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1. Introduction  
 
1.1. London Borough of Bexley (LBB) granted planning permission on 1st July 2020 for a mixed-use 

development on the site of the former Lamorbey Swimming Centre in Sidcup [19/01828/FUL]. The 
approved development comprised of a 1239m2 gym at ground floor with 26 residential dwellings 
above. The approved schedule of accommodation is shown in Table 1.1 below. 
 
Table 1.1 – Approved schedule of accommodation 
  Units Person yield Cycle parking 

Studio 0 0 0 

1B2P 1 2 1.5 

2B2P 1 3 2 

2B4P 20 80 40 

3B4P 4 16 8 

Total 26 101 51.5 
 
 

1.2. The approved planning application was supported by a Transport Assessment (TA), prepared by 
Entran in July 2019. Following a consultation response from the highway authority Entran also 
prepared Technical Note 2 (TN2) in November 2019, providing further information on vehicle trips 
and distribution, swept path analyses, car and cycle parking provision and an independent Stage 1 
Road Safety Audit of the range of highway improvements to be delivered by the development. 
Planning permission was granted on the basis of the information contained in the TA and TN2. 
 

1.3. This Technical Note (TN3) has been prepared in support of a new planning application for a revised 
scheme with a net increase of 5 dwellings compared to the approved scheme.  

 
2. Proposed development 
 
2.1. The proposed development retains the gym at ground floor in accordance with the approved scheme 

but includes a revised schedule of accommodation for the residential dwellings on the upper floors. 
The revised schedule of accommodation is set out in Table 2.1 below. 

 
Table 2.1 – Approved schedule of accommodation 
  Units Person yield Cycle parking 

Studio 4 4 4 

1B2P 13 26 19.5 

2B2P 9 27 18 

2B4P 0 0 0 

3B4P 5 20 10 

Total 31 77 51.5 
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2.2. Table 2.1 shows that the total number of dwellings would increase by five units, but the total number 
of people residing at the new development would be significantly fewer. This is simply the result of 
the revised scheme comprising more, but smaller dwellings. The cycle parking requirements (based 
on the new London Plan) remain exactly the same as the approved scheme. Cycle parking provision 
has been designed in accordance with the new London Plan standard. For the proposed unit mix the 
requirement is for 52 long stay residents’ spaces and 1 short-stay space. In addition, 18 spaces are 
provided for the gym for staff and visitors. 
 

2.3. All long-stay spaces are provided within internal cycle storage areas. The resident’s cycle parking is 
within a dedicated cycle store whereas the gym cycle parking is within the main building, close to the 
entrance, at the operator’s request. 

 
2.4. The majority of long-stay cycle parking spaces are provided in the form of two-tier Josta racks; 

however, 5% of the spaces (resi and gym) will be provided in the form of Sheffield racks to 
accommodate larger or adapted bikes, in accordance with the London Cycle Design Standards. The 
store layout has been designed to exceed the manufacturer’s recommended dimensions. This is 
fully in accordance with the previously approved layout. 
 

2.5. The proposed development will provide 10 car parking spaces, exactly the same as the approved 
scheme. The proposed development will also deliver the previously approved range of local highway 
improvements.  
 

 
3. Trip rates and distribution 
 
3.1. Tables 1.1 and 2.1 demonstrate a net reduction in people living at the proposed development which 

will result in an overall reduction in person trips; however, travel demand was previously assessed 
based on unit numbers, not occupation levels. Therefore, whereas the revised scheme is expected 
to result in a net reduction in travel demand, the person trips have been re-calculated per unit, based 
on the assessment methodology used in the original TA and TN2. 
 

3.2. Table 3.2 below sets out the multi-modal trip rates, derived from TRICS® that were used to calculate 
person trips associated with the approved development (TA 2019, Table 8.1) 

 
Table 3.1 – Approved development multi-modal trip rates 
  Driver Car pass’ Walk Cycle Bus Rail Total 

0800-0900 0.128 0.077 0.167 0.029 0.129 0.105 0.635 

1700-1800 0.081 0.014 0.205 0.015 0.061 0.058 0.434 

Daily 1.132 0.354 1.818 0.172 0.892 0.669 5.037 
 

 
3.3. When these trip rates were applied to the approved 26 dwellings, the resultant person trips were as 

follows: 
 

Table 3.2 – Approved development multi-modal trips (26 flats) 
  Driver Car pass’ Walk Cycle Bus Rail Total 

0800-0900 3 2 4 1 3 3 17 

1700-1800 2 0 5 0 2 2 11 

Daily 29 9 47 4 23 17 131 
 

3.4. If the same trip rates are applied to the proposed 31 flats the result would be as follows: 
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Table 3.3 – Proposed development multi-modal trips (31 flats) 
  Driver Car pass’ Walk Cycle Bus Rail Total 

0800-0900 4 2 5 1 4 3 20 

1700-1800 3 0 6 0 2 2 13 

Daily 35 11 56 5 28 21 156 
 

3.5. As explained above, the reduced person-yield is expected to result in a reduction in person trips; 
however, even using this very robust methodology, which is blind to the unit size, the net change in 
trips by any mode would be negligible. Indeed, the net change by each mode would be less than 
daily variation and therefore imperceptible to other transport users. 
 

3.6. At LBB’s request, the vehicle trips were re-assessed in TN2 using trip rates from a third-party TA. 
Those vehicle trip rates and the associated trips from the approved 26 dwellings, are set out below. 

 
Table 3.4 – Approved development, vehicle trip rate sensitivity test (26 flats) 

  

Vehicle trip rates Vehicle trips 

Arrive Depart Total Arrive Depart Total 

0800-0900 0.047 0.110 0.157 1 3 4 

1700-1800 0.082 0.052 0.134 2 1 3 

Daily 0.781 0.825 1.606 20 21 42 
 

3.7. If these trip rates are applied to the proposed development, the result would be as follows: 
 

Table 3.5 – Proposed development, vehicle trip rate sensitivity test (31 flats) 

  

Vehicle trip rates Vehicle trips 

Arrive Depart Total Arrive Depart Total 

0800-0900 0.047 0.110 0.157 1 3 5 

1700-1800 0.082 0.052 0.134 3 2 4 

Daily 0.781 0.825 1.606 24 26 50 
 

3.8. It is important to note that the proposed development would have the same number of parking 
spaces as the approved development, and fewer residents; the comparison of tables 3.4 and 3.5 is 
therefore an academic exercise. However, even using this robust approach, the net change in 
vehicle trips would be just one additional peak hour trip which is less than daily variation and 
therefore imperceptible to other highway users. This academic net change would have no effect on 
highway capacity or safety. 
 
 

4. Transport Implementation Strategy 
 
4.1. The proposed development will be supported by a three-part Transport Implementation Strategy 

comprising: 
 
• Demolition and Construction Management Plan 
• Delivery and Servicing Plan 
• Travel Plan 

 
4.2. The TIS will comprise a suite of management documents designed to manage and control the 

movement of people and goods to and from the development.  As with the approved development, 
these documents will be secured by appropriate planning conditions. 
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5. Vehicle ownership data 
 
5.1. The approved development included 10 car parking spaces for 26 flats. The site has a PTAL rating 

of 4 which is classed as ‘Good’. The London Plan states: 
 

“Car-free development should be the starting point for all development proposals in places 
that are (or planned to be) well-connected by public transport, with developments elsewhere 
designed to provide the minimum necessary parking (‘car-lite’). Car-free development has no 
general parking but should still provide disabled persons parking in line with Part D of this 
policy.” 
 
“An absence of local on-street parking controls should not be a barrier to new development, 
and boroughs should look to implement these controls wherever necessary to allow existing 
residents to maintain safe and efficient use of their streets”. 
 
“The maximum car parking standards set out in Policy T6.1 Residential parking . . . should be 
applied to development proposals and used to set local standards within Development 
Plans.” 
 
“New residential development should not exceed the maximum parking standards set out in 
Table 10.3. These standards are a hierarchy with the more restrictive standard applying when 
a site falls into more than one category.” 
 

5.2. For sites in Outer London Boroughs with a PTAL 4, the maximum permissible parking provision is 
0.5 car parking spaces per dwelling. For the revised scheme of 31 flats that would equate to a 
maximum of 15 spaces. 
 

5.3. Census data for Sidcup [Nomis: LC4415EW] was included in TN2 and showed that in this area 49% 
of households living in flats, apartments or maisonettes have no vehicle. It also showed that 42% 
have one vehicle. The average vehicle ownership shows as 0.6 vehicles per dwelling; however, 
current policy would not allow new flats to be provided with two spaces in an accessible locations 
such as this, so if the maximum ownership was one vehicle, the average would reduce to 0.51 
vehicles per household.  

 
5.4. The level of parking provision must consider two relevant factors; need and harm. 

 
5.5. If a development in an inaccessible location provides less parking than it needs then the residents’ 

ability to travel would be limited, potentially resulting in social exclusion. That is not the case here. 
The accessibility audit in the TS and PTAL 4 rating demonstrate that residents in the proposed 
development would have a genuine choice of modes of travel. These residents would not be reliant 
on a private car to travel to work, college, shopping or other journeys. This is supported by the 
evidence that almost half of all existing residents living in flats choose to live in this location without a 
car. The issue of parking ‘need’ is fully addressed by the proposed development. 

 
5.6. In most cases, if a development provides insufficient parking, then vehicles may be displaced onto 

the surrounding highway network resulting in harm to the free flow of traffic or the amenity of local 
residents. In this instance, however, the roads surrounding the site are comprehensively covered by 
waiting restrictions and enforceable parking bays. In discussion with LBB it was agreed that the 
Lambeth parking stress methodology should be used to determine appropriate walking distances to 
parking areas. That methodology, commonly used by most London Boroughs, suggests a 200m 
walking catchment for residential development and a 500m walking catchment for commercial 
development. The parking stress survey (covering ton-street parking and the Old Farm Avenue 
public car park) was previously submitted and agreed. This addresses the issue of harm. 

 
5.7. From the outset 20% of the residential car parking spaces will be provided with electric vehicle 

charging points (EVCP) with the remainder being provided with passive provision (i.e., ducting, 
power supply etc.). 
 

5.8. The proposed level of residential car parking complies with London Plan policy and meets the needs 
of the proposed development. 
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6. Highway improvement works 
 
6.1. The proposed development will deliver a range of highway improvements including enhanced 

pedestrian facilities between Old Farm Avenue and the site, and a purpose-designed turning head at 
the end of this existing cul-de-sac where none exists at present. These highway improvements 
require land under the applicant’s control to be dedicated as new public highway, but also require an 
area of land under LBB’s control to be dedicated as highway to allow the new turning head to be 
completed at the developer’s expense. 
 

6.2. The same highway improvements will be delivered by the revised scheme. 
 

7. Accessibility review 
 
7.1. The TA (2019) which supported the approved scheme included an assessment of walking, cycling 

and public transport infrastructure and services. That assessment has been reviewed in 2021 and 
any changes explained below. 
 

7.2. The 625 bus service no longer runs as a 24-hour service, this service is now a school service  
running four times per day; twice between the hours of 0800 and 0900, then another two services 
between 1500 and 1600. The route of this service is Plumstead Common – Welling – Blackfen – 
Sidcup – Chislehurst.  

 
7.3. In every other respect the findings of the previous accessibility assessment remain the same. These 

minor changes have no material effect on the ability of residents to travel to and from the site by 
sustainable modes, and therefore do not change conclusions of the TA. 

 
 

8. Summary and conclusion 
 
8.1. This Technical Note (TN3) has been prepared in support of a revised proposal to redevelop the site 

of the former Lamorbey Swimming Centre in Sidcup. The site benefits from an extant planning 
permission for a gym at ground floor with 26 flats above. The revised proposal retains the gym but 
provides 31 flats above. Importantly, the person-yield of the revised proposal is lower than the 
previously approved scheme. 
 

8.2. Cycle parking demand is identical for the approved and proposed schemes. 
 

8.3. The proposed development will provide 10 car parking spaces in accordance with the previously 
approved scheme. 

 
8.4. The revised proposal will therefore have the same level of car parking but fewer residents and is 

therefore expected to generate lower travel demand than the approved scheme. Notwithstanding 
this, a revised assessment has been carried out based on previously agreed TRICS® trip rates per 
dwelling. Even using this robust method, the net effect on any individual mode of travel would be 
less than daily variation and imperceptible to other transport users. 

 
8.5. The proposed development will be supported by a three-part Transport Implementation Strategy to 

manage and control the movement of people and goods to and from the site. 
 

8.6. There have been no material changes in public transport provision or the accessibility of the site  
since the extant planning permission was granted,  
 

8.7. This assessment demonstrates that the proposed development will have no adverse effects on the 
safety or operational capacity of the local transport network. Indeed, the development will deliver a 
range of highway improvements that will not only benefit those using the development itself but will 
be of benefit to the wider community. The improved pedestrian facilities and the brand-new turning 
head will more than mitigate the additional travel demand generated by the development and will 
therefore result in an overall improvement in local highway conditions. The highway authority should 
therefore actively endorse the development proposals. 
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