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Preface
The London Legacy Development Corporation (the Legacy Corporation) was formed on 1st April 2012. The
purpose of the Mayoral Development Corporation is: “To promote and deliver physical, social, economic and
environmental regeneration in the Olympic Park and surrounding area, in particular by maximising the legacy
of the 2012 Olympic and Paralympic Games, by securing high-quality sustainable development and investment,
ensuring the long-term success of the facilities and assets within its direct control and supporting and
promoting the aim of convergence”.
This report was commissioned by the Legacy Corporation’s Regeneration team in 2013/14. Atkins were
appointed through an open tender process and they completed the study in November 2013.
The study identifies the key connections within Hackney Wick and Fish Island and highlights a range of
potential improvements that could be delivered to improve the area’s connectivity. These recommendations
are currently being considered in more detail by the Legacy Corporation.
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1.1 Context
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In recent years the centre of London has seen a shift to
the east, driven in no small part by the creation of the
Queen Elizabeth Olympic Park (QEOP) and the ongoing
regeneration of the areas adjacent to and associated with
the QEOP including Hackney Wick and Fish Island (HWFI).
In order to realise a legacy that benefits as many people as
possible one of the keys to success will be ensuring that
everybody living and working around the QEOP, as well
as the wider sub-regional area, has good access to the
facilities, development and copportunities on the QEOP and
HWFI. The area is in close proximity to some of the most
deprived communities in London and improving their links
to jobs, leisure, learning and retail opportunities is a major
priority.
The study focuses on those communities to the immediate
west of the QEOP, in the Hackney Wick and Fish Island
areas of the London Boroughs of Hackney and Tower
Hamlets. HWFI is the focus for continued socio-economic
and physical regeneration activity led in particular by the
Local Authorities mentioned above and the London Legacy
Development Corporation (LLDC). The residents and
employees of HWFI are within a 5 minute walk of the QEOP
and many have views of it across the Lea Navigation Canal.
However, historically HWFI has been relatively isolated due
to its industrial heritage and the resultant requirement
for only a few access roads and the existence of the
Lea Navigation and Hertford Canals, North London Line
railway and more recently, the creation of the A12 urban
motorway.
The connections and movement network serving HWFI is
today limited in extent and usefulness in supporting the
future growth and regeneration of the area. Ambitious
plans are in place as set out in the Area Action Plans (AAP)
for Hackney Wick and Fish Island to create more homes
and jobs as part of a significant new mixed use district.

1.2 The brief
The vision for Hackney Wick set out in the AAP is outlined
below:

“Hackney Wick is a vibrant, diverse and well connected
area on the edge of the Olympic Park Hackney Wick Hub
around the railway station is a lively mixed use centre of
activity containing a blend of high quality new and old
buildings, employment space, retail and residential with
high accessibility to rail and bus services.The Creative Media
City is a thriving, highly accessible mixed use employment
urban quarter on the former Olympic Park, home to strong,
competitive creative, technology and green industries, and
is well provided for by local services. The area as a whole
is a vibrant stimulating place to live, work and visit, with
an attractive mix of housing catering for a range of needs
including families, with strong public transport links, safe
walking and cycling links, local services and infrastructure,
and excellent access to high quality parkland, open space
and waterways.”
Now the full extent of the development potential and
priorities in HWFI have been mapped out through the AAPs
and the transformation and legacy plans within QEOP are
set out within the Legacy Communities Scheme (LCS),
the timing is right for an informed analysis and set of
recommendations as to the optimum movement networks
to serve both HWFI and the western neighbourhoods of
QEOP.

Atkins has been commissioned to undertake a strategic
review of connections infrastructure within HWFI and
between HWFI and the surrounding neighbourhoods of
the QEOP. A considerable amount of infrastructure and
development activity is committed and planned for both
QEOP and HWFI in the near future both in the short term
(up to the end of the Transformation period 2014) and
the medium / long term. A significant amount of scoping
work has already happened to better understand existing
problems and how best to provide new connections (fixed
and non-fixed, all modes) which support access to jobs,
homes and opportunities on the QEOP from HWFI.
Some early infrastructure has already been delivered
on the back of the various studies looking at strategic
connections and this will play a major role in meeting
strategic and local objectives. Despite this there remains
a requirement to pull all this work together into a single
coherent, costed plan, to understand which connections,
in which locations, represent the priority to deliver the key
objectives.
This is a strategic assessment backed up with analysis,
evaluation and appropriate techniques to help LLDC best
focus their resources on which modal connections are
the right ones in which locations. The report will review
a mixture of existing infrastructure, planned schemes
and potential new schemes and recommend how their
role might be maintained, altered or improved to ensure
that they are logical and deliver the maximum benefits to
support a range of socio-economic and other objectives
referred to further in section 1.4. Once this planning work
is completed the study will report on design options for
enhanced connections in more detail to RIBA stage B.

1.3 About this study
This study presents the results of our desktop and site based
analysis, information gathering, option evaluation and
design work and is structured based on the requirements
of the project brief. The project brief sets out the work
outputs in two main packages, Tasks A and B. Task A
covers an appreciation of the existing movement networks,
including their role, function and performance. It also covers
an examination of potential new or improved connection
infrastructure and critically to the study, an evaluation
exercise to assist with prioritisation and recommendations.
The structure for Task A is outlined below. Task B will be
based on the analysis undertaken as part of Task A and will
identify a series of project options that will be delivered to
meet the strategic objectives of the identified and enhanced
movement networks. These projects will be scoped to
sketch design standard (RIBA stage B).

 Chapter 1 Introduces the study outlining the context,
objectives and report structure

 Chapter 2 Outlines the local and strategic study
areas and rationale behind these and also the study
methodology

 Chapter 3 Provides an overview of the connectivity
issues relevant to the study area and the main drivers for
movement in both the local and strategic study areas.

 Chapter 4 Introduces the relevant connectivity
networks by mode on both a local and strategic basis
and undertakes analysis on the nature of trips into and
through the study areas as a basis for identifying key
intervention locations

 Chapter 5 Undertakes more focused analysis of the
various intervention locations and considers in more
detail appropriate types of connectivity infrastructure
or services. It also presents a scenario packages of
interventions

 Chapter 6 Presents the evaluation of these scenarios
 Chapter 7 Presents our conclusions and a summary

1.4 Study objectives

Priority Themes

Relevant Policies
and Delivery Plans

Supporting objectives / principles


Establish high quality neighbourhoods and a new piece of east London, offering high standards of liveability new homes and facilities

How this study assists with the delivery of these objectives and principles


for new and existing residents

1.4.1 Supporting the delivery of priority
themes
This study will assist LLDC and other stakeholders in
delivering the LLDC’s priority themes and relevant objectives
which underpin every aspect of LLDC’s work. In addition,
the objectives set out in the AAPs around strategic
movement, accessibility and ultimately economic and social
development, will also be supported. The priority themes,
relevant related objectives, and a short commentary on
how this study makes a contribution to their delivery is set
out in the priority themes matrix in fFigure 1.

Promoting socioeconomic
development

Promoting
convergence
and community
participation

of jobs


Championing
Equalities and
Inclusion

movement networks within QEOP.


Through identifying and prioritising those strategic connections that enable local people

Build legacy careers generating choices by establishing pathways for local people to access the jobs, apprenticeships training and

and businesses to obtain access to homes, jobs, training and commercial

other opportunities created by our development

opportunities.

To promote and deliver community sports participation within the parkland and venues;



To promote high performance sport within the sporting venues;

Supporting sport
and healthy and
active lifestyles



To host a range of events from international to community sporting events;



To facilitate the development of sports leaders, coaches, officials and volunteers;



To design and operate the Park as a catalyst for Healthy Living.



Community
Engagement



Develop a local sense of ownership and responsibility





Support successful community initiatives

responsibility will be reinforced and the role of the QEOP as an important meeting



Establish clear communication and information sharing

place in East London will be developed.



Enhance corporation social responsibility (internally and externally)



Develop strong relationships and lasting partnerships



Create an accessible and inspiring new place which embeds the highest standards of inclusive design as the Park is transformed and

Inclusive Design
Strategy and
Standards



Through identifying and prioritising those strategic connections by mode that best
support access to the QEOP’s sports and leisure facilities.



Through connecting existing walking and cycling networks within HWFI (and East
London) to QEOP and beyond.
The provision of strategic walk and cycle connections will serve to support and make
viable the development of new walk and cycle infrastructure at a more local level.
Through strengthening physical connectivity the sense of local ownership and
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Through enabling all local people, as well as visitors from further afield to access the

begins to open.

jobs, homes, commercial opportunities and leisure and sporting facilities regardless of



Use procurement to maximise the positive opportunities the legacy development creates for the diverse communities of East London.

gender, age, disability and ethnic background.



The Development Corporation will embody the change, setting the standard for our partners by delivering flagship internal projects to
promote inclusion and recruit a diverse workforce.

As well as supporting the realisation of broad priority
themes, this study’s findings and the subsequent delivery
of recommendations, will also assist in making viable local
physical development, regeneration and placemaking
projects and schemes in both HWFI and QEOP. The key
relevant projects are introduced in this section with further
reference to key drivers for movement in section 3 of the
study. It should also be mentioned that enhancements
in connectivity will underpin the ongoing visions set out
in both the HWFI AAPs to create succesful mixed use
commercial and residential centres. It is also important to
note that the study seeks to create the conditions whereby
network connectivity is improved not just between HWFI
and QEOP, but also within HWFI and making connections
to the relevant movement networks beyond HWFI. Chapter
2 provides an overview of some of the main projects
driving enhanced connectivity requirements in HWFI. The
development plan in Chapter 3 provides an overview of
the location of the majority of the development / physical
projects.

support the early completion of new homes, commercial space and enhanced

Promote growth and economic development attracting businesses fostering innovation and entrepreneurship and creating thousands



Equality and
Inclusion Policy

1.4.2 Supporting development and physical
regeneration projects in QEOP and HWFI



Through identifying and prioritising those strategic connections by mode that best



Deliver a lasting legacy from the Paralympic Games which promotes disability sport.



Develop projects which foster cohesion and integration between the future residents of Queen Elizabeth Olympic Park and its

neighbours.
LLDC believes that inclusive design should :
 Acknowledge diversity and difference and place people at the heart of the design process


Offer choice where a single design solution cannot accommodate all users



Provide for flexibility in use



Create communities that offer plenty of



Through the provision of connectivity infrastructure that supports a wide range of
private, public transport and walking and cycling access options.



Through ensuring that our design work in Task B based on new recommendations and
improvements to existing movement infrastructure, is based on the principles and
standards set out in the Inclusive Design Strategy and Standards.

services, facilities and open space; and

Design Quality
Policy



Provide buildings and environments that are convenient and enjoyable for everyone to use.



Establish the key elements of the vision for Queen Elizabeth Olympic Park though the Legacy Masterplan and a range ofPlanning





Through ensuring that our design work in Task B based on new recommendations and

Applications including the LCS.

improvements to existing movement infrastructure, is based on the principles and

Strengthen partnerships with other landowners and stakeholders in the immediate and wider vicinity to deliver urban design quality

standards set out in Legacy Company’s Design Quality Policy.

within and beyond the boundaries of QEOP

Ensuring high
quality design



Develop design guidelines and codes for inclusion in all development briefs, for both new build and retrofit projects. Adopt design
quality review procedures to guide implementation by LLDC and its development partners.



Establish principles for long-term stewardship including an estate management strategy for the public realm including parks, streets,
and venues.

Sustainability Guide

Ensuring
Environmental
Sustainability



Implement procurement procedures for design and development services that place high value on design ability and sustainability.



Develop infrastructure that enables sustainable lifestyles



Contribute to knowledge-sharing and educational programmes that engage people on sustainable living

sustainable lifestyles, particularly through the provision of good quality walking and



Build sustainable neighbourhoods and communities

cycling connections in optimum locations.



Create biodiverse parks and waterways



Manage parks and waterways for the benefit of wildlife and people



Ensure the Park works to limit and adapt to climate change

viable the development of new walk and cycle infrastructure at a more local level within



Work with partners to ensure that all contracts seek to minimise environmental impacts

QEOP and HWFI.



Ensure continual improvement in environmental performance across our operations



Monitor and report on progress





Through developing strategic connectivity infrastructure that supports and enables

The provision of strategic walk and cycle connections will serve to support and make

Figure 1 Priority Themes Matrix for HWFI Strategic Connections Study
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1.4.3 Key projects within the QEOP area

Accelerated delivery programme - Sweetwater and
East Wick

I-City
I-City is a new digital quarter for London that will support
the growth of digital and creative industries. Its proximity
to HWFI is also critical in supporting the ongoing growth
of creative industries in this area as well. Securing the
connections between I-City and HWFI are essential in this
respect.
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Located in the buildings used for International Broadcasting
and Media facilities during the London 2012 Olympics,
I-City will be a leading regional centre of innovation,
education and enterprise. A number of anchor tenants
have already been secured and approximately 40% of
the available space has currently been let. The whole
I-City complex will support 6,500 employees when fully
completed, with 4500 on-site and 2000 within the local
area through supply chains.
A planning application was submitted by the promoters
of I-City in November 2013 with detail in support of the
application including transport and access plans. Employees
and business visitors are anticipated to travel from both a
strategic and local catchment area to access the jobs and
commercial opportunities provided through I-City. It is
anticipated that employees will use a range of local public
transport facilities, private vehicle and walking and cycling
to access I-City.
In order to support I-City and the related priority themes
outlined above this study has a role to play in identifying
the optimum movement networks to support localised and
more strategic access for workforce and visitors.

In the summer of 2013 The Mayor of London announced
plans to accelerate the delivery of homes in the QEOP.
The LLDC will now speed up the creation of the East
Wick and Sweetwater neighbourhoods (two of five to be
created in QEOP) to include 1600 homes (800 in each new
neighbourhood) completed and fully occupied by 2023
rather than 2029 as originally planned. Homes in the East
Wick neighbourhood will see the first residents moving in
from 2016.
This accelerated programme brings forward the
requirement to secure the appropriate physical
infrastructure connections in the right locations at
the right times. Enabling this will provide prospective
development partners with the confidence to invest in the
short term and also will ultimately ensure these new QEOP
neighbourhoods are properly accessible and stitched in to
both HWFI and the fabric of east London.
Other QEOP Neighbourhoods
Whilst the most direct benefits in accessibility
enhancements emerging through the delivery of this
study’s objectives will be felt by those neighbourhoods
and developments on the western side of the Park, it is
also likely that other neighbourhoods on the Park could
also benefit from enhanced crossings and services. The
Chobham Manor neighbourhood will see the first phase
of housing constructed on the QEOP and may reasonably
be expected to benefit from enhanced road and public
transport connectivity from HWFI and points to the west.
Conversely there is a requirement to consider how new
vehicular bridge connections might result in through trips
being made through certain QEOP neighbourhoods.

1.4.4 Key projects within the HWFI area

awarded by The Mayor to LLDC, to support this project.

Planning and Design Study for HWFI

It will be important to maximise the effectiveness of the
Hackney Wick station project through ensuring appropriate,
legible connections are available between the new station
access points and sites within HWFI and QEOP.

This study led by DRMM Architects builds on the vision and
outputs from the two Area Action Plans in the study area
for Hackney Wick and Fish Island. LLDC are required to
develop a Statutory Local Plan including the HWFI area and
require a comprehensive analysis of potential future land
uses, movement corridors and infrastructure within the
HWFI area. This study is due for completion in December
2013.
A significant point flagged up through this study is the
large number of locally listed buildings, industrial heritage
sites and spaces in the area that have been identified
through this work. The work and recommendations
generated through this study will be mindful of maintaining
and enhancing these important heritage buildings.
To an extent this study builds on the work completed by
DRMM and will test some of the conclusions and findings
where they relate to improving strategic connectivity within
HWFI and onto QEOP.

Hackney Wick Hub (and a new nieghbourhood centre
for Hackney Wick)
Planning permission was awarded by London Thames
Gateway Development Corporation for the Hackney Wick
Hub development in March 2012. The ‘Hub’ is a mixed
use redevelopment of up to 18,889 sq. m floorspace
comprising up to10,883 sq. m residential, up to 6,342 sq.
m employment space, up to 1,596 sq.m retail, food and
drink uses, together with up to 1,820 sq.m public realm
and associated parking.
The Hub will be the new heart of Hackney Wick. A new
station and enhanced public realm will create a unique
gateway to the area. The Hub will include cafes and shops
to serve new and existing communities in the surrounding
area, particularly the extensive working population of the
Creative Media industries on both HWFI and at I-City.

Hackney Wick Station project
This project will realise the long standing ambition to
improve access between Hackney Wick Station and the
local area, including QEOP. Several parcels of land are
owned by LLDC around Hackney Wick Station making
land assembly for a project to support enhanced access
at the station possible. A station scheme currently exists,
which has been developed to Network Rail GRIP 4 level.
The scheme essentially creates new station accesses onto
both White Post Lane to the south and Wallis Road to the
north with a subway beneath the station and railway and
access to platform level. The planning application has been
granted for the scheme. Funding of £10m has also been

The land upon which the hub development is to be located
has subequently passed to LLDC ownership and the LLDC is
now the development promoter.
Other significant projects
A number of other significant development sites on HWFI
are likely to come forward in the short term. These sites
are explored further as major drivers for movement in
Chapter 3.

2. methodology
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2.1 Study Area
The core study area encompassing Hackney Wick and
Fish island (HWFI), the western neighbourhoods of QEOP
and the northern part of Bow is shown in Figure 2. This
plan highlights the geographical focus of the study. It is
the area where the analysis of existing connectivity and
recommendations for future enhancements to movement
networks and connection infrastructure will be focused.
However it cannot be viewed in isolation as many trips
into and through the local study will have origins and
destinations outside this area.

2.2 Local and Strategic
10

Accessibility

In order to optimise the location, modal focus and role of
new and improved connectivity infrastructure in the study
area, and to meet the objectives outlined in Chapter 1, this
study needs to consider the nature of everyday trips made
into and through the study area. This is both in terms of
existing and critically, likely future trips into, within and
through the study area based on demand generated by the
new and emerging land uses in both HWFI and QEOP.
Section 3 provides a more comprehensive overview
of the drivers for movement in both HWFI and QEOP,
principally new development, and an intensification of
land uses, but also changes in public transport transport
access and provision. In addition another less significant
driver for increasing movement within HWFI has been the
ongoing environmental and access improvement schemes
being introduced within the area (for instance Legible
London signage in Hackney Wick) and improved access
into the area (Wick Lane - Victoria Park to Greenway
improvements). The expectation to be reviewed further in
Chapters 3 and 4 is that daily trips into and through the
study area are forecast to increase over the next 5 to 10
years . The challenge for LLDC and other stakeholders is
to ensure that appropriate connectivity infrastructure is
in place to support this growth in the optimum locations
and that the potential negative impacts of increasing trip
generation (for instance rat running) are mitigated against
from the outset.

For the purposes of this study we have attempted to
differentiate between local and strategic trips for all journey
purposes made into or through the study area.
As an input to assist with understanding different local and
longer distance trips within East London, we have reviewed
travel data held by TfL. The average journey length by all
modes, for all journey purposes in London, as outlined in
TfL’s 2012 London Travel Demand Study (LTDS), is 14km.
The average travel time for trips (all journey purposes) in
London by mode is shown in Figure 3 below:
Mode
Cycle
Car (driver)
Public Transport (all modes)

Average Travel Time
20 minutes
24 minutes
47 minutes

Figure 3 Average London Journey times (all trip purposes) TfL 2012

Definition of Local Trips and Strategic trips for this
study
Local Trips
Our definition of local trips for this study is influenced
by a combination of the above information on average
journey times and trip length in London, plus a review of
the other local employment and commercial centres and
major trip generators, and a qualitative assessment of the
extent to which they might be expected to have a pull,
relative to the study area. We have developed concentric
local trip areas based on a ‘local’ 10 minute journey time
by different modes from a centre point within the study
area and average journey speeds taken from the LTDS. The
boundaries of these areas are shown in figure 2.3. This
approach does not look to model journey times by mode
through networks, but rather adopts a simplified approach
based on straight line distance.
These three local areas are where we would anticipate a
proportion of all trips with destinations in the core study
area to originate from. It is also reasonable to assume
that some trips originating in these local areas would pass
through the study area using the relevant local movement
networks.

Figure 2 HWFI Strategic Connectivity Study Core Study Area

Strategic trips
Our definition of strategic trips for this study is influenced
both by the average journey time and distance information
outlined above and by an assessment of the likely wider
areas that people will travel from to access jobs, homes,
retail, leisure and other opportunities within the study area.
We have also taken a steer from LLDC on what constitutes
strategic trips in the context of this study. Essentially
these are sub-regional trips within the part of East London
bounded by the A406 North Circular Road, A13 and A10.
This includes centres such as Walthamstow, Wanstead,
East Ham, Canning Town, Poplar, Limehouse, Bethnal
Green, Hackney Central and Tottenham. Figure 4 shows the
Strategic trips area for this study.

N. CIRCULA

R ROAD

Strategic
TOTTENHAM
WALTHAMSTOW

It is reasonable to assume that a high number of all trips
with destinations in the study area originate from within
this wider strategic area. In addition a number of trips
may be expected to pass through the area. At this point
in time it is anticipated that the majority of car borne trips
travelling from relevant points within the strategic area (for
instance Bethnal Green to Leyton) would avoid travelling
through the study area, due to the existing road network
not having main, strategic distributor roads. However, a
more significant proportion of public transport and cycling
trips originating within the strategic area are thought to
currently pass through the study area using the various on
and off road links and movement networks. Chapter 4
includes more information on local and strategic trips into
and through the study by mode.
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2.3 Task A -Methodology
approach
This is a strategic study, the outputs from which will enable
LLDC to prioritise investment in planned and potential
future connectivity infrastructure. The overall objective is to
identify proposals which will integrate HWFI’s movement
network with its wider context and ensure that legible and
functional route networks are delivered across the entire
area, reducing the current fragmentation of the area.
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In order to identify the optimum modal interventions by
location we are first attempting to understand the nature
of current and likely future trips in the study area. This is in
terms of where current and future demand for movement
is likely to be focused by mode and is a manual ‘common
sense’ approach without the aid of O/D matrices or through
highway models. Our approach is based on a logical
series of steps, building up an evidence base for making
conclusions before moving on to the next step. The broad
methodology process to be followed is set out in Figure 5.
Step 1 involves identifying existing known barriers to
movement and flagging up existing likely future drivers for
movement into the area. This essentially requires looking
at development and planned / programmed investment
in transport or other movement infrastructure. In addition
we will use a mixture of qualitative planning techniques
and some quantitative analysis to highlight key issues and
locations related to severance, accessibility and connectivity.
Step 2 involves identifying and understanding how relevant
movement networks operating within, and connecting
beyond the study area, function and what their role is at
an area wide level. This task will be undertaken by mode
to ascertain a full multi modal picture of the operation of
different networks at a strategic level.
Step 3 provides a common sense and logical approach to
the assignment of existing and likely future trips onto the

various modal movement networks. It also undertakes
analysis of where gaps in the network exist and maps the
key locations for movement demand in the study area by
mode. This in effect plugs these locations back into the
wider network and looks at how they operate individually
both now and in the future. Other key focus areas may not
have any existing connections infrastructure and in these
cases the emphasis will be on recommending the type of
connection, in the appropriate location that might best be
expected to support local and strategic objectives.
Step 4 involves overlaying all the proposed modal
interventions to form a composite plan showing key
locations for connectivity interventions.
Step 5 will subsequently undertake a more detailed review
of each of these options by location and more specifically
the detailed role, function and performance of any existing
or planned connection infrastructure. This will also include
an assessment of opportunities and threats.
Step 6 packages up the various options into potential
scenarios for further testing and evaluation. The approach
will be to develop scenarios comprising different
combinations of projects, with the objective of seeking
the optimum scenario. There is therefore likely to be some
iteration between steps 6 and 7.
Step 7 is an evaluation exercise to assess the relative
collective benefits and negative points of each of the
scenarios against pre-agreed criteria. We will also use this
section to undertake an assessment of pros and cons
associated with the delivery of enhanced or potential new
infrastructure and services.
Step 8 will pull together all the findings of the previous
steps to make an informed set of recommendations on the
optimum options for enhancing modal connectivity to meet
the study objectives.

1
Identify barriers and existing / future drivers for movement

CHAPTER 3

2
Define existing movement networks by mode on a local
and strategic basis

3
Analyse current and likely future trips by mode on a
strategic and local basis to identify gaps and requirements

CHAPTER 4

4
Form modal and overall conclusions on likely locations of
interventions

5
Undertake focus area analysis including SWOT to identify
modal options for testing

CHAPTER 5
6
Assemble modal options into scenario packages for
evaluation

7
Evaluate scenarios against agreed criteria

CHAPTER 6
8
Make informed recommendations on interventions to
enhance connectivity
Figure 5 Task A methodology approach

3. KEY ISSUES AND
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3.1 KEY ISSUES
Hackney Wick and Fish Island are subject to a multitude
of issues relating to poor connectivity, having arisen
as a product of incremental urban growth. Strategic
infrastructure links in particular serve to physically detach
the area from surrounding communities. These include the
A12 flyover, London Overground embankments and the
Hertford Union Canal / Lee Navigation confluence point.
Successful integration of these disconnected land units is
crucial for catalysing the regeneration effort in the area and
to help support more walkable and liveable communities.
It is not just new physical connections which are needed;
a planning approach which considers how to socially
integrate new developments with the existing urban fabric
and contribute towards supporting the facilities of the
QEOP, is essential.
14

Planning for appropriate, flexible infrastructure measures
to provide for a growing community requires an
understanding of key issues with the existing urban mosaic
and how these can best be shaped to create a more
attractive and efficient route network.
The key issues of connectivity have been analysed based on
the existing spatial structure of the HWFI’s street network,
physical barriers and access points, and the character and
land use of the urban environment.

Spatial Structure
The scale, configuration and distribution of the street
network and how this reduces legibility and accessibility

The industrial areas are characterised by a tight, winding
street network with narrow, cluttered footways.

Recent streetscape improvements in the area include
widened footways, zebra crossings and tree planting.

Major road links and large commercial and industrial units
sever permeability into the core of the study area.

The Hertford Union Canal divides Hackney Wick and Fish
Island, compounded by linear warehouses.

Large industrial units lack active frontages and a series of no
through roads create long stretches of inactivity.

New links and high rise residential developments are already
changing the industrial character of the area.

Barriers to Movement
Major physical topographic and urban barriers which sever
existing connectivity and limit key entry points to the study
area

This analysis acknowledges other network studies included
in the local Area Action Plans and the Hackney Wick
Masterplan (Maxwan, 2008) and examines the labyrinthine
character of the current road configuration and the need
for a better integrated wider network.

Urban Character
The urban form and typology, and how this impacts on
route choice and journey types at different times of day

3.1.1 Spatial Structure
The character and scale of the street network varies
significantly across the study area, from wide, linear dual
carriageway routes through the QEOP, to narrow winding
quietways and residential estates in Hackney Wick, to
local public transport routes such as Chapman Road. This
diversity in spatial scale and structure inherently has an
impact on the existing function of the street network and
how the links operate across HWFI.
4.
Spatial analysis of the study area using Visibility Graph
Analysis software, highlights the spatial character and
structure of the street network diagrammatically, and
shows how the scale and configuration of the street
network impacts on vistas. This can be used to inform how
to best configure the network to operate more efficiently
by looking to provide improved visual permeability at key
nodes and on strategic routes. It is important to note that
high visual accessibilty is not a pre-requisite for the most
effective layout or the most attractive street environment,
but it provides a useful contribution towards understanding
how people see and perceive the street and in turn how to
strategise interventions which will change how the network
looks and operates. The diagram opposite highlights
Street Network Accessibility, defined as the area of space
in square metres that is accessible within one change of
direction from each point in the street network. This is a
useful measure for identifying the legibility and navigability
of the street network and how it changes across the area.
Key findings from this analysis are listed below and are
referenced in Figure 6:

Open aspect and high visible accessibility
levels in the Olympic Park and Waterden Road

4.
1.
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2.

Tight, narrow and more enclosed areas towards
Hackney Wick station have lower visible
accessibility ratings
4.

1. Hackney Wick and Fish Island generally exhibit an
enclosed, irregular street network pattern, particularly in
the residential north, and are comparatively less visually
accessible than surrounding Olympic Park areas.
2. Within the study area, Monier Road and Rothburgh
Road offer the strongest visual accessibility east-west;
Berskhire Road and Wansbeck Road showing strong linear
routes north-south.
3. Roman Road has good visual accessibility which is
severed by the A12.
4. Eastway, Wick Road and Wick Lane are important entry
points but are not well integrated with the rest of the
network.

3.
Wider, straighter roads on the periphery of the
study area such as on Chapman Road, inherently
have moderate to high visible connectivity
Figure 6 Strategic Spatial Analysis
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3.1.2 Barriers to Movement

N

The detached spatial structure from the wider network
creates numerous limitations in how people can move
through and access different parts of the study area as
highlighted in Figure 7.
Motor Vehicle Access
Wallis Road and Chapman Road are important north-south
links within Hackney Wick offering the only routes which
pass under the railway embankment. All traffic therefore
filters through one of these two pinch points in the
network. Chapman Road to Wansbeck Road provides the
most direct north-south link, but bypasses the central core.
Osbourne Road to Berskhire Road acts as the main central
route, but this is bisected by Rothburgh Road and detached
from Fish Island by the Hertfrod Union Canal. All motor
vehicles therefore filter south on Wansbeck Road.
16

Routes across major infrastructure barriers such as the A12
are limited in their spatial distribution

East-west permeability is limited by the River Lee
Navigation; the westbound only Eastway and two way
White Post Lane are 600m apart on the River Lee, but are
approximately 1km apart on the road network. Routes are
winding and limited by north-south connectivity. Olympic
Park roads also serve to bypass the area and there is a lack
of integrated inward connectivity, especially towards Fish
Island, which functions as a peninsula with no cross river
vehicular permeability.
Cycle Connectivity
The Greenway offers good potential cycle access to
the area, but currently bypasses the core and does not
integrate smoothly with the Hackney Wick interior. The
Olympic Legacy cycle routes do not continue through the
study area in a cohesive manner.

Some links such as the Hertford Union Canal footbridge do
not fulfil their full potential as intuitive routes are severed
by issues of land ownership

Key Issues
Severance
Key physical barriers to movement
(A12 road, rail, water)

The towpath is an important commuter cycle route but
currently has limited accessibilty and the west bank of the
RIver Lee is severed by waterfront industrial units.
Pedestrian Connectivity
Pedestrian routes are currently constrained by fencing and
walled off potential routes block desire lines to Hackney
Wick station, and across the Hertford Union Canal to Fish
Island. This limited permeability, coupled with the lack of
clear visual connectivity, creates a confusing pedestrian
environment, with restricted route choice.

Secondary barriers to movement
(walls, boundaries, topography)
Vehicular routes into the study area
and across key barriers to movement
Pedestrian and cycle only routes into
the study area and across key barriers

The canal towpath is a key route across the study area, but
movement on the western side is restricted and detached
Figure 7 Existing Severance

3.1.3 Urban Character

N

Land use has an inherent impact on how the street network
operates throughout the day and night. Built character
and massing also plays a significant role in the legibility of
the street and how intuitive and memorable a place is for
wayfinding.
The industrial urban character of large sections of the study
area creates several implications for movement in terms of
visibility, legibility and safety. Large industrial building units
create deviations in routes for natural desire lines. Low
density industry generally attracts relatively low volumes
of people with tidal flows of worker movements. The
street network therefore has low footfall for most of the
day except for during commuter hours. A few of the light
industrial units operate during the night, such as bakeries,
so there is some limited ongoing activity but generally
the area has very low footfall after dark. This lack of
activity makes the street network an unattractive walking
environment and the limited number of active frontages
makes for reduced natural surveillance of the street.

Mid rise late 20th Century residential estates occupy the
northern edge of Hackney Wick
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In Fish Island, building density is low, but the small resident
population of around 600 people (AAP, Sep2012), mainly
live in high rise waterfront developments. Pedestrian
movements are therefore skewed towards the waterfront.
The Hackney Wick Conservation Area is closely aligned
with the mixed use hub spatially as creative industries
are gradually moving in and changing the use of the
warehouse units around Hackney Wick station. This will
have an inherent impact on how the identity of the area
evolves. Despite the LLDC being the dominant land owner
in the area, a multitude of other land owners constitutes
a significant challenge for coordinating any future
development, and especially around Hackney Wick station.

Low rise warehouses and industrial units, often set back
from the main road, are predominant around the Hertford
Union Canal

Existing Land Use and
Urban Character
Residential
Industrial
Mixed Use / Creative Hub
Development Sites

Mid to high rise 21st Century residential units on Fish Island
offer a glimpse of the higher density development future

Legacy Employment Units
Leisure
Figure 8 Land Use and Urban Character
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3.2 KEY DRIVERS

3.2.1Key Existing Drivers for Movement
N

Stations are the single most substantial route attractor
for pedestrians in London. Hackney Wick and to a lesser
extent, Pudding Mill Lane, are critical nodes driving local
and strategic movement patterns.
The lack of a truly self-sufficient community and retail core
within Hackney Wick and Fish Island, suggests existing
residents require facilities in neighbouring communities
for everyday activities including shopping and leisure. An
appreciation of local trip attractors is therefore crucial for
highlighting how local movements manifest across the
study area.

)

M11

ge (

brid

am
To C

Olympic Legacy Facilities
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Key Drivers outside study area
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Community buildings such as Gainsborough School and the
Baths Community Centre, are significant local destinations
to the north of the study area. Roman Road is the nearest
local shopping street to Hackney Wick station and therefore
acts as an integral part of many local people’s everyday
movement patterns. Victoria Park and the QEOP are major
seasonal trip attractors and are both a local and strategic
asset.
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I-City and the Olympic Legacy facilities have a significant
impact on movement patterns, particularly coming from
outside the study area; however they also play a major
role as trip attractors with routes through the area. People
walking from Hackney Wick for example rely on the river
crossing facilities to access these new buildings.
Westfield Shopping Centre further east is a driver for routes
through and on the periphery of HWFI, with Whitepost
Lane and Waterden Road playing a key part in the physical
integration of this retail area.
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Strategic Drivers
The towpath and the limited access points along the Lee
River are key drivers for movement to and from the Eastway
and White Post Lane entries. Local neighbourhoods are key
drivers for cycling and pedestrian activity along the towpath
and the canal is an important commuter link to Central
London.

Local Amenity and Retail Centres
Parks / Leisure Facilities
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Figure 9 Existing Key Drivers for Movement
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3.2.2 Key Future Drivers for Movement
Regeneration

Future Key Drivers
for Movement

t
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As new developments in the area are introduced
incrementally over the next 20 years, movement patterns
and route demands will inevitably change and continue to
grow dynamically. Trip generation from major residential
and commercial developments will alter the distribution
and required capacity for movement in the area. A flexible
forward-thinking planning approach is therefore vital to
ensure any proposed interventions minimise restricting
future opportunities for connectivity and growth.
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Mixed Use and Transport Hub
Parks / Leisure Facilities
Olympic Legacy Facilities
Strategically Important Employment
Base
New Residential and Mixed Use
Developments
Strategic routes and commuter links
(road)
(rail)
(walking / cycling)

I City

Hackney Wick Hub

To Hackn
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A new hub looks to provide improved station access,
public realm, and a local retail offer building on the historic
character of the industrial townscape. Identified as a key
point of access within the Hackney Wick AAP, this hub
will reinforce the station as a route centre for pedestrian
movement and public transport interchange.

Key Drivers outside study area

East Wick
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Mixed Use Development Sites

Early plans are already acknowledging the need for
improved connectivity; Neptune Wharf for example
includes proposals for improved permeability for
pedestrians and cycles around the new buildings and along
the Hertford Union Canal. However a strategic transport
planning approach is essential for underpinning these local
improvements and to justify appropriate modal designation
and placement of routes to maximise the benefit for new
communities.
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Hackney Wick Hub

Sweetwater

Residential led mixed use development is planned for
a number of sites around Fish Island and the River Lee,
creating new focal points of activity on all sides of the
canal / river confluence. The new neighbourhood of
Sweetwater looks to include around 700 new homes,
which will profoundly impact on movement patterns in
the area. Linking new developments to each other and
to key transport nodes willl be crucial for the successful
integration of these communities into the surrounding
urban fabric.

Local Amenity and Retail Centres
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McGrath
Site

Neptune Wharf

Bream
Street

South
Plaza

415 Wick Lane
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Figure 10 Future Key Drivers for Movement
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3.2.3 Development

Development Sites
Sites currently being planned
Potential Future Sites

HWFI is an area where there is a large amount of
development which is either consented, in the planning
stage or being considered as a longer term aspiration.
The development will have a signficant impact on the
movement pattern in the area. The impact will include the
generation of additional trips, a change in the modal share
and potential new movements routes.

20

The current proposed or permitted developement in HWFI
are shown in Figure 11. However, due to the evolving
nature of developments there is limited information
available about the proposed land uses and floor
areas. Information from adopted local policy and the
LCS permitted scheme include the following residential
developments:

 East Wick: 887 units
 Sweetwater: 651 units
 Hackney Wick (north of station, west of canal): 700
(from Hackney Wick AAP)

 Hackney Wick (south of station, north of hertford union
canal): 1,100 (LBTH AAP)

 Fish Island (south of hertford union, north of greenway):
1,250 (LBTH AAP)
If these developments were all taken forward, as expected,
it would result in an additional 4,588 residential units in
HWFI. Such an increase in the units and consequently
population in the area will have a significant impact on the
local movement network.

Figure 11 Proposed Development sites
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4. NETWORK overview
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and modal ANALYSIS
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4.1.1 VEHICLE ROUTES - NETWORK OVERVIEW
4.1.1a Strategic Vehicle Routes
Strategic Road Links

Strategic Vehicular Routes

The Hackney Wick and Fish Island area is in close proximity to a
number of strategic roads as shown withinFigure 12. The A12 is
the nearest strategic road, bounding the site to south west, west,
and north. The A10 is located further to the west of the site
nad the A11 and A13 located to the south and the A406 North
Circular located to the east and north of the site.

N. CIRCULA

406)

Dual Carriageway ‘A’ Road

TOTTENHAM

The A12 loops around the south west, west and north of the site.
The A12 forms part of the Transport for London Road Network
(TLRN), it is a particularly busy road and is often referred to as
an ‘urban motorway’ which gives an indiication of the scale of
the road. To the south of the study area the A12 links with the
Blackwall Tunnell providing a key road link between north and
south London. To the north of the study area the A12 continues
in a north easterly direction continuing out of London towards
Ipswich via Leyton and Wanstead.
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Figure 12 Strategic Map
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Access from Hackney Wick and Fish Island to and from the A12
is provided at junctions to the south of Fish Island via Wick Lane
and to the north east of Hackney Wick at the Lea Interchange.
The close proximity that Hackney Wick and Fish Island has to the
strategic road network means that the area general has good
strategic vehiclular accessibilty. However, at a local level the A12
creates barriers to local movement due to their segregation from
the local road network.
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‘A’ Road

R ROAD (A

Local Vehicular Routes

4.1.1b Local Vehicle Routes

N

Strategic Road Network
‘A’ Road
To be adopted (likely ‘A’ Road)
‘B’ Road
Local main road

Local Road Links

Local secondary road

The local road network is shown in Figure 13. Strategic roads
are shown in red (the A12), other ‘A’ roads are highlighted in
orange with ‘B’ roads highlighted in yellow. Despite being well
connected with the Strategic Road Network the only main (‘A’ or
‘B’) road which runs through Hackney Wick or Fish Island is the
A106 Eastway.
The main local roads through the study area (excluding the
Eastway) are highlighted in green. As shown in Figure 13 the
main north - south link is Wick Lane / Wansbeck Road / Chapman
Road which runs along the western edge of the study area and is
the only road link over the Hertford Union Canal linking Hackney
Wick and Fish Island. The main east - west link is Rothbury Rodd
/ White Post Lane, this links the main Wansbeck Road / Chapman
Road with the only eastbound bridge linking the QEOP and
Hackney Wick and Fish Island. Other key local road links connect
to key links such as Monier Road which provides access to the
centre of Fish Island from Wick Lane / Wansbeck Road. Osborne
Road / Berkshire Road / Wallis Road is a north - south route which
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connects the Eastway to the north with White Post Lane to the
south, running through the centre of Hackney Wick.

Figure 13 Map Showing the Local Road Network
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4.1.2 VEHICLE ROUTES - modal ANALYSIS
4.1.2a Strategic Vehicle Routes
This section assesses how well Hackney Wick and Fish Island is
connected by vehicular travel to other centres which are located
close enough to Hackney Wick and Fish Island to generate
a signficant number of journeys but far enough away to be
considered a strategic journey rather than a local journey where
people are more likely to travel on local roads and accept a less
direct route.

Strategic Vehicular Routes
N. CIRCULA

A cordon utilising the North Circular, A12, and A10 as an outer
boundary (as shown in Figure 2.3) and a 10 minute drive time as
the inner boundary for strategic trips with those within the inner
boundary considered to be local trips.

406)

Strategic car journey

TOTTENHAM

WALTHAMSTOW

Upon assessing the boundaries it was decided to include several
areas that were outside the original boundary including Canary
Wharf, the City of London and Finsbury as these were considered
likely to generate a significant number of vehicular trips to and
from Hackney Wick and Fish Island.
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Figure 14 Modal Analysis of Strategic Vehicle Routes
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The next step evaluated routes between the study area and the
other centres shown in Figure 14. This was undertaken using
online route planners and general assessments of the most
logical vehicular routes available. If required, a more accurate
assessment of routes could be made using TfL’s East London
Highways Assignment Model (ELHAM). The routes identified
in this assessment are shown in yellow. The spread of these
routes is relatively even around the study area however, there is a
concentration to the east, linking to Hackney, Stoke Newington,
the City and Finsbury and to the west linking to Letyon,
Wanstead, Stratford and Manor Park. There are few conncetions
directly to the north and destinations to the south (Canary Wharf
and East Ham) are general connected to Hackney Wick and Fish
Island via the A12. This highlights the importance of east / west
connectivity for serving strategic vehicular routes.

in

CU

Initital assessment focussed on potential strategic journeys
that would pass through the study area. However, a review of
potential routes showed that very few routes will pass through
the study area due to close proximity of the A12 and A13 as
alternative routes. The exception to this is likely to be some
journeys between Stratford and central Hackney.
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‘A’ Road

R ROAD (A

Local Vehicular Routes

N

Strategic Road Network

4.1.2b Local Vehicle Routes

‘A’ Road
To be adopted (likely ‘A’ road)

4

‘B’ Road
Local main road

Following the analysis of the strategic vehicle routes an
assessment has been undertaken of the local routes. This takes
into account the strategic analysis, future demands on the road
network (primarily linked to future developments) and exisitng
demand on the local roads. Figure 15 shows the assessment of
the local vehicle routes. This is based on the weekday morning
peak hour shows the additional pressure that will be added to
local road connections.

4) Lea Interchange, as mentioned in point 3) this junction will
see an increase in vehicles travelling in the northbound direction
primarily from development sites north of the Hertford Union
canal or east of the Lea Navigation.

Local secondary road

The key areas of concern are:
1) Wansbeck Road / Wick Lane will see significant increases in
traffic using this road. This will be generated by traffic from the
new developments (particularly Neptune Wharf, the McGrath
site, East Wick and Sweetwater) travelling to nearby centres such
as Canary Wharf, the City and other destinations as highligted
previously in Figure 14.

2
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1

2) White Post Lane Bridge will receive additional traffic in both
directions with traffic routing from East Wick to destinations
to the south (e.g. Canary Wharf) and the west (e.g. Hackney)
of the study area along with traffic from the development sites
in Hackney Wick and Fish Island travelling eastbound to the
northbound A12 junction and to Stratford. The White Post
Lane bridge is the only eastbound vehicle and one of only two
westbound crossings crossing over the Lea Navigation within
the study area. Therefore any developments which result in an
increase of traffic either from Hackney Wick and Fish Island to
destination to the east (e.g. Westfield) or from developments to
the east of the study to destinations to the west of the study area
are going to put additional pressure on this location.

3

3) A12 / Wick Road Old Ford junction is likely to receive additional
traffic but not to the same level as the A12 / Wick Lane junction
to the south. The majority of the addiitonal traffic is ilkely to
route southwards on the A12 with the rest continuing westbound
towards Hackney and Stoke Newington. The right westbound
right turn onto the A12 from Wick Road is banned therefore
traffic attempting to access the A12 northbound will need to
route via the Wick Lane junction or the Lea Interchange.
Figure 15 Modal Analysis of Local Vehicle Routes
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4.1.3 VEHICLE ROUTES - SUMMARY
Potential Interventions
Based on an appreciation of the drivers for vehicle
movements in and around HWFI and an analysis of the
existing highway network, the following opportunities
have been suggested which would contribute to
increased permeability across the area and support future
development. Each new connection and link improvement
offers a range of potential benefits, which when considered
as part of a suite of interventions, offer varying degrees of
benefits and drawbacks for road users. For this reason the
relative benefits of these interventions are analysed later in
the scenario assessment, but are also considered in isolation
below, to ascertain the specific modal contribution that is
28

offered by each link:
Suggested New Connection Options
1. Eastway - Eastbound Connection
Permitting all vehicles to travel eastbound (currently general
traffic is not permitted to make this movement) will relieve
some of the strain that will be put on eastbound movement
on the White Post Lane bridge.
2. Wallis Road Bridge
Similarly to point 1, permitting two-way vehicular
movement across the Lea Navigation at Wallis Road would
reduce the future demand on the White Post Lane Bridge.
This will also enhance the vehicular accessibility of the East
Wick development.
3. Monier Road Bridge
A link here would potentially support the Sweetwater link
to Wick Lane. It would also relieve the vehicular pressure
on the White Post Lane bridge and generally improve the
vehicular permeability of Fish Island.

4. Hertford Union Canal N-S Link

7. Wick Lane / A12 (Old Ford junction)

A new north-south link between Fish Island and Hackney
Wick over the Hertford Union canal will signifcantly
improve vehicle permeability between the two locations
and reduce the pressure on the Wansbeck Road bridge.
An alignment towards the eastern end of the Hertford
Union Canal is recommended at present as this ties in with
the existing road network and avoids any impact on the
existing lock.

Without additional connections at other locations this
junction is likely to come under considerable pressure
as new developments on Hackney Wick and Fish Island
are brought forward. It is not immediately clear how this
junction could be improved therefore it may be better to
focus on other connections to maintain and enhance the
vehicular connectivity to the destinations served by the A12
and to locations to the south and southwest of Hackney
Wick and Fish Island.

5. Old Ford Lane to Crown Close Bridge
A new east / west vehicular connection over the A12 would
enhance the vehicular connectivity between Fish Island
and the rest of Tower Hamlets (to the west of Fish Island).
This will particularly enhance the connections with the
retail provision on Roman Road for local residents on Fish
Island and enhance the more strategic routes to the City of
London and other destinations to the west.
Suggested Existing Infrastructure Improvement
Options
6. Wick Road / A12
The current layout of the junction is complex and the
access from Hackney Wick to the northbound A12 is
restricted by the banning of a right turn movement. There
is also no southbound exit from the A12 at this location
due to the southbound section being dropped into a tunnel
at this location. An improved layout of the junction, which
could permit the movement from Hackney Wick to the
northbound A12 would enhance connectivity from Hackney
Wick to destinations served by the A12 to the northeast
and reduce the strain on the existing road network
especially the nearby junctions such as the Lea Interchance
and Wick Lane. This will also reduce the amount of traffic
circulating around Hackney Wick and Fish Island.
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Vehicular Network
Potential Interventions
Suggested New Connections
Suggested Infrastructure Improvements
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Figure 17 Potential Location of Vehicular Bridge Over Hertford Union Canal

Figure 16 Modal Analysis of Local Vehicle Routes
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4.2.1 PUBLIC TRANSPORT - NETWORK OVERVIEW
4.2.1a Strategic Public Transport Routes
The public transport provision within Hackney Wick and Fish
Island is mixed with a relatvely good level of provision within
parts of Hackney Wick (with a PTAL of 3-4) compared with
a poor level of provision in Fish Island (with a PTAL of 1-2).

Strategic Public Transport
N. CIRCULA

Bus route that passes through study area
Underground route through Stratford / HWFI
Other rail route through Stratford

R ROAD (A

406)

The public transport routes which run through or nearby to
the study area are shown in Figure 18.

Bus Routes
There are a signifcant number of bus services which terminate
at the edge of the study area. However, a number of
services do pass through Hackney Wick Fish Island including;
276, 339, 388, 488 and 588 details of these services are
shown in Table 1. These services provide connections with
nearby town centres such as Stoke Newington, Stratford
and Leyton.
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The London Overground link from Hackney Wick connects
to Stratford to the east and Clapham Junction and Richmond
to the south west. During peak hours approximately 8 trains
an hour run in each direction.

D

The only rail service which operates in Hackney Wick or Fish
Island is the London Overground which serves Hackney Wick
station. There are nearby mainline rail, DLR and London
Underground services available at Stratford station with DLR
services also available at Pudding Mill Lane and Stratford
International.
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Figure 18 Public Transport Routes through the Study Area.



4.2.1b Local Public Transport Routes
This section of the report considers the local public transport
provision. As mentioned on the previous page this consists
of Hackney Wick Overground station and various bus routes.
The Overground station, bus routes and bus stops in the area
are shown in Figure 19.

This highlights that the majority of the bus routes only serve
the fringes of Hackney Wick and Fish Island with only route
276 connecting with Hackney Wick station. Table 1 also
shows that the bus routes which pass through the area are
relatively low frequency services.

Bus Service

Bus Route

Frequency Per Hour

Bus Stops Served in HWFI

30

Hackney Wick to Marble
Arch

6

L

276

Newham General Hospital 6
to Stoke Newington

OF, A, V, S, P
Q, R, T, B, E, OH

339

Leytonstone to Shadwell

4

OS, OV, WR

388

Hackney Wick to
Blackfriars Station

6
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Bromley-by-Bow to
Kingsland Road

5

488
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Table 1 Bus Services in Hackney Wick and Fish Island
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Figure 19 Local Public Transport Provision
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4.2.2 PUBLIC TRANSPORT - MODAL ANALYSIS
4.2.2a Strategic Public Transport Routes
This section assesses how well HWFI is connected by public
transport to other centres as per the strategic vehicle analysis.
N. CIRCULA

The assessment focussed on the public transport journeys
between HWFI and the other centres. This focussed on the
following criteria:
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1) Number of changes required
2) Frequency of journey
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3) Journey time
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Figure 20 Strategic Public Transport Modal Analysis
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Unsurprisingly Figure 20 shows that the nearby centres of
Hackney, Stratford, Bow and Leyton all have relatively good
levels of public transport connectivity with HWFI. However,
key employment centres such as the City of London
and Canary Wharf have a lower level of public transport
connectivity.

KINGLSAND ROAD
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Those journeys with the fewest changes required, the most
frequent journeys and the shortest journey times scored
highest and are considered to have a good level of public
transport provision between HWFI and that location. Figure
20 represents the scoring visually, with the thicker red
lines representing a high score and good public transport
connectivity and a thin line representing a low score and
relatively poor public transport connectivity.

CANARY
WHARF

4.2.2b Local Public Transport Routes
Following on from the assessment of strategic public
transport connectivity it is also importnt to review this in a
local context.
Gaps in the public transport provision (particularly the bus
network) in HWFI have been identified by mapping the
existing provision. The main gap in provision that has been
identified is on Fish Island where there is no rail station
and bus routes are located along the western fringe of
the area. Figure 21 shows where the gaps in the network
are, highlighting where future bus routes could be located.
This analysis is also influenced by future development
in the area and the need to provide public transport
accessibilty to those areas. This analysis will influence the
proposed recommendations for changes to bus routes and
subsequently the provision new infrastrcuture in the area.
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Figure 21 Local Bus Route Provision Analysis
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4.2.3 PUBLIC TRANSPORT - SUMMARY
N

Potential Interventions
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Based on an appreciation of the drivers for public transport
provision in and around HWFI and an analysis of the
existing highway network, the following opportunities
have been suggested which would contribute to
increased permeability across the area and support future
development. Initially this section has looked at where
there are gaps in the bus network and suggested how they
could be filled by changes to bus routes with the aim of
creating a bus network at Hackney Wick and Fish Island
which is fit for the purpose of enhancing connectivity
between Hackney Wick and Fish Island and to other key
strategic destinations such as the City of London. It is clear
from our previous analysis that there are gaps in the local
network and a relative poor provision of public transport to
key destinations such as the City of London which will need
to be enhanced to support the growth of Hackney Wick
and Fish Island.
Following the suggested route enhancements we have then
considered which new connections may be required to
facilitate this enhanced network.
Each new connection and link improvement offers a range
of potential benefits, which when considered as part of
a suite of interventions, offer varying degrees of benefits
and drawbacks for road users. For this reason the relative
benefits of these interventions are analysed later in the
scenario assessment, but are also considered in isolation
below, to ascertain the specific modal contribution that is
offered by each link:
Suggested Route Enhancements
1. Route 30
This route currently terminates at the north west corner
of Hackney Wick on the Eastway near the St Mary of Eton
church. The route connects to the west, through Hackney,
Islington, Camden and terminates at Oxford Street.

Extending this route so that is travels through the centre
of Hackney Wick and Fish Island and then travels onto
Stratord would ehance the public transport connectivity
with key destinations such as Hackney and the West End
and strengthen the public transport connectivity between
Hackney Wick and Fish Island while also providing public
transport provision for the new developments at Neptune
Wharf and Sweet Water.
2. Route 488
This route currently links Bromley-by-Bow to Kingsland
Road (Hackney). The route currently travels along
Wansbeck Road along the western edge of the study
area. Diverting this route westwards to run more centrally
through Hackney Wick and Fish Island would increase the
potential area served by this route and also enhance the
interchange provision with Hackney Wick Overground
Station.













3. Route 388
This route is set to link Blackfriar Station to Stratford via the
City of London, Bethnal Green and Hackney. The route will
use the new two-way link for buses over the Lea Naviation
on the Eastway. A potential diversion would see the route
travel through the centre of Hackney Wick and connect
to the East Wick development via a new bridge at Wallis
Road. This will enhance the interchange provision with
Hackney Wick Overground Station.
4. Route 8
This route currently links Roman Road with Tottenham
Court Road via Bethnal Green and the City. Extending
the route eastwards from Parnell Road where the route
terminates into Fish Island via a new connection at
Crown Close would enhance the connectivity with key
destinations. The route could then take a central route
through Fish Island and Hackney Wick, supporting new
development areas, enhancing the local public transport
provision and improving interchange with Hackney Wick
Overground Station.




Public Transport Network
Route Strategy
Existing Bus Routes
Suggested Revised Routes

  
Figure 22 Local Bus Route Potential Interventions

N

Potential New Connections
The potential route enhancments suggested on the
previous page will require a series of new connections to
facilitate those routes, these are outlined below:
Suggested New Connection Options
1. Wallis Road Bridge
A link here permitting vehicles to cross would allow route
388 to be diverted to connect with Hackney Wick Station
and the East Wick development.
2. Monier Road Bridge
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A link here would allow Route 30 to connect from Fish
Island directly into the Sweet Water development and then
further east to Stratford.
3. Hertford Union Canal N-S Link
A new north-south link between Fish Island and Hackney
Wick over the Hertford Union canal will signifcantly
improve public transport permiability between the two
locations, providing a north/south public transport spine
and reduce the pressure on the Wansbeck Road bridge.
4. Old Ford Lane to Crown Close Bridge
A new east / west vehicular connection over the A12 would
route 8 to be continue directly through to Fish Island and
would enhance public transport onnectivity between the
Roman Road area and Hackney WIck and Fish Island.
Public Transport Network
Potential Interventions
Suggested New Connections
Suggested Revised Routes

Figure 23 Potential new connections to support bus route enhancements
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4.3.1 Cycling - NETWORK OVERVIEW
4.3.1a Strategic Cycle Routes


The key strategic cycle routes are shown in Figure 24.

National Cycle Network Route 1 (NCN1)



N. CIRCULA

The area is relatively well served with a National Cycle route
passing through the area alongside the Lea Navigation
towpath route.
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Figure 24 Strategic Cycle Routes
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STOKE
NEWINGTON
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Newham has been shortlisted for the Mayor’s ‘Mini
Holland’ cycle funding initiative with improvements
proposed for Stratford Town Centre and a complete
redesign of the gyratory, to improve conditions for cyclists.
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Cycle Superhighway 2 passes in close proximity to the
south of the study area and links Aldgate to the west with
Bow to the east. An extension eastwards to Stratford is
currently being implemented (shown on map as completed)
and will offer an increased level of segregation including
bus stop bypasses for cyclists.

The Fatwalk is a new north-south walking and cycling route
along the River Lea from Three Mills Island, Newham to
East India Dock Basin, Tower Hamlets. It enables improved
connectivity south of the study area, linking with the
NCN1 route. The first phase looks to address the existing
severance along the Lea from the QEOP to the Thames,
with a particular focus on Bow Locks, and the A13 flyover
at Canning Town and Poplar Reach.

LCN Cycle Route



Cycle Superhighway 2 (CS2)
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Cycle Superhighway Route
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4.3.1b Local Cycle Routes
There is a relatively good level of cycle route provision in the
area surrounding Hackney Wick and Fish Island as shown
in Figure 2514 which highlights the signed routes on the
carriageway and off-carriageway routes. The local provision
of cycle routes within HWFI however is generally poor with
the towpath providing the only north-south connection, but
which is on the east side of the Lea Navigation.
Signed routes into the study area are limited in spatial
distribution with the Greenway, Eastway and White Post Lane
offering the only eastbound links, and the two footbridges
and Wick Lane offering the only signed westbound routes.
Signed routes N-S are limited to the River Lea Navigation.

The Greenway offers an attractive direct route south-east
although few entry points limit its local functionality.
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The quality and character of the cycle routes that are currently
provided vary significantly with the Greenway providing a
wide, direct and high quality route for cyclists, whereas the
towpath routes are generally narrower and in places lead to
the potential for conflict between cyclists and pedestrians.
This is particularly the case between White Post Lane and
Wick Lane on the Hertford Union Canal.
Despite the lack of formal routes within HWFI, it should
be noted that the internal traffic flow is relatively low and
therefore cycling on the carriageway in this area is reasonably
attractive to local cyclists. However there are some issues of
visibility as a result of the the enclosed character of the street
network, making conditions potentially more hazardous for
cyclists due to restricted sightlines, for example on the corner
of Beachy Road and Roach Road.

Some sections of the towpath are constrained or have
uneven surfacing which makes cycling less attractive.

Cycle Network

Routes through the QEOP are supported by large
shared use areas and wide crossings.

CS2

Signed on-carriageway and
off-carriageway cycle routes
Cycle Superhighway route

Figure 25 Local Cycle Routes
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4.3.2 CYCLING - MODAL ANALYSIS
4.3.2a Strategic Cycle Route Analysis
Strategic Cycle
Desire Line Analysis

N. CIRCULA

R ROAD (A

406)

Primary route
Secondary route
Tertiary route
Minor route

TOTTENHAM
WALTHAMSTOW
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Modal journey to work data from the 2011 Census data
shows that a large proportion of people in the Hackney
Wick area cycle to work. The Ward of Wick has the 9th
highest proportion of people cycling to work of all the
Wards in London. Figure 2616 highlights the anticipated
ratio of cycle journeys in 2021 and maintains Hackney as
the borough with the highest proportion of people cycling
to work. This suggests that a significant proportion of
cycle journeys to and from the study area are likely to be
to and from Hackney; see desire line analysis, figure 15.
Other areas that are likely to attract a large number of cycle
journeys to and from HWFI include the City, the West End
and Canary Wharf. Routes to and from the City are likely
to be via CS2, a significant proportion of routes to the West
End are likely to utilise the towpath along the Hertford
Union Canal with routes to and from Canary Wharf likely to
follow the NCN route 1.
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Figure 26 Strategic cycle to work analysis
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Figure 27 Cycle to Work Data (UK Census Data; map courtesy of Steer Davies Gleave
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4.3.2b Local Cycle Connectivity Analysis
Connectivity
The Cycle Links anaylsis acknowledges that cycle desire
lines on a strategic level will impact on how local cycle
journeys manifest across the study area. It notes the formal
cycle routes that generally operate around the periphery,
and considers how people will actually travel through the
area by identifying route options on continuous N-S and
E-W trajectories. Where these routes terminate suddenly,
or offer limited direct connectivity at aparticular location, a
‘gap’ in the network has been identified.

Route Quality
The connectivity analysis also considers the quality of
the cycling environment alongside route continuity and
directness. Road width, traffic volume, average speeds,
bus routes, on-street parking, junction configurations,
sightlines, and the positioning of warehouse vehicular
entrances, all impact on the perceived and actual quality
of the cycling environment in terms of safety and legibility.
This has been considered when identifying which roads are
especially poor for cycling.

Observations
Issues relating to N-S connectivity
N-S connectivity between Hackney Wick and Fish Island is poor,
with only Wansbeck Road and the eastern link of the Hertford
Union Canal towpath offering a cohesive cycle link. Both these
routes are not especially attractive for cyclists: Wansbeck Road is a
relatively busy bus route, with a series of roundabouts for cyclists
to contend with; and the towpath at this point is busy with
pedestrians, while the footbridge is too narrow for two cyclists to
comfortably pass each other.

The cycle desire line south towards Canary Wharf is not
accommodated at present. Although indirect routes are
feasible to the west of the study area, taking in Parnell

Road, there is no direct route from Fish Island Bream Street
to Wick Lane. A link here would potentially facilitate better
cycle connectivity N-S across the whole area, helping to
avoid the busier vehicular routes of Wansbeck Road.
Issues relating to E-W connectivity
The N-S towpath on the east side of the River Lea can only
be considered a good local connector for HWFI if it is better
integrated E-W. At present there are only three locations:
Eastway, White Post Lane and Dace Road, where the
towpath is integrated with E-W links.
E-W cycle connectivity to the north of the site and
particularly to I-CIty is limited. There could be a gap in
connectivity considered for linking I-City directly to Hackney
through HWFI.
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H10 offers improved E-W connectivity but in its current
configuration, with no access ramp from the west, is not a
desirable route for cyclists.
Considering future developments and the likely desire
lines from Sweetwater to the City and Neptune Wharf to
Stratford, the lack of E-W links between Monier Road and,
or Stour Road to the QEOP, could be conisdered a gap in
Fish Island’s future strategic cycle network.
Issues relating to poor conditions for cyclists
Routes that reduce the severance across the A12 are
generally unattractive for cyclists as they currently offer a
poor on-road cycling environment; constrained on Wick
Lane, and with a lack of delineation on Wick Road.
The Greenway link to Victoria Park is currently lacking a
continuous high quality cycling environment.
Bridges across the A12 are not especially legible or
attractive for cyclists as they provide a convoluted route
with significant changes in elevation.

Cycle Links
Connectivity Analysis
E-W Cycle Connectivity
N-S Cycle Connectivity
Poor Quality of Cycle Connectivity
Physical Gap in Cycle Connectivity
New Development Attractor

Figure 28 Cycle links connectivity analysis

HWFI
Strategic
connectivity

4.3.3 CYCLING - SUMMARY
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Potential Interventions

3. Stour Road to QEOP Bridge Link

Based on an appreciation of the drivers for cycling
movements in and around HWFI, and an analysis of the
existing street network and its impact on cycle route
continuity, the following opportunities have been suggested
which would contribute to increased permeability across
the area and support future development. Each new
connection and link improvement offers a range of
potential benefits, which when considered as part of a
suite of interventions, offer varying degrees of benefits and
drawbacks for cyclists and other road users. For this reason
the relative benefits of these interventions are analysed
later in the scenario assessment, but are also considered in
isolation below, to ascertain the specific modal contribution
that is offered by each link:

A link here would potentially support the Sweetwater link
to Wick Lane. However with its location in close proximity
to the suggested Monier Road crossing, two cycle links
within two blocks may not be required for sufficient E-W
connectivity. An either-or approach is suggested for
considering these two routes as new cycle links.
4. Hackney Wick Station N-S Permeability
A connection between Wallis Road and White Post Lane,
would significantly improve cycle connectivity N-S, and
when considered in conjunction with new a Rothbury Road
/ White Post Lane route south, would create a strong N-S
axis on the east side of HWFI.

Suggested Existing Infrastructure Improvement
Options
1. Wick Road
Cyclists navigating Wick Road would benefit from better
cycling provision on what is an especially busy vehicular
route. This may include the provision of cycle infrastructure
which would enhance the comfort of this link - a major
cycle route between Hackney and Hackney Wick.
2. A12 footbridge - Victoria Park to Wallis Road
The bridge design does not allow for a straight across
movement for cyclists coming from Wallis Road and there
is potential to provide a more direct link, to better support
this route as a cycle link from QEOP to Victoria Park.

5. Hertford Union Canal N-S Link
3. Wick Lane
Suggested New Connection Options
1. Hackney Wick to I-City Bridge Link
A river crossing at this point for cycles would strengthen
E-W connectivity between Hackney to the west and
the employment base of I-City, while better supporting
a quietway route through Hackney Wick. It would
also improve links between the N-S towpath route and
residential areas to the north of Hackney Wick, which
allows cyclists to avoid the Eastway / Lee Conservancy Road
junction and Eastway bus route.
2. Monier Road to QEOP Bridge Link
A cycle link at this point would significantly improve
connections between Neptune Wharf and Sweetwater,
while contributing towards reducing the isolated nature of
Fish Island as a whole. Its location on a significant E-W axis
across Fish Island would allow for a link from Wick Lane to
the QEOP and would connect with new routes to Stratford.

New cycle links should be considered for better linking
Hackney Wick and Fish Island across the Hertford Union
Canal. Three ‘options’ have been identifed in the diagram
but in developing these options, the best route could in
fact be a hybridised version of the three, or could consider
two or more routes working together. Any plans to better
link the cycle network here should consider the spatial
distribution of other N-S connections (notably Wansbeck
Road and the Lea Navigation towpath route), the continuity
and legibility of the proposed route and how well it
supports a N-S spine through HWFI.

Wick Lane is an important link between the Greenway
and Victoria Park. Indeed it is signposted as part of the
Greenway route but does not currently fulfil the ambitions
to provide a continuous, attractive link for cyclists through
to Victoria Park. The road width is tight going under the
A12 and any proposals which would substantially improve
conditions for cyclists would likely require a major change
in road layout configuration and / or rerouting of vehicular
traffic. This may not be beneficial to overall connectivity
requirements for the area, if an alternative vehicular route
westbound from Fish Island cannot be found.

6. Bream Street to Wick Lane Link
4. A12 footbridge - Old Ford Road to Crown Close
There may be an opportunity to better link the south end
of Fish Island by overcoming the N-S severance caused by
the Greenway embankment. The solution could look to
link in to the Greenway itself at this point, although this
may not be practicable. The aim of this link is to provide
an alternative, more direct lead into HWFI which orientates
cyclists on a central spine through the area, while bypassing
the Wick Lane / Wansbeck Road junction.

This bridge design is preferable to the Wallis Road
footbridge in having a direct ramp access, but it would
benefit from improved entry points and a consideration of
whether it would be better to use a shared use approach
across the length of the link. Cycles cannot currently pass
each other in the designated lane and need to go out of
lane to navigate the entry railings.

5. H10 footbridge
The new bridge currently lacks a cycle ramp on the western
approach. Although the lift can accommodate cycles, it
does not offer a desirable design solution for a potentially
important E-W route through the QEOP, and would
benefit from an approach that dose not require a cyclist to
dismount.

N

The H14 footbridge approach will be complete by the 1st April 2014 baseline date, however in its current form does not
provide step-free access which could be considered a missed opportunitiy for a high quality cycle link in this location.
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Linking the Greenway N-S to the surrounding urban fabric will be difficult due to changes in elevation of >5metres, but its
value as a N-S spine and alternative route to Wansbeck Road makes it an attractive option from a cycling perspective.

Cycle Network
Potential Interventions
Suggested New Connections
Suggested Infrastructure Improvements

Piecemeal improvements to Wick Lane have been introduced including advanced stop lines and cycle signage, but this link
could be further improved by introducing traffic calming design interventions and better lighting.
Figure 29 Cycle Network potential interventions
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4.4.1 PEDESTRIAN routes - NETWORK OVERVIEW
Strategic and Local Pedestrian Routes
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The pedestrian network map draws on key routes
highlighted in the AAPs for HWFI, and local trip attractors
reference the Key Drivers for Movement diagrams
summarised earlier in section 3 of this report.
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The canal towpaths and Greenway form key strategic
walking routes through and beyond HWFI, linking with
adjoining neighbourhoods. Generally the limited number
of access points onto the towpath for walkers, encourages
longer routes to be made and so for the most part, the
towpath has a limited ‘local’ function. It should be noted
that the stretch of towpath between White Post Lane
and the Hertford Union pedestrian footbridge, serves a
significant local link as one of only two routes between
Hackney Wick and Fish Island.

ton

To QEOP &
Westfield

Inglesham Walk provides a useful off-road route for
pedestrians from the estates to the north of Hackney
Wick to access bus services on Chapman Road.

Local
Local walking routes are defined as the fine-grained links
that connect neighbouring areas and for the purposes of
this study have been defined as those that involve a walk
of 10minutes or less from the origin to the destination.
Local routes generally correlate with streets that are less
frequently traversed and serve specific local functions.
Walking often forms part of a wider strategic journey using
multiple modes of transport and so local links can also
be defined as those connections that take you between
different modes, such as at the key transport interchange at
Hackney Wick.

The canal towpath currently serves more of a strategic
walking function, however improved access and greater
permeability would change its role in the network.

To
Key Pedestrian Routes
Pedestrian dedicated footway
‘Local’ Routes
‘Strategic’ Routes
Key Local Trip Attractor
Key Strategic Trip Attractor
Study Area Entry Points

Existing footbridges are important for overcoming issues
of severance but arrangements are generally unattractive
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Figure 30 Pedestrian Routes
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4.4.2 PEDESTRIAN ROUTES - MODAL ANALYSIS
4.4.2a Pedestrian Desire Lines

The dispersed arrangement of local trip attractors
demonstrates the importance of improved pedestrian
connectivity across the area as a whole to support the
additional desire lines created from new developments.
The diagram opposite also highlights where key desire lines
intersect or are in close proximity to each other, notably
across the Hertford Union Canal and adjacent to I-City and
Sweetwater. This suggests that these areas are natural
route centres for pedestrian travel.

am

There will be strong daily tidal flows to the north with the
addition of 6000 jobs at I-City, and major desire lines to the
new developments to the south around the Hertford Union
Canal. From beyond the study area, I-City will play a major
role as a commuter hub, likely bringing pedestrian flows
from Clapton and Hackney. The QEOP and associated
stadia will generate intermittent high levels of footfall and
the park itself will likely be used by new residents moving
into the area. Victoria Park will continue to offer an
important natural asset for local people.
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A route currently identified as ‘local’ in function, is not
set in stone. As new developments shape the identity
and structure of HWFI, the role of pedestrian routes will
inherently change. Understanding the quantum of change
assists in anticipating how new desire lines and routes will
organically evolve. New demand will come from additional
local resident numbers, the strengthening of the Hackney
Wick station as a core community area and tranport hub,
and the growth of I-City as an employement base.

An appreciation of future local trip attractors and an
analysis of the existing network configuration generates
the key anticipated desire lines for pedestrians travelling
through HWFI. It is clear that Hackney Wick station
will continue to form the primary node in the area for
pedestrian movement activity. The interchange between
Hackney Wick station and bus routes going north and
south will become increasingly important as Hackney Wick
strengthens its civic hub and capacity as a route centre.
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Planning for Change

Connectivity and Desire Lines
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To QEOP &
Westfield

Desire lines are often restricted by the tight,
meandering road network, such as on Beachy Road.
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Several desire lines cross from the station to new
developments over the river where there is no local access.
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Anticipated Pedestrian
Desire Lines
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Pedestrian Desire Lines
Primary Flows
Secondary Flows
Tertiary Flows

Key Local Trip Attractor
Key Strategic Trip Attractor
New Development Attractor
Public Transport Nodes

There is a key desire line that is not being catered for
from the station to Fish Island.

Key Desire Line Intersection

Figure 31 Pedestrian analysis
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4.4.2b Pedestrian Links Analysis

N

Acknowledging Desire Lines on the Existing Network
The previous diagram is useful for highlighting the spatial
configuration and interaction of key desire lines, but is
effectively shown on a blank canvas, with no barriers or
limitations to movement. The existing network opposite
shows how routes through the study area are in fact
relatively meandering; any pedestrian routes are restricted
by the physical limitations of the street network.
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While significant change is planned for the area, it
is important to recognise what can realistically and
appropriately be changed in the short to medium term.
Key links in need of intervention can be prioritised by
overlaying desire lines with where there are notable gaps in
the network.

Pedestrian crossings are important for improving
legbility and connectivity across larger roads.

Opportunities for Improved Connectivity
The Pedestrian Links Analysis map identifies a distinct lack
of north-south connectivity between Hackney Wick and
Fish Island, while the Anticipated Desire Lines map shows a
number of significant key routes passing between the two
areas. It is clear that bridging the divide between White
Post Lane, the Hertford Union Canal and Monier Road is
crucial for improved pedestrian permeability through the
area.
The diagrams also highlight a limited number of pedestrian
routes that pass through or near the route centre of
Hackney Wick, when the previous diagram shows how
there are many directions of potential incoming flows. It
can therefore be deduced that there is a lack of direct
permeability and routes around the station.

Significant changes in elevation at the south of Fish Island
offer barriers for those with physical impairments.

Pedestrian Links Analysis
E-W Pedestrian Network

The Greenway acts as a barrier for north-south connectivity
across the south of Fish Island and to neighbourhoods
to the south-west. There is also a lack of east-west
permeability from Fish Island across the river to the east.
Prioritising connectivity interventions will require an
appreciation of other modal demands in the area and an
assessment of how each intervention can complement the
overarching strategic objectives, as well as the pedestrian
desire lines identified in this modal analysis.

N-S Pedestrian Network
Gap in Pedestrian Network
Connectivity
Poor Quality of Pedestrian
Environment

The Old Ford Road route fulfils an important E-W crossing
function at the south end of the study area.
Figure 32 links analysis

4.4.3 pedestrian network - SUMMARY
N

Potential Interventions

4. Hertford Union Canal N-S Link

The potential options for pedestrian network
enhancements consider the future drivers for pedestrian
movements across HWFI, and the significance of the area
around Hackney Wick station as a focal point for pedestrian
activity.

Pedestrian routes across the canal are vital for knitting
together the two communities of Hackney Wick and Fish
Island. The western link has the most siginificant legibility
benefits for routes coming from Fish Island, following the
Smeed Road alignment. The central option links more
effectively with Hackney Wick and the existing N-S spine
provided by Berkshire Road. The eastern option provides
a good alignment for linking with the existing footbridge
and offers the potential to better link the station with Fish
Island. It should be noted that the optimum solution may
be a combination or variation on these indicative routes.

New connections and link improvements offer varying
degrees of benefits for pedestrians and will later be
balanced with overarching strategic objectives for other
modes.
Suggested New Connection Options
1. Hackney Wick to I-City Bridge Link
A pedestrian crossing at this location would improve E-W
connectivity from Hackney Wick station to I-City and
support deire lines between Gainsborough Primary School
and the proposed sports fields on the other side of the
River Lea Navigation.
2. Monier Road to QEOP Bridge Link
A footbridge at this point would support new residential
led developments at Neptune Wharf and Sweetwater, while
improving connectivity from Fish Island to the QEOP.
3. Hackney Wick Station N-S Permeability
A pedestrian link between Wallis Road and White Post Lane
is important for creating a permeable eastern edge link
N-S around Hackney Wick. The station suffers from being
poorly visible and accessible, and a new more open N-S axis
would help unlock the station area and the full potential of
the hub concept.
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5. Bream Street to Wick Lane Link
A pedestrian route here could contribute to the creation of
a continuous N-S spine through HWFI.
6. Roman Road to Maverton Road Link
This link considers the importance of local retail facilities
to the south-west and the need to animate the south
edge of Fish Island. A route here would link well with the
public space around Garrison Road and enhance the urban
integration potential of Fish Island at a pedestrian scale.
Suggested Existing Infrastructure Improvement
Options
The suggested infrastructure improvements are focused on
improving conditions for pedestrians around and across the
A12. This may include a wider link with improved lighting
at the northwest pedestrian route from Hackney, a straight
across footbridge / bridge deck link between Wallis Road
and Victoria Park, provision of step-free access from the
Greenway to Fish Island and improved qulaity of footway
provision linking to a potential new link towards Roman
Road.

Pedestrian Network
Potential Interventions
Suggested New Connections
Suggested Infrastructure Improvements

Figure 33 - Pedestrian Network potential interventions
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4.5 SUMMARY OF MODAL ANALYSES
N
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Public Transport Network
Potential Interventions

Vehicular Network
Potential Interventions

Suggested New Connections

Suggested New Connections

Suggested Revised Routes

Suggested Infrastructure Improvements

Public transport

Vehicles

Cycles

Pedestrians

Cycle Network
Potential Interventions
Suggested New Connections

Pedestrian Network
Potential Interventions
Suggested New Connections

Suggested Infrastructure Improvements

Suggested Infrastructure Improvements

Layering the outputs of the various transport modes is an
effective way to visualise where hotspots of deficiency in
connectivity are located. From this information, multi-modal
options and priorities can be ascertained by considering how
mode specific interventions will likely interact.
The potential interventions have been categorised based on
two key issues:
1. Where there are existing physical links in the road network,
but the connection is lacking in quality, cohesiveness or
mode specific infrastructure
2. Where there is no current link and the analysis has
identified the need for a new connection to improve overall
modal continuity

N

The results suggest that specific modal link requirements
vary across HWFI based on the current network provision
and the intrinsic functional value of providing for certain
modes at different points in the network.

A potential link for all modes is suggested:
Across the Hertford Union Canal
Linking Fish Island to the QEOP

Pedestrian networks generally require a fine grained, high
permeability strategic design approach to ensure good
network coverage, ease of navigability and satisfactory
desire line fulfilment. Good connectivity for pedestrians
requires a consideration of the fundamental differences
between this mode and others, including the slower
speed of walking relative to other modes, the impact of
trip attractors and other modes on desire lines, and the
comfort and attractiveness of the route. The diagram
opposite highlights a series of potential pedestrian
focused interventions across the site. Generally these pass
alongside other modal link improvement suggestions, and
where shown in isolation, suggests a link at this point is
only considered a significant benefit for pedestrians.

Across the A12, connecting Fish Island to Old Ford Road

High quality cycle coverage involves the provision of good
route continuity, directness and a consistent, attractive
and safe environment for cycling. The current lack of
infrastructure and poor quality of cycling environment
is represented in the broad coverage of potential
interventions shown across the study area.

Hackney Wick and QEOP at bridge H10

Suggested links with a vehicular focus are located on:
Wick Road
Wick Lane
Eastway
Suggested bus route revisions look to better link:
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Hackney Wick and Fish Island across the Hertford Union
Canal

Fish Island and QEOP at bridge H14
Fish Island to the S-W at Old Ford Road
Links with a pedestrian and cycle focus are shown:

Good public transport accessibility acknowledges the
spatial distribution and demand for public transport.
Developments will play a major role in changing the
quantum of demand across HWFI and so the potential bus
route suggestions reflect these new developments with
a central linking spine to improve accessibility and overall
network coverage, as well as new links across the Lea
Navigation.
An appropriate composition of vehicular links recognises
the need to consider future changes in route demand and
the knock-on effect of reconfiguring the network. Entry
points to HWFI are a key consideration, as well as the
strategic and local role of vehicular routes across the area.

Adjacent to I-City
Better linking to and across the Greenway
Around Hackney Wick station
Better linking to Victoria Park

All Modal Networks
Potential Interventions
Vehicles

Further evaluation will establish the relative priority of these
routes.

Public Transport
Cycles
Pedestrians

Figure 34 - All modal networks potential interventions
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Comparator CASE STUDies
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What can we learn from other places?

COMPARATOR STRATEGIES

COMPARATOR BUILT PROJECTS

SUMMARY OF FINDINGS

Analysis of precedent projects can help to inform the kind
of physical measures and wider principles which have
proved successful in overcoming issues of severance. It
is important to note that every place has its own unique
characteristics and challenges, and what works well
somewhere may not be suitable for another seemingly
similiar location.

Five comparative inner city masterplan studies have been
conducted to identify synergies and opportunities for developing
Hackney Wick and Fish Island’s strategic connectivity to the Queen
Elizabeth Olympic Park and the surrounding urban grain:

Two comparator regeneration projects which have been
implemented were examined to identify how enhanced
connectivity can unlock new urban areas and catalyse
regeneration:

• Most masterplans advocate an incremental, flexible approach to
catalysing an area through improved connectivity. The success of
Salford Quays for example is one which is based on the unlocking
of derelict areas through the gradual introduction of well placed
new links.

• Worcester City Centre Masterplan
• Darlington Town Centre Fringe
• Greater Nottingham Local Transport Plan
• Gun Wharf Masterplan, Chatham
• Sheffield City Centre Riverside Masterplan

• Coventry City Centre
• Salford Quays

What can be said however is that there is a suite of fairly
consistent ingredients which contribute towards a more
attractive and successful place: one of identity, quality,
variety and interconnectedness. People expect good local
amenities and walkable communities. For a place to be
successful it needs to cater for where people want to go;
good accessibility is about not just about the range of links,
but the quality of those provided with direct, cohesive
links and some level of route choice. People also generally
welcome a degree of predictability in how their community
will develop and that sustained growth will be clear to see.
A large number of inner city renewal projects in the UK
share many of HWFI’s key issues, notably that strategic
infrastructure severs local connectivity. Planning for
regeneration requires a thorough understanding of these
issues of severance and the opportunities intrinsic to
that place. The following projects are categorised based
on those that are at a masterplanning stage, and those
which have been implemented. This section documents
the approach used for each masterplan and how the key
issues have been addressed through an assessment and
packaging of connectivity improvements. The built projects
consider how relatively small changes have had significant
benefits for catalysing further development and that an
incremental approach allows for new links to respond to
the changing local situation.

These studies highlight the significance of ensuring pedestrian and
cycle connectivity is established at a local level to maximise

• Provision of a single pedestrian link can dramatically change
how an area functions and relates to its surroundings;
understanding the perceived need and its likely impact is crucial
for ensuring best placement and overall network configuration.

Generally these comparative studies are of a similar or slightly
larger scale to HWFI and encapsulate issues of severance by
major roads (e.g. Darlington) or watercourses (e.g. Worcester and
Sheffield), and detail transport and connectivity improvements as
a major driver for regeneration in the area.

• Prioritising change is key for selecting the most appropriate
urban areas strategically and ensuring best value.

SYNERGIES WITH HWFI

SYNERGIES WITH HWFI

The masterplans share a similar philosophy to the connectivity
improvements at the heart of the HWFI strategy in looking to
encourage:

These two case studies tackle severance in different ways to
significantly improve connectivity and change how the afflicted
areas relate to each other:

• Improved, and in some cases new, pedestrian and cycle routes
to key locations such as the riverside or high street

• Coventry City Centre overcame severance by civilising branches
of the ring road, providing straight across surface crossings and
infilling of subways.

• Generally increased site permeability and intuitive legibilty
• Greater access to public transport and revised routing strategies
• Aesthtiec improvements to waterfront areas and river crossing
facilities where there are issues of severance

• The significantly improved link from the station to the centre
has unlocked a new regeneration proposal around the rail station,
with a bridge deck planned to further reduce the impact of the
ring road.

• Integration of new transport facilities, such as bus stations, with
improved pedestrian routes

• There may be similiar opportunities in the long term to improve
connections over the A12 at HWFI for example, by providing land
bridges such as at Wallis Road.

• Developments with a regular, coherent structure to make for a
more legible street for pedestrians

• In Salford Quays, an isolated peninsula was integrated with the
wider dockland area.

• Opening up new sight lines and vistas to improve legibility

• The most effective strategy for HWFI may be one which is
phased and open to the likely changing demands at a local and
strategic level over the next 20 years.

Worcester City Centre Masterplan
The masterplan emphasises the importance of the quality of the
urban environment for binding the city centre together, in order
to make for an attractive, legible and safe place to move around
and visit.
Increasing accessibility through measures that improve and
enhance movement is central to the strategy, alongside providing
additional transport choices to shift travel patterns over the short,
medium and longer term. Easy interchange between modes and
a high degree of connectivity are identified as essential ingredients
for a progressive city.
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Other measures include pedestrian and cycle network
improvements proposed on an east-west alignment across the
City, to better integrate with the established National Cycle Route
network running north-south. The routes around the canal
towpath are a focus as they are currently well used by cyclists as
recreation routes, but are not well integrated with the city centre.

Civilising the street and improving public realm with better crossings, cycle facilities and planting
(Worcester City Centre Masterplan, 2012)

Strategic highway improvements have also been proposed
including junction enhancements on the southern link road,
relieving the existing congestion problems on orbital routes.
Further long term improvements look to remove some of the
through traffic within the central area, enabling greater
priority for pedestrians, cyclist and public transport users.

Public realm strategies seek to give equal or greater priority
to pedestrians and cyclists where appropriate, particularly in
the northern part of the city centre to support the focus on
cycle route connectivity.

Improving connectivity with bridges at key severance points can be a significant strategic enhancement for the local
area, such as this SUSTRANS pedestrian and cycle bridge in Worcester (Worcester City Centre Masterplan, 2012)
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Comparator CASE STUDies
Chapter 9: Regeneration and Neighbourhood Renewal

Darlington Town Centre Fringe Masterplan

Greater Nottingham Local Transport Plan

The Fringe is an area extending over 70ha of underused land and
situated between Darlington Town Centre and Central Park. Due
to its close proximity to the Town Centre, the Fringe was identified
as a key growth area for new homes and commercial space in
the Local Plan but was in need of significantly improved transport
links to support these initiatives.

The main objectives for the LTP are to provide infrastructure which
will assist in: opening up new areas for development; creating an
environment for investment; and encouraging neighbourhood
renewal.
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Darlington - Phased new connections and river crossings
(Darlington Town Centre Fringe Masterplan, 2013)

The Town Centre Fringe Masterplan looked to encourage more
sustainable travel behaviour by improving the public realm
experience for pedestrians, cyclists and bus travellers whilst
allowing greater certainty in journey times for motorists. Many
of the changes proposed to the road network will reinstate
the historic street pattern, and help provide a more attractive,
walkable and liveable environment.

%ASTCROFT

4RENTª,ANE

Access along the river was to be improved by allowing allow
off-road pedestrian and cycle journeys with few interruptions and
conflicts with vehicular traffic. A new river crossing will improve
north-south connectivity and assist in providing a more legible and
consistent riverside route.

ET

The Connections Study also proposed the civilisation of the inner
ring road by recommending that signalised junctions replace all of
the roundabouts. The aim was to reduce the psychological barrier
of the ring road, and help to encourage smarter transport choices.
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The routes will provide key access through the regeneration areas
by improving their permeability and humanising what at present
are traffic-dominated areas of the City. Linking these areas to
the City Centre is vital for a successful redevelopment in the long
term.

ERS

will focus on key pedestrian desire lines to enable high quality
routes to be developed through the provision of new and direct
signalled crossing points, new paving, lighting, signing, and street
furniture, and by ensuring greater pedestrian priority throughout
the network.

#ANAL

,ONDONª2OAD
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improve connectivity there would need to be more direct crossing
points for pedestrians and cyclists, as well as a direct connection
over or under the railway lines. Also, better connections between
the railway stations, locations within the Town Centre Fringe
and the Town Centre would be required. Pedestrians would
then be able to cross at desire lines and the historic connections
between the Town Centre and the Town Centre Fringe and
beyond could be repaired. At the same time, this would improve
accessibility into the Town Centre Fringe, opening the area up for
development and growth.

3NEINTON

NV

A Connections Study commissioned in 2009 proposed that to

#ITYªª#ENTRE
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The Primary Pedestrian Routes (PPR) initiative is at the centre of
the strategy and involves investing in a network of links between
the City Centre, regeneration areas and the surrounding inner
city communities that are currently detached and isolated. Works

Figure 9.6: Waterside Highway Network

The Waterside Transport Strategy focuses on the development
of new pedestrian and cycle links along the canal and river that
will include a riverside shared use path linking into the Trent River
Park proposals and improvements to the Lady Bay Bridge facilities.
Upgrading the link between the canal towpath and the riverside
path will assist in providing a coherent pedestrian and cycle route
between the Southside, Waterside and Eastside Regeneration
Areas and the City Centre.
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Nottingham - Waterside Highway Network
(Greater Nottingham LTF, 2012)
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Local Transport Plan for Greater Nottingham | Final Plan 2006/7 - 2010/11
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Gun Wharf Masterplan, Chatham

Sheffield City Centre Riverside Masterplan

The Core Strategy Issues and Options Paper (2009) identifies
Chatham as having significant potential for growth in its range
of town centre uses, and it is recognised that there is a need for
additional uses which support the evening/night time economy.
In land use terms, the Medway Economic Development Statement
(2009) identifies the Chatham Centre and Waterfront area
as being able to accommodate new civic, cultural and leisure
facilities. The Gun Wharf is a key location for facilitating these
new uses and its central riverside location, half a mile to the north
of Chatham town centre and near the railway station, makes it a
viable site for high quality residential, commercial units, with the
additional potential to draw on its heritage and touristic value.

The Riverside Quarter will be transformed to play a significant
role in the economic regeneration of the city centre with the
completion of the Inner Relief Road acting as a catalyst for
expansion and development.

The masterplan looks to encourage:

The new road network will be supported by a matrix of paths,
boardwalks and bridges on the river banks to better connect
the northern part of the city centre. Reclaiming sections of the
riverbank to form a linear park, will add a vital green asset to
this inner city location. Downgrading streets to only allow for
local traffic will enable a more vibrant pedestrian streetscape
environment. These links ensure existing amenity areas such as the
Castle Market and Cathedral Quarter are better integrated with
the riverside.

• New access routes created through the site to increase
permeability to the riverside
• Improvements to the Waterfront to enhance the pedestrian and
cycle connectivity and attractiveness of the area
• Integration of the Waterfront Park with the bus station to
enable easier movement between Gun Wharf and the town
centre and encourage greater public transport uptake
• Development that has a strong, coherent structure with spatial
enclosure and active frontages to help reinforce pedestrian routes
• A series of well-linked spaces and routes through the site to
increase overall permeability

Substantial changes in the urban form have been brought about
by the Inner Relief Road project, opening a number of sites in
the area to redevelopment opportunities. New road routes
offer greater accessibility and exposure for businesses looking to
locate near the river. They also create opportunities to overcome
the severance currently experienced with the heavy traffic on
Castlegate and Bridge Street.
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Gun Wharf Connectivity Study
(Gun Wharf SPD, 2010)

The masterplan looks to encourage a street pattern and scale
that is more intimate and humanised, linking with the historic
urban form and traditional industrial character of the area.
Strengthening identity will be provided through themed public
realm design, trails and artwork to reflect the importance of the
river for shaping Sheffield’s character.

• Opening up new sight lines and vistas to improve legibility

Sheffield City Centre Riverside
(Sheffield City Centre Masterplan, 2012)
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Comparator CASE STUDies
Coventry City Centre Improvements
(2011 - 2012)
Coventry Station to Bull Yard Connectivity
Improvements
Recent street improvements including the addition of new surface
crossings, removal of subways and lighting upgrades have helped
to reduce the physical severance between Coventry rail station
and the city centre. What was once an unwelcoming and difficult
to negotiate route, has been made more legible and reduced the
issues of severance created by the Inner City Ring Road.
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The projected, completed in July 2012 to coincide with Coventry
hosting a number of Olympic events, has created a greener link
from the station by extending the park across the subway ramps.

CITY CENTRE

A new bus hub on Union Street has been installed which benefits
from the improved navigability and ease of interchange, created
as a result of the street improvements.
On junction 6, the installation of a toucan crossing for pedestrians
and cyclists, as well as new signalised approaches, helps to civilise
this major road and improve safety by reducing vehicle speeds.

STATION

Coventry Station Improvements
(2012 - 2015)
Friargate Mixed Use Development and Bridge Deck

for the subway which remains on the north side of the junction.

The improved link to Bulls Yard has catalysed future investment
around the station, which is now part of a further phase to
strengthen the route from the station as part of a major mixed use
development project. The Friargate development is a 300,000m2
office-led mixed use development and has synergies to I-City in
its scale and ambition to create employment opportunities in a
deprived inner city area.

Coventry City Council has appointed Atkins’ UK Highways &
Transportation business as designer for the new bridge deck
which will provide a 100 metre wide connection over the ring
road. This will change the hierarchy of the street network and
enable a vibrant new street network to better connect key
infrastructure and the retail core.

A key component of the design is creating a new bridge across
the existing Inner Ring Road at Junction 6. This removes the need

New pedestrian routes across the city will be accompanied by new
high quality public spaces and a series of boulevards will better
relate the city centre to the surrounding urban fabric.
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Comparator CASE STUDies
Salford Quays Regeneration
(1995 - ongoing)
Mixed use development on the former Manchester
Docks
The vision for a flagship architectural landmark
development in the north west has been realised at Salford
Quays, with the creation of a major industrial and cultural
hub spanning a series of dockland piers.
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1

3

The Development Strategy 1993, identified the importance
of a long term regeneration strategy for Salford Quays. The
Lowry Project forms an integral element in the masterplan
comprising The Lowry building, plaza, footbridge, mall
and Digital Centre. The need for a footbridge to unlock
access from Trafford to the south was identified early in
the project and its aim was to better connect the isolated
pier. The Lowry Millennium Bridge was built to serve this
purpose with a lifting mechanism to allow ships to pass
underneath.
This was closely followed with the development of a bridge
deck linking the north side of the quay to the south and in
turn creating an enclosed quay with vehicular access on all
sides.
Media City emerged as the Lowry Project began
construction and was designed to offer a creative hub
which would rival emerging media cities internationally.
Developed in partnership with the Central Salford Urban
Regeneration Company, Salford City Council, Northwest
Regional Development Agency and Peel Holdings, the new
office space was supported with an additional footbridge,
directly linking the site to Manchester City to the south of
the Irwell River.

5

4

2

1
2

1. Media City Footbridge

2. Salford Quays Millennium Footbridge

The bridge links have been key for changing how the area
functions and relates to Manchester City, south of the river.
By opening up new pedestrian connections without creating
vehicular through routes, the area retains its pedestrianised
character but does not compromise access requirements from the
south. Most vehicles enter over Trafford Bridge and filter from the
east towards the piers.
Public transport improvements have played a major role in the
success of the area, with a new Metrolink tram route from the
city centre. Bus network coverage has also been improved by
subsidising non-commercial bus services and providing local
transport through the Salford Local Link service.
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There is now a focus on knitting the development into the
neighbouring communities of Ordsall and Langworthy which
remain largely deprived with high concentrations of social housing
and expansive estates. This will require a gradual change in the
scale and mix of uses which emanate from Salford Quays, as well
as a greater focus on connectivity to the north.

3. The Quays Land Bridge

4. Huron Basin Footbridge
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5. KEY FOCUS AREAS
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5.1 KEY FOCUS AREAS

N

1

2

The modal analysis chapter concluded with a digram
highlighting all the identified potential modal links. Key
focus areas have been identified at these potential links
as shown in Figure 35, and in this chapter will be further
examined at a local level to highlight different design
options. This builds on the findings and future demands
noted in chapter 4, with option development informed
directly from this analysis. SWOT analysis supports this
process and considers the strengths and weaknesses of the
existing situation and context, and the opportunities and
limitations for a new link.

Key focus areas identified from the summary of the
network overview and modal analysis:

3

14
1. Eastway corridor
2. F13 Gainsborough School

15

3. H10 Wallis Road Bridge link and corridor

4

13

4. White Post Lane bridge
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5. Hertford Union Canal crossings

6

6. H14 Monier Road Bridge link and corridor

5
7

7. H16 bridge link and corridor
8. Old Ford Lock crossing

12

9. Greenway link

8

10. Roman Road / Maverton Road link
11. Roman Road / Crown Close / Monier Road link

9

12. Wick Lane / A12 underpass

11

13. A12 Wallis Road footbridge
14. Wick Road
15. Hackney Wick station links

Key Focus Links

Key focus links
identified by modal analysis

Figure 35 Key Focus Areas
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5.1.1 E09 Eastway corridor 5.1.2 F13 GAinsborough
School Footway

Completion Date

Under Construction

Lead Partner(s)
Funding Source

LB Hackney

Existing function and performance

Opportunities

Existing function and performance

Future Options

The A106 links central Hackney (Mare Street) to the west with
Leytonstone to the east, running parallel to the A12 between
Hackney Wick and Leytonstone. The section of the A106 that
passes through Hackney Wick is known as Eastway. It operates
as a two-way road in Hackney Wick although it is one-way
westbound from Lee Conservancy Road to Lea Interchange
and the junction with the A12. Therefore the eastern access to
Hackney Wick, over the River Lee Navigation, is only available for
westbound vehicular access.

 Currently being upgraded

The previous footbridge in this location was demolished in
2009. A replacement bridge has planning permission to link
Gainsborough Primary School with the playing fields on the east
side of the River Lea Navigation. The proposed design allows
for public access but it is proposed that only school access is
permitted for the immediate future.

A. Keep to existing proposal - school access only

An eastbound contraflow bus lane is currently being installed
on the bridge over the River Lee Navigation; this will provide
improved bus links into the Olympic Park from Hackney Wick.
Lee Conservancy Road provides an alternative link connecting to
Homerton Road which is two-way for vehicles and connects with
Eastway and the A12, to the east at the Lea Interchange.

SWOT Analysis
Strengths

 Limits eastbound ratrunning through Hackney Wick
 Pedestrian and cycling routes are permitted in both
directions

 Currently being upgraded to permit two-way bus
operations
Weaknesses

Threats

 Footway widths and cyclist facilities may be
compromised

Future Options
A. Maintain existing configuration
The new bus contraflow will improve the functionality of
this link while minimising ratrunning.
B. Introduce two way traffic
The reconfigured layout offers the potential to consider
introducing two way vehicular flows and make Eastway
more of a focal route across Hackney Wick. This may
alleviate pressure on Waterden Road and would improve
access from Hackney to I-City for private vehicles.

SWOT Analysis
Strengths

 Is located at a midpoint crossing on Hackney Wick
Weaknesses

 Public access likely to be restricted (in the short-term at
least)
Opportunities

The current proposal links Gainsborough School to its
new sports fields on the opposite side of the River Lea
Navigation. The bridge would be for local use only and
would not contribute to wider connectivity issues.
B. Allow public access for pedestrians
Enabling pedestrians to cross at this location would
improve the link from the station to I-City and enhance the
functionality of the towpath as a N-S route with regualar
connecting links E-W.
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C. Open up for pedestrians and cycles
Providing a link which also supports cycles would better
link the residential areas of Hackney Wick and the wider
Hackney area to the QEOP.

 Potential key pedestrian route between I-City and
Hackney Wick station (plus the Hackney Wick
neighbourhood centre)
Threats

 Local resident opposition to the opening up of access to
the public

 Anti-social behaviour concerns if bridge is opened to
public

 The EB restriction reduces vehicular accessibility between
the Hackney Wick and the QEOP
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5.1.3 H10 Wallis Road bridge
Completion Date

July 2013 (approaches to be completed)

Lead Partner(s)
Funding Source
Designers 		
Site Area 		
PTAL 			
Site Designation

ODA
ODA
Allies and Morrison
0.02 hectares
3
Other Industrial Area

Existing function and performance
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The Wallis Road Bridge is one of two ‘Western Bridges’ approved
by the ODA in 2010 to provide a pedestrian and cycle link across
the River Lea Navigation, with the aim to better link Hackney Wick
and Leyton. It has the potential to form a key step-free accessible
route into the QEOP and was intended to be opened to support
the North Park but has since been delayed.
The bridge was designed with the intention that it be completed
post-Games and was built in phases primarily because the eastern
approach of the bridge fell within the Outer Security Fence (OPF)
and could not be constructed pre-Games. At the time of writing,
the east approach has yet to be completed.
The bridge will form an important local connection from the
proposed mixed use hub at Hackney Wick Station to the Copper
Box and facilities within the QEOP. It reduces severance issues by
providing pedestrian access from the residential area to the north
of the study area to the east and is an intuitive continuation of
Wallis Road.
The Olympic Legacy Supplementary Planning Guidance (July
2012) sets out two key development principles with respect to
connectivity: Development principle C1 – Improving strategic
connectivity and capacity; Development principle C2 – Improving
local connectivity and permeability. The position of this bridge on
a stretch deprived of east-west connectivity and in close proximity
to I-CIty, is vital for supporting Olympic Legacy SPG objectives
and the goals of the Hackney Wick Area Action Plan (September
2012).

Located within Planning Delivery Zone 5 in LB Hackney, the site
adjoins the Hackney Wick Conservation Area and as a result any
planning proposals must respect the historic industrial character
of the area as part of the Borough’s Core Strategy. There was
no former bridge at this location and the new design looks to
provide a robust, simple architecture and material palette that
complements the adjacent late Victorian industrial buildings and
yards.
From a local perspective the bridge provides the most direct route
from Hackney Wick Overground Station to the North Park. It
offers good route continuity along Wallis Road and connects
existing industrial areas with proposed development sites to the
east. Furthermore its central location within the study area affords
it an additional importance for overall connectivity and east-west
legibility in an area with no other pedestrian crossing facilities for
more than 200m.
Strategically the H10 bridge provides a pedestrian and cycle link
between Hackney Wick and the post-Games Transformation Spine
located at the eastern approach, running north of the Copper
Box. This offers a pedestrian and cycle connection to Waterden
Road which is an important north-south distributor road parallel
to the study area. The continuation of pedestrian and cycle routes
east towards the North Park hub at the Velodrome and beyond,
highlights the significance of this crossing for linking the Hackney
Wick area with the wider urban grain beyond the QEOP.

SWOT Analysis

Future Options

Strengths

A. Improve existing to better support cycles

 Provides a direct E-W link to Waterden Road and on to

Providing step free cycle access on the westbound
approach will considerably improve the attractiveness of
this route for cyclists. As a major route through the QEOP
and an important link for cyclists travelling from the station,
the bridge infrastructure should be inclusive of all users.

the QEOP

 Improves pedestrian access to I-City from Hackney Wick
station
Weaknesses

 Does not support cycles effectively in its current form
 Site is constrained by surrounding buildings meaning
acquiring land for an enhanced bridge / approaches
would be challenging.
Opportunities

 Potential to support new residential developments with
a vehicular link and reduce pressure on White Post Lane

 Potential to support an enhanced public transport
strategy through the area
Threats

 A vehicular link could open up the potential for
ratrunning through Hackney Wick

B. Provide a crossing for motorised vehicles,
pedestrians and cycles
There may be an opportunity to provide a vehicular link
from Waterden Road to Wallis Road, which would enable
a coherent E-W route through Hackney Wick from Wick
Road.
C. Restrict to public transport access only, with
pedestrian and cycle facilities
This option would reduce the potential for ratrunning,
likely improve conditions for cyclists and ensure good public
transport coverage.

5.1.4 WHITE POST LANE BRIDGE

Existing function and performance

SWOT Analysis

Future Options

White Post Lane plays a key role in the east-west
connectivity of vehicles between Hackney Wick and
the QEOP. The Copper Box, Hackney’s new sports and
community centre, is accessed from White Post Lane and
the road will also be used for the rerouted 339 bus route in
the near future.

Strengths

A. Maintain existing configuration and function

 Key existing vehicular link currently between Hackney

This link will shortly serve as a new bus route through
to Stratford, improving connectivity and linking with the
revised QEOP road network. There are limited potential
changes available but it will better support the station with
the revised bus route and will remain a key vehicular link
across the Lea River Navigation.

Its importance as an east-west interchange spine will
become increasingly significant as the Hackney Wick station
improvements unfold and the developments of East Wick
and Sweetwater move forward.

Wick and QEOP.

 Centrally located and strategically important for routes
to the station

 Key access point to the Hertford Union Canal towpath
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Weaknesses

 Relatively narrow carriageway and especially pedestrian
The immediate area adjacent to White Post Lane is
designated as a Conservation Area and any future
development or changes to the public realm need to
respect the historic industrial character of the area as
defined in the respective AAPs.

footways
Opportunities

 Maintain as a key link across the Lea Navigation
 New bus routes will improve the internal connectivity of
Hackney Wick
Threats

 Future development may lead to additional traffic
volumes and congestion on White Post Lane
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5.1.5 HERTFORD UNION CANAL CROSSINGS
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Existing function and performance

SWOT Analysis

Future Options

The Hertford Union Canal has three distinct crossings
north-south within the study area: a pedestrian and cycle
bridge at Roach Road, and all modes on Wansbeck Road
and Wick Lane.

Strengths

A. Keep existing layout

 Development sites on either side of the canal could

The existing configuration consists of a pedestrian / cycle
link from Roach Road and relies on Wansbeck Road as a
vehicular link between Hackney Wick and Fish Island.

The pedestrian and cycle bridge is an important link
between Hackney Wick and Fish Island, helping to reduce
the isolated qualities of Fish Island. It links directly to the
towpath route and offers cycle connectivity on towards
White Post lane.
Wansbeck Road provides a vehicular crossing to the
western edge of the study area, however as a pedestrian
and cycle link, the environment is especially hostile and
isolated. It rises up to the level of the A12 and acts as a
barrier to east-west connectivity.
Wick Lane offers a vehicular link and crossing for all
modes to the west of the A12, with access for cycles and
pedestrians onto the towpath. The link is narrow and
congested in peak hours, with the number 276 and 488
passing in close proximity to the crossing. Most vehicles
turn off Wick Lane and on to Jodrell Road at the mini
roundabout.

allow for significant changes to connections in the area

 Potential to optimise the existing lock as per the
crossing at Old Ford Lock
Weaknesses

 Uncertainty regarding masterplanning context and
development proposals on either side of the canal
Opportunities

 A link in this area has the potential to most significantly
change the connectivity relationship of Hackney Wick
and Fish lsland

 Potential to enhance the quality and permeability of the
towpath route
Threats

 Bridge landing point limitations could impact on the
configuration

 Existing development over the existing footbridge may
restrict future changes

B. Provide an additional pedestrian and cycle bridge
The provision of an additional link will help activate new
residential developments proposed on either side of the
canal.
C. Provide an additional bridge for public
transport, pedestrian and cycle access

A north-south spine for public transport would enhance
network provision in the area and relieve pressure on
Wansbeck Road.
D. Provide an additional bridge for all modes
The addition of a vehicular route parallel to Wansbeck Road
would create a better integrated N-S spine for all modes
through the centre of HWFI.
E. Provide two additional bridges for all modes
Two additional bridges may be beneficial for knitting
together Hackney Wick and Fish Island more
comprehensively.

5.1.6 H14 MONIER Road bridge
Completion Date

2014 (east approach TBC)

Lead Partner(s)
Funding Source
Designers 		
Site Area 		
PTAL 			
Site Designation

ODA
ODA
Allies and Morrison
0.03 hectares
3
Other Industrial Area

Existing function and performance

SWOT Analysis

Future Options

The Post-Games Transformation east-west H14 bridge
connection is anticipated to open in 2014 and looks to
provide a pedestrian and cycle link from Monier Road and
QEOP. In its current form it will provide step free access
and a landscaped ramped approach to the bridge from
the west. At present the eastern approach is yet to be
implemented.

Strengths

A. Keep as existing (with towpath access on east side)

 Existing pedestrian footbridge in place

The current configuration provides an attractive route to
the QEOP but requires negotiation with the neighbouring
landowner to finalise the east approach landing.

At a strategic planning level the bridge supports London
Plan (July 2011) policies 6.1, 6.9 and 6.10 (Transport Strategic Approach, Cycling and Walking respectively), by
seeking to improve the accessibility of walking and cycling
routes in an area of considerable likely future demand.

 Links new residential site to Sweetwater development.
Provides key link from Fish Island to QEOP (and
facilitates a strategic link from Bow if combined with
new crossing of A12) and creates a well connected
pedestrian network around the Hertford Union Canal
confluence point.

B. Provide a widened bridge link for all modes
The site has been identified as a key potential link for
integrating Fish Island with the QEOP. The existing bridge

would need to be widened considerably to accommodate
all modes and the current alignment may have land take
requirements.
C. Convert existing to vehicular only bridge
It has been suggested that a vehicular only bridge in this
location would be an option, assuming pedestrian links are
provided elsewhere. The physical constraints of the existing
bridge may not be able to provide sufficient footway space
for pedestrians.
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Weaknesses

 Uncertainty in the east side connectivity - bridge is built
but not able to be used. Current configuration with no
vehicular access may not be most beneficial to overall
connectivity
Opportunities

 A vehicular bridge could enhance overall connectivity
for Fish Island

 Significantly improves the continuity of road links across
and beyond Fish Island
Threats

 Converting the current configuration to a vehicle bridge
could create insufficient space for pedestrians. A new
vehicular bridge would be costly and negate the existing
design which is yet to open.The close proximity of
residential developments will likely require changes in
road geometries should a vehicular bridge be proposed,
at additional cost.

HWFI
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5.1.7 H16 BRIDGE link
and corridor

5.1.8 OLD FORD
LOCK CROSSING

Existing function and performance

Future Options

Existing function and performance

Future Options

To support the proposed developments in Sweetwater,
a new bridge proposal has been suggested, linking to
Stour Road. This provides the opportunity to link to the
proposed school and sports facilities at the south end of
the Sweetwater development.

A. Pedestrian and cycle bridge (in conjunction with
H14)

The Old Ford Lock crossing provides a key link from the
River Lea towpath to Fish Island for pedestrians and cyclists.
Located at the confluence of the river, it is an important link
for east-west connectivity and as a cycle route to Victoria
Park and the Greenway via Dace Road.

A. Maintain existing layout

SWOT Analysis

B. Widen crossing to enhance provision for cyclists

Strengths

The crossing could be widened to facilitate greater cycling
capacity and improve the link from the towpath to Fish
Island and the Greenway.

SWOT Analysis
Strengths

 Enhances overall network connectivity
 Supports future Sweetwater development
Weaknesses

 In close proximity to H14, offering a similar alignment
giving rise to a doubt whether it represents the best
location
Opportunities

Any bridge configuration at this location would need
to be considered in conjunction with proposed changes
to H14. The close proximity of this link may have less
benefit to the overall connectivity of the area than H14 but
would enhance route continuity along Beachy Road to the
Sweetwater development site.
B. Pedestrian and cycle bridge (in conjunction with
H14 being vehicle only)
A pedestrian and cycle bridge could help to support any
proposals which look to limit pedestrian accessibility across
H14. This would inherently mitigate the reduction in
overall pedestrian connectivity and contribute towards a
more segregated approach to connecting Fish Island and
the QEOP.

 Provides pedestrian crossing at south end of Fish Island
 Appropriate scale and configuration for its location
Weaknesses

 Narrow crossing difficult to navigate for cyclists
Opportunities

 Provide improved cycle facilities to support the towpath
route

 Provides an alternative cycle and pedestrian link across
the river

 Supports H14 potentially in a different capacity
Threats

 Justification for an additional bridge at this location will
depend on the configuration of other links

Threats

 New developments could put pressure on increasing the
capacity of this link

The existing bridge configuration is in-keeping with the
towpath setting and although only able to accommodate
low pedestrian flows, it is not anticipated that the proposed
future developments will have a significant impact on
crossing requirements at this location.

5.1.9 GREENWAY LINK

5.1.10 ROMAN ROAD /
MAVERTON ROAD LINK

Existing function and performance

Future Options

Existing function and performance

Threats

The Greenway route serves an important east-west offcarriageway connection for cyclists and pedestrians
from Hackney Wick to the Thames at Beckton. The
off-carriageway component terminates at Wick Lane but
continues on-carriageway to Victoria Park. Constructed on
the embankment of the Northern Outfall Sewer, the 7km
route is a key strategic route but at a local scale severs Fish
Island in two. The suggested new link looks to address
this lack of connectivity north-south and provide greater
integration of the Greenway with the wider pedestrian and
cycle network.

A. Maintain existing layout with no N-S link and
access

There is currently no route over the A12 at this location.
The suggestion relates to fulfilling the pedestrian desire
line to Roman Road and the lack of network integration
at the south of Fish Island. Lefevre Park and Maverton
Road appear to offer potential landing points for a bridge
structure in an open parkland area and industrial estate,
but the justification for a link here should be fully explored
with consideration of the existing pedestrian and cycle
crossing at Old Ford Road.

 The existing housing stock makes configuring the

SWOT Analysis
Strengths

 The Greenway provides an important E-W offcarriageway cycle connection at the south edge of the
study area, acting as both a link and destination in itself
Weaknesses

 Links onto the Greenway are limited and the Wick Lane
entrance is unattractive for cyclists

 The current configuration severs N-S permeability into
Fish Island

It may not be a priority or technically feasible in the short
term to provide a link here, so maintaining the existing
conditions may be favoured.
B. Provide a pedestrian and cycle link
A new link onto the Greenway N-S will improve local
accessibility to this strategic route and provide pedestrian
permeability from Fish Island to the south. It would
support the provision of a centralised linking spine through
the area.
C. Provide a pedestrian and cycle link from the
Greenway onto Dace road only
This represents a sub-option of above whereby the current
steps from the western end of the elevated Greenway
are replaced by an improved access facility, but with no
enhanced access across to Crown Close.

SWOT Analysis
Strengths

 Would connect Fish Island with Lefevre Park to the west
 Roman Road is a popular shopping street in close
proximity to Fish Island.
Weaknesses

 The current configuration of housing on the west side
of the A12 limits the potential for providing a crossing.

A. Keep to current layout with no link
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A pedestrian link under the A12 is already provided by Wick
Lane and so this design proposal would only help to reduce
severance at a local level between the underpass and A12
bridge at the south end of Fish Island. An analysis of its
potential contribution will be important for establishing the
relative priority of this crossing option.
B. Provide pedestrian and cycle bridge link
Suppressed desire lines to Roman Road need to be assessed
in order to consider providing a link at this point. Should
there be sufficient likely demand for pedestrians in Fish
Island to want to travel to Roman Road, then there may be
a case for a crossing at this location.

 Maverton Road is industrial land and its development
future is uncertain.
Opportunities

 Improving N-S connectivity will support the central spine

 Would enable a direct link from the south of Fish Island

Threats

Future Options

of the A12; an attractive family friendly residential area.

Opportunities

concept and enable pedestrians and cycles to stay on
quieter routes into the centre of Fish Island.

landing points for a crossing technically difficult.

to the key local trip attarctor of Roman Road.

 The link could catalyse further development at the south
side of Fish Island.

 The steep change in topography could make this link
technically challenging, especially if it is to achieve DDA
compliance.
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5.1.11 ROMAN ROAD / CROWN CLOSE / MONIER ROAD LINK
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Existing function and performance

SWOT Analysis

Future Options

The current bridge configuration provides a segregated
pedestrian and cycle route across the A12, linking the
one way Old Ford Road with Crown Close. From the
Crown Close approach, a shared use area enables cycles to
enter the bridge, with a direct ramped link. Railings limit
permeability but ensure cycles do not exit the bridge at
speed.

Strengths

A. Improve existing

 The existing bridge provides a pedestrian and cycle link

The current situation provides an important pedestrian
and cycle link into Fish Island from the S-W. It follows
an alignment close to that of the Hertford Union Canal
towpath but plays more of a local function for connecting
HWFI with Roman Road. Maintaining this situation will
continue to provide for this local function but would not
help to alleviate vehicular pressure on Wick Lane and limits
public tranport permeability.

at a key point towards the south of Fish Island.

 The approach road configuration is wide and with good
established landing points.
Weaknesses

 The current arrangement does not support vehicles and
the only access points to Fish Island from the west are
more than 1km apart.
Opportunities

 A vehicular bridge in this location could reduce traffic
pressure on Wick Lane and Wansbeck Road.

 Linking Old Ford Road into the centre of Fish Island has
the potential to significantly reduce overall severance
and integrate the south end of the site into the wider
area.

B. Provide a link for all modes
A new road link has the potential to better knit together
Fish Island into the wider network. This would free up
greater flexibility for bus routing and offer the potential to
support development opportunities at the south end of Fish
Island.
11c - Roman Road / Crown Close / Monier Road
link - provide a link for public transport, cycles and
pedestrians

Threats
As above but restricting private vehicle access.

 The close proximity of the Wick Lane junction could
create congestion on to the bridge structure.

 Old Ford Road is a one way street and any opening up
of vehicular access across the A12 will likely require
further alterations to the local raod network.

5.1.12 WICK LANE /
A12 UNDERPASS

5.1.13 WALLIS ROAD /
A12 FOOTBRIDGE

Existing function and performance

Future Options

Existing function and performance

Threats

Wick Lane is a busy vehicular route with the 276 and 488
bus routes using the underpass to link with Wansbeck
Road. A scheme in 2010 involved extensive removal of
guardrailings and squared up the junction to help reduce
vehicular speeds along Wick Lane and reduce cycle turning
conflicts.

A. Keep as existing

The intersection of Wallis Road and Chapman Road is
identified as a key intersection in the Hackney Wick AAP
and currently serves as the landing point for the existing
footbridge. The current configuration is unattractive with
a dog leg ramp design making it unappealing for cyclists.
The AAP suggests that this link should be considered for
refurbishment or replacement.

 The existing bridge is underused and may not be

The link could be kept in its current configuration as it is
a pre-existing connection which plays an important role in
the network.
B. Improve existing conditions

SWOT Analysis
Strengths

The current layout could be maintained but with improved
public realm to provide a more attractive and safer walking
and cycling environment, such as by resurfacing footways,
reallocating space for cyclists and improving lighting.

 This link is a key route between the Greenway and
Victoria Park

 It is one of only three vehicular routes that cross the
A12 on the west side of HWFI
Weaknesses

C. Restrict private vehicular access and allow only
buses, cycles and pedestrians

SWOT Analysis
Strengths

 Provides a good link from Victoria Park to Hackney Wick

point so a bridge requires less ramping than where the
road is elevated
Weaknesses

 The road is narrow and dark, sightlines are restricted
and conditions are generally poor for cyclists
Opportunities

 The cycle route could be enhanced to better fulfil its
important strategic value

 Avoiding a dog leg ramp will be difficult to achieve if
it is to reach the necessary total height and angle of
ramped approach

Future Options
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A. Maintain existing
The Wallis Road footbridge is an important pedestrian
and cycle link over the A12 and maintaining the existing
configuration enables satisfactory access to Victoria Park.

Station

 The A12 is at the same level as the surroundings at this
The underpass could be made less vehicle dominated by
restricting private vehicles.

considered a priority

B. Improve existing
There is potential to to provide a more direct, visually
appealing and navigable bridge structure to better link with
the road, and the pedestrian and cycle desire lines eastwest.

 In its current configuration, the link is unattractive and
poorly relates to the surrounding public realm

 Planting is overgrown and obstructs entrances to the
bridge
Opportunities

 As a key walking route between the QEOP and Victoria
Park the pedestrian environment could be significantly
improved
Threats

 Wansbeck Road is the main N-S route through HWFI
and only significant road network changes will alleviate
pressure on this junction

 There is potential to improve the attractiveness of this
link and provide better visibility

 A more direct route could be considered for the Wallis
Road approach

 It could be integrated with new cycle routes through the
QEOP
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5.1.14 WICK ROAD

5.1.15 HACKNEY WICK
STATION LINKS

Existing function and performance

Future Options

Existing function and performance

Future Options

Wick Road is an important distributor route between
Hackney Wick, the A12 and the wider Hackney area. It
provides a key link for buses to the NW side of Hackney
Wick, served by the number 26, 30, 388 and 488. At
present it does not offer a right turn for westbound traffic
onto the A12 which limits its potential as a fully integrated
distributor link.

A. Keep as existing

The current configuration and access arrangements to
the station are poor with limited visibility and pedestrian
permeability through the site between White Post Lane
and Wallis Road. The recently approved £8.5m upgrade
of the station will significantly improve the station
access, interchange zone and environs, catalysing further
development in the local area.

A. Keep as existing proposal

Junction improvements in early 2012 provided better
conditions for pedestrians at the Chapman Road / Wick
Road junction, which could be considered sufficient in the
short to medium term.
B. Improve A12 vehicular access

SWOT Analysis
Strengths

 Wick Road is the primary junction in the area to access
the A12 and is a key entry to the area from the N-W

 Recent street improvements have removed guardrail and

In order to improve overall vehicular connectivity, it could
be beneficial to consider opportunities to better connect
Wick Road to the A12. In particular, the provision of a right
turn onto the A12 for westbound traffic from Wick Road
would be worth investigating.
C. Improve cycling conditions

widened footways to improve conditions for pedestrians
Weaknesses

 It remains a vehicle dominant environment and is an
unattractive and intimidating gateway to HWFI for
pedestrians and cycles

 The right turn onto the northbound A12 from Hackney
Wick is banned
Opportunities

 A right turn onto the A12 could help alleviate pressure
on Wick Road

 Cycle infrastructure including segregated routes would
improve cycling provision here
Threats

 Still likely to be two lanes of traffic required in both
directions

Conditions for cyclists could be improved by considering
the numerous junction conflict points and visibility on Wick
Road, and the degree of separation needed to help improve
cyclist comfort.

SWOT Analysis
Strengths

 The station occupies a central location in the study area
 Plans to better link both sides of the station are in
development
Weaknesses

 Current proposals do not address the wider interchange
and public realm design of the station
Opportunities

 A new link has the potential to improve station
accessibility and permeability N-S
Threats

 The embankment is relatively high but any new link
under the railway line will be costly and technically
challenging

The current new link proposed for the station area offers
improved pedestrian and cycle connectivity between White
Post Lane and Wallis Road, and significantly strengthens the
integration of the station to the wider urban fabric.
B. Provide enhanced pedestrian and cycle route
permeability
There may be opportunities to consider further links around
the station which open up a network of pedestrian routes
that support the development of the interchange space and
the hub concept.

5.2 ACCEPTABILITY MATRIX
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Pedestrian link impact
Key Focus Area

1. Eastway corridor A. Maintain existing
configuration


































 

B. Provide a crossing for
motorised vehicles, pedestrians
and cycles









C. Restrict to public transport
access only, with pedestrian and
cycle facilities

















































   











   





A. Maintain existing
configuration and function

5. Hertford Union
Canal crossings

A. Keep existing layout

C. Provide an additional bridge
for public transport, pedestrian
and cycle access
D. Provide an additional bridge
for all modes

Feasibility



No anticipated mode specific benefit

Feasible in principle but may be time consuming to negotiate,
design or implement



A slight negative impact on existing conditions, an indirect
consequence of other modal changes, or a missed
opportunity to cater for anticipated future demand

Requires some considerable technical issues to be resolved
with a challenging design context

Adversely impacts on modal connectivity and when
considered in isolation, conflicts with key overarching
objectives

Technically very demanding and likely to be expensive and
time consuming to implement



6. H14 Monier Road A. Keep as existing (with
towpath access on east side)
Bridge link and
corridor
B. Provide a widened bridge link
for all modes
C. Convert existing to vehicular
only bridge
7. H16 bridge link
and corridor

Strategic



A. Improve existing to better
support cycles

A. Pedestrian and cycle bridge
(in conjunction with H14)



Local



A. Keep to existing proposal school access only



Strategic



4. White Post Lane
bridge

An improvement on existing conditions, or an indirect benefit Relatively easy buildability, within an anticipated short
as a result of other modal changes
implementation time

Local



B. Provide an additional
pedestrian and cycle bridge

Significantly enhances modal connectivity and contributes to No change or 'light touch' approach with low associated
overall network requirements identfied in the modal analysis costs

Strategic



E. Provide two additional bridges
for all modes
Modal Contribution

Local

Feasibility



C. Open up for pedestrians and
cycles

The matrix also includes a feasibility assessment which
acknowledges the planning context, physical and
topographical limitations, and buildability of each option
and presents these on a similar spectrum to the modal
contribution (see below).

Strategic

Public transport link
impact



B. Allow public access for
pedestrians

3. H10 Wallis Road
Bridge link and
corridor

Local

Vehicular link impact



B. Introduce two way traffic
2. F13
Gainsborough
School

The key focus area performance and SWOT analysis in
section 5.1, informed the development of a series of
options which draw on the opportunities identified for each
link. In total, 39 different options were identified across
the 15 focus areas, highlighting the range and diversity
of potential interventions which could shape the future
connectivity of HWFI. In order to filter some of the less
appropriate options and produce a more focussed package
of scenarios, an acceptability matrix has been used to
qualitatively assess how each option performs at a local and
strategic scale. This has been conducted for each of the
transport modes, and considers the modal contribution that
the additional links would likely provide. This is presented
on a sliding scale from those links which can be considered
highly significant, to those which may adversely impact
on that specific mode. The analysis is based on a sound
understanding of the existing limitations of the network
and the anticipated contribution that a new link will play
based on the modal analysis in chapter 4.

Proposal

Cycle link impact

























































 

 

 



 



       















































   











   





















Pedestrian link impact
Key Focus Area

Proposal

and cycle bridge (in
A. Pedestrian
Maintain existing
1. Eastway corridor B.
conjunction
configurationwith H14 being
vehicle only)

8. Old Ford Lock
crossing

B. Introduce
two waylayout
traffic
A.
Maintain existing

2. F13
Gainsborough
School

B.
enhanceA. Widen
Keep tocrossing
existingtoproposal
provision
for cyclists
school access
only

9. Greenway link

The matrix generally considers each link in isolation, as it
is in the scenario evaluation in chapter 6 that these will be
evaluated together. However the acceptability matrix has
been used to highlight which options are most appropriate
for each of the five scenarios: 1. pedestrian and cycle
package; 2. public transport spine; 3. vehicular focus; 4.
balanced (minimum); and 5. balanced (maximum), based
on consideration of the feasibility and modal contribution
of each option relative to the overarching objectives for
each scenario. This has enabled the assembly of these 5
scenarios based on the 15 options which are considered
acceptable for inclusion, with a particular focus on the
proposed new links being created.

A.
Maintain
existing
layout
B. Allow
public
access
for with
no N-S link and access

pedestrians

B. Provide a pedestrian and cycle
C. Open up for pedestrians and
link

cycles

C. Provide improved access from
A. Improve
existing
better
the
Greenway
onto to
Dace
Road
support
cycles
at
current
steps
A. Keep to current layout with
link
B. Provide
a crossing for
Maverton Road link no

3. H10 Wallis Road
Bridge link and
corridor
10.
Roman Road /

motorised vehicles, pedestrians
and
cycles pedestrian and cycle
B.
Provide
bridge
link to public transport
C. Restrict
11. Roman Road /
Crown Close /
4. WhiteRoad
Post link
Lane
Monier

bridge
5. Hertford Union
Canal crossings

Figure 36 overleaf highlights all the options which have
been included in the scenario evaluation, representing the
full suite of potential new links for HWFI.

access only, with pedestrian and
A. Keep as existing
cycle facilities
A. Maintain existing
configuration
and
B.
Provide a link
forfunction
all modes
A. Keep existing layout

C. Provide a new bridge for
public transport, walking and
cycling
onlyan additional
B. Provide
Keep as and
existing
12. Wick Lane / A12 A.
pedestrian
cycle bridge
underpass

C. Improve
Provide an
additional
bridge
B.
existing
conditions

for public transport, pedestrian
and cycle access

C.
vehicular
D. Restrict
Provide private
an additional
bridge
access
and allow only buses,
for all modes
cycles and pedestrians
13. A12 Wallis Road A. Maintain existing
E. Provide two additional bridges
footbridge

for all modes

B. Improve existing

Modal Contribution




Feasibility

Significantly enhances modal connectivity and contributes to No change or 'light touch' approach with low associated
overall network requirements identfied in the modal analysis costs

B. Provide a widened bridge link
forImprove
all modes
B.
A12 vehicular access

An improvement on existing conditions, or an indirect benefit Relatively easy buildability, within an anticipated short
as a result of other modal changes
implementation time



No anticipated mode specific benefit

Feasible in principle but may be time consuming to negotiate,
design or implement



A slight negative impact on existing conditions, an indirect
consequence of other modal changes, or a missed
opportunity to cater for anticipated future demand

Requires some considerable technical issues to be resolved
with a challenging design context

Adversely impacts on modal connectivity and when
considered in isolation, conflicts with key overarching
objectives

Technically very demanding and likely to be expensive and
time consuming to implement



6. H14 Monier Road A. Keep as existing (with
towpath access on east side)
Bridge link and
A. Keep as existing
14.
Wick Road
corridor

C. Convert existing to vehicular
C.
Improve
only
bridge cycling conditions
7. H16 bridge link

15. Hackney Wick
and corridor
station links

A. Pedestrian and cycle bridge
(in conjunction with H14)

A. Keep as existing proposal

B. Provide enhanced pedestrian
and cycle route permeability

Local

Strategic

Cycle link impact
Local








Strategic




Vehicular link impact
Local



Strategic



Local

Feasibility

Strategic












































































































































 
 































































 

















 







 











 




 









 
 
 



















Public transport link
impact
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Key Focus Area

Proposal

1. Eastway corridor

A. Maintain existing configuration

Inclusion in scenario package

B. Introduce two way traffic
2. F13 Gainsborough School

A. Keep to existing proposal - school access only
B. Allow public access for pedestrians
C. Open up for pedestrians and cycles

3. H10 Wallis Road Bridge link and corridor

A. Improve existing to better support cycles

4. White Post Lane bridge

B. Provide a crossing for motorised vehicles, pedestrians
and cycles
C. Restrict to public transport access only, with pedestrian
and cycle facilities
A. Maintain existing configuration and function

5. Hertford Union Canal crossings

A. Keep existing layout
B. Provide an additional pedestrian and cycle bridge
C. Provide an additional bridge for public transport,
pedestrian and cycle access
D. Provide an additional bridge for all modes

N

2, 3, 5
3
2
1, 5
1, 4, 5
2
3

1, 2, 4, 5
3
2, 5

E. Provide two additional bridges for all modes
6. H14 Monier Road Bridge link and corridor

A. Keep as existing (with towpath access on east side)
B. Provide a widened bridge link for all modes
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2, 3, 4, 5

C. Convert existing to vehicular only bridge
7. H16 bridge link and corridor

A. Pedestrian and cycle bridge (in conjunction with H14)

8. Old Ford Lock crossing

B. Pedestrian and cycle bridge (in conjunction with H14
being vehicle only)
A. Maintain existing layout

5

B. Widen crossing to enhance provision for cyclists
9. Greenway link

A. Maintain existing layout with no N-S link and access
B. Provide a pedestrian and cycle link

10. Roman Road / Maverton Road link

C. Provide improved link from Greenway to Dace Road at
location of current steps.
A. Keep to current layout with no link

1, 3, 5
4

B. Provide pedestrian and cycle bridge link
11. Roman Road / Crown Close / Monier Road link

A. Keep as existing
B. Provide a link for all modes

12. Wick Lane / A12 underpass

C. Provide a new bridge for public transport, pedestrian
and cycle access only
A. Keep as existing

2, 3, 5
3

B. Improve existing conditions

13. A12 Wallis Road footbridge

B. Improve existing
14. Wick Road

Interventions included in the
Scenario Packages

C. Restrict private vehicular access and allow only buses,
cycles and pedestrians
A. Maintain existing

A. Keep as existing
B. Improve A12 vehicular access
C. Improve cycling conditions

Note: 15. The Hackney Wick Station Link has not been included in the scenarios package

Vehicles
1, 2, 5

Public Transport
Cycles
Pedestrians

Figure 36 Potential Interventions

5.3 SCENARIOS
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5.3.1 Pedestrian And Cycle
Focused

N

2c.

Scenario 1 focuses on potential new connections to
enhance the pedestrian and cycle network. The following
infrastructure changes are suggested for this scenario:

2c - F13 Gainsborough School - opening up to
pedestrians and cyclists
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13b - A12 Wallis Road Footbridge
3a.

Improving the existing bridge could provide benefits for
pedestrians and cyclists; the improvements would need to
enhance the existing connections with Hackney Wick. It
is acknowledged that any changes to this bridge over the
A12 may be challenging to implement.
13b.

This new connection would provide an important local
connection for both pedestrians and cyclists between the
residential area in the north of Hackney Wick and the I-City
development over the Lea Navigation.

5b.

3a - H10 Wallis Road bridge link and corridor Improving existing access
The improved cycle access will provide an important local
and strategic cycling link which is currently severed due to
the reliance on a lift for cycle access.
5b - Hertford Union Canal Crossings - provide
additional pedestrian and cycling crossing
This new crossing would be located over the existing lock
gates and provide an important north-south link over
the Hertford Union Canal, significantly improving the
connectivity for pedestrians and cyclists.

9b.

9b - Greenway link - Provide a pedestrian and cycle
link
A new connection from the Greenway to the north and
south would significantly improve the connections to and
from Fish island; a new connection here is likely to be
quite challenging to implement however the benefits for
pedestrians and cyclists in the area will be high.

Scenario 1 - Ped/Cycle Only
All Modes
Cycles and Pedestrians Only
Public Transports, Cycles and Peds Only

Figure 37 Scenario 1 - Pedestrian and Cycle Focused

5.3.2 Vehicle Focused
Scenario 2 focuses on potential new connections to enhance
the network for motor vehicles. The following infrastructure
changes are suggested for this scenario:
1b Eastway Corridor - Introduce two-way working for
traffic
This would build on the recent enhancement (allowing
two-way access for buses) by allowing all vehicles to cross
the bridge in both directions. This will reduce the future
traffic strain on the existing bridge at White Post Lane and
enhance connectivity for the residential areas in the north
of Hackney Wick with destinations to the north along the
A12.
2b - F13 Gainsborough School - allow public access for
pedestrians

N

the existing road network and reduce future strain on the
existing bridge over the canal. It would also allow for bus
services to route through the centre of Hackney Wick and
Fish Island.
6b - H14 Monier Road Bridge Link and corridor Provide a widened bridge for all modes
A new vehicular route would enhance connectivity between
Fish Island and the QEOP, particularly the Sweetwater
development. It would also relieve future congestion at the
existing White Post Lane bridge to the north of H14.
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9b - Greenway link - Provide a pedestrian and cycle
link

Allowing public access to the bridge would enhance the
local connections between the northern part of Hackney
Wick and I-City for pedestrians.

A new connection from the Greenway to the north and
south would significantly improve the connections to and
from Fish island; a new connection here is likely to be
quite challenging to implement however the benefits for
pedestrians and cyclists in the area will be high.

3b - H10 Wallis Road bridge link and corridor - provide
a crossing for motor vehicles, pedestrians and cycles

11b - Roman Road / Crown Close / Monier Road link provide a link for all modes

Converting the existing crossing to one which could
cater for motor vehicles would significantly enhance
the connectivity between Hackney Wick and the QEOP,
particularly the East Wick development. Again this would
reduce the future traffic strain on the White Post Lane
bridge and would also enhance the cycle network.

This will signficantly enhance connectivity between Fish
Island and the rest of Tower Hamlets, particularly with the
Roman Road shopping area. This would also provide a
convenient link for extending bus services such as route 8
into HWFI.
13b - A12 Wallis Road Footbridge

5d - Hertford Union Canal Crossings - provide an
additional bridge for all modes
A new vehicular connection over the Hertford Union Canal
towards the eastern end of the canal would tie in with

Improving the existing bridge could provide benefits for
pedestrians and cyclists; the improvements would need to
enhance the existing connections with Hackney Wick. It
is acknowledged that any changes to this bridge over the
A12 may be challenging to implement.

Figure 38 Scenario 2 - Vehicle Focused
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5.3.3 Public Transport
Focused

N

2b.

Scenario 3 focuses on potential new connections to enhance
the public transport network. The following infrastructure
changes are suggested for this scenario:
2b - F13 Gainsborough School - allow public access for
pedestrians
Allowing public access to the bridge would enhance the
local connections between the northern part of Hackney
Wick and I-City for pedestrians.
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3c - H10 Wallis Road bridge link and corridor - provide
a crossing for public transport, pedestrians and cycles
Converting the existing crossing to one which could cater
for buses would significantly enhance the pubclic transport
connectivity between Hackney Wick and the QEOP,
particularly the East Wick development. It would allow for
better interchange between bus and rail at Hackney Wick
Overground station.

9b - Greenway link - Provide a pedestrian and cycle
link
3c.

A new connection from the Greenway to the north and
south would significantly improve the connections to and
from Fish island; a new connection here is likely to be
quite challenging to implement however the benefits for
pedestrians and cyclists in the area will be high.
11c - Roman Road / Crown Close / Monier Road
link - provide a link for public transport, cycles and
pedestrians
5c.

This will enhance connectivity between Fish Island and the
rest of Tower Hamlets, particularly with the Roman Road
shopping area. The key benefit of this link is that it would
provide a convenient link for extending bus services such as
route 8 into HWFI.

6b.
5b.

5c - Hertford Union Canal Crossings - provide an
additional bridge for public transport, pedestrian and
cycle access
A new public transport, pedestrian and cycle connection
over the Hertford Union Canal towards the eastern end
of the canal would tie in with the existing road network
and allow for bus services to route through the centre of
Hackney Wick and Fish Island.
6b - H14 Monier Road Bridge Link and corridor Provide a widened bridge for all modes
A new vehicular route would enhance connectivity between
Fish Island and the QEOP, particularly the Sweetwater
development. It would also relieve future congestion at the
existing White Post Lane bridge to the north of H14.

9b.
11c.

Scenario 3 - PT Spine
All Modes
Cycles and Pedestrians Only
Public Transports, Cycles and Peds Only

Figure 39 Scenario 3 - Public Transport Focused

5.3.4 Balanced
(Min Intervention)

N

2b.

Scenario 4 focuses on potential new connections for a
mix of modes. This scenario considers the potential cost of
interventions and only includes those that are considered the
most cost effective. The following infrastructure changes are
suggested for this scenario:
2b - F13 Gainsborough School - allow public access for
pedestrians

9c - Greenway link - Provide an improved pedestrian
and cycle link between the Greenway and Dace Road
at location of the current steps.
3a.

A new connection from the Greenway to the north and
south would significantly improve the connections to and
from Fish island. Only providing a connection to the north is
likely to be easier to achieve than the option to provide an
enhanced link to both sides.

Allowing public access to the bridge would enhance the
local connections between the northern part of Hackney
Wick and I-City for pedestrians.
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5b.

3a - H10 Wallis Road bridge link and corridor improve existing to better support cycles

6b.

The improved cycle access will provide an important local
and strategic cycling link which is currently severed due to
the reliance on a lift for cycle access.
5b - Hertford Union Canal Crossings - provide
additional pedestrian and cycling crossing
This new crossing would be located over the existing lock
gates and provide an important north-south link over
the Hertford Union Canal, significantly improving the
connectivity for pedestrians and cyclists.

9c.

6b - H14 Monier Road Bridge Link and corridor Provide a widened bridge for all modes
A new vehicular route would enhance connectivity between
Fish Island and the QEOP, particularly the Sweetwater
development. It would also relieve future congestion at the
existing White Post Lane bridge to the north of H14.

Scenario 4 - Balanced (Min)
All Modes
Cycles and Pedestrians Only
Public Transports, Cycles and Peds Only

Figure 40 Scenario 4 - Balanced (Minimal Intervention)
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5.3.5 Balanced
(Max Intervention)

N

1b.

2c.

Scenario 5 also focuses on potential new connections for
a mix of modes, however, this scenario looks at maximisng
the potential change ignoring potential budget restrictions. .
The following infrastructure changes are suggested for this
scenario:
1b Eastway Corridor - Introduce two-way working for
traffic
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This would build on the recent enhancement (allowing
two-way access for buses) by allowing all vehicles to cross
the bridge in both directions. This will reduce the future
traffic strain on the existing bridge at White Post Lane and
enhance connective for the residential areas in the north
of Hackney Wick with destinations to the north along the
A12.
2c - F13 Gainsborough School - opening up to
pedestrians and cyclists
This new connection would provide an important local
connection for both pedestrians and cyclists between the
residential area in the north of Hackney Wick and the I-City
development over the Lea Navigation.
3a - H10 Wallis Road bridge link and corridor improve existing to better support cycles
The improved cycle access will provide an important local
and strategic cycling link which is currently severed due to
the reliance on a lift for cycle access.
5d - Hertford Union Canal Crossings - provide an
additional bridge for all modes
A new vehicular connection over the Hertford Union Canal
towards the eastern end of the canal would tie in with
the existing road network and reduce future strain on the
existing bridge over the canal.

6b - H14 Monier Road Bridge Link and corridor Provide a widened bridge for all modes
3a.

A new vehicular would enhance connectivity between
Fish Island and the QEOP, particularly the Sweetwater
development. It would also relieve future congestion at the
existing White Post Lane bridge to the north of H14.
7a - H16 bridge link and corridor - Pedestrian and
cycle bridge

13b.

A link here will support local pedestrian and cycle desire
lines between Fish Island and the Sweetwater development.

5d.
6b.

9b - Greenway link - Provide a pedestrian and cycle
link

7a.

A new connection from the Greenway to the north and
south would significantly improve the connections to and
from Fish island; a new connection here is likely to be
quite challenging to implement however the benefits for
pedestrians and cyclists in the area will be high.
11b - Roman Road / Crown Close / Monier Road link provide a link for all modes
9b.

This will signficantly enhance connectivity between Fish
Island and the rest of Tower Hamlets, particularly with the
Roman Road shopping area. This would also provide a
convenient link for extending bus services such as route 8
into HWFI.
13b - A12 Wallis Road Footbridge
Improving the existing bridge could provide benefits for
pedestrians and cyclists; the improvements would need to
enhance the existing connections with Hackney Wick. It
is acknowledged that any changes to this bridge over the
A12 may be challenging to implement.

11b.

Scenario 5 - Balanced (Max)
All Modes
Cycles and Pedestrians Only
Public Transports, Cycles and Peds Only

Figure 41 Scenario 5 - Balanced (Maximum Intervention)

6. scenario evaluation
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6.1 evaluation
In chapter 5 we introduced the scenario packages
comprising sub-options which emerged from the modal
analysis and focus area acceptability matrix.
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This section focuses on evaluating the scenarios against
criteria in an attempt to assess which package or
combination of options offers the optimum benefits and
might be best to take forward into Task B for further
analysis and initial design. The evaluation exercise also
gives due consideration to the key impacts / benefits of
scenarios that will underpin any potential subsequent
business case appraisal. The broad approach and criteria
have been shared with both the LLDC client team and
wider stakeholder group and have been refined based on
this exercise.

Scoring

The Criteria

5. Impact on heritage / character of area

A five point scoring system has been adopted, similar to the
acceptabilty matrix, against the criteria, ranging from pp
to x x except in the cost column where the option will be
identified with a cost range, although this is subsequently
assessed. This has then be translated to a colour code as
shown below:

The evaluation criteria focus on the extent to which
objectives and associated benefits or potential negative
impacts may be delivered by a scheme. These criteria aim
to establish the likely comparative performance of different
scenarios. The aim is to determine the better performing
scenarios to be the focus of more detailed scheme
development and appraisal in Task B. An explanation of
the criteria is outlined below:

The extent to which the scenario impacts on the existing
local heritage and predominantly industrial character of the
local area.

Impact of criteria on scenario package




The scenario package delivers in a significant and positive
manner against the criteria
The scenario package delivers in a small but positive manner
against the criteria



The scenario package makes a neutral / no anticipated
contribution against the criteria



The scenario package has a small negative impact against the
criteria or represents a lost opportunity



The scenario package has a major negative impact against
the criteria or represents a significant lost opportunity

The scores have been converted to numbers at the end of
the exercise to enable a comaprison to take place between
the scenarios.

1. Improved local accessibility
The extent to which the scenario offers local accessibility
enhancements (by the various modes) to a range of local
land uses, transport facilities, amenities and movement
network in the local study area.
2. Improved strategic accessibility
The extent to which the scenario offers strategic
accessibility enhancements (by the various modes) to
a range of town centres, major amenity and transport
facilities and strategic movement networks in the wider
study area.
3. Journey times
An assessment of the changes in journey time between a
range of points within the local trip areas resulting from the
scenarios (by mode).
4. Scheme land take requirements
An assessment of the extent to which the scenario
package requires land to enable delivery, including an initial
assessment of the extent of land and likely cost involved in
this land assembly exercise.

6. Cost and cost assessment
The first column on cost shows an initial estimate of the
cost ranges involved in delivering the scenario whilst the
second column on cost is an assessment of the cost relative
to the other packages, based on the same scoring system
as the rest of the matrix.
Weighting of criteria
A weighting system is being utilised to reflect the relative
importance of a number of criteria, and how they relate to
the study objectives. This is set out below:

 Scores from the Local accessibility, cost and land take
criteria assessments will be multiplied by 2

 Scores from the character / heritage, journey distance
and highway operational performance criteria
assessments will be multiplied by 1.5

 All other scores from criteria assessments will be
multiplied by 1

SCORE

In order to seek the maximum benefit from this exercise
we have continued the iterative evaluation of the Balanced

Cost assessment

The above evaluation matrix shows the relative scores
of the scenario packages against the criteria. Based on
our assessment, the scenario package likely to provide
the most benefit would be the Balanced (Maximum)
package. It should however be recognised that other
packages also derive benefits and scores of these packages
can be increased through further iteration (addition and
subtraction) of the component sub-options.

Cost range in £m

Scenario Evaluation Matrix and results

Scheme land-take
requirements

Balanced enhanced

Pedestrian

5b

Cycle

Balanced (max)

Bus

5

Vehicular

Balanced (min)

Pedestrian

4

Cycle

Public Transport

Bus

3

Vehicular

Vehicular emphasis

Pedestrian

2

Cycle

Cycling and Walking

Bus

1

Vehicular

Scenario number and description

Improved journey times

Impact on heritage /
character of area

Improved strategic
Accessibility

Improved local Accessibility





























£5-10m



7.5





























£15-20m



14.5





























£10-15m



13





























£5-10m



11





























£12-17m



16.5





























£10-15m



18.5

(Maximum) scenario package to explore opportunities for
further increasing the positive scores and reducing the
impact of the negative scores.
Balanced Enhanced Scenario
We have developed an additional scenario shown on
the page overleaf, described as the ‘Balanced Enhanced’
scenario (5b) which looks to further refine scenario 5. The
starting point here was a desire to reduce the extent of
likely landtake and ideally reduce costs and increase the
scheme attractiveness in terms of strategic accessibility. The
Balanced Enhanced Scenario (5b) differs from the Balanced
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(max) Scenario (5) in that the proposed north-south
vehicular bridge connection across the Hertford Union
Canal is not included for the Roach Road - White Post Lane
alignment. Instead the connection proposed at this location
is an improved walking and cycling bridge. The enhanced
north-south vehicular connection in this area is facilitated
with the use of H14 to access White Post Lane by heading
north on local access roads in Sweetwater, once across
H14. This option avoids the likely challenging land assembly
and engineering solution required to build a vehicular
bridge across the Hertford Union at this location.
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6.2 BALANCED ENHANCED
SCENARIO

N

1b.

2c.

The Balanced Enhanced scenario as shown in Figure 42 has
been identified as the optimum network configuration for
significantly improving connectivity, while minimising the
negative impacts of additional development.
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The evaluation matrix suggests that this scenario provides
excellent local accessibility enhancements for all modes
and some improvements to strategic connections for public
transport and motor vehicles. A reduction of journey times
is anticipated across all modes by improving operational
performance, increasing permeability and alleviating
congestion at key network pinch-points, notably on Wick
Lane, Eastway and White Post Lane.
Scheme land-take and build complexity is anticipated to be
reduced relative to scenario 5, by retaining but improving
the existing pedestrian / cycle bridge on the Hertford Union
Canal, rather than providing a new vehicular link. There
may be some impact on heritage, with extensive new
links proposed across the area; however further design
development will look to ensure that these interventions
respect the industrial character and existing heritage assets.
The cost assessment suggests that this scenario will be
in the £10-15million bracket (to be tested through Task
B), relatively high in comparison to the other scenarios,
although the delivery of these schemes is comparatively
widespread and low cost when compared in isolation. For
example the upgrade of existing structures such as H10,
H14 and the Roman Road link are likely to be less costly
than other scenarios which include new vehicular bridges.
As these bridges are tightly aligned to the existing network
there are few new road links being proposed, helping
to keep costs down. It is considered that this scenario
represents good value and unlocks the most important
modal routes for supporting further regeneration in the
future, without compromising quality of route provision.

1b Eastway Corridor - Introduce two-way working for
traffic
3a.

2c - F13 Gainsborough School - opening up to
pedestrians and cyclists
3a - H10 Wallis Road bridge link and corridor improve existing to better support cycles
13b.

5b - Hertford Union Canal Crossings - provide
additional pedestrian and cycling crossing

5b.

6b - H14 Monier Road Bridge Link and corridor Provide a widened bridge for all modes

6b.

7a - H16 bridge link and corridor - Pedestrian and
cycle bridge

7a.

9b - Greenway link - Provide a pedestrian and cycle
link
11b - Roman Road / Crown Close / Monier Road link provide a link for all modes
13b - A12 Wallis Road Footbridge

9b.

11b.

Scenario 5b - Balanced (Enhanced)
All Modes
Cycles and Pedestrians Only
Public Transports, Cycles and Peds Only

Figure 42 Scenario 5b - Balanced (Enhanced)

6.3 RECOMMENDED OPTIONS FOR
feasibility assessment in TASK B
Scenario 5b, the ‘Balanced Enhanced’ package, has been identified as
our preferred strategic plan for fulfilling the connectivity requirements
and aspirations of the LLDC and borough AAPs. It is however based on
an evaluation matrix that requires further quantitative assessment for
links that are especially challenging to determine the relative benefits of
different options. Task B will provide this robust methodology for assessing
the design options by assessing the feasibility of the following proposals:

N

3. H10 Wallis Road Bridge

3a			

3b

3a and b - H10 Wallis Road Bridge (both improved walk / cycle and
vehicular bridge sub-options)
5. Hertford Union Canal Crossings

Additional testing is required to assess the impact of converting H10 to
a vehicular link and how this would tie in with the Hackney Wick Local
Neighbourhood Centre and the East Wick development.
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5b, c and d - North-south links across the Hertford Union Canal for
pedestrian/cycle, public transport and all modes
Task B will look in detail at the buildability and design options available for
ensuring that these important links are configured in relation to the wider
masterplanning context.

5b			

5c

5d

9. Greenway Link

9b - Greenway link - Pedestrian and cycle link from Wick Lane to
Fish Island
The feasibility of building a link here will be explored in different design
forms to assess its impact on the local pedestrian and cycle network.
9b
11a and b - Old Ford to Crown Close bridge for both enhanced ped/
cycle and vehicular sub-options

11. Old Ford Road to Crown Close

The proposal for a new vehicular link at Old Ford Road will be examined in
greater depth to identify the net benefit of providing a link here and the
anticipated impact on vehicular flows and journey times to and from Wick
Lane, to help build a business case.
Options 6b and c (H14 bridge options) are being picked up under another
study and are therefore not considered as part of Task B.

Options to be assessed further in
Task B
All Modes

11a

11b

Cycles and Pedestrians Only
Public Transports, Cycles and Peds Only
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7. summary and
conclusions
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7.1 summary and conclusions
Informed by the modal analysis allocations, a suite of
options were assessed based on agreed criteria. It was
important that opportunities to improve the overall
connectivity of the area were considered as part of a
package of interventions which are mutually compatible.
As a result, the scenario development and evaluation
process was used to establish the most appropriate
configuration for the proposed future network.

The report outlines the importance of considering local
and strategic trip generators and the role of the existing
network. This analysis on a multi-modal level has enabled
the identification of 15 key intervention locations across the
study area.

TASK A
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Key Drivers and Issues

Strategic & Local Network
Overview

Key Recommendations
There is a lack of connectivity for all transport modes northsouth between Hackney Wick and Fish Island to support
the proposed growth of the area. It is recommended that
a new link is provided across the Hertford Union Canal,
although its configuration is still to be decided.
Our findings suggest Fish Island would benefit from a direct
vehicular link to the QEOP to enhance network permeability
and integration, while reducing pressure on White Post
Lane. An additional pedestrian and cycle link would further
knit together walking and cycling networks from the QEOP.

Two way vehicular access on Eastway is recommended to
provide coherent vehicular routing and minimise the need
for additional vehicular links across the River Lea Navigation
from Hackney Wick.
Improved pedestrian and cycle links to the Greenway
and across the Monier Road footbridge are suggested to
provide better quality facilities for cyclists where they are
most needed.

A vehicular link to Old Ford Road would be recommended
to improve east-west connectivity across the A12 and
reduce the vehicular pressure on Wick Lane.

Strategic & Local Modal
Analysis

Intervention Opportunity
Assembly

Key Focus Links and Option
Assessment

TASK B

Task A - Summary
Task A provided a comprehensive review of existing
network issues, detailing both the current issues of
severance and how the area will change as new drivers
for movement are developed. This will inherently increase
pressure on existing links and the study has shown that
there are significant opportunities to provide new links to
relieve pressure and improve overall network connectivity,
better integrating the new developments with the wider
urban fabric and the QEOP.

Scenario Assessement
N

1b.

2c.

3a.

13b.

5b.
6b.

7a.

9b.

11b.

Scenario 5b - Balanced (Enhanced)
All Modes
Cycles and Pedestrians Only
Public Transports, Cycles and Peds Only
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