel to the access aisle
6.6 X 3m
If cannot access footway from vehicle, width
should be 3.3m
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Impacts on surrounding areas and parking management
7.9.33 These standards endeavour to ensure new developments provide the right amount (and type) of parking.
However, there will be situations where a risk remains that developments could cause parking problems in
surrounding areas. Developers remain responsible for mitigating this impact of their development.
7.9.34 These issues should be considered through the normal development management processes. The bullet
points below provide guidance on some of situations where this may be particularly important. This guidance is
provided purely to assist the aforementioned process and is not intended to be exhaustive.
Developments in areas subject to existing parking management measures (such as restrictions or residents’
parking zones) will be responsible for funding any changes to these arrangements they necessitate.
Developments which risk causing a spill over of parking into neighbouring areas (including through the
imposition of parking charges) will be responsible for funding any parking management measures required
to prevent this as part of their mitigation works.
Schools may require additional parking management measures to ensure safe access to pedestrians and
cyclists, and to prevent obstructions to traffic at peak times. This may include (but may not be limited to):
1 Keep clear markings at school entrances
2 Controlled parking zones
3 Loading and waiting restrictions
4 Pavement parking controls
5 Speed limits
6 Walking and cycling infrastructure
Where there is capacity available in other existing or planned developments, and appropriate arrangements
can be made, this can be an effective way to provide parking. This would need to be agreed with the car park’s
operator, and be consistent with the development’s Travel Plan and/or Transport Assessment. Arrangements
for permits and the payment of (potentially reduced) fees may be appropriate.
Although unallocated parking can be very effective, developments that include high proportions of unallocated
parking may require parking management measures. This may include (but may not be limited to) residents
permit zones or Traffic Regulation Order’s (TRO).
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Appendix 1. Non-residential zone maps
Chiltern Zone map
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South Bucks zone map

| 121 of 222

