Chapter 5
Route Window C2:
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The Revised Scheme
5.2.2

The service facility requires the construction of a deck structure on the site of 4 – 18
Bishop’s Bridge Road. The new structure, or service deck, will be a facility on which
the delivery activities currently operating from Departures Road, the British Transport
Police parking/custody transfer bays, and the refuse disposal skip and compactor,
can be located throughout the construction period. The layout of the proposed
service deck is shown in map C2(i) of the SES3 mapping volume (SES3a).

5.2.3

The deck will be situated above the platform 1A worksite, which was described
in the main ES (Volume 2, Chapter 8, Section 8.4, paragraph 8.4.15). The surface
of the deck will be level with Bishop’s Bridge Road from where vehicular access
and exit will be gained.

5.2.4

The proposed service deck will be a temporary structure required for a period of
four to five years. The demolition of 4 – 18 Bishop’s Bridge Road is required to enable
the removal of piles obstructing the passage of the tunnel boring machines, and
was assessed in the main ES and the Second Supplementary Environmental
Statement (SES2).

5.2.5

The service deck will comprise:
• loading bays for three large rigid lorries (one of which can accommodate
a large articulated vehicle);
• loading bays for seven large box vans;
• loading/unloading area (3 m wide);
• parking bays for two British Transport Police vehicles;
• an area for a compactor, skip and waste storage; and
• two heavy duty service lifts and stairs from the deck to platform 1A.

5.2.6

For the main tunnelling works in this location, bentonite silos (for diaphragm wall
construction of the station box) will be situated at the southern end of the Platform 1A
worksite. A hole will be left in the service deck for the silos to extend through, as they
are too tall to fit under the deck. The service deck will provide a large rigid vehicle bay
for servicing both the silos and the waste compactor.

5.2.7

Vehicles will be parked and offloaded on the service deck and deliveries to the station
made via the two service lifts to platform 1A. From there, goods will be taken on foot
(and trolley) along platform 1 to the various shops within Paddington station.

5.2.8

The pattern of use by the delivery vehicles (ie delivery times and vehicle flows) will
be similar to the existing arrangement on Departures Road. Deliveries will be made
at an average of 17 vehicles per hour (based on surveys of current usage).

5.2.9

Upon completion of the main works at Paddington the service deck will be removed
and the existing servicing arrangements on Departures Road will be reinstated and
the compactor and skip returned to their original location.
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Temporary Works
The Revised Scheme

5.3.1

Construction of the service deck will commence upon completion of the demolition
of 4 – 18 Bishop’s Bridge Road and the removal of the piles. The structure will
be constructed using structural steelwork with a steel deck overlain by asphalt.

5.4

Construction of the Revised Works
Duration of Works

5.4.1

The construction of the temporary service deck will take approximately eight months.
Construction Plant

5.4.2

Construction of the service deck will involve the use of an excavator, concrete pump,
concrete mixer truck and a series of mobile cranes for erection of the structural
steelwork and surfacing equipment for the laying of asphalt.
Worksite and Access

5.4.3

The service deck will be above part of, but entirely within, the original platform 1A
worksite boundary. Access to, and exit from, the service deck will be via Bishop’s
Bridge Road as shown on Map C2(ii) of the SES3 mapping volume (SES3a).
Project alteration 2: Permanent use of Red Star Deck as a taxi facility

5.4.4

A description of this alteration is available in paragraph 5.1.4 above.

5.5

Mitigation and Residual Impacts
Overview
Project alteration 1

5.5.1

The proposed works do not change the conclusions for ecology, water resources, noise
and vibration, air quality, contaminated land, community, and socio-economics, as set
out in the main ES (Volume 2, Chapter 8, Section 8.4, paragraphs 8.4.5 and 8.4.6).
Whilst there are no changes to the conclusions for traffic and transport, the results
of the impact assessment are provided below.
Project alteration 2

5.5.2

There will be no additional significant temporary or permanent adverse impacts
associated with this project alteration. Whilst there are no changes to the conclusions
for traffic and transport, the results of the impact assessment are provided below.
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Impacts on Townscape and Built Heritage
Baseline
5.5.3

The baseline resources that might be affected by the revised scheme for Paddington
station are the same as those for the original proposals, as described in the main ES
(Volume 2, Chapter 8, Section 8.4, paragraphs 8.4.20 to 8.4.23).

5.5.4

The site of 4 – 18 Bishop’s Bridge Road is at the western end of Eastbourne
Terrace, adjacent to the extensive rail corridor that terminates at Paddington station.
The building on the site was erected as a parcels office by the Great Western Railway
(GWR) in 1932 – 33. Originally designed as a three storey block, it subsequently
acquired two additional storeys plus an attic. At railway level it was serviced by a
platform, also built in 1932 – 33, which is now used as a car park. It is not listed and
it not in a conservation area, though the Bayswater Conservation Area is nearby.

5.5.5

The townscape in this area is dominated by the Grade I listed Paddington station
constructed in the 1850s. Paddington station and Eastbourne Terrace are adjacent
to, but not within, the Bayswater Conservation Area (which includes the Grade II listed
late-Georgian and Victorian residential terraces of Westbourne Terrace, Gloucester
Terrace and Sussex Gardens). Overall, it is a townscape of high quality and high
sensitivity to change, although the immediate vicinity of the station and Bishop’s
Bridge Road is of moderate quality and sensitivity.
Direct Impacts on Listed Buildings

5.5.6

No statutory listed buildings will be directly affected by the revised scheme in
this route window. Although the area for the revised service deck is near to the
Grade I listed Paddington station, and is connected to it by virtue of the original
use, it is not within the curtilage of the listed building.
Project alteration 1
Mitigation and Temporary Residual Impacts

5.5.7

The demolition of 4 – 18 Bishop’s Bridge Road has already been assessed in the
main ES and SES2 and the revised proposals to use the cleared site as a temporary
replacement service facility will not increase the level of significance of the impacts
reported previously in the main ES (Volume 2, Chapter 8, Section 8.4, paragraphs
8.4.31 and 8.4.32) and SES2 (Chapter 33, Section 33.5, paragraph 33.5.2).
Significant local townscape impacts will remain with the revised scheme, as a result
of the proposed construction works in this route window, but these will not result
in significant adverse impacts on the character, appearance and setting of the
Bayswater Conservation Area.
Mitigation and Permanent Residual Impacts

5.5.8

The permanent removal of 4 – 18 Bishop’s Bridge Road was assessed in the
main ES (Volume 2, Chapter 8, Section 8.4, paragraphs 8.4.34 and 8.4.35) and SES2
(Chapter 33, Section 33.5, paragraph 33.5.2). The revised scheme will not result in any
significant adverse impacts on townscape character or on the character, appearance
and setting of the Bayswater Conservation Area as a result of the permanent works.
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Impacts on Visual Amenity
Baseline
5.5.9

The visibility of the worksite at 4 – 18 Bishop’s Bridge Road is generally restricted
by the buildings adjacent to it, including Telstar House to the southeast, Paddington
station to the east and other buildings at the northwestern end of Westbourne Terrace,
including Brewers Court (on the corner of Bishop’s Bridge Road and Westbourne
Terrace). Occupants of Telstar House have near, elevated views of the site and oblique
views are obtained from the rear of Brewers Court. Users of footways and roads near
the site have open views, particularly those travelling north along Eastbourne Terrace,
as the worksite is the termination of their view down the street. The original baseline
assessment may be found in the main ES (Volume 2, Chapter 8, Section 8.4,
paragraphs 8.4.39 and 8.4.40).
Mitigation and Residual Impacts
Project alteration 1

5.5.10

The main ES and SES2 reported that the demolition and construction works in
the Bishop’s Bridge Road area will result in significant adverse impacts on the visual
amenity of occupants in buildings on the southwestern side of Eastbourne Terrace,
in particular Telstar House and pedestrians using Eastbourne Terrace (main ES Volume
2, Chapter 8, Section 8.4, paragraph 8.4.41 and SES2 Chapter 33, Section 33.5,
paragraph 33.5.2). Occupants at the rear of Brewers Court have oblique views
of the site, but the use of the site for servicing the station’s retail outlets will not result
in any additional significant adverse impacts on their visual amenity. The revised works
will not generate any temporary or permanent significant adverse impacts on the visual
amenity of existing views in addition to those already reported in the main ES
(Volume 2, Chapter 8, Section 8.4, paragraph 8.4.45) and SES2 (Chapter 33,
Section 33.5, paragraph 33.5.2).
Impacts on Archaeology
Baseline

5.5.11

The baseline resources that might be affected by the revised scheme at Bishop’s Bridge
Road, Paddington station are substantially the same as those described in the main ES
but excluding resources associated with the Grand Union Canal and Paddington Basin
(Volume 2, Chapter 8, Section 8.4, paragraph 8.4.46). Archaeological remains may
already have been partially or completely removed by the basements of the existing
building at 4 – 18 Bishop’s Bridge Road.
Mitigation and Residual Impacts
Project alteration 1

5.5.12

Where foundations for the new service deck differ from the footprints of the existing
foundations, they will partially or completely remove potential archaeological remains.
Footings for supports to the retaining wall during demolition, if required, would also
partially or completely remove such remains. Two lift pits will completely remove
potential archaeological remains.
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Mitigation measures will remain preservation by record, as proposed in the main ES
for the original scheme in this route window (Volume 2, Chapter 8, Section 8.4,
paragraph 8.4.48). With this mitigation, no significant residual impacts will occur.
Impacts on Traffic and Transport
Baseline
Project alteration 1 and 2

5.5.14

Baseline conditions are described within the main ES (Volume 8b, Chapter 3,
paragraphs 3.6 to 3.21). Since the publication of the main ES, the western
extension to the Central London Congestion Charge Zone (CCZ) has been confirmed
for implementation in February 2007. The extension zone boundary will run along the
southwest side of Eastbourne Terrace and the southeast side of Bishop’s Bridge Road
from Eastbourne Terrace to Westbourne Terrace and along the southeast side of
Praed Street. Bishop’s Bridge Road between Harrow Road and Eastbourne Terrace
has also now been reopened.

5.5.15

Revised works (ie including a wider ramp to Bishop’s Bridge Road, lifts and
escalators to platform 12) were set out in the AP ES.

5.5.16

The main ES and the AP ES were prepared on the basis that taxis would be temporarily
relocated to the Red Star Deck and on completion of Crossrail, taxis would return to
Departures Road until the proposed Span 4 transport deck (a Network Rail proposal)
became available.
Mitigation and Temporary Residual Impacts
Project alteration 1

5.5.17

Demolition of 4 – 18 Bishop’s Bridge Road was assessed in the main ES and the
additional information in SES2. For the assessment of the temporary service deck
two main stages have been assessed:
• construction of the temporary service deck; and
• operation of the temporary service deck.

5.5.18

Construction of the Service Deck: The construction of the service deck is expected
to take approximately eight months. There is expected to be an average of some
10 lorry movements per day for deliveries to the worksite and this could increase to
20 lorry movements per day for a five week peak period. With works adjacent to the
railway which will involve track possessions, some of these deliveries could be at night.

5.5.19

Construction lorries for the service deck will use the lorry routes proposed in the
main ES, ie from Harrow Road and Bishop’s Bridge Road.

5.5.20

Operation of the Service Deck: The service deck will be operational during
the Crossrail construction period.
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5.5.21

All delivery vehicles and police vehicles currently using Departures Road will transfer
to the service deck. In addition it has been assumed that some 50 per cent of the
deliveries made from the Arrivals Road ramp will also be transferred. It is estimated
that during peak periods some 21 vehicles per hour will be accessing the service
deck and some small changes in the local roueting of these vehicles is expected
as a result of the introduction of the service deck.

5.5.22

Staff parking in car park 2, which is located south of the GWML between Ranelagh
Bridge and Lord Hill’s Bridge and accessed via the ramp at 4 – 18 Bishop’s Bridge
Road will be unaffected. It is possible that some Network Rail contractor parking
will be transferred to this car park from the Arrivals Road ramp.

5.5.23

An assessment of the small changes in traffic movements as a result of the
construction and operation of the service deck has shown that there will
be no new significant impacts.

5.5.24

On completion of the works it is proposed that the service deck will be removed
and there will be no permanent residual impacts.
Project alteration 2

5.5.25

The traffic and transport impacts are set out in the AP ES (Chapter 2, Section 2.4,
paragraphs 2.4.7 to 2.4.15). It was assumed that taxi operations would return
from the Red Star Deck to Departures Road on completion of the Crossrail works.
It is now the intention to retain the Red Star Deck for the permanent use of taxis.

5.5.26

The proposed permanent relocation of taxis away from the Departures Road to
the Red Star Deck will lead to an improvement in the operation of the Eastbourne
Terrace junctions at Praed Street and Bishop’s Bridge Road, compared to baseline.
This should be sufficient to mitigate the significant impacts (ie traffic delays) identified
in the main ES. However, there is some uncertainty because of the traffic effects of
two major projects in the vicinity. The first is the reconstruction of the bridge over
the railway in Bishop’s Bridge Road that was completed and reopened in June 2006.
The second is the western extension of the CCZ, planned for February 2007, which
will similarly substantially change traffic patterns in the area. No estimates of the change
in the number of vehicles using Eastbourne Terrace as a result of the CCZ extension
have been published, but it is understood that the net change resulting from CCZ
would be considerably less than the number of taxis removed to Red Star Deck.

5.5.27

Taxis would enter and leave the deck from Bishop’s Bridge Road. The routeing
of taxis to and from the east via Harrow Road will result in a significant reduction
in traffic movements through the Praed Street and Bishop’s Bridge Road junctions
with Eastbourne Terrace. This assumes that taxis will access and exit Red Star
via the strategic road network (ie Harrow Road, Edgware Road). This is in line with
the City of Westminster’s policies as set out in the Draft Planning Brief for Paddington
station and environs, London W2, May 2005 – “4.8.5 ... it would provide
a new traffic management deck connected to the new Bishop’s Bridge Road bridge.
This is considered to be the preferred solution in meeting the long term vehicle
access requirements as it provides a north-east access solution to Paddington
Station, concentrate vehicle movements onto the strategic highway network”.
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5.5.28

Taxis would not be able to access the deck from London Street. Lift and escalator
links will be provided from the Red Star deck to the main station concourse.

5.5.29

Approximately half the total numbers of vehicles passing through the Eastbourne
Terrace/Praed Street junction are taxis — approximately 700 daily movements (based
on 2003 surveys). The reassignment of taxis via Harrow Road and Edgware Road,
in line with the City of Westminster’s policy described above, would remove most of
this traffic from the Eastbourne Terrace and its junctions with Praed Street and Bishop’s
Bridge Road. This will provide the opportunity for improved station design and facilities
for pedestrians, public transport (bus) and cyclists on Eastbourne Terrace (refer to
the AP3 ES (Chapter 3) — Amendment 1: Lowered Eastbourne Terrace for further
details of design improvements on Eastbourne Terrace.

5.6

Summary

5.6.1

There will be no additional significant residual temporary or permanent impacts
associated with the project alterations in this route window.

Chapter 6
Route Window C5:
Tottenham Court Road Station

Supplementary Environmental Statement 3

SES3

69

6.1.2

The Crossrail Bill, submitted in February 2005, makes provision for the demolition of
the Astoria Theatre to accommodate the main works associated with the construction
of Tottenham Court Road station plaza (eastern) ticket hall. As described in the main ES
(Volume 2, Chapter 8, Section 8.7, paragraph 8.7.17), a temporary shaft will be sunk,
within a permanent box immediately to the south of the Astoria Theatre to facilitate
construction works prior to its use as a ventilation and emergency intervention shaft.
Map C5(i) of the SES3 mapping volume (SES3a) provides the context plan for this area.

6.1.3

A number of changes to the construction planning of the Crossrail works in this location
are required. It is proposed to sink another shaft on the Astoria worksite from which the
construction of the low-level ticket hall works will be undertaken. This change will assist
with the programming of the plaza (eastern) ticket hall works.

6.1.4

The proposed traffic management has been revised and the stages are described in
Section 6.4 below. Lorry holding will also take place within the worksite and at the new
lorry holding area on High Holborn. It will also be necessary during part of the works to
route some lorries through Soho Square.
Project alteration 2: Use of New Oxford Street subway for LU ventilation

6.1.5

The Bill makes provision for the new Crossrail station at Tottenham Court Road.
Following further construction planning work, it has become apparent that
a number of changes are required at this site.

6.1.6

The original works incorporated a ventilation system to cool the escalators proposed
for the new station entrance. The associated ventilation pipeline was to be routed
to a duct at the southern plaza station entrance. The new ventilation duct is now
required to be larger than that originally proposed and therefore cannot follow
the route as proposed in the original scheme.

6.1.7

The existing New Oxford Street subway is located on the south side of New Oxford
Street between Earnshaw Street and St Giles High Street, to the north of Centre Point.
The structure is required for the new ventilation route.

6.1.8

This chapter sets out information on the alterations as follows:
• Project alteration 1: the original proposals and the revised proposals;
• Project alteration 2: the original proposals and the revised proposals; and
• an assessment of any changes to the significant environmental impacts
reported in the main ES.
Project alteration 1: Construction planning changes at the Astoria worksite

6.1.9

A description of this alteration can be found in paragraphs 6.1.2 to 6.1.4 above.
Project alteration 2: Use of New Oxford Street subway for LU ventilation
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Permanent Works
Original Works

6.2.1

The original pipeline was routed to a duct in the southern plaza entrance.
Revised Scheme

6.2.2

It is proposed to follow a revised route which will incorporate the New Oxford Street
subway before arriving at street level at the existing ventilation head-house structure
to the east end of the subway. There will be no changes at street level.

6.3

Temporary Works

6.3.1

There are no temporary works associated with the scheme other than the installation
of the ventilation pipework.

6.4

Mitigation and Residual Impacts
Overview
Project alteration 1

6.4.1

The proposed project alteration does not change the conclusions as set out in the main
ES with respect to landscape/townscape and built heritage, visual amenity, archaeology,
air quality, ecology, socio-economic, community, water resources, and contaminated land.
Project alteration 2

6.4.2

There will be no additional significant temporary or permanent adverse impacts
associated with this project alteration. The significant adverse residual impacts of project
activities associated with this alteration remain the same as presented in the main ES.
Traffic and Transport Impacts
Baseline

6.4.3

The baseline conditions for Route Window C5 are described within the main ES
(Volume 8b, Chapter 6, paragraphs 6.7 to 6.19). A likely change in these conditions
would result from current TfL proposals to provide bus priority for the Route 38
service. The implementation of this scheme would remove all traffic except buses,
taxis and local access traffic from Charing Cross Road between Cambridge Circus and
St Giles Circus and from sections of New Oxford Street to the east of St Giles Circus.
Mitigation and Temporary Residual Impacts

6.4.4

The temporary works, lasting more than six years, will involve a number of major
construction stages combining the Astoria, Goslett Yard and Charing Cross Road
worksites. The combined worksite area covers both sides of Charing Cross Road
north of Goslett Yard. On the western side it includes the area from the corner
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of Oxford Street/Charing Cross Road south to Goslett Yard. On the eastern side
it covers the area between Charing Cross Road and Centre Point going south
to Denmark Place. Works will also take place beneath Charing Cross Road
and along the western end of New Oxford Street.
6.4.5

Traffic management will be varied to accommodate different stages of construction.
The description below splits the works into clearly defined traffic management stages as in
the main ES (Volume 8b, Chapter 6). There are now six stages proposed, D1 to D6 which
are illustrated on Maps C5(ii) to C5(vii) of the SES3 mapping volume (SES3a). Within each
traffic management stage there may be a number of separate construction sequences.
Information including signing will be provided to advise on the use of alternative LU
stations (ie Leicester Square, Goodge Street, Oxford Circus and Holborn).

6.4.6

Temporary traffic management measures have been developed to minimise changes
to road layout and traffic movements for all modes of transport over the construction
period. Consultation has been held with various stakeholders including London Buses,
TfL, Metropolitan Police, the London Borough of Camden and the City of Westminster.
These arrangements will be refined through consultation in the period before
construction commences.

6.4.7

It has been assumed for this assessment that the Astoria Theatre, which is part of
the Astoria worksite, will be demolished at the commencement of works and the site
made available for construction. Alternative arrangements are discussed and assessed
in Section 6.4.38 if the theatre site is not available. Revised stages D1 and D2 are
shown on Maps C5(ix) and C5(x) in the SES3 mapping volume (SES3a). Similarly,
it has been assumed that the Charing Cross Road worksite will be extended to
Denmark Place (in accordance with the AP (AP3 ES, Chapter 5).
Stage D1 (duration: about 10 months)

6.4.8

During this stage statutory diversion works will take place on Oxford Street, Charing
Cross Road and Sutton Row as well as the demolition of some properties. Falconberg
Court will be closed to all traffic, becoming part of the Astoria worksite. Sutton Row
will be closed to vehicular traffic at its eastern end, west of Falconberg Mews;
a route for pedestrians along the line of Sutton Row will be maintained.

6.4.9

Statutory undertaker diversion works on the western side of Charing Cross Road
will require the closure of the southbound contraflow bus lane in order to maintain
two northbound traffic lanes. Buses routes will be diverted and there will be a need
for associated complementary traffic management measures on St Giles High Street,
Denmark Street, and Cambridge Circus, including carriageway widening on
New Oxford Street, and the removal of the left turn ban (for buses only) on Denmark
Street. The utilities works, together with the need to maintain pedestrian movements,
on the western side of Charing Cross Road will restrict safe lorry access to the Astoria
worksite from the east. It will, therefore, be necessary for some lorries to access
the worksite via Soho Square during this stage. Due to of highway constraints only
smaller lorries will be used. Access will be from Shaftesbury Avenue via Dean Street,
Carlisle Street, Soho Square, Sutton Row and Falconberg Mews and egress via
Soho Square and Greek Street.
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6.4.10

Andrew Borde Street will be permanently closed with the opening up of the Charing
Cross Road worksite. Bus stands from Andrew Borde Street will be relocated onto
St Giles High Street. St Giles High Street, west of Earnshaw Street and Denmark Street
will be limited to buses, taxis and access only and the bus station at Centre Point will
remain operational with new bus stand arrangements. These changes will have a
significant impact on general traffic, buses and interchange.

6.4.11

The closure of Sutton Row east of Falconberg Mews will have a significant impact
for local traffic. The diversion route for displaced traffic will be via Soho Square,
Greek Street, Shaftesbury Avenue and Charing Cross Road.

6.4.12

The closure of Andrew Borde Street will have a significant impact on traffic and buses
in the area, as it will remove the ability of vehicles from St Giles High Street to access
Tottenham Court Road and buses and taxis to reach Oxford Street from Charing Cross
Road. Road layouts and traffic management on Charing Cross Road, St Giles Circus,
and New Oxford Street will be modified to mitigate this impact. General traffic will be
permitted to turn right from New Oxford Street into Tottenham Court Road. As part
of the diversion route, general traffic and taxis will use Earnshaw Street to access New
Oxford Street whilst buses and cycles only will be permitted to use St Giles High Street
north of Denmark Street. Some additional measures may also be required on St Giles
High Street to reduce delays to buses.

6.4.13

The eastern footway of Charing Cross Road will be removed because of the
adjacent worksite. A new pelican crossing will be provided north of Goslett Yard to
divert pedestrians to the western footway. Pedestrians currently using Andrew Borde
Street will be signed to follow alternative routes. A new pelican crossing will be provided
at the St Giles High Street/Denmark Street junction to assist pedestrians.

6.4.14

The works also significantly impact on transport interchange by removing the bus
stands in Andrew Borde Street. This will require some re-routeing of services and
the provision of new stops and stands in St Giles High Street and Earnshaw Street.
Some of the parking bays on Denmark Street will be converted to loading bays
to compensate for the loss of on-street loading areas.

6.4.15

The Astoria worksite area will extend onto the southern footway of Oxford Street.
In order to accommodate pedestrians, it will be necessary to widen the footway
locally and reduce the carriageway width in Oxford Street, removing one of the
eastbound lanes. As a consequence, the space available for loading in this section
of Oxford Street will be reduced and will require the closure of two bus stops during
this stage. The first stop in Tottenham Court Road will also need to be moved
northwards. As a result of these changes, a significant impact is expected
due to disruption to the transport interchange.
Stage D2 (duration: about 7 months)

6.4.16

During this stage the western footway of Charing Cross Road, north of Goslett Yard,
will be closed for construction and utilities diversion works. Two lanes of traffic will be
maintained in the section of Charing Cross Road north of Goslett Yard. A replacement
protected pedestrian walkway linking Charing Cross Road and Oxford Street will
be provided through the Astoria worksite. The walkway will be hoarded and any
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necessary measures provided to ensure pedestrian safety. Pedestrians will
be diverted from the east side of Charing Cross Road via a new pelican crossing
north of Goslett Yard.
6.4.17

All other traffic arrangements will remain the same as Stage D1 including the need
for some lorries to route via Soho Square.
Stage D3 (duration: about 32 months)

6.4.18

At this stage the worksites on the Astoria and Charing Cross Road worksites will be
joined into a single site, although various distinct activities will take place within each.
The impacts from the preceding stages will continue. The closure of Charing Cross
Road to traffic between Goslett Yard and St Giles Circus will have a very significant
impact even though a new temporary diversion road linking Charing Cross Road
with St Giles High Street will be constructed. An alignment for the temporary
diversion was described in the main ES. The extension of the worksite proposed
in the Amendment of Provisions for Denmark Place will allow this alignment
to be improved as shown on Map C5(ii) in the AP3 ES mapping volume (AP3a).

6.4.19

The road layout on St Giles High Street will be amended to incorporate a new
signalised junction with the proposed diversion road. The short section of New
Oxford Street between St Giles High Street and Tottenham Court Road will be
affected by increased traffic flows with all Charing Cross Road northbound traffic
diverted via this route and turning right at St Giles Circus (ie the junction of New
Oxford Street and Tottenham Court Road). The carriageway on the approach to
St Giles Circus from New Oxford Street will be widened to three lanes (one ahead
and two right turn lanes) to accommodate the additional flow.

6.4.20

The southern footway along the temporary diversion road will remain open throughout
Stage D3. To accommodate north-south pedestrian movements on Charing Cross
Road a number of alternative pedestrian routes through or around the combined
worksites are proposed. At least one of these will be available throughout the works.
The route used will depend on construction activity at any particular time and the
availability of worksite space to provide a safe and convenient route for pedestrians.
Broadly, the four alternative routes are:
• the route through the Astoria worksite to the west of Charing Cross Road described
in Stage D2;
• a route approximately on the line of the current western footway of Charing Cross Road;
• a route through the eastern half of the worksite between the current
Charing Cross Road and Centre Point; and
• a footway around the worksite along the northern side of the temporary
diversion road.

6.4.21

These are illustrated in Map C5(iv) of the SES3 mapping volume (SES3a).
Construction traffic crossing these routes will be controlled by banksmen at all times.
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Stage D4 (duration: about 26 months)
6.4.22

As in the previous stage, the Astoria and Charing Cross Road worksites remain
joined as one worksite. This stage could be introduced on completion of the escalator
box north of Denmark Place. The alignment of the temporary diversion road would
be moved northwards to allow early reinstatement of the site to the south.

6.4.23

The highway layout of the diversion road will depend on traffic levels on Charing Cross
Road at this time. To maintain two lanes of traffic it would not be possible to open
the new South Plaza entrance to the LU station or maintain the footway along the
diversion road. The traffic impact would be similar to the previous stage. If the traffic
level is reduced on Charing Cross Road by, for example, the implementation of the
Route 38 scheme described above (see paragraph 6.4.6), it would be possible to
reduce the diversion road to only one lane of traffic and for the south plaza station
entrance to be opened.

6.4.24

During Stage D4, two of the four alternative pedestrian routes from Stage D3 will remain:
• approximately along the western side of Charing Cross Road; and
• along the north side of the New Link Road.

6.4.25

The use of these will be alternated to suit construction requirements; only one is likely
to be open at any one time. Access/egress by construction traffic across this route
will be controlled by banksmen at all times.

6.4.26

All other traffic arrangement remains unchanged from Stage D3.
Stage D5 (duration: about 15 months)

6.4.27

In this stage the Astoria and Charing Cross Road worksites will be separated and one
lane of Charing Cross Road will be reopened to northbound traffic. Although this will
reduce some of the adverse traffic and transport impacts, the restricted junction layouts
and signal timings will still result in a significant impact for buses and general traffic.
The temporary diversion road constructed for Stage D4 will remain.

6.4.28

The Charing Cross Road worksite will be extended northwards taking the footway and
part of the carriageway of New Oxford Street. This will have a significant impact on New
Oxford Street reducing capacity and creating significant delays for all traffic on this link.
This will also prevent the right turn from New Oxford Street into Tottenham Court Road
for all traffic except buses. Northbound traffic on Charing Cross Road will not, however,
be affected as a northbound lane will be available. For other traffic, diversions will
be signed and although the routes are somewhat circuitous the impacts are not
considered significant.

6.4.29

Buses will be re-routed and some stops and stands re-sited during this stage.
The traffic delays will have a significant impact on bus passengers and operators.
Although signed diversions will be provided, the closure of the southern footway
of New Oxford Street will cause a significant impact for pedestrians.
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6.4.30

The new station entrances on Oxford Street and the southern end of the new Plaza
will open during this stage. At the same time the old Oxford Street entrance and
the entrance at the corner of Oxford Street and Tottenham Court Road will close.
Overall this is expected to have a beneficial impact for pedestrians and passengers
as the station improvements come into effect.

6.4.31

All other traffic management arrangements will remain as in the previous stage.
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Stage D6 (duration: about five months)
6.4.32

In this stage, the whole plaza area will be opened for pedestrians together with the
new northern LU plaza entrance providing improved access and amenity. Sutton Row
will reopen with a new signalised junction with Charing Cross Road. Works will,
however, continue on the Astoria and Goslett Yard worksites.

6.4.33

Works will continue in the area round the station entrance adjacent to the Dominion
Theatre and in the adjacent section of New Oxford Street. This station entrance will
be temporarily closed. This will necessitate a reduction in lane widths at the western
end of New Oxford Street, which will continue to result in significant impacts on traffic,
cyclists, buses and pedestrians. However, all bus stops/stands will be operating and
the contraflow bus lane on Charing Cross Road will be reinstated. Footway width
adjacent to the Dominion Theatre worksite will be severely restricted, and diversion
signs will be provided to divert pedestrian away from the area.
Lorry Holding Areas

6.4.34

Whenever possible, lorry holding will be accommodated within the worksites.
However, there may be times when space is not available when it will be necessary
to hold lorries on their approach to the worksites. A lorry holding area has been
identified on High Holborn, inset into the little used northern footway between New
Oxford Street and Drury Lane. For lorries approaching the worksites from the north
and east this will be used during all stages.
Lorry Route Assessment

6.4.35

The lorry routes to be used for the works at the Astoria, Goslett Yard and Charing
Cross Road worksites will generally be as described in the main ES. To access the
lorry holding area described above, however, some lorries approaching from the north
via Gower Street and Bloomsbury Street will turn left into New Oxford Street to access
the holding area in High Holborn via Bloomsbury Way, Drake Street and Proctor Street
as illustrated on Map C5(xi) of the SES3 mapping volume (SES3a).

6.4.36

Lorries generated by the Astoria, Goslett Yard and Charing Cross Road worksites
will be joined on Tottenham Court Road by the lorries leaving the Tottenham Court
Road western ticket hall worksite at Fareham Street. The overall construction period
associated with the Astoria Worksite, Goslett Yard and Charing Cross Road worksites
is approximately six years.
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Tottenham Court Road LU Station
6.4.37

The works will be planned to enable Tottenham Court Road LU station to remain
open throughout the construction period. It is evident, however, from the more detailed
construction planning that there will be periods when it will be necessary to close the
Northern line or Central line platforms with services through running. It will be planned
that these will only affect one Line at any one time. These closures will lead increased
journey times as well as disruption and inconvenience for many passengers and will
result in a significant traffic and transport impact. The closures would also have been
required in the scheme assessed for the main ES, but the assessment of the impacts
on passengers was missed in error at that time.
Demolition of the Astoria Theatre

6.4.38

It has been assumed in the above assessment that the Astoria Theatre will be demolished
at the start of works. If this is not the case, lorry access to the remainder of the Astoria
worksite will be severely restricted in the early stages of the works because of utilities
works in Charing Cross Road and the difficulty in crossing the heavily used footways.
For the Stages D1 and D2 above it will be necessary for some lorries to access the
worksite from the west via Soho Square (see Maps C5(ix) and C5(x) of the SES3 mapping
volume) SES3a)). The proposed access route will be from Shaftesbury Avenue via Dean
Street, Carlisle Street, Soho Square, Sutton Row and Falconberg Mews. Egress will be
via Sutton Row, Soho Square and Greek Street. This is illustrated on Map C5(xi) of the
SES3 mapping volume (SES3a). An alternative access route from Shaftesbury Avenue
could be via Frith Street. This would avoid the more difficult turning manoeuvres at
the Dean Street/Carlisle Street junction but would require the reversal of the current
one-way southbound operation.

6.4.39

With parking and loading on these streets the width of available carriageway is often
restricted. It is proposed that larger lorries will not be used for deliveries or the removal
of excavated material on these routes.
Summary of Temporary Residual Impacts

6.4.40

As in the previous assessment in the main ES, it is considered that the combined
impacts of the proposed works on traffic, bus and pedestrian diversions and delays
in the St Giles Circus area will result in an impact of particular importance. The above
assessment of the revised traffic management arrangements has not resulted in any
new significant traffic and transport impacts.

6.4.41

The temporary closure of the Northern line or Central line platforms with through
running services for periods during construction will lead to increased journey times
as well as disruption and inconvenience for many passengers, resulting in a significant
traffic and transport impact.
Mitigation and Permanent Residual Impacts

6.4.42

The proposed permanent traffic and transport arrangements for the surface works
at Tottenham Court Road are shown in outline in Map C5(viii) of the SES3 mapping
volume (SES3a). The permanent impacts will be as described in the main ES
(Volume 8b, Chapter 6, paragraphs 6.87 to 6.91).
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Noise and Vibration Impacts
6.4.43

The noise and vibration impacts associated with the changes in the phasing of the
construction works cannot be separated from all the other construction work that
will be undertaken in the vicinity at the same time. Consequently these impacts are
assessed as part of the works that include the additional demolitions at Denmark
Place that are presented in AP3 ES (Chapter 5).

6.5

Summary
Additional Significant Impacts

6.5.1

The revised proposals will result in the following significant adverse residual impact:
• Traffic and Transport: The temporary closure of the Northern line or Central line
platforms with through running services for periods during construction will lead
to increased journey times as well as disruption and inconvenience for many
passengers, resulting in a significant traffic and transport impact. This impact
would also have occurred in the scheme assessed for the main ES.
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Chapter 7
Route Window C6:
Farringdon Station

Supplementary Environmental Statement 3

7.2

SES3

81

Mitigation and Residual Impacts
Overview

7.2.1

The proposed project alteration does not change the conclusions as set out in the main
ES with respect to landscape/townscape and built heritage, visual amenity, archaeology,
ecology, water resources, noise and vibration, air quality, contaminated land, community
and socio-economics.
Traffic and Transport Impacts
Introduction

7.2.2

Since the publication of the main ES in February 2005 there have been a number of
changes to the design of Farringdon station. The construction planning and programming
here also been refined and this will result in changes to the lorry movements reported in
the main ES. This chapter provides an update of the estimated lorry numbers and
routeing as a result of these changes as well as reviewing the traffic and transport
impacts that might arise.
Baseline

7.2.3

The baseline conditions for this route window are described within the main ES
(Volume 8b, Chapter 7, paragraphs 7.5 to 7.16).
Mitigation and Temporary Residual Impacts

7.2.4

The design changes since the main ES include larger station boxes and an amended
underground layout. It has been recognised in the construction planning that because
of constraints on access, the bulk of the excavated material from the western ticket
hall worksite will be removed by lorry through the basements of Caxton House and
Snow Hill car park. Due to restrictions in these basements it will not be possible
to use the usual 32 tonne eight wheel lorries to remove this material and a larger
number of smaller lorries (probably 10 –12 tonnes) will be required instead.

7.2.5

In addition, the transfer of shotcrete from a batching plant on the Cardinal House
worksite to the Lindsey Street worksite was not included in the main ES assessment.
It is now proposed that the lorries will leave the western ticket hall worksite on
Farringdon Road, turn left into Charterhouse Street and then go directly to the Lindsey
Street and Smithfield Market basement worksites. The return journey would use the
lorry route shown in the main ES via West Smithfield, Smithfield Street and Snow Hill
to Farringdon Street and back to the Cardinal House worksite on Farringdon Road.

7.2.6

It is proposed that some of the lorries carrying excavated material from the Lindsey
Street worksite will exit via Long Lane and Aldersgate Street instead of returning to
Farringdon Road. It is also proposed that excavated material and some other lorries
servicing the Fox & Knot Street worksite will use the Fox & Knot Street worksite’s
northern loading area, and then leave using the northern arm of Charterhouse Street,
Carthusian Street and Aldersgate Street.
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On the basis of the above, the resulting estimates for lorry movements on the local
road network are as shown in Table 7.1 below and illustrated on Map C6(i) of the
SES3 mapping volume (SES3a). This supersedes that set out in the main ES
(Volume 8b, Table 7.1).

Table 7.1 Estimated Lorry Movements on Local Roads
Road Links

Peak
Construction
Duration (Weeks)

Peak Construction Non-peak Construction
Lorry Movements Lorry Movements
Per Day*
Per Day*

West Smithfield
(Farringdon Road
to Smithfield Street)

5

130

70

Smithfield Street,
Snow Hill

5

70

32

West Smithfield
(Grand Avenue to
East Poultry Avenue),
East Poultry Avenue,
Charterhouse Street
(East Poultry Avenue
to Lindsey Street)

5

100

45

Lindsey Street

5

80

30

Long Lane
(Lindsey Street to
Grand Avenue)

5

35

12

West Smithfield
(Smithfield Street to
East Poultry Avenue)
(two-way flow)

5

130

60

Long Lane
(Lindsey Street
to Aldersgate Street)

5

45

18

Northern arm of
Charterhouse Street,
Western side of
Charterhouse Square,
Carthusian Street

5

15

15

Aldersgate Street
(not including Route
Window C7 lorry loads)

5

60

33

* one-way movements unless stated
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7.2.8

An assessment of these lorry movements indicates that the predicted increase on
West Smithfield between Farringdon Road and Smithfield Street will potentially trigger
significant impacts on driver delay and amenity. However, after closer examination
it is not considered that the additional construction traffic will cause significant driver
delay or loss of amenity for pedestrians or cyclists. This section of West Smithfield
has a wide carriageway with footways and is not heavily used by pedestrians.

7.2.9

There will be no significant impacts on Long Lane (Lindsey Street to Aldersgate Street),
the northern arm of Charterhouse Street, Carthusian Street or Aldersgate Street
as a result of additional lorry movements.

7.3

Summary
Additional Significant Impacts

7.3.1

The proposed project alteration will neither generate or eliminate any significant
residual impacts.

Chapter 8
Route Window C8:
Whitechapel Station
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Project alteration 2: Lorry amendments at Whitechapel
8.1.5

Since publication of the main ES there have been a number of changes to the
construction planning at Whitechapel station particularly in worksite access and lorry
routes. In addition there are changes to lorry numbers and routeing in the remainder
of the Whitechapel route window resulting from the revised tunnelling strategy.

8.1.6

This chapter summarises these changes and provides an assessment
of their environmental impacts.

8.2

Mitigation and Residual Impacts
Overview
Project alteration 1

8.2.1

There will be no additional significant temporary or permanent adverse impacts
associated with this project alteration. The significant adverse residual impacts
of project activities associated with this alteration remain the same as presented
in the main ES.
Project alteration 2

8.2.2

The proposed project alteration does not change the conclusions as set out in the
main ES with respect to landscape/townscape and built heritage, visual amenity,
archaeology, ecology, water resources, contaminated land, socio-economics,
noise and vibration or air quality.
Traffic and Transport Impacts
Introduction

8.2.3

Since the publication of the main ES in February 2005 there have been a number
of changes to the design of the works in this route window and in the proposed
method of construction. Some of these have already been reported or are included
in this SES3 or AP3 ES. Due to the close proximity of the worksites in this route
window the changes will affect a number of the lorry routes previously assessed
in the main ES. This chapter provides an update of the lorry numbers and routeing
taking account of all the changes proposed as well as reviewing the traffic and
transport impacts that might arise.
Baseline

8.2.4

The baseline conditions for Route Window C8 are described within the main ES
(Volume 8b, Chapter 9, paragraphs 9.7 to 9.27). Further baseline information,
associated with proposals to extend western ticket hall to Fulbourne Street,
is provided in the AP ES (Chapter 4, Section 4.4, paragraphs 4.4.30 and 4.4.31).
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Proposed Changes
8.2.5

Construction traffic assessments on worksites and on original lorry access and egress
arrangements were presented in the main ES (Volume 2, Chapter 8, Section 8.10,
paragraphs 8.10.108 to 8.10.115, and Volume 8b Chapter 9), and in the AP ES
(Chapter 4, paragraphs 4.4.33 to 4.4.39).

8.2.6

The following changes are considered:
1. revised tunnelling strategy at Hanbury Street and Pedley Street;
2. revised lorry access and egress routes at the Sainsbury’s car park worksite; and
3. revised lorry access to the Durward Street worksites.
1. Hanbury Street and Pedley Street worksites

8.2.7

As a result of the revised tunnelling strategy (Chapter 3 of this SES3), the Hanbury
Street worksite will no longer be required for the launch of TBMs, but will still be used
for the construction of an intervention and ventilation shaft. During construction, there
will be no changes to the lorry routeing described in the main ES, with access from
Whitechapel Road via Greatorex Street and egress via Spital Street, Buxton Street
and Vallance Road. Due to the decreased activity at this worksite, however, there
will be a reduction in lorry movements.

8.2.8

Pedley Street will no longer be used as a worksite and hence no lorry movements
will be generated from this site.
2. Sainsbury’s car park worksite

8.2.9

There are no changes from the main ES to the number of lorries generated by
the Sainsbury’s car park worksite, but the peak construction period has increased
from 20 to 29 weeks. Whereas previously it was assumed that lorries accessing this
worksite from Cambridge Heath Road would exit via Durward Street, it is now
proposed that they will also leave via Cambridge Heath Road.
3. Durward Street worksites (with changes proposed in the AP ES)

8.2.10

There are two changes proposed which will affect these worksites.

8.2.11

Firstly, the Durward Street worksites (District line link, Essex Wharf and Kempton Court)
will generate the same number of lorries as that stated in the AP ES. Instead of
accessing the worksites from Whitechapel Road via Brady Street as described in the
main ES, it is now proposed that lorries will enter from Cambridge Heath Road, then
use a route via the Sainsbury’s car park worksite, a short section of Brady Street and
Durward Street. The exit will be via Vallance Road.
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Secondly, a secondary access to the Essex Wharf worksite was originally proposed
via the staff car park of Swanlea School (off Brady Street). It is now proposed to take
secondary access from the west via a private parking area in Trahorn Close. As this
will only be for a small number of light construction vehicles, mainly vans, a lorry route
is not defined. These vehicles are expected to access the worksite from Vallance Road
via Lomas Street. This traffic will be diverted from Brady Street, north of Durward Street,
and will no longer pass Swanlea School or Kempton Court. There may, however, be
a requirement for a limited amount of larger plant to access the Essex Wharf worksite
via the school staff car park during prearranged non-school times. These changes
are described and assessed in the AP3 ES (Chapter 8).
Mitigation and Temporary Residual Impacts

8.2.13

As a result of all the revisions above, the following road links will no longer be used
by Crossrail construction lorries:
• Brady Street between Whitechapel Road and Sainsbury’s car park lorry egress point;
• Brady Street between Durward Street and access to Swanlea School car park
(except for occasional lorries at out-of-school times); and
• Vallance Road between Buxton Street and ex-Pedley Street worksite.

8.2.14

In addition, Crossrail lorries on:
• Vallance Road south of Buxton Street will operate one-way southbound only; and
• Cambridge Heath Road south of Sainsbury’s car park access will operate
in both directions.

8.2.15

MapC8(i) of the SES3 mapping volume (SES3a) illustrates the revised lorry movements,
and Table 8.1 shows the estimated lorry movements.
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Table 8.1 Estimated Lorry Movements on Local Roads
Road Links

Peak
Construction
Duration (Weeks)

Greatorex Street,
Hanbury Street
(Greatorex Street to
Spital Street), Spital
Street, Buxton Street
(Spital Street to Vallance
Road) (one-way)

Peak Construction Non-peak Construction
Lorry Movements Lorry Movements
Per Day
Per Day

41

16

6

N/A1

N/A1

N/A1

Vallance Road (Buxton
Street to Durward Street)
(one-way)

41

16

6

Vallance Road (Durward
Street to Whitechapel
Road) (one-way)

14

70

29

N/A2

N/A2

N/A2

Brady Street (Sainsbury’s
car park worksite egress
point to Durward Street),
Durward Street (Brady
Street to Vallance Road).

18

60

24

Cambridge Heath Road
(Whitechapel Road to
Sainsbury’s car park
worksite access point)
(two-way)

35

240

80

Vallance Road (Pedley
Street worksite to
Buxton Street)

Brady Street (Whitechapel
Road to Sainsbury’s car
park worksite egress point)

1 No

longer a lorry route as Pedley Street site is no longer required

2 Lorries

accessing Durward Street worksites rerouted via Cambridge Heath Road

8.2.16

The main ES highlighted potentially significant traffic delays in Brady Street and Durward
Street as a result of lorry movements. This also applied with the revised arrangements
described in the AP ES. The lorry routeing now proposed does not require the use
of Brady Street between Whitechapel Road and the egress from Sainsbury’s car
park worksite, removing any impact from this road section.

8.2.17

However, the assessment continues to highlight a potentially significant impact in
Durward Street and the short section of Brady Street still used by lorries emerging
from Sainsbury’s car park worksite en route to the Durward Street worksites.
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But as Brady Street and Durward Street (east of its current closure) are both lightly
trafficked, it is not expected that construction traffic, now reduced to a peak of 60
lorry movements per day, would cause congestion. In addition, traffic volumes on the
western section of Durward Street will decrease following the temporary removal of
parking spaces during construction, and the permanent removal of bus operations
(refer to the AP ES Chapter 4, Section 4.4, paragraphs 4.4.33 and 4.4.46).
The latter will remove some 140 buses per day from Durward Street (90 between
the hours of 0700 hours and 1900 hours). Based on the above, it is considered that
lorry movements in Brady Street and Durward Street can be managed so that they
will no longer represent a significant impact.
8.2.18

The southern section of Vallance Road, close to its junction with Whitechapel Road,
is narrow. Large vehicles turning left from Durward Street into Vallance Road encroach
into the northbound carriageway, potentially causing delays to traffic in both directions.
It was estimated that up to 160 lorry movements per day would be making this
manoeuvre (AP ES) which would cause a significant impact. However, this impact
was mitigated because it was assumed that a London Borough of Tower Hamlets
scheme to widen the southern section of Vallance Road would be implemented
prior to the start of Crossrail construction.

8.2.19

It is now known that the widening work is not likely to take place and traffic impacts
have been reviewed based on current road capacity. With the revised lorry movements
described above, Vallance Road will carry a much reduced volume of construction
traffic. Lorries turning from Durward Street will be reduced to about 60 lorry movements
per day. At the same time, bus movements will be removed from this junction as
described above. It is considered that while some minor delays will be possible
this will not result in a significant impact.

8.2.20

As a result of the revised lorry routes, the peak number of lorry movements on
Cambridge Heath Road will increase from 100 to 240 per day. There is sufficient
capacity on this link as well as its junction with Whitechapel Road to accommodate
these lorry movements without causing any significant impacts.

8.2.21

All other traffic impacts remain as reported in the main ES with, where applicable,
updates from the AP ES.
Mitigation and Permanent Residual Impacts

8.2.22

There will be no permanent significant impacts as a result of the revised construction
traffic access and egress arrangements.
Community Impacts
Baseline

8.2.23

The baseline text for Route Window C8 is described within the main ES
(Volume 2, Chapter 8, Section 10, paragraph 8.10.145).
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Mitigation and Residual Impacts
Project alteration 2
8.2.24

Changes in construction arrangements, as reported above in paragraphs
8.2.3 to 8.2.15, have led to a reassessment of community impacts.

8.2.25

The reassessment has confirmed that there will be significant community impacts
in the following streets:
• Buxton Street between Spital Street and Deal Street (including the section
between Hunton Street and Deal Street that is currently closed to all traffic
and which will be opened up for Crossrail’s lorry traffic);
• a very short section of Brady Street between the Sainsbury’s car park worksite
exit point and Durward Street; and
• Durward Street, between the bollards adjacent to Whitechapel Sports Centre
and Brady Street.

8.2.26

The sections of Buxton Street and Durward Street listed above are currently closed
to through traffic resulting in little or no traffic, so any use by Crossrail lorries will trigger
the community impact criteria. However actual volumes of lorries are comparatively
low — during the peaks amounting to 16 lorries per day in Buxton Street and 60 per
day in Durward Street. The St Anne’s RC Primary School abuts the relevant section
of Buxton Street, but its entrance/exit is on Underwood Street. The situation in this
section of Durward Street (which contains the student exit point for Swanlea School)
has been improved compared with the proposals reported in the main ES, as lorries
for the Sainsbury’s car park worksite will no longer use this street as an egress route.

8.2.27

There will be no significant community impacts arising from lorry movements in
the western section of Durward Street, as discussed in SES2 (paragraph 33.8.4).

8.2.28

In addition, Brady Street between Whitechapel Road and the exit point of Sainsbury’s
car park worksite will no longer be used by Crossrail lorries and so will not be subject
to significant community impacts.

8.3

Summary
Eliminated Significant Impacts

8.3.1

The following significant adverse impacts will be eliminated as a result of revised proposals:
• Traffic and Transport: As a result of the lorry routeing amendments proposed, lorry
movements in Brady Street and Durward Street can be managed so that they will
no longer result in a significant impact.
• Community: Brady Street between Whitechapel Road and the exit point of
Sainsbury’s car park worksite will no longer be used by Crossrail lorries and
so will not be subject to a significant community impact.

8.3.2

There are no other changes to the significant impacts as reported in the main ES
for this route window as a result of the proposed project alterations.

Chapter 9
Route Window W24:
Maidenhead Railway Bridge
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Revised Scheme
9.3.3

As shown on Map W24(ii) of the SES3 mapping volume (SES3a), a revised worksite
is proposed. This worksite will be located under the western railway arches of the
Maidenhead Railway Bridge, together with Guards Club Park car park. An access
route through the wood on the southern edge of the park will be created.

9.3.4

In the revised scheme construction materials for works on and from Guards
Club Island will be delivered by barge. After delivery, the barge will be moored along
the western side of the centre bridge pier. Access to the island via the footbridge
will be limited to personnel with hand tools and hand-borne materials.

9.3.5

To allow for a break during the bird breeding season and the timetabling of the
diversion of high voltage electricity cables, the overall duration of the works
at the Guards Club Park worksite is estimated to be 13 months.

9.3.6

During construction, an area of Guards Club Park car park will be fenced off.
From this location an access route will be created to the site facilities.
Delivery lorries will turn around in the park.

9.3.7

A detailed tree survey will be carried out to assist the design of the access route.
If it is agreed with the local authority that the risk to mature trees from the access
route is excessive, then the site facilities will be located within Guards Club Park
car park and such extension to the hard standing as may be required to facilitate
vehicular access for deliveries.

9.4

Mitigation and Residual Impacts
Overview

9.4.1

The proposed project alteration does not change the conclusions as set out in the
main ES with respect to water resources, traffic and transport, noise and vibration,
air quality, contaminated land, socio-economics and community.
Impacts on Townscape/Landscape and Built Heritage
Baseline

9.4.2

The original baseline assessment may be found in the main ES (Volume 3, Chapter 9,
Section 9.5, paragraph 9.5.3). The proposed Maidenhead Railway Bridge worksite
lies within the Maidenhead Railway Bridge and Guards Club Conservation Area. The
worksite includes part of Guards Club Park (which is required to allow for access to the
Grade II* Maidenhead Railway Bridge) and the Grade II listed footbridge (which provides
access from Guards Club Park on the west bank of the Thames to Guards Club Island).

9.4.3

Guards Club Park was created by the Maidenhead Civic Society and commemorates
the Silver Jubilee in 1977. The park comprises a range of largely mature deciduous and
evergreen specimen trees set amongst mown grassland. An ornate footbridge (Grade II
listed), which was built in 1865, leads to an island where the original club boathouse
was located. A formal footpath lies alongside the river. A bandstand is located in the
northern part of the park and a small tarmac carpark is located in the southwest corner.
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The western edge of the park is defined by either tall timber fencing or brick walls,
with occasional trees and shrubs alongside the perimeter.
9.4.4

A group of mature trees with understorey scrub lies between the southern edge
of the park and the Grade II* listed railway viaduct, with some of the vegetation located
on the railway embankment. These trees are mostly sycamore, but also include poplar,
beech and horse chestnut. Many of these trees are 20 to 30 m high and collectively
form an important feature of the local landscape, enclosing and softening views of
the railway viaduct from the park. Trees along the riverside are of particular sensitivity
in landscape and visual terms as they lie along an important view corridor. The park
and adjacent section of river represent a high-quality landscape, which is highly
valued and highly sensitive to change.
Direct Impacts on Listed Structures

9.4.5

No statutory listed buildings will be directly affected by the construction or operation
of the revised scheme in this route window. Any risk of damage to the brick masonry
arches arising from the additional temporary works will be mitigated by appropriate
protective measures. With this mitigation, the residual impact will not be significant.
The proposed amendment itself does not change the assessment as described in
the main ES with respect to listed buildings (Volume 3, Chapter 9, Section 9.5,
paragraphs 9.5.4 to 9.5.8). However, Appendix 1 of this SES3 outlines likely
additional impacts to the structure relating to the installation of OHLE.
Mitigation and Residual Impacts

9.4.6

The temporary works for the revised scheme will not result in any additional significant
adverse landscape impacts. The revised worksites occupy land beneath the western
railway arches and a small area of the existing car park in Guards Club Park but the
temporary works will be largely restricted to the area beneath the railway bridge.
The proposed use of two of the landward arches on the Grade II* listed Maidenhead
Railway Bridge for worksite storage will have a temporary impact on the setting of the
listed structure, but this will not affect the principal views of the bridge. The SES2
reported a significant temporary adverse impact on the setting of the railway bridge
(Chapter 33, Section 33.4, paragraph 33.4.1). This impact will not be changed by the
revised scheme. Since most of the mature trees and shrubs at the base of the viaduct
will be retained and the moored barge will be in the context of other river vessels, there
will be no significant impacts on the setting of the Grade II listed footbridge or on the
Maidenhead Railway Bridge and Guards Club Conservation Area.

9.4.7

The revised scheme will not result in any additional significant permanent adverse
impacts to those reported in the main ES (Volume 3, Chapter 9, Section 9.5,
paragraphs 9.5.6 to 9.5.8).
Impacts on Visual Amenity
Baseline

9.4.8

The mature trees and shrubs around the base of the railway viaduct provide visual
enclosure from beneath the railway arches in all directions. The Guards Club car park
is open to views from park users to the north and east but is visually enclosed by tall
timber fencing and walls in ground-level views from houses to the west and northwest.
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Mitigation and Residual Impacts
9.4.9

The main ES reported that the original scheme would not result in any significant
adverse impacts on visual amenity (Volume 3, Chapter 9, Section 9.5, paragraphs
9.5.4 and 9.5.5). The revised scheme will not result in any additional significant
temporary or permanent adverse impacts on the visual amenity of nearby residents
or park users. The revised Guards Club Park worksite is significantly smaller in area,
only occupying part of the existing carpark, and views of the temporary works beneath
the railway arches will be substantially enclosed by retained mature trees and shrubs.
Impacts on Archaeology
Baseline

9.4.10

The site at the Maidenhead Railway Bridge lies on a ridge of Thames floodplain gravel
between alluvia from former channels of the Thames. It has moderate potential for
prehistoric remains, and a low potential for remains from later periods, of low or
moderate importance.
Mitigation and Residual Impacts

9.4.11

If required, groundworks for the revised worksite and access route to the railway have
the potential to damage or partially remove potential archaeological remains. Preservation
by record would be the most appropriate form of mitigation for archaeological remains
of this type in this location. With this mitigation, no significant residual impacts will occur.
Impacts on Ecology
Baseline

9.4.12

The baseline is as set out in the main ES (Volume 3, Chapter 9, Section 9.5). As reported
in paragraph 9.5.4 above, a group of mature trees with understorey scrub lies between
the southern edge of the park and the railway viaduct, with some of the vegetation
located on railway embankment. Some of the mature trees are considered to have
moderate bat roost potential.
Mitigation and Residual Impacts

9.4.13

The revised working arrangements will lead to additional minor temporary impacts resulting
from the loss of secondary woodland south of Guards Club Park and vegetation at the
water’s edge around Guards Park island. No significant impacts will occur.

9.4.14

Depending on the final design of the access route through the woodland, trees with
moderate bat roost potential may be lost. Of the many bat emergence surveys undertaken
elsewhere on the Crossrail route, none have identified roosting bats in similar locations, and
it is therefore statistically unlikely that roosting bats are present here. Prior to construction,
surveys will be undertaken, and if roosting bats are found, routine mitigation, as set out
in Appendix B1 of the main ES, will prevent significant impacts.

9.5

Summary

9.5.1

There will be no change to the residual significant temporary or permanent adverse
impacts presented in the main ES associated with this project alteration.

Chapter 10
Route Windows W20, W18,
W17 and W14: Retention
of Existing Brunel Bridges

Supplementary Environmental Statement 3
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10.1.3

In each case, the amended scheme is to provide the required clearance for
the OHLE by moving the tracks horizontally under the bridge (to align the tracks
more centrally under the arches) and lowering the tracks under and in the lead
up to each side of the bridge.

10.1.4

Four project alterations are considered within this chapter.
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Project alteration 1: Retention of existing Leigh Road bridge and associated
trackworks (Route Window W20)
Project alteration 2: Retention of existing Wexham Road bridge and associated
trackworks (Route Window W18)
Project alteration 3: Retention of existing St Mary’s Road bridge and associated
trackworks (Route Window W17)
Project alteration 4: Retention of existing Thorney Lane bridge and associated
trackworks (Route Window W14)
10.1.5

This chapter firstly sets out information about the cumulative impacts on the nine
Brunel bridges resulting from the four proposed project alterations. It then deals
with each proposed alteration in turn. For each of the project alterations the
information provided is as follows:
• the original proposals;
• the revised proposals;
• a description of the construction works for the revised proposals; and
• an assessment of any changes to the significant environmental impacts
reported in the main ES.

10.2

Cumulative Impacts

10.2.1

The main ES (Volume 2, Chapter 7, Section 7.4, paragraph 7.4.8) concluded that
the demolition of all nine Brunel bridges would, cumulatively, constitute a significant
impact. In the amended proposal, four of the nine bridges are to be retained.
These four will provide an adequate representation of this aspect of Brunel’s
achievement in the design of the GWML. The cumulative impact of the
amended proposal is therefore considered to be not significant.
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Table 10.1 Track Works for the Proposed Project Alteration

Track moved
Total length
of trackwork
required (either
side of bridge)

Down
(from London)
Main Line

Up (to London)
Main Line

Down Relief
Line

Up Relief Line

560 mm north
590 m (295 m)

550 mm south
580 m (290 m)

Lowered 440 mm Lowered 350 mm
490 m (245 m)
400 m (200 m)

10.3.3

Parapet alterations will also be required to meet the current standards for OHLE.
All parapets will be raised to 1.5 m above roadway/footpath including the installation
of steeple copings, and minor anti-trespass works will be undertaken.

10.4

Temporary Works
The Original Works

10.4.1

In the original scheme, the bridge works were planned to take about six months
to complete. The provision of a temporary services bridge was planned to be in place
before the existing bridge was demolished. Construction of the new bridge would then
have involved provision of new piers and abutments, prior to the installation of a new
steel structure. Finishing works would have then included the provision of a concrete
bridge deck, diverting services back onto the bridge and resurfacing the road.
On completion, the temporary bridge would have been removed.
The Revised Scheme

10.4.2

The main construction activities associated with the revised scheme will be:
• temporary scaffolding constructed outside of the bridge across the tracks
to allow for the parapet construction and to protect the tracks from falling debris;
• parapet raising works and minor anti-trespass works;
• trackwork (removing track, ballast and spoil, replacing track and ballast); and
• drainage works.

10.4.3

The works described above will require a series of railway possessions.

10.4.4

The temporary scaffold structures will be constructed adjacent to the existing bridge,
spanning the four lines. This will provide a safe working platform and will reduce the
need for possessions whilst undertaking the parapet works. In the absence of such
a structure, there will be a danger of debris falling from the parapets which will
require possessions over and above those required for the trackworks.
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10.5

Crossrail

Construction of the Revised Works
Duration of the Works

10.5.1

The duration of the construction works at Leigh Road bridge will be 3.5 months.
Construction Plant

10.5.2

The main construction plant to be used for the track works will include disc cutters,
cranes, excavators, bulldozers, engineering trains, track tampers, whackers, grinders
and welding equipment.
Worksite and Access

10.5.3

As shown on Map W20(ii) of the SES3 mapping volume (SES3a), Leigh Road bridge
worksite north remains unchanged from the original scheme. Leigh Road bridge
worksite southeast is no longer required and Leigh Road bridge southwest will
be reduced as a result of the revised scheme.

10.6

Mitigation and Residual Impacts
Overview

10.6.1

The impacts reported here are in addition to the removal of the route-wide
cumulative adverse permanent residual impact reported in Section 10.2 above.

10.6.2

The proposed project alteration does not change the conclusions as set out in the
main ES (Volume 3, Chapter 9, Section 9.9, paragraphs 9.9.7 to 9.9.15) with respect
to ecology, noise and vibration, contaminated land, socio-economics and air quality.
Impacts on Landscape/Townscape and Built Heritage
Baseline

10.6.3

Leigh Road bridge is located in Slough Borough Council within an industrial and
commercial townscape, which includes large warehouses and industrial units on both
sides of the railway corridor. Leigh Road bridge is now Grade II listed, but there are no
conservation areas or other listed buildings within this route window. It is a townscape
of low quality and low sensitivity to change. The original baseline assessment may be
found in the main ES (Volume 3, Chapter 9, Section 9.9, paragraphs 9.9.5 and 9.9.6).
Direct Impacts on Listed Structures

10.6.4

The revised scheme allows for the retention of Leigh Road bridge, which is now a
Grade II listed structure. The proposed works to Leigh Road bridge, involving raising
the parapets and minor alterations to the brickwork (as an anti-trespass measure),
may result in a potentially significant impact on the Grade II listed structure.
The detailed design of the parapet works will be undertaken in consultation with
English Heritage and Slough Borough Council, and other aspects of the works
affecting the structure will be discussed with them with a view to reducing
or mitigating the residual impacts so they will not be significant.
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Mitigation and Residual Impacts
10.6.5

The main ES reported no temporary or permanent significant impacts on townscape
character (Volume 3, Chapter 9, Section 9.9, paragraphs 9.9.7 and 9.9.11).
The revised scheme will result in a significantly reduced area of worksite, removing
the need for Leigh Road bridge worksite southeast and removing more than half the
area of the Leigh Road bridge worksite southwest. The bridge has recently been listed
and the temporary works will not have a significant impact on the setting of the listed
structure, due to the short duration of the works and significantly reduced area of
worksite as described above. However, the installation of OHLE masts and other
equipment in the vicinity of the structure may result in a significant permanent impact
on the setting of the listed bridge. There will be no other changes to the original
assessment of temporary and permanent impacts on townscape resources
for this route window.
Impacts on Visual Amenity
Baseline

10.6.6

Views of the Leigh Road bridge are obtained from Leigh Road and from the car
parks and industrial units that front the proposed worksites, but existing buildings
in the immediate vicinity will restrict views from the wider area. There are generally
low and moderate sensitivity visual receptors in the vicinity of the site.
Mitigation and Residual Impacts

10.6.7

The revised scheme will require a reduced area of worksite and enables some low
vegetation in the area of the Leigh Road bridge worksite southeast to be retained,
although this will not change any near or long distance views. The main ES reported
that there will be no significant temporary or permanent adverse impacts on visual
amenity (Volume 3, Chapter 9, Section 9.9, paragraphs 9.9.7 and 9.9.11).
The revised proposals will not change that assessment.
Impacts on Archaeology
Baseline

10.6.8

The below-ground archaeological resources that might be affected by the revised
scheme at Leigh Road bridge are the same as those described in the main ES
(Volume 3, Chapter 9, Section 9.9, paragraph 9.9.6). The existing railway cutting
has removed the majority of potential remains.
Mitigation and Residual Impacts

10.6.9

Track lowering and track slewing will occur within the existing cutting, and therefore are
unlikely to have any impact on archaeological remains. Any scaffolding or other works
located outside the cutting (including abutment strengthening works, if required), may
partially or completely remove potential archaeological remains within their footprints.
The potential impacts from the construction worksites will occur at different locations
from the previous proposals, but their extent remains unchanged.
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10.6.10 If required, mitigation measures will remain preservation by record, as set out in the
main ES (Volume 3, Chapter 9, Section 9.9, paragraph 9.9.14). With this mitigation,
no significant residual impacts will occur.
Impacts on Water Resources
Baseline
10.6.11 There is no change to the water resources baseline as detailed in the main ES
(Volume 3, Chapter 9, Section 9.9).
Mitigation and Residual Impacts
10.6.12 Track lowering will impact on any track drainage present and may even create
a need for additional drainage requirements. Through appropriate drainage design,
no significant impacts will occur.
Traffic and Transport Impacts
Baseline
10.6.13 The baseline conditions are described within the main ES (Volume 8c, Chapter 7,
paragraphs 7.7 and 7.8). The existing Leigh Road bridge accommodates a single
lane of traffic controlled by traffic signals and a narrow footway with sufficient width
for one person to cross at any time.
Mitigation and Residual Impacts
10.6.14 Retaining the Leigh Road bridge will reduce the construction works to be carried
out, as a replacement permanent bridge will not be required. There will be a
reduction in construction traffic as most of the works will be carried out from the
railway. The six month closure of Leigh Road will not be necessary and there will
no longer be a significant impact for pedestrians and cyclists due to the proposed
diversion. There may be a requirement for short-term closures during the parapet
works but no significant impacts are expected.
10.6.15 Of the three worksites described in the main ES, the southeast worksite will
no longer be required as a result of the change in construction planning and the
significant impact due to the loss of private parking at this worksite will no longer
occur. The southwest and northern worksites will still be required and the significant
impact due to the loss of private parking at the southwest worksite will remain.
10.6.16 No new significant impacts on road users are expected as a result of the revision
to the works.
10.6.17 An extensive programme of track possessions will be required to complete the track
works but with a combination of night-time and weekend possession no significant
impact for rail passengers is predicted.
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10.6.18 The original proposal for a replacement two-lane bridge with a wider footway
was assessed as a significant benefit for all road users as a result of reduced delays.
With the retention of the existing bridge this will no longer be the case. There will
be no additional permanent significant impacts as a result of the revised works.
Community Impacts
Baseline
10.6.19 The full baseline text is described within the main ES (Volume 3, Chapter 9, Section 9.9).
Mitigation and Residual Impacts
10.6.20 The six month closure of Leigh Road will not be necessary and there will no
longer be a significant community impact arising from the pedestrian diversion.

10.7

Summary
Additional Significant Impacts

10.7.1

The revised scheme will generate the following significant adverse impact:
• Landscape / Townscape: potentially significant permanent residual impact on
the setting of the Grade II listed bridge structure, depending on detailed design
specification and the mitigation measures employed.
Eliminated Significant Impacts

10.7.2

The following adverse impacts will be eliminated as a result of revised proposals:
• Traffic and Transport: the six month closure of Leigh Road bridge is no longer
required. This represents the removal of a significant temporary residual impact
for pedestrians and cyclists.
• Traffic and Transport: the southeast worksite is no longer required, removing the
loss of private parking at this worksite. This represents the removal of a significant
temporary residual impact.
• Community: the six month closure of Leigh Road bridge is no longer required.
This represents the removal of a significant temporary residual community impact
arising from the pedestrian diversion.
• Built heritage: removal of significant permanent cumulative impact associated
with demolition of all nine Brunel bridges.

10.7.3

The following beneficial impact will be eliminated as a result of revised proposals:
• Traffic and Transport: the replacement two-lane bridge with a wider footway which
was previously a benefit for all road users as a result of reduced delays, is no longer
part of the proposal. This results in the removal of a significant beneficial permanent
impact as presented in the main ES.
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Table 10.2 Track Works for the Proposed Project Alteration
Down
(from London)
Main Line

Up (to London)
Main Line

Down Relief
Line

Up Relief Line

Track moved

640 mm north

70 mm south

-

-

Total length
of trackwork
required (either
side of bridge)

670 m (335 m)

100 m (50 m)

-

-

10.8.3

Parapet alterations will also be required to meet the current standards for
OHLE. All parapets will be raised to 1.5 m above roadway/footpath including
the installation of steeple copings, and minor anti-trespass works undertaken.

10.9

Temporary Works
The Original Works

10.9.1

In the original scheme, the bridge works were planned to take about ten months to
complete. A temporary bridge would first have been constructed and traffic and utilities
diverted across it. Piling would then have been required to stabilise the south abutment.
The existing arch would then have been demolished and precast abutment units and
bearing units would then have been installed. The precast deck beams for the bridge
would have been put in place and finishing works such as concreting and waterproofing
the deck, reinstating the road, and raising the parapets would have been completed.
Following this, the temporary road bridge would have then been removed.
The Revised Scheme

10.9.2

The main construction activities associated with the revised scheme will be:
• temporary scaffolding constructed outside of the bridge across the tracks to
allow for the parapet construction and protect the tracks from falling debris;
• parapet raising works;
• trackwork (removing track, ballast and spoil, replacing track and ballast); and
• drainage works.

10.9.3

A series of possessions of the railway will be required in order to undertake
the above works.

10.9.4

The temporary scaffold structures will be constructed adjacent to the existing bridge,
spanning the four lines. This will provide a safe working platform and will reduce the
need for possessions whilst undertaking the parapet works. In the absence of such
a structure, there will be a danger of debris falling from the parapets which will
require possessions over and above those required for the trackworks.
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10.10

Crossrail

Construction of the Revised Works
Duration of the Works

10.10.1 The duration of the construction works at Wexham Road Bridge will be 3.5 months.
Construction Plant
10.10.2 The main construction plant to be used for the track works will include disc cutters,
cranes, excavators, bulldozers, engineering trains, track tampers, whackers, grinders
and welding equipment.
Worksite and Access
10.10.3 As shown on Map W18(ii) in the SES3 mapping volume (SES3a), the western part
of Wexham Road bridge worksite south remains unchanged from the original scheme.
The eastern part of this worksite is no longer required and both parts of Wexham
Road bridge worksite north will be reduced as a result of the revised scheme.

10.11

Mitigation and Residual Impacts
Overview

10.11.1 The impacts reported here are in addition to the removal of the route-wide
cumulative adverse permanent residual impact reported in Section 10.2 above.
10.11.2 The proposed project alteration does not change the conclusions as set out in the
main ES with respect to ecology, contaminated land, socio-economics, community
and air quality.
Impacts on Landscape/ Townscape and Built Heritage
Baseline
10.11.3 Wexham Road bridge is located within Slough Borough Council. The railway line
divides the surrounding townscape character into two areas, with industrial units
and warehouses to the north and terraced housing to the south of the railway corridor.
Slough station, to the east, is a Grade II listed building. There are two conservation
areas in the route window but these are not in the vicinity of the proposed worksites.
The townscape is generally of low quality and low sensitivity to change. The original
baseline assessment may be found in the main ES (Volume 3, Chapter 9, Section
9.11, paragraphs 9.11.24 to 9.11.26 and 9.11.30).
Direct Impacts on Listed Structures
10.11.4 No statutory listed buildings or structures will be directly affected by the construction
or operation of the revised scheme in this route window. The proposed amendment
does not change the conclusions set out in the main ES (Volume 3, Chapter 9,
Section 9.11, paragraphs 9.11.27 to 9.11.29).
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Mitigation and Residual Impacts
10.11.5 The revised construction works will be of a shorter duration than the original scheme
and will require a reduced area of worksite. Consequently, the revised proposals will
not change the assessment of townscape impacts reported in the main ES for this
route window (Volume 3, Chapter 9, Section 9.11, paragraphs 9.11.32 to 9.11.33).
Impacts on Visual Amenity
Baseline
10.11.6 The revised scheme to retain Wexham Road bridge will require a smaller worksite area
for a reduced amount of time. As for the original scheme, buildings in the immediate
vicinity of the worksites will restrict views.
Mitigation and Residual Impacts
10.11.7 The original scheme resulted in the significant temporary visual impacts on ten
residential properties on Richmond Crescent. The revised works will be carried out in
the context of the existing railway corridor and although there will be a temporary loss
of vegetation this will not result in any additional temporary or permanent impacts on
visual amenity previously identified in the main ES (Volume 3, Chapter 9, Section 9.11,
paragraphs 9.11.36 to 9.11.38).
Impacts on Archaeology
Baseline
10.11.8 The below-ground archaeological resources that might be affected by the revised
scheme at Wexham Road bridge are the same as those described in the
main ES (Volume 3, Chapter 9, Section 9.11, paragraph 9.11.40).
Mitigation and Residual Impacts
10.11.9 Track slewing will occur within the existing railway boundary and is unlikely to have
any impact on archaeological remains. Drainage works and scaffolding or other works
east of the bridge may partially or completely remove potential archaeological remains
(to the west they have been removed by the cutting). The potential impacts from
the construction worksites will occur at different locations from the previous proposals,
but their extent remains unchanged.
10.11.10 Mitigation measures will remain preservation by record, as set out in the main ES
(Volume 3, Chapter 9, Section 9.11, paragraph 9.11.42). With this mitigation,
no significant residual impacts will occur.
Impacts on Water Resources
Baseline
10.11.11 There is no change to the water resources baseline as detailed in the main ES
(Volume 3, Chapter 9, Section 9.11, paragraph 9.11.47).
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Mitigation and Residual Impacts
10.11.12 Track lowering will impact on any track drainage present and may even create
a need for additional drainage requirements. Through appropriate drainage design,
no significant impacts will occur.
Traffic and Transport Impacts
Baseline
10.11.13 There is no change to the traffic and transport baseline conditions described
detailed in the main ES (Volume 8c, Chapter 9, paragraphs 9.25 to 9.29).
Mitigation and Residual Impacts
10.11.14 The retention of the Wexham Road bridge will reduce the construction works to
be carried out as replacement of the brick arch span of the bridge will no longer be
required. There will be a reduction in construction traffic as most of the works will be
carried out from the railway. Lane closures may be required on the bridge for parapet
works but no significant impacts are expected as a result of the revised works.
10.11.15 The main worksite compound will be located to the southwest of the bridge on existing
open land as described in the main ES. The northern worksite, located to the northwest
of the bridge as described in the main ES, occupied part of a car park. The loss of
some 150 spaces for a 10 month period in this car park was assessed as a significant
impact. With the revised scheme the worksite will now only occupy part of an
embankment adjacent to the car park with no loss of parking spaces. The revised
scheme therefore eliminates the significant impact identified in the main ES.
10.11.16 An extensive programme of track possessions will be required to complete the track
works but with a combination of night-time and weekend possessions no significant
impact for rail passengers is predicted.
10.11.17 There will be no permanent significant impacts as a result of the revised works.
Noise and Vibration Impacts
Baseline
10.11.18 There are no changes to the noise and vibration impacts baseline as detailed
in the main ES (Volume 3, Chapter 9, Section 9.11, paragraph 9.11.62).
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Mitigation and Residual Impacts
10.11.19 The proposed project alteration will result in the removal of significant adverse
temporary residual noise impacts for a number of properties for the Wexham Road
worksite, as previously reported in the main ES (Volume 3, Chapter 9, Section 9.11,
Table 9.4). The properties for which impacts are removed are as follows:
• 14 Richmond Crescent (four dwellings);
• 26 Richmond Crescent (six dwellings);
• 8 Richmond Crescent (three dwellings); and
• 19 Colonial Road (nine dwellings).

10.12

Summary
Eliminated Significant Impacts

10.12.1 The following adverse impacts will be eliminated as a result of revised proposals:
• Traffic and Transport: the loss of some 150 spaces for a 10 month period in the
car park northwest of the bridge was assessed in the main ES (Volume 3, Chapter
9, Section 9.11, paragraph 9.11.59) as a significant impact. However, the revised
scheme will now only occupy part of an embankment adjacent to the car park
with no loss of parking spaces. This represents the removal of a significant
temporary residual impact.
• Noise and Vibration: the proposed project alteration will result in the removal
of significant adverse temporary residual noise impacts for a number of properties
for the Wexham Road worksite.
• Built heritage: the removal of the significant permanent cumulative impact associated
with demolition of all nine Brunel bridges.
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Table 10.3 Track Works for the Proposed Project Alteration
Down
(from London)
Main Line

Up (to London)
Main Line

Down Relief
Line

Track moved

760 mm north

710 mm south

Lowered 320 mm Lowered 90 mm

Total length of
track work
required (either
side of bridge)

790 m (395 m)

740 m (370 m)

370 m (185 m)

Up Relief Line

140 m (70 m)

10.13.3 Parapet alterations will also be required to meet the current standards for overhead
electrification. All parapets will be raised to 1.5 m above roadway/footpath including
the installation of steeple copings, and minor anti-trespass works undertaken.

10.14

Temporary Works
The Original Works

10.14.1 In the original scheme the bridge works were planned to take about seven months
to complete. The provision of a temporary pedestrian/services bridge was planned to
be in place before the existing bridge was demolished. Construction of the new bridge
would then have involved provision of new piers and the south abutment, prior to the
installation of the supporting units and concrete beams. Finishing works would have
then included the provision of bridge decks and parapets. On completion the
temporary bridge would have been removed.
The Revised Scheme
10.14.2 The main construction activities associated with the revised scheme will be:
• diversion of gas pipeline to the west of St Mary’s Road bridge;
• temporary scaffolding constructed outside of the bridge across the tracks to
allow for the parapet construction and protect the tracks from falling debris;
• parapet raising works;
• trackwork (removing track, ballast and spoil, replacing track and ballast); and
• drainage works.
10.14.3 A series of possessions of the railway will be required in order to undertake
the above works.
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10.14.4 The temporary scaffold structures will be constructed adjacent to the existing bridge,
spanning the four lines. This will provide a safe working platform and will reduce the
need for possessions whilst undertaking the parapet works. In the absence of such
a structure, there will be a danger of debris falling from the parapets which will
require possessions over and above those required for the trackworks.

10.15

Construction of the Revised Works
Utility Diversion

10.15.1 A gas pipeline passes under the railway immediately to the west of St Mary’s Road
bridge. This gas pipeline will be diverted before commencement of the main works
to allow for the lowering of the relief lines.
Duration of the Works
10.15.2 The duration of the construction works at St Mary’s Road bridge will be 6.5 months.
This includes three months prior to the main civil works for the gas mains diversion.
Construction Plant
10.15.3 The main construction plant to be used for the track works will include disc cutters,
cranes, excavators, bulldozers, engineering trains, track tampers, whackers, grinders
and welding equipment.
Worksite and Access
10.15.4 As shown on Map W17(ii) in the SES3 mapping volume (SES3a), St Mary’s Road
worksite south remains unchanged from the original scheme. However a new worksite is
required, referred to as St Mary’s Road worksite north. Construction activities associated
with the diversion of the gas pipeline will be undertaken from these worksites. Most of
the construction activities associated with the trackworks will take place from the tracks
themselves. Construction access to the tracks will take place from Marish Wharf, to the
northeast of St Mary’s Road bridge.

10.16

Mitigation and Residual Impacts
Overview

10.16.1 The impacts reported here are in addition to the removal of the route-wide cumulative
adverse permanent residual built heritage impact reported in Section 10.2 above.
10.16.2 The proposed project alteration does not change the conclusions as set out in the
main ES with respect to ecology, noise and vibration, air quality, contaminated land,
community and socio-economics.
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Impacts on Landscape/ Townscape and Built Heritage
Baseline
10.16.3 St Mary’s Road bridge is located in Slough Borough Council and is now Grade II listed.
It separates two townscape character areas, an industrial character to the north and
a residential character comprising terraced housing to the south of the railway corridor.
There are two conservation areas in the route window but these are not located in
the vicinity of the proposed worksites relating to St Mary’s Road bridge. The original
baseline assessment may be found in the main ES (Volume 3, Chapter 9, Section
9.12, paragraph 9.12.6).
Direct Impacts on Listed Structures
10.16.4 The revised scheme allows for the retention of St Mary’s Road bridge, which is now
a Grade II listed structure. The proposed works to St Mary’s Road bridge involving
raising the parapets and minor alterations to the brickwork (as an anti-trespass
measure), may result in a potentially significant impact on the Grade II listed structure.
The detailed design of the parapet works will be undertaken in consultation with English
Heritage and Slough Borough Council and other aspects of the works affecting the
structure will be discussed with them with a view to reducing or mitigating the residual
impacts so they will not be significant.
Mitigation and Residual Impacts
10.16.5 The original scheme resulted in no significant temporary or permanent impacts on
townscape character, as reported in the main ES (Volume 3, Chapter 9, Section 9.12,
paragraphs 9.12.8 and 9.12.14). The revised works will require an additional worksite to
the northwest side of St Mary’s Road bridge adjacent to the railway tracks. The bridge
has recently been listed and the works will not have a significant impact on the setting
of the listed structure due to the short duration of the works. However, the installation
of OHLE masts and other equipment in the vicinity of the structure may result in a
significant permanent impact on the setting of the listed bridge. There will be no other
changes to the original assessment of temporary and permanent impacts on townscape
resources for this route window.
Impacts on Visual Amenity
Baseline
10.16.6 Views into the additional worksite to the northwest of the railway are generally limited
by the residential and industrial buildings that border it. Residents of properties along
the western end of Maryside have oblique views of the worksite to the southwest of
St Mary’s Road bridge. Other visual receptors are of a low and moderate sensitivity.
Mitigation and Residual Impacts
10.16.7 The removal of a small area of trees and shrubs to accommodate the new worksite
may open up some views of the works locally. The works will be within the context of
either a railway corridor, parking areas or industrial buildings and they will not result in
any significant temporary or permanent adverse visual impacts on the visual receptors
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around the worksite. There is no change to the visual amenity assessment for this route
window as reported in the main ES (Volume 3, Chapter 9, Section 9.12, paragraphs
9.12.9 and 9.12.14).
Impacts on Archaeology
Baseline
10.16.8 The below-ground archeaological resources that might be affected by the revised
scheme at St Mary’s Road bridge are the same as those described in the main ES
(Volume 3, Chapter 9, Section 9.12, paragraphs 9.12.7 and 9.12.16). The existing
railway cutting has partially removed potential remains.
Mitigation and Residual Impacts
10.16.9 Track slewing and lowering, and new drainage, are likely to partially remove any
surviving archaeological remains, as may scaffolding or other works. If required,
diversion of a gas main and any abutment strengthening works extending outside
the cutting, may partially or completely remove potential archaeological remains.
The potential impacts from the construction worksites will occur at different
locations from the previous proposals, but their extent remains unchanged.
10.16.10 Mitigation measures will remain preservation by record, as set out in the main ES
(Volume 3, Chapter 9, Section 9.12, paragraph 9.12.16). With this mitigation,
no significant residual impacts will occur.
Impacts on Water Resources
Baseline
10.16.11 There is no change to the water resources baseline as detailed in the main ES
(Volume 3, Chapter 9, Section 9.12).
Mitigation and Residual Impacts
10.16.12 Track lowering will impact on any track drainage present and may even create
a need for additional drainage requirements. Through appropriate drainage design,
no significant impacts will occur.
Traffic and Transport
Baseline
10.16.13 The baseline conditions for Route Window W17 are described within the main ES
(Volume 8c, Chapter 10, paragraphs 10.7 to 10.10).
Mitigation and Residual Impacts
10.16.14 Retaining St Mary’s Road bridge will reduce the works to be carried out related
to the construction of the replacement permanent bridge and temporary footbridge.
There will be a corresponding reduction in construction traffic as most of the
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works will be carried out from the railway. The ten week closure of St Mary’s
Road bridge will no longer be required, only short-term closures during
the parapet works may be necessary.
10.16.15 The original scheme would have required the use of the private car park to the
north-east of the bridge for occasional use for operations requiring access from the
north side, although due to the limited duration of the works, no significant impact
was anticipated. With the revised scheme involving retention of St Mary’s Road bridge,
the car park will only be used for access to the railway. It is anticipated that two car
parking spaces will be lost when the access point is in use but the final arrangements
will be agreed with the owners of the car park. There will be no significant impacts
as a result of the revision to the works.
10.16.16 An extensive programme of track possessions will be required to complete the track
works but with a combination of night-time and weekend possessions no significant
impact for rail passengers is predicted.
10.16.17 There will be no permanent significant impacts as a result of the works.

10.17

Summary
Additional Significant Impacts

10.17.1 The revised scheme will generate the following adverse significant impact:
• Landscape / Townscape: Potentially significant permanent impact on the setting
of the Grade II listed bridge structure, depending on detailed design specification
and the mitigation measures employed.
Eliminated Significant Impacts
10.17.2 The following significant adverse impact will be eliminated as a result of revised proposals:.
• Built heritage: Removal of significant permanent cumulative impact associated
with demolition of all nine Brunel bridges.
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Table 10.4 Track Works for the Proposed Project Alteration
Down
(from London)
Main Line

Up (to London)
Main Line

Down Relief Line Up Relief Line

Track moved

140 mm north
and lowered
290 mm

170 mm south
and lowered
140 mm

Lowered
by 360 mm

Lowered
by 440 mm

Total length
of trackwork
required (either
side of bridge)

340 m (170 m)

190 m (95 m)

410 m (205 m)

490 m (245 m)

10.18.3 In addition, the up (to London) goods line at the Thorney Lane bridge site will
be moved by 370 mm to the north requiring a total length of trackwork of 450 m,
225 m either side of the bridge. The track will also be lowered by 120 mm requiring
a total length of trackwork of 150 m, 75 m either side of the bridge.
10.18.4 Parapet alterations will also be required to meet the current standards for overhead
electrification. All parapets will be raised to 1.5 m above the roadway/footpath including
the installation of steeple copings, and minor anti-trespass works undertaken.
10.18.5 The realignment of Thorney Lane south will no longer be required.

10.19

Temporary Works
The Original Works

10.19.1 In the original scheme, construction of the new bridge would have involved provision
of new piled foundations, a steel superstructure, and a concrete deck. Thorney Lane
south and associated roads would be realigned and modified as necessary. This work
would be undertaken prior to the demolition of the existing bridge. Thorney Lane
footbridge would have been retained and its parapets enhanced to meet current
standards for OHLE. The bridge works would have taken approximately one year
and three months to complete.
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The Revised Scheme
10.19.2 The main construction activities associated with the revised scheme will be:
• temporary scaffolding constructed outside of the bridge across the tracks
to allow for the parapet construction and protect the tracks from falling debris;
• parapet raising works;
• trackwork (removing track, ballast and spoil, replacing track and ballast); and
• drainage works.
10.19.3 A series of possessions of the railway will be required in order to undertake
the above works.
10.19.4 The temporary scaffold structures will be constructed adjacent to the existing bridge,
spanning the five lines. This will provide a safe working platform and will reduce the
need for possessions whilst undertaking the parapet works. In the absence of such
a structure, there will be a danger of debris falling from the parapets which will
require possessions over and above those required for the trackworks.

10.20

Construction of the Revised Works
Duration of the Works

10.20.1 The duration of the revised construction works at Thorney Lane bridge will be 3.5 months.
Construction Plant
10.20.2 The main construction plant to be used for the trackworks will include disc cutters,
cranes, excavators, bulldozers, engineering trains, track tampers, whackers,
grinders and welding equipment.
Worksite and Access
10.20.3 As shown on Map W14(ii) in the SES3 mapping volume (SES3a), the extent of Thorney
Lane south worksite and Thorney Lane north worksite east will be reduced as a result
of the revised works. Thorney Lane north worksite west will remain unchanged.

10.21

Mitigation and Residual Impacts
Overview

10.21.1 The impacts reported here are in addition to the removal of the route-wide cumulative
adverse permanent residual built heritage impact reported in Section 10.2 above.
10.21.2 The proposed works result in no significant impacts to air quality, noise and vibration
contaminated land, community and socio-economics.
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Impacts on Landscape/Townscape and Built Heritage
Baseline
10.21.3 Thorney Lane bridge is located in South Buckinghamshire District Council, immediately
east of the M25. To the south, the townscape is predominantly residential and to
the north, it is predominantly open space. There are no conservation areas or listed
buildings within this route window. The original baseline assessment may be found
in the main ES (Volume 3, Chapter 9, Section 9.15, paragraph 9.15.9).
Direct Impacts on Listed Structures
10.21.4 No statutory listed buildings or structures will be directly affected by the construction or
operation of the revised scheme in this route window. The proposed amendment does
not change the conclusions set out in the main ES (Volume 3, Chapter 9, Section
9.15, paragraphs 9.15.11 and 9.15.19).
Mitigation and Residual Impacts
10.21.5 The revised construction works will be undertaken within the context of a railway
corridor and like the original scheme, will not result in any significant temporary
or permanent adverse impacts on townscape resources (Volume 3, Chapter 9,
Section 9.15, paragraphs 9.15.11 and 9.15.19).
Impacts on Visual Amenity
Baseline
10.21.6 Views into the worksites are generally limited by the buildings to the south and
by vegetation to the north and east. A mixture of high and low sensitivity visual
receptors are located around the worksites.
Mitigation and Residual Impacts
10.21.7 The main ES reported that the proposed works at Thorney Lane bridge would result
in significant temporary adverse impacts for occupants of 25 residential properties
at Thorney Lane and the users of Thorney Lane. The revised scheme, involving a
reduction in size of the Thorney Lane south worksite and the Thorney Lane north
worksites (east and west), will involve significantly less volume of tree and shrub
removal and will result in the removal of significant temporary adverse impacts for
occupants of the 25 residential properties at Thorney Lane, which were originally
reported in the main ES (Volume 3, Chapter 9, Section 9.15, paragraph 9.15.13).
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Impacts on Archaeology
Baseline
10.21.8 The below-ground archaeological resources that might be affected by the revised
scheme at Thorney Lane Road bridge are the same as those described in the
main ES (Volume 3, Chapter 9, Section 9.15, paragraphs 9.15.10, 9.15.21,
and 9.15.22). The railway cutting has removed any archaeological remains
(earlier than 1838) within its footprint.
Mitigation and Residual Impacts
10.21.9 Track slewing and lowering, new drainage, and platform alterations associated with
the revised works at Iver station will occur within the existing cutting, and therefore
are unlikely to have any impact on archaeological remains. Scaffolding, abutment
strengthening works (if required), or other works may, if they extend outside the cutting,
partially or completely remove potential archaeological remains. The potential impacts
from the construction worksites will occur at different locations from the previous
proposals, but their extent remains unchanged. Mitigation measures will remain
preservation by record, as set out in the main ES (Volume 3, Chapter 9,
Section 9.15, paragraph 9.15.22). With this mitigation, no significant residual
impacts will occur).
Impacts on Ecology
Baseline
10.21.10 There is no change to the ecology baseline as detailed in the main ES
(Volume 3, Chapter 9, Section 9.15).
Mitigation and Residual Impacts
10.21.11 The main ES reported a temporary loss of five per cent of the Roughland opposite
Iver Station Biological Notification Site (BNS). With the revised works at Thorney Lane
bridge, only four per cent of the BNS will be temporarily affected. No significant impacts
were reported in the main ES, and this revision does not alter that conclusion.
10.21.12 The permanent impacts on the BNS are set out in the main ES (Volume 3, Chapter 9,
Section 9.15, paragraph 9.15.23). There is no change to these impacts, which were
previously reported as not being significant in the main ES.
Impacts on Water Resources
Baseline
10.21.13 There is no change to the water resources baseline as detailed in the main ES
(Volume 3, Chapter 9, Section 9.15)
Mitigation and Residual Impacts
10.21.14 Track lowering will impact on any track drainage present and may even create a
need for additional drainage requirements. Through appropriate drainage design,
no significant impacts will occur.
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Traffic and Transport Impacts
Baseline
10.21.15 There is no change to the traffic and transport baseline conditions described
in the main ES (Volume 8c, Chapter 13, paragraphs 13.22 to 13.25).
Mitigation and Residual Impacts
10.21.16 The retention of the Thorney Lane bridge will reduce the construction works to be
carried out, as a replacement permanent bridge will not be required. There will be
a reduction in construction traffic as most of the works will be carried out from the
railway. The pedestrian footbridge to the west of the road bridge will be unaffected
by the works. There will be a requirement for lane closures and possibly short-term
road closures during the parapet works. No significant impacts are expected
as a result of the revision to the works.
10.21.17 An extensive programme of track possessions will be required to complete
the trackworks but with a combination of night-time and weekend possessions
no significant impact for rail passengers is predicted.
10.21.18 The original scheme would have replaced a narrow two-lane bridge with one of
sufficient width to support two-way movement of heavy goods vehicles. Whilst not
constituting a significant beneficial impact, it would have been an improvement on
the existing situation which will not be achieved with the revised scheme. There will
be no permanent significant impacts as a result of the revised works.
Community Impacts
Baseline
10.21.19 The baseline for community impacts is as in the main ES (Volume 3, Chapter 9,
Section 9.15).
Mitigation and Residual Impacts
10.21.20 The realignment of the road associated with the relocation of the Thorney Lane bridge
and junction improvements to the access to the Bison Concrete Works are no longer
required. This removes a significant beneficial impact on residents of Bathurst Walk
and Thorney Lane south reported in the main ES (Volume 3, Chapter 9, Section 9.15,
paragraph 9.15.25).
Impacts to Planning Policy
Baseline
10.21.21 The Thorney Lane bridge works and associated road realignment reported
in the main ES constituted inappropriate development in the Green Belt.

126

Mitigation and Residual Impacts
10.21.22 The realignment of the road associated with the relocation of the Thorney Lane bridge
is no longer required, thereby avoiding permanent land take and development within
the Green Belt.

10.22

Summary
Eliminated Significant Impacts

10.22.1 The following significant adverse impacts will be eliminated as a result of revised proposals:.
• Visual amenity: The revised scheme will result in the deletion of significant temporary
adverse residual impacts for occupants of 25 residential properties at Thorney Lane.
• Planning Policy: The realignment of the road associated with the relocation of the
Thorney Lane bridge is no longer required, thereby avoiding permanent land take
and development within the Green Belt.
• Built heritage: Removal of significant cumulative impact associated with demolition
of all nine Brunel bridges.
10.22.1 The following significant beneficial impact will be eliminated as a result of revised proposals:.
• Community: The realignment of the road associated with the relocation of the
Thorney Lane bridge and junction improvements to the access to the Bison Concrete
Works are no longer required. This removes a significant beneficial permanent impact
for residents of Bathurst Walk and Thorney Lane south.

Chapter 11
Route Window W20: Dover
Road and Leigh Road Bridges
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The Revised Scheme
11.3.2

There are no changes from the original scheme in respect of construction methodology,
length of time required for construction, construction plant and lorry movements.

11.3.3

It is now proposed that access to the tracks will take place from Berwick Avenue, east
of Leigh Road bridge, as shown on Map W20(ii) in the SES3 mapping volume (SES3a).

11.4

Mitigation and Residual Impacts
Overview

11.4.1

The proposed project alteration does not change the conclusions as set out in
the main ES with respect to landscape/townscape, built heritage, visual amenity,
archaeology, ecology, water resources, noise and vibration, air quality, contaminated
land, community and socio economics. The temporary significant impacts of the
revised scheme are illustrated on Map W20(ii) of the SES3 mapping volume (SES3a).
Traffic and Transport Impacts
Baseline

11.4.2

The baseline conditions for Route Window W20 are described within the main ES
(Volume 8c, Chapter 7, paragraphs 7.7 and 7.8).

11.4.3

Berwick Avenue is a two-way access road from Malton Avenue serving the office
and warehouse premises on the north of the GWML. Traffic flows are very low.
Mitigation and Temporary Residual Impacts

11.4.4

The Bill makes provision for access to the GWML tracks from Bedford Road via an
access road between two industrial premises in the Slough Trading Estate to the west
of Leigh Road bridge. This project alteration proposes that the track access be revised
and will be from Berwick Avenue east of Leigh Road bridge.

11.4.5

Berwick Avenue will be used for the duration of the works at Leigh Road bridge and
lorries will route from the A4 Bath Road via Leigh Road and Malton Road. No significant
impacts are expected as a result of the use of this revised access. The access road
from Bedford Road will no longer be used.
Mitigation and Permanent Residual Impacts

11.4.6

There will be no significant permanent impacts as a result of this project alteration.

11.5

Summary

11.5.1

There will be no additional significant temporary or permanent residual impacts
associated with the project alterations in this route window.

Chapter 12
Route Window W15:
Dog Kennel Bridge
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This chapter sets out information on the project change as follows:
• the original proposals;
• the revised proposals;
• a description of the construction works for the revised proposals; and
• an assessment of any changes to the significant environmental impacts
reported in the main ES.

12.2

Permanent Works
The Original Works

12.2.1

As shown on Map W15(i) of the SES3 mapping volume (SES3a), under the original
scheme it was proposed to demolish Dog Kennel Bridge to accommodate the
additional track and embankment. A footpath link was not proposed under the
original scheme.
The Revised Scheme

12.2.2

Under the revised scheme it is proposed to create a new footpath link to the north
side of the railway from Dog Kennel Bridge eastwards to Thorney Lane footbridge.
The new scheme will enable pedestrians using the footpath who currently use Dog
Kennel Bridge, to cross the railway at an alternative location. The diversion route
is illustrated on Map W15(ii) of the SES3 mapping volume (SES3a).

12.2.3

The proposed route will consist of a new path to be laid to the east of Dog
Kennel Bridge before joining the Bison Concrete Works access road. This road
will be widened and realigned as necessary to facilitate a clearly separate footpath.
The new path will consist of a new stabilised surface of approximately 2 m in width.
At the junction with the Bison Concrete Works access road, measures will be put
in place to provide pedestrian thoroughfare.

12.3

Temporary Works
The Revised Scheme

12.3.1

The works will be conducted from the Iver station worksite and Thorney Lane North
worksite west as illustrated on Map 14(ii) of the SES3 mapping volume (SES3a).

12.4

Construction of the Revised Works
Duration of Works

12.4.1

The works will be undertaken over a period of six weeks.
Construction Plant

12.4.2

The construction plant will consist of a mini-excavator, whacker and compaction equipment.
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Mitigation and Residual Impacts
Overview

12.5.1

The proposed alteration does not change the conclusions as set out in the main ES
with respect to water, noise and vibration, air quality and contaminated land.
Impacts on Townscape and Built Heritage
Baseline

12.5.2

The original baseline assessment may be found in the main ES (Volume 3, Chapter 9,
Section 9.14, paragraph 9.14.8).
Direct Impacts on Listed Buildings

12.5.3

No statutory listed buildings will be directly affected by the construction or operation
of the revised scheme in this route window. The proposed amendment does not
change the assessment as described in the main ES with respect to listed buildings
(Volume 3, Chapter 9, Section 9.14, paragraph 9.14.10).
Mitigation and Residual Impacts

12.5.4

There will be a minor loss of lineside vegetation associated with the new works
to construct the footpath (in addition to the vegetation removal for the bridge and
embankment widening works as proposed in the original scheme). Protection and
retention of mature trees will be taken into consideration during detailed design to
determine an appropriate alignment for the footpath. This will result in no additional
temporary or permanent significant landscape impacts to those reported in the
main ES (Volume 3, Chapter 9, Section 9.14, paragraphs 9.14.10 and 9.14.22).
Impacts on Visual Amenity
Baseline

12.5.5

Views of the temporary and permanent works for the extended footpath will be
obtained from the Bison Works, the railway and from the areas of open space
to the north of the railway.
Mitigation and Residual Impacts

12.5.6

The revised works will not result in any temporary or permanent significant adverse
impacts on visual amenity in addition to those already reported in the main ES
(Volume 3, Chapter 9, Section 9.14, paragraph 9.14.12).
Impacts on Archaeology
Baseline

12.5.7

It is likely that archaeological deposits have been disturbed or removed along
most of the route of the proposed footpath (lying between the former quarry
and the railway cutting).
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Mitigation and Residual Impacts
12.5.8

Groundworks for the new footpath will have the potential to partially remove any surviving
archaeological remains within the footprint of the works. Preservation by record will be
undertaken, if necessary, and with this mitigation, no significant residual impacts will occur.
Impacts on Ecology
Baseline

12.5.9

The baseline conditions are set out in the main ES (Volume 3, Chapter 9, Section 9.14,
paragraph 9.14.8). The non-statutory designated BNS called Roughland opposite Iver
station is north of the railway partly within Route Window W14 and partly within W15.
Mitigation and Residual Impacts

12.5.10 There will be minor loss of lineside vegetation, including incipient secondary
woodland at the edge of the railway corridor for the footpath diversion east of Dog
Kennel Bridge. This will be partially offset by a nature conservation amenity benefit,
due to the footpath opening up access alongside the Roughland Opposite Iver
station BNS. The magnitude of the impact has therefore been assessed as low.
No significant impacts will occur.
Traffic and Transport Impacts
Baseline
12.5.11 The new footpath link lies in Route Windows W15 and W16. The relevant baseline
conditions are described within the main ES (Volume 8c, Chapter 12, paragraphs
12.5 and 12.7 for the Dog Kennel Bridge locality; Chapter 13, paragraphs 13.7
to 13.25 for Iver station and the Thorney Lane bridges).
Mitigation and Temporary Residual Impacts
12.5.12 The works for the new footpath link will be incorporated into the works at Iver station
and Thorney Lane and no additional significant impacts will arise. Diversion of
pedestrians following the closure of Dog Kennel Bridge will still be required, of 1.5 km
(via Market Lane) or 3.5 km (via the Thorney Lane footbridge). In the main ES (Volume
3, Chapter 9, Section 9.14, paragraph 9.14.13 and Volume 8c, Chapter 12, paragraph
12.19), a significant impact was reported. Site visits and pedestrian surveys undertaken
subsequent to the publication of the main ES have clarified that the bridge has very low
levels of usage and its closure is no longer considered to result in a significant impact.
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Mitigation and Permanent Residual Impacts
12.5.13 The revised scheme will still result in a permanent diversion of pedestrians, although
given the very low level of usage the diversion is no longer considered to be significant.
The new pedestrian link will reduce the length of the diversion via the Thorney Lane
footbridge from 3.5 km to 1.8 km. It will also provide a new direct link to Iver station
from the west via the Grand Union Canal towpath and a more direct route for
pedestrians walking between Richings Park and locations northwest of the railway.
Impacts on Community
Baseline
12.5.14 The relevant baseline text is described within the main ES (Volume 3, Chapter 9,
Section 9.14).
Mitigation and Residual Impacts
12.5.15 Whilst the new pedestrian link will reduce the diversion distance from 3.5 km to 1.8 km,
a substantial pedestrian diversion remains. However, site visits and pedestrian surveys
undertaken subsequent to the publication of the main ES have clarified that the bridge
has very low levels of usage so its closure is no longer considered to result
in a significant community impact.

12.6

Summary
Eliminated Significant Impacts

12.6.1

The revised scheme will eliminate the following significant adverse impacts:
• Traffic and Transport: in the main ES, a significant temporary adverse impact was
reported. Site visits and pedestrian surveys undertaken subsequently have clarified
that the bridge has very low levels of usage so its closure is no longer considered
to result in a significant impact. This represents the removal of an impact
as previously reported in the main ES.
• Community: site visits and pedestrian surveys undertaken subsequent to the
publication of the main ES have clarified that the bridge has very low levels of usage
so its closure is no longer considered to result in a significant community impact.
This represents the removal of an impact as previously reported in the main ES.

Chapter 13
Route Window W4:
Acton Main Line Station
and Yard
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13.2

The Original Works

13.2.1

As shown on Map W4(i) of the SES3 mapping volume (SES3a), the original works
comprise a rail underpass, Acton underpass, to take the eastbound relief line beneath
the tracks, connecting to Acton Yard. As described in the main ES (Volume 3, Chapter 9,
Section 9.25, paragraph 9.25.7), the two goods lines and the three depot reception
lines within Acton Yard will need to be realigned to the north of their current location
to accommodate the rail underpass. This in turn will require that other sidings and
facilities (used by English Welsh & Scottish Railway Ltd (EWS) or their tenants) need
to be moved northwards. The main ES describes that the facilities within the yard will
be reconfigured to improve the layout and efficiency within the yard where possible.

13.2.2

To the north of Acton Yard is a recreational area comprising the West Acton Primary
School playing fields, an area of disused allotments, the Great Western Allotments
and the Shamrock Club sports fields. When the main ES was submitted, the precise
reconfiguration of facilities within Acton Yard had not yet been agreed with EWS,
although it was likely that the recreational land north of Acton Yard would be used
temporarily. As this was not certain, the assessment assumed that some permanent
land take would be required from this recreational land.

13.2.3

Subject to possession planning requirements and excluding final commissioning,
the original works at Acton Yard would take place over a total period of approximately
four years.

13.3

The Revised Scheme

13.3.1

The revised scheme comprises the same rail underpass as the original scheme,
but reconfigures the layout of the Acton Yard as shown in Map W4(ii) of the SES3
mapping volume (SES3a). The Crossrail works will no longer require any temporary
or permanent land take from the Shamrock Club sports field or any of the grounds
of West Acton Primary School playing fields and will require a significantly reduced
area of the Great Western Allotments.

13.3.2

A new internal access road will be constructed from the eastern end of Acton Yard
at Horn Lane to the rail underpass worksite at the western end. From Horn Lane,
the road will run west through the site of the existing concrete batching plant.
The road will then run along and parallel to the existing boundary with the
Shamrock Club and then northwest, removing the southwest corner of the Great
Western Allotments. From the allotments, the road will run parallel to a landscaped
embankment until it reaches the rail underpass worksite to the west. The internal
road that currently runs immediately north of the railway will be rebuilt approximately
18 m to the north of its current alignment.

13.3.3

All the businesses that currently operate within the yard will continue to do so with
some reconfiguration of the remaining businesses’ operations within the yard, with
the exception of Redland Lafarge Roofing. This will require the demolition of the red
brick former goods shed to the south of the existing open storage bins. The concrete
batching plant at the eastern end of the yard will be relocated approximately 100 m
southwest of its current location.
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Construction of the Revised Works
Worksite and Access

13.4.1

The original worksite boundaries and site access arrangements will remain the same
as the original scheme. Only the access to these areas through the site will change,
see Map W4(ii) of the SES3 mapping volume (SES3a) for details of the site layout.
Duration of Works

13.4.2

The duration of the works is expected to be six years.
Construction Plant

13.4.3

Main construction plant to be used at the worksite will include piling rigs, excavators,
lorries, mechanical breakers, compressors and electrical generators.

13.5

Mitigation and Residual Impacts

13.5.1

The revised proposals for Acton Yard do not change the conclusions as set out in
the main ES with respect to air quality, contaminated land, water resources, traffic
and transport, socio-economics, and planning (Volume 3, Chapter 9, Section 9.25,
paragraphs 9.25.4 and 9.25.5 of the main ES).

13.5.2

Further information relating to impacts on other environmental topics is set
out in the following sections.
Impacts on Landscape/Townscape and Built Heritage
Baseline

13.5.3

The townscape in this area is dominated by the railway corridor and associated
railway and industrial infrastructure, comprising a concrete batching plant, sidings,
Acton Main Line station, an aggregate storage area and a variety of industrial and
railway-related buildings. The edge of the corridor is framed by a narrow band
of trees and shrubs. Land either side of the railway corridor is occupied by semidetached housing, low-rise blocks of flats and occasional sports/recreation
grounds. There are no listed buildings in the vicinity of the works.

13.5.4

Whilst the residential areas to the north and south of the railway are of moderate
townscape quality, the immediate environs of the railway corridor are generally of
a low quality and low sensitivity to change. The original baseline assessment may
be found in the main ES (Volume 3, Chapter 9, Section 9.25, paragraph 9.25.19).
Mitigation and Residual Impacts

13.5.5

The main ES reports significant temporary and permanent townscape impacts due
to the loss of recreational open space at the Shamrock Sports Ground and extended
tracks in the freight yard. The revised proposals in this area do not require this land
take. This therefore removes the significant adverse temporary and permanent
townscape impacts as previously reported in the main ES (Volume 3, Chapter 9,
Section 9.25, paragraph 9.25.20).

142

Crossrail

Impacts on Visual Amenity
Baseline
13.5.6

There is no change to the visual amenity baseline as detailed in the main ES
(Volume 3, Chapter 9, Section 9.25, paragraph 9.25.21).
Mitigation and Residual Impacts

13.5.7

The location of the proposed concrete retaining wall and new access road, south of
the playing fields, is such that the existing trees along the southern boundary of the
playing fields will be retained. Therefore the works will not now result in any temporary
or permanent significant adverse visual impacts on the 25 residential properties to south
side of Lowfield Road as previously reported in the main ES (Volume 3, Chapter 9,
Section 9.25, paragraphs 9.25.22 and 9.25.23).

13.5.8

The relocation and replacement of the batching plant will not result in any additional
adverse significant impacts on the visual amenity of the surrounding receptors above
that previously reported in the main ES. Whilst the batching plant will be closer to visual
receptors to the east and south of its existing location, the plant will be viewed
in the context of a busy road, railway corridor and freight yard.

13.5.9

The restoration of the allotments to the rear of properties in Alwyn Gardens will
require the removal of scrub vegetation but this will not result in any significant adverse
temporary or permanent impacts on those residents facing the site. Views of Acton
Yard will not be opened up by the proposed works to the allotments due to the
retention of the existing raised bunding and associated planting which forms the
boundary to the railway yard.

13.5.10 The temporary accommodation on the Great Western Allotments will not result
in any significant adverse temporary or permanent impacts as views are filtered
by existing boundary vegetation and fencing.
Impacts on Archaeology
Baseline
13.5.11 The baseline resources that might be affected by the revised scheme at Acton Yard
are substantially the same as those described in the main ES (Volume 3, Chapter 9,
Section 9.25, paragraph 9.25.24). In addition, the former goods shed, built between
1894 and 1914, is a good surviving example of a railway building of this type,
associated with the GWR, and is of moderate importance.
Mitigation and Residual Impacts
13.5.12 The new access road and foundations for a replacement concrete batching plant
and associated facilities will partially or completely remove potential archaeological
remains. A retaining wall will completely remove such remains. The former goods
shed will be demolished.
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13.5.13 Mitigation measures will remain preservation by record (including for the former
goods shed, if required), as set out in the main ES (Volume 3, Chapter 9, Section 9.25,
paragraph 9.25.27). With this mitigation, no significant residual impacts will occur.
Impacts on Ecology
Baseline
13.5.14 The ecological baseline is substantially the same as reported in the main ES.
A further Phase 1 and reptile presence/absence survey was undertaken at
Noel Road Allotments. The latter indicated that reptiles are likely to be absent
from Noel Road Allotments.
Mitigation and Residual Impacts
13.5.15 The scheme variation at Acton Yard means there will be no land take from the
Shamrock Club sports fields, and substantially reduced land take from the Great
Western Allotments and an adjacent rough grassland strip. There will however
be additional impact from the reinstatement of the abandoned allotments.
13.5.16 Overall, impact on wildlife habitats will be of a lower magnitude than that stated
in the main ES. No significant impacts will occur.
13.5.17 If present at the time of works, an area of shallow and largely non-vegetated standing
water on bare ground in the active part of the freight yard will be drained. On general
ecological grounds this has low value. However, if surveys prior to construction find
great crested newts, then routine mitigation described in Appendix B1 of the main
ES will prevent significant residual impacts.
Noise and Vibration Impacts
Baseline
13.5.18 Baseline noise levels around Acton Yard are relatively high, but vary significantly,
depending on their proximity to the transport network. Table 13.1 shows the
baseline noise levels that have been recorded at representative noise-sensitive
receptors within this route window.
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Table 13.1 Baseline Noise Measurements in Route Window W4

Reference

Receptor

Baseline Noise Level
Daytime
Night-time
(LAeq, 12 hour ) dB ( LAeq, 8 hour ) dB

A02
EA031

Acton House Boundary
52 Lowfield Road

71
57

64
-

EA04

65 Mynton Road

61

56

EA05

151 Lynton Road

79

69

A06

8 Churchill Gardens

61

54

EA08

3 Oakley Road

69

64

EA22

159 Queens Road

53

53

EA24

York Road/Horn Lane

72

66

1 Short-term

monitoring location (LAeq, 3 hr)

Mitigation and Residual Impacts
13.5.19 Noise from above-ground construction activity: The relevant measures set out in
Appendix B1 of the main ES will be employed to reduce construction noise impacts.
A 2.4 m high hoarding will also be provided around the worksite at Acton Yard, except
for the section along the boundary with the sports field south of Lowfield Road and
the section along the southern boundary of Acton Main Line station, where 3.6 m
high hoardings will be provided. In addition, static plant will be housed in enclosures
when in operation.
13.5.20 Despite these measures, 36 residential properties will be affected by significant
residual construction noise impacts, all due to daytime works. These properties
are listed in Table 13.2.
13.5.21 No properties will be likely to qualify for noise insulation or temporary rehousing.
Table 13.2 Properties Affected by Significant Construction Noise
Number of
Dwellings

Representative Property
Address

Period of Day

Maximum Duration
of Impact in Months

13

1 to 6 Avon Court, Lynton Road

Day

10

2

265 Horn Lane

Day

2

7

222 Horn Lane

Day

10

14

49 Churchill Gardens

Day

12
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13.5.22 It should be noted that properties at 49 Churchill Gardens, 265 and 222 Horn Lane
listed are also likely to experience noise impacts from construction works at Acton
Main Line station, as reported in the main ES.
13.5.23 265 Horn Lane will be likely to qualify for noise insulation due to the noise from the
station works. If the noise insulation is installed prior to the construction works in
Acton Yard, it will mitigate the construction noise impact from these works as well.
13.5.24 222 Horn Lane will be subject to a significant residual impact from the Acton Main Line
station construction works as well as from the yard and underpass works.
13.5.25 Table 13.3 presents a summary of all the revised construction noise impacts
at the other dwellings that were affected by the original scheme.
Table 13.3 Summary of Impacts from the Original and Revised Schemes
Number
Property
of Dwellings

Main ES Scheme
Assessment

Revised
Scheme

Acton Yard and underpass worksite
22

8 Churchill Gardens

significant
residual impact

removal of impact

16

117 Lynton Road

significant
residual impact

removal of impact

17

151 Lynton Road

significant
residual impact

removal of impact

24

Oakley House, Oakley Avenue

significant
residual impact

removal of impact

26

65 Lynton Road

significant
residual impact

removal of impact

Acton Main Line station worksite
44

Acton House, Friary Road

significant
residual impact

removal of impact

33

Pegasus Court, Friary Road

significant
residual impact

removal of impact

12

1– 6 Friary Park Court,
Friary Road

significant
residual impact

removal of impact

13.5.26 Vibration from Above-ground Construction Activity: the proposed changes
do not change the conclusions set out in the main ES.
13.5.27 Noise from Construction Road Traffic: the proposed changes do not change
the conclusions set out in the main ES.
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13.5.28 Noise from the Operational Railway: the proposed changes do not change the
conclusions set out in the main ES.
13.5.29 Noise from Operation of Relocated Concrete Batching Plant: no residential properties
close to the relocated Acton Yard concrete batching plant are predicted to be subject
to significant operational noise impacts from the plant.
13.5.30 Groundborne Noise and Vibration from the Operational Railway: the proposed
changes do not change the conclusions set out in the main ES.
13.5.31 Noise from Operational Road Traffic: the proposed changes do not change
the conclusions set out in the main ES.
Community Impacts
Baseline
13.5.32 There is no change to the community baseline as detailed in the main ES
(Volume 3, Chapter 9, Section 9.25, paragraph 9.25.63).
Mitigation and Residual Impacts
13.5.33 The main ES reported the impact of the loss of part of an open space used by
West Acton Primary School, the Shamrock Club sports grounds at Lowfield Road,
the allotments south of Alwyn Gardens (which comprised the Great Western Allotments
and the disused allotments), and the loss of Noel Road Allotments as a significant
community impact.
13.5.34 The revised scheme will avoid the loss of part of an open space used by West Acton
Primary School and the loss of the sports grounds at Lowfield Road. Under the revised
scheme the loss of the Noel Road Allotments is temporary. The impact on the Great
Western Allotments cannot be avoided, but is reduced to the permanent loss of three
allotment plots. The area of disused allotments will now be brought back into use to
mitigate the temporary loss of the Noel Road Allotments and permanent loss of the
Great Western Allotments. The temporary loss of the Noel Road Allotments and
permanent loss of three allotment plots are both significant community impacts.
However the mitigation provided by bringing the disused allotments back into use
reduces these impacts to non-significant. This represents the removal of a significant
adverse community impact.
13.5.35 The main ES also reported a cumulative impact on the local community arising
from the loss of open space, noise and visual impacts, and impact on rail users
due to the closure of Acton Main Line station during the Paddington blockade.
The revised scheme will avoid and mitigate the loss of open space. Visual impacts
will be removed (see paragraph 13.6.20 above) and noise impacts will be reduced
(as detailed in paragraph 13.6.34 above). Accordingly the revised scheme will not
result in a cumulative impact on the local community. This represents the removal
of a significant adverse community impact.
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Summary
Additional Significant Impacts

13.6.1

The following significant adverse impacts will be introduced as a result
of the revised proposals:
• Noise and vibration: significant temporary adverse noise impacts resulting from
above ground construction activity for the Acton Yard and underpass worksite
for 13 properties.
Eliminated Significant Impacts

13.6.2

A number of significant adverse residual impacts as previously identified in the main
ES will be eliminated as a result of the revised proposals for Acton Yard. These will be:
• Townscape: the removal of significant townscape impacts associated with the
loss of recreational open space at the Shamrock Sports Ground and extended
tracks in the freight yard.
• Visual amenity: the removal of significant adverse visual impacts on the
25 residential properties on the south side of Lowfield Road.
• Noise and vibration: significant adverse temporary noise impacts resulting from
above-ground construction activity removed for 105 properties at the Acton Yard
and underpass site and 89 properties at the Acton Main Line station worksite.
• Community: the removal of significant adverse impacts associated with the loss
of part of an open space used by West Acton Primary School and the loss of the
sports grounds at Lowfield Road. Additionally, the removal of noise and visual
impacts, will remove the cumulative impact on the local community.

13.6.3

There are no other changes to the significant impacts as reported in the main ES
as a result of the revised proposals for Acton Yard.

Chapter 14
Route Window W3:
Old Oak Common Depot
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14.1.4

The alternative depot strategy, as described in the AP3 ES ( Chapter 16) has created
an opportunity to use a section of the Old Oak Common Depot site as a temporary
segment casting facility and for segment storage, to serve the construction of the
central tunnels between Royal Oak portal and Farringdon station.

14.1.5

It is therefore proposed to manufacture concrete segments at Old Oak Common
Depot, to the west of the Royal Oak portal tunnelling worksites.

14.2

Permanent Works
The Original Works

14.2.1

Under the original scheme, the manufacture of precast concrete segments was
planned to take place off-site, therefore no temporary works were proposed.
The Revised Scheme

14.2.2

As shown on Map W3(i) in the SES3 mapping volume (SES3a), under the revised
scheme, it is proposed to use a section of the Old Oak Common Depot site as a
temporary concrete segment casting facility and for segment storage, to serve the
construction of the central tunnels between Royal Oak portal and Farringdon station.

14.2.3

Due to their size and suitability, the existing Pullman and Lift sheds will be used
to house the temporary concrete segment casting facility.

14.2.4

These sheds are served by rail and have two overhead gantry cranes running the
length of the buildings which will be used for moving the cast segments. The land
to the south of the Pullman and Lift sheds will be used for cement storage silos
and the temporary storage of segments before delivery by rail to the tunnelling
worksite at Royal Oak portal.

14.2.5

There will be four silos (two for aggregate, two for cement). The silos will
be 10 m high, matching the height of the oil tanks already on-site.
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Construction Plant
14.4.2

The main construction plant associated with the site alteration works will include
a mobile crane and hand-held tools.

14.4.3

The main plant associated with the segment casting activities will be gantry crane(s)
in the yard, forklifts, general purpose vehicles (eg pick-ups and vans), silos, front-end
loaders, grab for offloading sand and aggregate trains, and flatbed trucks (for moving
segments around the yard where the gantry crane cannot manage).
Worksite and Access

14.4.4

During construction and operation of the segment casting facility, the existing
depot access road and parking areas will be utilised.

14.4.5

During operation, two trains a week will be used for aggregate delivery, and a further
three trains will be used for delivery of concrete segments from the facility to Royal Oak.

14.4.6

During periods when rail access is not possible due to Crossrail works at Paddington
(approximately four weeks, made up primarily of weekend possessions, spread
over the duration of the works), cement, moulds, steel and other consumables
will be delivered to the site by lorry.

14.5

Mitigation and Residual Impacts
Overview

14.5.1

The proposed project alteration does not change the conclusions as set out in the
main ES with respect to ecology, water resources, noise and vibration, air quality,
contaminated land, community and socio-economics.
Impacts on Landscape/Townscape and Built Heritage
Baseline

14.5.2

Old Oak Common is an extensive railway site comprising stabling sidings, engine
sheds and workshops on the north edge of the GWR. Triangular in shape, it is
bounded by residential buildings to the west, industrial to the north, and a large
open space to the south known as Wormwood Scrubs Park. The Grand Union Canal
Conservation Area, comprising the canal, towpath and peripheral vegetation, follows
the northern boundary of the Old Oak Common Depot site. On the other side of the
canal is a combination of industrial buildings of mixed quality and age. The existing
Pullman and Lift shed and hardstanding to the south exist within the context of the
railway corridor and existing depot site with extensive railway tracks, overhead gantries,
stabling sidings and large built structures. The existing buildings are a combination of
traditional Victorian brick sheds and more recent structures of profiled metal sheeting.
The site is within a townscape of low quality and low sensitivity to change.
Direct Impacts on Listed Buildings

14.5.3

No statutory listed buildings will be directly affected by the construction
or operation of the scheme in this route window.
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Mitigation and Residual Impacts
14.5.4

The temporary segment casting facility will be located within an existing railway shed,
which only requires minor modification. The four proposed silos, located adjacent
to the south side of the existing shed, are similar in height and scale to the existing
oil tanks that are located in the same area. The construction and operation of the
new facility, silos and additional storage area will be carried out in the context
of an industrial and railway landscape and consequently these works would
not result in any temporary or permanent impacts on townscape resources.
Impacts on Visual Amenity
Baseline

14.5.5

Open views of the railway corridor may be obtained from the south and east elevations
of Oaklands House residential complex in the northwestern part of the site. Views into
the existing depot site are generally limited by vegetation, embankments and industrial
buildings both on the edge and within the site. To the south, existing tree and scrub
vegetation and embankments along the northern edge of the parkland enclose
Wormwood Scrubs Park and views from here are restricted to the tops of gantries
and other taller structures. To the west, views may be obtained within the site from the
industrial buildings on Old Oak Common Lane. Visibility from Old Oak Common Lane
is generally restricted by the buildings and embankments that front the street. Distant
views of the site may be obtained from upper levels of a limited number of residential
properties beyond Old Oak Common Lane and the railway. To the north, occasional
views may be obtained into the site from the canal towpath where open fencing has
replaced sections of solid brick wall and there is no screening vegetation. Locally, an
elevated view of the site may be obtained from the pedestrian bridge over the canal.
A mixture of high, moderate and low-sensitivity visual receptors are located
in and around the site.
Mitigation and Residual Impacts

14.5.6

There will be no significant temporary or permanent adverse impacts on visual amenity
resulting from these works as views of the external storage areas and silos, from the
north and south, are limited by the existing sheds and any views from the rear of the
industrial buildings in Old Oak Common Lane, which back onto to the depot site,
will be seen within the overall context of a railway corridor and depot site.
Impacts on Archaeology
Baseline

14.5.7

The baseline resources in this route window that might be affected by the revised
scheme are substantially the same as those for the original scheme at Old Oak
Common, as described in the main ES (Volume 3, Chapter 9, Sections 9.26 and 9.27,
paragraphs 9.26.18 and 9.27.10). In the northern part of Old Oak Common Depot,
those resources pre-dating the late 19th century are likely to be heavily truncated
by terracing. There is a low potential for remains of medieval and later agriculture,
of low importance.
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Mitigation and Residual Impacts
14.5.8

Minor groundworks required to create footings for the concrete storage silos
may partially or completely remove any surviving archaeological remains.

14.5.9

Mitigation measures will remain preservation by record, as described in the main ES
(Volume 3, Chapter 9, Sections 9.26 and 9.27, paragraphs 9.26.19 and 9.27.10).
With this mitigation, no significant residual impacts will occur.
Traffic and Transport Impacts
Baseline

14.5.10 Baseline conditions for Route Window W3 are described in the main ES
(Volume 8c, Chapter 24, paragraphs 24.5 and 24.6).
14.5.11 Access to the depot is from a priority junction on Old Oak Common Lane. There is a
secondary shared access directly from Ladbroke Grove to the east of the site which
is mainly used to access the gas works to the north of the depot.
Mitigation and Temporary Residual Impacts
14.5.12 The main site access into the depot site from Old Oak Common Lane will
be used for the construction of the segment casting facility.
14.5.13 It is estimated that there will be up to thirty deliveries of equipment during the setting
up of the plant. During operation, all aggregates will be delivered by rail but it is likely
that cement, steel and other materials will be delivered by road. It is estimated that
some six lorry movements per day will be required to deliver cement to the site
with around six lorry movements per week for other materials.
14.5.14 Segments will generally be delivered to the Royal Oak portal by rail, but there will
be some periods when this is not possible and deliveries will be made by road.
When delivery by road is required, this will amount to eight lorry movements per day.
14.5.15 The lorry movements associated with the construction and operation of the
segment casting facility will not result in any temporary significant impacts.
Mitigation and Permanent Residual Impacts
14.5.16 There will be no permanent significant impacts as a result of this project alteration.

14.6

Summary

14.6.1

There will be no change to the conclusions presented in the main ES
as a result of this project alteration.

Chapter 15
Route Window NE1:
Stratford Station
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northeast route, selective door opening (SDO) will be used. SDO is a method of
operation by which passengers are prevented from opening doors where there is no
platform alongside the door. However, the adoption of SDO is conditional on a safety
appraisal and agreement of the appropriate authorities.

15.2

Permanent Works
The Original Works

15.2.1

No Crossrail works were proposed at Maryland station under the original scheme.
The Revised Scheme

15.2.2

Under the revised scheme, Crossrail trains will stop at Maryland station with SDO due
to the short platforms. In order for SDO to operate, the rolling stock will be equipped
with global positioning systems that will register the location of the train and selectively
permit opening of the doors as appropriate.

15.2.3

The Crossrail works at this station will be similar to other surface stations
on the route, comprising:
• installation or upgrade of passenger information displays;
• upgrade of platform lighting;
• installation or upgrade of security CCTV; and
• alterations to fixed signage.

15.2.4

No structural alterations to the station are proposed.

15.3

Temporary Works
The Original Works

15.3.1

No Crossrail works were proposed at Maryland station under the original scheme.
The Revised Scheme

15.3.2

There will be minimal temporary works associated with the revised scheme.
All of the works will be undertaken manually with small hand-held tools.
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15.4
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Mitigation and Residual Impacts
Overview

15.4.1

The proposed works result in no significant impacts to landscape/townscape, built
heritage, visual amenity, archaeology, ecology, water resources, noise and vibration,
air quality, contaminated land and community.
Traffic and Transport Impacts
Baseline

15.4.2

Maryland station is located within the London Borough of Newham close to the junction
of the A11 (Leytonstone Road) and the B164 (Water Lane). There is major development
taking place at Stratford City a short distance westwards from Maryland station.
Pedestrian access to the station is from an entrance from the north (Leytonstone Road).
Three high-frequency bus services serve stops in the immediate vicinity.

15.4.3

The station building comprises single storey buildings and one station foyer leading
to four platforms. There are no PRM access facilities currently available at the station.
Station-specific facilities for parking, pick up and drop off, taxi and bus interchange are
not provided. Parking restrictions and residents parking schemes on nearby roads limit
the potential for park and ride access. A limited amount of informal set down and pick
up was observed to occur on Leytonstone Road. There are no cycle parking facilities
at the station.
Mitigation and Temporary Residual Impacts

15.4.4

Since no works are associated with SDO no significant impacts will arise.
Mitigation and Permanent Residual Impacts

15.4.5

With the introduction of Crossrail services, passengers using Maryland station
will benefit from an increased peak service frequency and the general benefits
of Crossrail, such as direct services to central London and reduced journey times,
as set out in the main ES. Passengers will also benefit significantly from the existence
of contra-peak and off-peak services, and will no longer have to route via Stratford or
Forest Gate stations, as they would under the original proposals. This will significantly
reduce journey times throughout the day for passengers using the station and removes
a significant adverse impact previously reported.

15.4.6

Representative journey time savings between Maryland and selected stations
during the morning peak period are shown in Table 15.1.
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Table 15.1 Journey Time Savings (Platform to Platform) from Maryland Station
Heathrow

TCR

Farringdon

Canary Wharf

Without Crossrail

59

24

22

14

With Crossrail

51

15

12

14

Saving (Minutes)

8

9

10

0

14%

38%

45%

0%

Saving (%)

15.4.7

It should be noted that these journey times do not include any calculation of initial
waiting times at the origin station. Average waiting times at Maryland will reduce
substantially, ie by over four minutes in the morning peak period towards central
London, due to the increased train frequency. Compared to the original scheme,
off-peak journey times will also reduce significantly due to the provision of off-peak
services at Maryland.

15.4.8

A slight increase in journey time will be experienced by through passengers travelling
to or from stations east of Maryland compared to the original scheme. This is due
to the additional station stop however this will not have a significant impact on journey
times nor the journey time savings previously reported.

15.4.9

With Crossrail services calling at Maryland, passenger numbers are expected to
increase by about 1,000 passengers entering and about 300 passengers leaving the
station in the morning three hour peak period, compared with the ‘without Crossrail’
scenario. The existing station building will have sufficient capacity to accommodate
the forecast passengers. There may, however, be impacts on the local transport
infrastructure in the vicinity of the station.

15.4.10 There are measures that can be carried out for the benefit of road users and
pedestrians that will mitigate these local impacts, however these will require further
consents to be obtained before they can be implemented. In line with the approach
set out in Volume 8a of the main ES, the assessment of the impact of Crossrail
that has been carried out assumes that such measures are inplace.
15.4.11 As a result, no significant residual impact are expected to arise from the additional
passengers forecast to use Maryland station.
Socio-economic Assessment
Baseline
15.4.12 The area around Maryland station is predominantly residential. Approximately 28,000
people live within 1 km of the station but around two thirds of these are also within the
1 km catchment area of Stratford or Forest Gate stations. Given the overlap it is not
surprising that Maryland shares very similar socio-economic characteristics with them.
It has a very young age profile with almost a quarter of the population aged under 16.
Over half of the population is non-white with large black and Asian communities.
Qualification levels are low with almost a third of the working age population having
no qualifications and unemployment at 10 per cent is higher than the route average.

162

Mitigation and Permanent Residual Impacts
15.4.13 There will be potential socio-economic benefits arising from the provision of a
Crossrail service at Maryland station. These benefits result from two main factors:
• increased accessibility to Maryland, thus enhancing investment opportunities
and creating more local jobs; and
• increased accessibility to jobs from Maryland, thus increasing the employment
opportunities for the residents of the local area.
15.4.14 It is unlikely that the increased accessibility, over and above the accessibility benefits
arising from Crossrail services at Stratford and Forest Gate stations, will result in the
attraction of significant new investment in the area, as there are limited redevelopment
opportunities in the immediate vicinity of Maryland station.
15.4.15 It is likely that there will be benefits arising from the increase in catchment of job
opportunities available to Maryland residents. There is likely to be a 2 to 3 per cent
increase in the number of jobs which will be accessible from Maryland station within a
30 to 60 minute journey time. Taking into account existing skills levels and competition
for the jobs from areas beyond Maryland it is estimated that there will be a net impact
of 200 jobs taken up by unemployed or economically inactive Maryland residents
within 5 years of Crossrail opening.

15.5

Summary
Significant Beneficial Impacts

15.5.1

The proposed project alteration will result in the following significant residual impacts.
• Traffic and Transport and Community: There will be significant permanent beneficial
community and traffic and transport residual impacts resulting from the reduction
in journey time due to Crossrail trains now stopping at Maryland station.
Eliminated Significant Impacts
• Traffic and Transport: In the original scheme Crossrail trains did not stop at Maryland
station and passengers would have experienced longer journey times, especially
in off-peak periods, resulting in a significant impact. With the revised scheme,
Crossrail trains will stop at Maryland station and this impact is removed.

15.5.2

No other residual significant impacts are predicted as a result of the proposed changes.

Chapter 16
Route Window NE2:
Forest Gate Station
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Permanent Works
The Original Works

16.2.1

The platform extensions at Forest Gate station comprise the eastward extension
of three GEML platforms (island platforms two and three and platform one) by 19 m
to 205 m. To accommodate the widening and lengthening of platforms there was
an element of track moving involved. In addition, the works included some minor
station refurbishment works, platform furniture and lighting. It was not originally
proposed to upgrade the station to provide step free access. The original works
as detailed in the main ES are illustrated in Map NE2(ii) of the SES3 mapping
volume (SES3a).
The Revised Scheme

16.2.2

The construction of the platform extensions in this location remains unaltered from
the original scheme. The only changes to the scheme are in respect of upgrading
the station to provide step free access as shown in Map NE2(iii) of the SES3
mapping volume (SES3a). The changes to the proposed scheme are:
• replacement of the existing passenger footbridge and stairs from the ticket
hall to the relief platforms;
• provision of two lifts giving step free access from the new footbridge
to the relief platforms; and
• extension of the ticket hall deck to accommodate the new footbridge.

16.3

Temporary Works
The Original Works

16.3.1

The platform extension works will be carried out from within the existing railway land
boundary. The worksite will be accessed from Earlham Grove. The platform extension
works will be serviced by an additional site on former railway land at the eastern end
of Manor Park station. All large items of plant would be delivered and removed by
rail. Other materials would be delivered by lorries to a loading zone on Forest Lane.
Excavated materials would be removed by road.
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Construction of the Revised Works
Duration of Works

16.4.1

The new works are estimated to take six months. They will run concurrent with the
original works of three months and therefore will constitute an extra three months
of construction activity.
Construction Plant

16.4.2

Given the height constraints of the station due to the overhead electric cables,
a low-height portable piling rig will be required to construct the piles for the
new footbridge. Ready-mix lorries will deliver concrete and a large mobile crane
will be required to lift in pre-assembled components for the new footbridge.
Worksite and Access

16.4.3

This original proposal relied on substantial use of the worksite at Manor Park station.
The new PRM works will require that the platform alteration and track moving make
full use of the worksite at Manor Park station.

16.5

Mitigation and Residual Impacts
Overview

16.5.1

The proposed works result in no change to the noise and vibration assessment
reported in the main ES. These works result in no significant impacts to water
resources, air quality, contaminated land, community and socio-economics.
Impacts on Landscape/Townscape and Built Heritage
Baseline

16.5.2

Forest Gate station is located to the south west of the Woodgrange Road/Forest Lane
junction and adjacent to the Woodgrange Road overbridge within London Borough of
Newham. Forest Lane lies parallel to the railway corridor to the north, separated from
it by a high wall. The station platforms are situated within a cutting some four to
five m deep and the railway corridor is bounded on either side by high brick retaining
walls. An established belt of vegetation runs along the southern edge of the railway
corridor to the west of Forest Gate station. The townscape on both sides of the railway
corridor is predominately residential, with commercial and retail uses concentrated
along Woodgrange Road.

16.5.3

Forest Gate Town Centre Conservation Area and Woodgrange Estate Conservation
Area lie close to Forest Gate station. There are no listed buildings in the vicinity of the
station, but Forest Gate station is locally listed. The Forest Gate worksite is located
in a townscape that is generally of medium quality and sensitivity. The original baseline
assessment is detailed in the main ES (Volume 3, Chapter 10, Section 10.5,
paragraph 10.5.6).
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Mitigation and Residual Impacts
16.5.4

There were no significant temporary or permanent impacts on townscape resources
reported in the main ES (Volume 3, Chapter 10, Section 10.5, paragraphs 10.5.7
and 10.5.15). The additional temporary works will take place either within the existing
railway corridor or within a narrow alley adjoining the original Forest Gate station
worksite east and will not result in any additional significant temporary impacts on
the townscape. The revised proposals to replace the existing footbridge represent
an opportunity to improve the local townscape since the existing utilitarian footbridge
partially obscures and, therefore, detracts from the character of the locally listed station
building. The permanent works will not result in any additional significant permanent
impacts on the townscape as the existing station structures will be replaced
to a similar scale and size.
Impacts on Visual Amenity
Baseline

16.5.5

The additional temporary worksite associated with the revised scheme is located
within a narrow passage off Earlham Grove and abuts the original Forest Gate station
worksite east. Views towards this narrow additional worksite will be limited due to the
close proximity of the buildings. The visibility of the additional temporary works will be
confined to glimpsed views from a small section of Earlham Grove, open views from
buildings that enclose the alleyway and glimpsed views from buildings at 142a – 144a
Earlham Grove. Views from buildings along the alleyway are highly restricted by other
buildings that enclose the alleyway and are of a low amenity value. Open views of the
worksite for the permanent works within the railway corridor may be obtained from
the railway platforms.
Mitigation and Residual Impacts

16.5.6

Views of the construction works in the additional temporary worksite will be restricted
by the free-standing parapet wall along the southern edge of the railway corridor and
also by the buildings that front the revised worksite. The additional temporary works
will not result in any significant adverse impacts on the existing low amenity views
from these buildings. The permanent works will not result in any additional significant
permanent adverse impacts on visual amenity as they will replace the existing station
structures and will be a similar scale to them. As a result, there will be no additional
visual impacts to those reported in the main ES (Volume 3, Chapter 10, Section 10.5,
paragraphs 10.5.8 and 10.5.15).
Impacts on Archaeology
Baseline

16.5.7

There is no change to the baseline assessment, as set out in the main ES
(Volume 3, Chapter 10, Section 10.5, paragraph 10.5.16). Within the cutting,
there is low potential for archaeological (eg those remains relating to any former
station buildings).
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Mitigation and Residual Impacts
16.5.8

The lift pits, foundations for new stairs and deck, and works in the extended worksite
may remove any archaeological remains surviving within the railway cutting.

16.5.9

Mitigation measures will remain as preservation by record, as detailed in the main
ES (Volume 3, Chapter 10, Section 10.9, paragraph 10.9.16). With this mitigation,
no significant residual impacts will occur.
Impacts on Ecology
Baseline

16.5.10 The station buildings connecting to the platform footbridge were identified
as having moderate bat roost potential.
Mitigation and Residual Impacts
16.5.11 Locations with moderate bat roost potential may be affected in station buildings
connecting to the platform footbridge. Of the many bat emergence surveys
undertaken elsewhere along the Crossrail route, none have identified roosting
bats in similar locations, and it is therefore statistically unlikely that roosting bats
are present here. Prior to construction, surveys will be undertaken and if roosting
bats are found, routine mitigation, as set out in Appendix B1 to the main ES will
prevent significant impacts.
Traffic and Transport Impacts
Baseline
16.5.12 There is no change to the traffic and transport baseline detailed in the main ES
(Volume 8d, chapter 3, paragraphs 3.6 to 3.15).
Mitigation and Residual Impacts
16.5.13 The proposed works relating to the provision of PRM access will be carried out from
the Forest Gate station east worksite. This worksite, which will be used for material
storage and welfare facilities, is described in the main ES. Access will be from Earlham
Grove via a short private road between the Post Office sorting office and Durning Hall.
16.5.14 The additional works will increase lorry movements from an average of six per day
during the peak construction period to eight per day. There may be a few days when
this could increase to 16 lorry movements per day. Outside the peak construction
period an average of 6 lorry movements per day are expected. Lorries will use
the routes assessed in the main ES and deliveries to the worksite will not result
in any significant impacts.
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16.5.15 Local traffic management will be required for the delivery and installation of
overtrack decking components. Temporary off-peak lane closures will be required
on Woodgrange Road on occasions. With appropriate traffic management this will
not result in a significant impact.
16.5.16 It will be necessary to close the station for approximately ten days during the
works. As mitigation, either alternative ticketing arrangements or if necessary,
a bus replacement service will be provided for passengers during this period.
The increased journey time is not likely to cause a significant impact.
16.5.17 The new access provided will be a significant benefit for passengers
with reduced mobility.

16.6

Summary
Additional Significant Impacts

16.6.1

The revised proposals will provide the following beneficial impact:
• Traffic and Transport: the new access provided for people with reduced mobility
represents the introduction of a significant permanent beneficial impact.

16.6.2

The project alterations proposed for Forest Gate station will result in no additional
adverse residual impacts, assuming the mitigation measures detailed above.

Chapter 17
Route Window NE9: Romford
Station and Depot (East)
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Permanent Works
The Original Works

17.2.1

The platform extensions comprise the westward extension of northern most GEML
platform (platform 5) by 18 m to 205 m. The Island platforms three and four will
be extended by 21.5 m. In addition, the original works included the demolition of
110 – 116 South Street to accommodate a new ticket hall and staff accommodation
as an extension to the existing facilities. This included lifts and escalators providing
step free access between ticket hall and platform level. The original works as detailed
in the main ES are illustrated on Map NE9(i) of the SES3 mapping volume (SES3a).
The Revised Scheme

17.2.2

The construction of the platform extensions and the ticket hall remains unaltered
from the original scheme. The only change to the original scheme is in the provision
of a compliant external PRM ramp on the south of the station, forming a link between
the street-level and the intermediate subway to replace the current, non-compliant
ramped access. The location of the proposed ramp is illustrated on Map NE9(ii)
of the SES3 mapping volume (SES3a).

17.2.3

It is likely that the new PRM ramp, which will be some 55 m long, will be a
prefabricated structure supported on precast concrete foundations. The ramp
will be covered with a canopy to protect users from the weather.

17.2.4

The ramp will be constructed in place of an existing retaining wall. It is likely
that additional works will be required to stabilise the main station structure.
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Construction of the Revised Works
Duration of Works

17.4.1

Construction of the external PRM ramp will run in conjunction with the original
proposed works. The works will last for approximately 15 months and will have
minimal impact on the construction programme.
Construction Plant

17.4.2

No further construction plant will be required in addition to the original scheme works.

17.5

Mitigation and Residual Impacts
Overview

17.5.1

The proposed project alteration does not change the conclusions as set out in the main
ES with respect to landscape/townscape and built heritage, visual amenity, archaeology,
ecology, water resources, noise and vibration, air quality, contaminated land, community
and socio-economics.
Traffic and Transport
Baseline

17.5.2

The baseline conditions for Route Window NE9 are described within the main ES
(Volume 8d, Chapter 10, paragraphs 10.9 to 10.29).
Mitigation and Temporary Residual Impacts

17.5.3

The new worksite will encroach on the roundabout at the eastern, cul-de-sac end
of Atlanta Boulevard. It will be necessary to partly relocate the roundabout to the
south onto an area currently used for private parking for the commercial properties
at the corner of Atlanta Boulevard and South Street. This will add to the loss
of parking in this area already identified as a significant impact in the main ES.

17.5.4

The closure of the walkway adjacent to the worksite for 13 weeks will not be
a significant impact and a diversion route will be signed via South Street and
Atlanta Boulevard. During these periods alternative temporary station facilities
will be required to those proposed in the main ES in Atlanta Boulevard.

17.5.5

During the works to construct the ramp the existing ramp will be kept open to provide
the current substandard PRM access. There may, however, be a short period when
a closure is required to tie-in the new ramp to the landing area by the existing entrance.
Mitigation and Permanent Residual Impacts

17.5.6

The new ramp will replace the use of an existing ramp located further east which does
not meet current standards for PRM. It will be located in a pedestrianised area linking
the end of Atlanta Boulevard with South Street. The new ramp will reduce the minimum
width of the pedestrian walkway to less than four metres, but this is considered
adequate to cater for the pedestrian flows in this area.
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17.5.7

The new Romford station building to the north of the railway will incorporate lifts
to provide convenient step free access from street to the platforms. The new ramps
and intermediate landings to the south of the railway will have a total length of some
55 m. For passengers approaching the station from the south or alighting from a bus
at the interchange on South Street, the choice for PRM access will be between a route
via the new ramp or a similar distance on the level to the new station entrance and lifts.
The secondary access via the ramp may be beneficial for some users approaching
from the south.

17.6

Summary

17.6.1

There will be no additional significant residual temporary or permanent impacts
associated with the project alterations in this route window.

Chapter 18
Route Window NE12:
Harold Wood Station
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Permanent Works
The Original Works

18.2.1

The platform extensions comprise the eastward extension of 2 GEML platforms
(3 and 4) by 38 m to 205 m. In addition, the original works included the upgrading
of the station accommodation, platform furniture and platform lighting. It was not
originally proposed to upgrade the station to provide step free access. The original
works as detailed in the main ES are illustrated in Map NE12(i) in the SES3 mapping
volume (SES3a).
The Revised Scheme

18.2.2

The construction of the platform extensions in this location remains unaltered from
the original scheme. The only changes to the scheme are in respect of upgrading
the station to provide step free access as shown in Map NE12(iii) in the SES3
mapping volume (SES3a). The changes to the proposed scheme are:
• internal reconfiguration of the ticket hall; and
• provision of a new footbridge, lifts and stairs to provide step free access to platforms.

18.3

Temporary Works
The Original Works

18.3.1

The platform extension works will be carried out from within the existing railway land
boundary. The worksite would be located in part of the existing station car park to
the northeast of platform four. Access to the main station entrance and forecourt
will occur from Gubbins Lane. Large items of plant and materials for the construction
activity would be delivered by rail with other materials such as excavated materials
being delivered by road.
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Construction Plant
18.4.2

Given the height constraints of the station due to the overhead electric cables,
a low-height portable piling rig and small mobile digger will be required to construct the
foundations for the new stairs and lift. Ready-mix lorries will deliver concrete and a large
mobile crane will be required to lift in ready made components for the new footbridge.
Worksite and Access

18.4.3

A worksite will be established at the western end of the station car park as shown
on Map NE12(ii) of the SES3 mapping volume (SES3a). It is estimated that the car
park has a capacity of some 150 spaces. This worksite will be used for positioning
of the large mobile crane, material storage (including the bridge and stair components),
and welfare facilities. The large mobile crane is expected to be in position for only two
or three long weekend possessions, during the removal of the existing bridge and
stairs and the installation of the replacement facilities. During these times there will
be a temporary loss of about 60 parking spaces; however this will be reduced during
the remainder of the works. This is additional to the worksite already planned for the
platform extensions, located at the eastern end of the car park. Access to the western
worksite will also use the existing entrances to the car park.

18.5

Mitigation and Residual Impacts
Overview

18.5.1

The proposed works will result in no significant impacts to water resources,
air quality, contaminated land, community and socio-economics.
Impacts on Landscape/Townscape and Built Heritage
Baseline

18.5.2

Harold Wood station is located at the junction of Gubbins Lane and Station Road,
within the London Borough of Havering. There are residential neighbourhoods to the
northeast, south and east of the station, with some retail and commercial units along
the northern sites of Station Road and Oak Road. The residential areas include a range
of house types and densities, with areas of open space at Harold Wood Park and along
Ingbourne River and Paines Brook. Harold Wood Hospital is located to the northwest
of the station. The proposed additional worksite lies at the western end of the existing
station car park. A high retaining wall abuts the northern and western ends of the
car park, which lies some three to four metres below Station Road. There are small
clumps of trees between the car park and Station Road to the north and between
the southern edge of the existing railway track and buildings on the north of Oak Road.
The proposed additional worksite is located in a townscape that is generally of low to
moderate quality and sensitivity. The site is not within or near any conservation area
or near any listed buildings. The original baseline assessment may be found in the
main ES (Volume 3, Chapter 10, Section 10.15, paragraph 10.15.5).
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Mitigation and Residual Impacts
18.5.3

There were no significant temporary or permanent impacts on townscape resources
reported in the main ES (Volume 3, Chapter 10, Section 10.15, paragraphs 10.15.7
and 10.15.14). The proposed additional worksite is located adjacent to the station
building and behind an existing retaining wall and billboards. The proposed additional
worksite currently serves as the station car park but most of the construction activities
will take place within the existing railway corridor and will not result in any additional
temporary impacts on the townscape. The permanent works will not result in any
additional permanent impacts on the townscape as they replace the existing station
structure and will be of similar size and scale to it.
Impacts on Visual Amenity
Baseline

18.5.4

The proposed additional temporary worksite is located within the western section of the
existing station car park between the railway and Station Road. Views of this part of the
station car park are limited as the site is lower than the surrounding land and it is partly
screened by mature trees, shrubs and billboards. However, filtered views occasionally
extend into Station Road.
Mitigation and Residual Impacts

18.5.5

Due to the enclosure provided by the existing retaining wall along Station Road
and vegetation along the periphery of the worksite and railway corridor, open views
of the works will be restricted to the railway corridor and the car park itself. Occupants
of the upper floors of residential properties facing the railway along Station Road and
Oak Road may obtain some filtered views through the existing vegetation of the
additional temporary worksite but no additional significant temporary impacts on visual
amenity are predicted. The permanent works will not result in any additional significant
permanent impacts on visual amenity as the replacement station structures will
be of a similar size and scale to the existing ones. There is therefore no change to
the assessment as set out in the main ES (Volume 3, Chapter 10, Section 10.15,
paragraphs 10.15.7 and 10.14.15).
Impacts on Archaeology
Baseline

18.5.6

The baseline resources that might be affected by the revised scheme at Harold Wood
station are the same as those for the original proposals, as described in the main ES
(Volume 3, Chapter 10, Section 10.15, paragraph 10.15.15).
Mitigation and Residual Impacts

18.5.7

The lift pits and foundations for new stairs are likely to partially or completely remove
potential archaeological remains within their footprints, and works in the additional
worksite area may partially remove them. Mitigation measures will remain preservation
by record, as detailed in the main ES (Volume 3, Chapter 10, Section 10.15, paragraph
10.15.15). With this mitigation, no significant residual impacts will occur.
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Impacts on Ecology
Baseline
18.5.8

The station buildings connecting to the platform footbridge were identified
as having moderate bat roost potential.
Mitigation and Residual Impacts

18.5.9

Locations with moderate bat roost potential may be affected in station buildings
connecting to the platform footbridge. Of the many bat emergence surveys undertaken
elsewhere along the Crossrail route, none have identified roosting bats in similar
locations, and it is therefore statistically unlikely that roosting bats are present here.
Prior to construction, surveys will be undertaken and if roosting bats are found, routine
mitigation, as set out in Appendix B1 to the main ES, will prevent significant impacts.
Traffic and Transport Impacts
Baseline

18.5.10 There is no change to the baseline as detailed in the main ES (Volume 8d, Chapter 13,
paragraphs 13.6 to 13.7).
Mitigation and Residual Impacts
18.5.11 The worksites for the platform extension works will be at the eastern and western ends
of the station car park and as reported in the main ES will result in the temporary loss
of 94 spaces which will be a significant impact. More recent construction planning has
indicated that this could be reduced to a loss of 70 spaces, leaving some 80 spaces
available for season ticket holders. There is potential to make more effective use of the
car park by providing a more efficient, line-marked layout to further reduce the amount
of parking lost during these works.
18.5.12 For the additional PRM works, worksite space can be reduced so that available parking
spaces can be increased to 90. Phasing of the works, along with optimising the car
park layout in the areas available for parking during the works may result in a further
reduction in the loss of parking. However the temporary loss of car parking will
exacerbate the significant impact reported in the main ES.
18.5.13 Access to the worksite from Station Road will use the existing car park access
which has already been assessed in the main ES.
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18.5.14 The additional works will increase lorry movements from an average of six per day
during the peak construction period to eight per day. There may be a few days when
this could increase to 10 lorry movements per day. Outside the peak construction
period an average of four lorry movements per day is expected. Lorries will use the
routes assessed in the main ES and deliveries to the worksite will not result in any
significant impacts.
18.5.15 It will be necessary to close the station for approximately 10 days during the works.
As mitigation, either alternative ticketing arrangements or, if necessary, a bus replacement
service will be provided for passengers during this period. The increased journey time
is not likely to cause a significant impact.
18.5.16 The new access provided will be a significant permanent benefit for PRM.
18.5.17 The platform extension work will include the widening of the currently tapering platform
to 5 metres. As a result there will be a permanent loss of some 25 parking spaces at
the eastern end of the car park, which was reported as a significant impact in the main
ES. The additional PRM works will result in the permanent loss of a further 10 parking
spaces adjoining the station building which will exacerbate this impact.
Noise and Vibration Impacts
Baseline
18.5.18 The relevant baseline noise survey locations and durations are listed in the Table 18.1.
Table 18.1 Baseline Noise Measurements in Route Window NE12

Receptor

Baseline Noise Level
Daytime
Night-time
(LAeq, 12 hour ) dB ( LAeq, 8 hour ) dB

15 Fitzilian Avenue

66

58

Mitigation and Residual Impacts
18.5.19 The assessment of the original scheme indicated that nine residential properties
would be likely to qualify for noise insulation, largely due to night-time works. In addition,
nine properties would be subject to a significant residual construction noise impact.
Where properties are assessed as experiencing significant construction noise impacts
from the PRM access works and have also been identified as experiencing impacts
in the main ES, both impacts are considered.
18.5.20 The relevant measures set out in Appendix B1 of the main ES will be employed to
reduce construction noise impacts. A 3.6 m high hoarding will also be provided to the
north and south of the worksite (along Station Road and Fitzilian Avenue), and around
the site enclosure. Concrete pumps, concrete lorries and compressors will be housed
in enclosures when in operation.
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18.5.21 Despite these measures, nine residential properties will be affected by significant
construction noise impacts from night-time construction activity. All of these
properties will be likely to qualify for noise insulation.
18.5.22 None of these properties are likely to qualify for temporary rehousing. The dwellings
that are likely to qualify for noise insulation are shown in Table 18.2.
Table 18.2 Properties Likely to Qualify for Noise Insulation
Number of
Dwellings

Representative Property
Address

Period of Day During Which Noise
Levels Exceed Noise Insulation Criteria
Daytime

Evening

Night-time

3

18 Fitzilian Avenue

✓

3

22 Fitzilian Avenue

✓

3

28 Fitzilian Avenue

✓

18.5.23 It should be noted that 28 Fitzilian Avenue (3 properties) listed in the above table,
were identified as experiencing a significant residual impact from construction works
at Harold Wood station, reported in the main ES. Given that it is now likely that these
properties will qualify for noise insulation, the number of properties with significant
residual impacts from the main works will reduce from nine to six, as the significant
impacts will be mitigated at these properties by the noise insulation.
18.5.24 With this mitigation in place, no properties will experience significant residual
construction noise impacts from the PRM works.

18.6

Summary

18.6.1

A number of significant residual impacts will occur as a result of the project alterations
for Harold Wood station.
Eliminated Significant Adverse Impacts
• Noise and Vibration: 3 properties at 28 Fitzilian Avenue identified as experiencing
a temporary significant residual impact from construction works at Harold Wood
station in the main ES will now qualify for noise insulation, and as such the significant
temporary adverse noise and vibration impact at these properties will be eliminated.
Additional Significant Beneficial Impacts
• Traffic and transport: the new access provided for PRM represents the introduction
of a significant permanent beneficial impact.

Chapter 19
Route Window NE17:
Shenfield Station
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The assessment results presented in the main ES (as amended by the May 2005 SES)
indicated that 251 residential properties would experience construction noise impacts
from these works. These were made up of 143 properties that would be likely to
qualify for noise insulation, of which 35 would also be likely to qualify for temporary
rehousing. A total of 108 dwellings were assessed as being likely to experience significant
residual impacts, as shown on Map NE17(i) of the SES3 mapping volume (SES3a).
Baseline

19.2.4

There is no change to the noise and vibration impacts baseline as detailed in the
main ES (Volume 3, Chapter 10, Section 10.24, paragraph 10.20.48). Baseline
noise levels are generally moderate and are dominated by railway and traffic noise.
However, the locations away from the railway are relatively quiet, reflecting their
suburban environment. Table 19.1 shows the baseline noise levels that have been
recorded at representative noise-sensitive receptors within this route window.

Table 19.1 Baseline Noise Measurements in Route Window NE17

Reference

Receptor

Baseline Noise Level
Daytime
Night-time
(LAeq, 12 hour ) dB ( LAeq, 8 hour ) dB

BW02

10 Hunter Avenue

62

55

BW03

81 Hunter Avenue

61

56

Mitigation and Residual Impacts
Mitigation and Temporary Residual Impacts
19.2.5

The relevant measures set out in Appendix B1 of the main ES will be employed
to reduce construction noise impacts. It is proposed that 3.6 m high hoardings
are provided around the worksites, with 2.4 m hoardings along much of the top
of the railway embankment.

19.2.6

Despite these measures, the result of the further noise assessment work shows that
206 residential properties will be significantly affected by construction noise as shown
on Map NE17(ii) of the SES3 mapping volume (SES3a), compared to 251 properties
in the original assessment.

19.2.7

The number of properties likely to qualify for temporary rehousing decreases
from 35 to 19, whilst the number of properties likely to qualify for noise insulation
increases from 143 to 192.

19.2.8

This leaves 14 properties assessed as being likely to experience a significant
residual construction noise impact; 108 significant residual impacts were predicted
from the original assessment.

19.2.9

The 19 properties which are likely to qualify for both temporary rehousing
and noise insulation are shown in Table 19.2.
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Table 19.2 Properties Likely to Qualify for Both Temporary Rehousing and Noise Insulation
Number of
Dwellings

Representative Property Address

Total Aggregate Duration (months)

4

101 Hunter Avenue

2

3

109 Hunter Avenue

3

3

115 Hunter Avenue

3

3

121 Hunter Avenue

2

2

127 Hunter Avenue

2

4

131 Hunter Avenue

3

19.2.10 The 173 properties likely to qualify for noise insulation only are shown in Table 19.3.

Supplementary Environmental Statement 3

SES3

191

Table 19.3 Properties Likely to Qualify for Noise Insulation Only
Number of
Dwellings

Representative
Property Address

Period of Day during which Noise Levels
Exceed Noise Insulation Criteria
Daytime

Weekend

Night-time

4

38 Hunter Avenue

✓

✓

✓

6

40 Hunter Avenue

✓

✓

✓

2

69 Hunter Avenue

✓

✓

✓

3

75 Hunter Avenue

✓

✓

4

81 Hunter Avenue

✓

✓

3

87 Hunter Avenue

✓

✓

3

95 Hunter Avenue

✓

✓

2

Ashbrook Cottage

2

L’abri

✓

✓

2

Solheim

✓

✓

2

Little Orchard

✓

✓

2

Burnside

✓

✓

3

Washbrook

✓

✓

3

Hill Croft

✓

4

Holly House

✓

1

St Ninians

✓

1

10 Alexander Lane

✓

2

12 Alexander Lane

✓

2

2 Rayleigh Road

✓

2

6 Rayleigh Road

✓

2

10 Rayleigh Road

✓

2

14 Rayleigh Road

✓

2

20 Rayleigh Road

✓

1

Rowanbank

✓

7

49 Friar’s Avenue

✓

8

67 Friar’s Avenue

8

81 Friar’s Avenue

4

Chumleigh Court, Gordon Rd

✓

✓

1

25 Gordon Road

✓

✓

3

23 Gordon Road

✓

✓

✓
✓

✓
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Table 19.3 Properties Likely to Qualify for Noise Insulation Only (Continued)
Number of
Dwellings

Representative
Property Address

Period of Day during which Noise Levels
Exceed Noise Insulation Criteria
Daytime

Weekend

Night-time

1

14 – 15 Silver Birches — north

✓

1

14 Silver Birches — west

✓

3

12 – 13 Silver Birches

✓

1

46 Greenway

✓

2

40, 42 Herington Grove

✓

✓

4

32– 38 Herington Grove

✓

✓

2

1a– 1b Friar’s Avenue

✓

✓

✓

2

1, 3 Friar’s Avenue

✓

✓

✓

2

5, 7 Friar’s Avenue

✓

2

9, 11 Friar’s Avenue

✓

2

13, 15 Friar’s Avenue

✓

3

17 Friar’s Avenue

✓

1

24 Herington Grove

✓

1

22 Herington Grove

✓

1

26 Herington Grove

✓

4

25 Friar’s Avenue

✓

4

31 Friar’s Avenue

✓

3

39 Friar’s Avenue

✓

1

28 Herington Grove

✓

1

30 Herington Grove

✓

4

50 Hunter Avenue

✓

4

60 Hunter Avenue

✓

5

66 Hunter Avenue

✓

4

78 Hunter Avenue

✓

6

86 Hunter Avenue

✓

6

102 Hunter Avenue

✓

6

112 Hunter Avenue

✓

4

124 Hunter Avenue

✓

2

2 Oliver Road

✓

✓

19.2.11 The 14 residential properties which will experience significant residual construction
noise impacts are shown in Table 19.4.
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Table 19.4 Properties Affected by Significant Construction Noise
Number of
Dwellings

Representative
Property Address

Period of Day

Duration of
Impact in
Months

6

85, 87 Hutton Road

Day / Weekend

4

5

93 Hutton Road

Day

4

3

Talbot House

Day

3

Changes to noise impacts under revised assessment
19.2.12 The following table and Map NE17(iii) of the SES3 mapping volume (SES3a), present
the predicted impacts for residential receptors as a result of the revised assessment
and compares this to the predicted impacts presented in the main ES.
Table 19.5 Summary of Changes
Number of
Dwellings

Representative
Property Address

Main ES — Original
Assessment

Current Assessment

3

250 Hutton Road

Significant residual impact

No significant impact

4

41 Margaret Avenue

Significant residual impact

No significant impact

3

14 Hunter Avenue

Significant residual impact

No significant impact

5

22 Hunter Avenue

Noise insulation

No significant impact

4

38 Hunter Avenue

Noise insulation

Noise insulation

6

40 Hunter Avenue

Noise insulation

Noise insulation

2

69 Hunter Avenue

Noise insulation

Noise insulation

3

75 Hunter Avenue

Temporary rehousing

Noise insulation

4

81 Hunter Avenue

Temporary rehousing

Noise insulation

3

87 Hunter Avenue

Temporary rehousing

Noise insulation

3

95 Hunter Avenue

Temporary rehousing

Noise insulation

4

101 Hunter Avenue

Temporary rehousing

Temporary rehousing

3

109 Hunter Avenue

Noise insulation

Temporary rehousing

3

115 Hunter Avenue

Noise insulation

Temporary rehousing

3

121 Hunter Avenue

Noise insulation

Temporary rehousing

1

2 Shenfield Gardens

Significant residual impact

No significant impact

2

Ashbrook Cottage

Noise insulation

Noise insulation

2

L’abri

Noise insulation

Noise insulation

2

Solheim

Noise insulation

Noise insulation
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Table 19.5 Summary of Changes (Continued)
Number of
Dwellings

Representative
Property Address

Main ES — Original
Assessment

Current Assessment

2

Little Orchard

Noise insulation

Noise insulation

1

2 Shenfield Gardens

Significant residual impact

No significant impact

2

Ashbrook Cottage

Noise insulation

Noise insulation

2

L’abri

Noise insulation

Noise insulation

2

Solheim

Noise insulation

Noise insulation

2

Little Orchard

Noise insulation

Noise insulation

2

Burnside

Temporary rehousing

Noise insulation

3

Washbrook

Temporary rehousing

Noise insulation

3

Hill Croft

Temporary rehousing

Noise insulation

4

Holly House

Noise insulation

Noise insulation

1

St Ninians

Noise insulation

Noise insulation

1

10 Alexander Lane

Temporary rehousing

Noise insulation

2

12 Alexander Lane

Temporary rehousing

Noise insulation

0

TCBs Hutton Road

Significant residual impact

No significant impact

1

School, Mount
Avenue

Significant residual impact

No significant impact

1

Surgery, Mount
Avenue

Significant residual impact

No significant impact

1

6 Herington Avenue

Noise insulation

No significant impact

2

2 Rayleigh Road

Noise insulation

Noise insulation

2

6 Rayleigh Road

Noise insulation

Noise insulation

2

10 Rayleigh Road

Noise insulation

Noise insulation

2

14 Rayleigh Road

Noise insulation

Noise insulation

2

20 Rayleigh Road

Noise insulation

Noise insulation

1

Rowanbank

Noise insulation

Noise insulation

7

49 Friar’s Avenue

Significant residual impact

Noise insulation

8

67 Friar’s Avenue

Significant residual impact

Noise insulation

8

81 Friar’s Avenue

No significant impact

Noise insulation

4

Chumleigh Court,
Gordon Road

No significant impact

Noise insulation

1

25 Gordon Road

No significant impact

Noise insulation

3

23 Gordon Road

No significant impact

Noise insulation

Supplementary Environmental Statement 3

SES3

195

Table 19.5 Summary of Changes (Continued)
Number of
Dwellings

Representative
Property Address

Main ES — Original
Assessment

Current Assessment

1

14– 15 Silver
Birches — N

No significant impact

Noise insulation

1

14 Silver Birches — W No significant impact

Noise insulation

3

12– 13 Silver Birches

No significant impact

Noise insulation

1

46 Herington Grove

Significant residual impact

Noise insulation

2

40 & 42 Herington
Grove

Significant residual impact

Noise insulation

4

32– 38 Herington
Grove

Significant residual impact

Noise insulation

1

35 Herington Grove

Significant residual impact

No significant impact

3

29– 33 Herington
Grove

Significant residual impact

No significant impact

1

Meiridge

Significant residual Impact

No significant impact

1

The Coppice

Significant residual Impact

No significant impact

1

Excalibur

Significant residual Impact

No significant impact

1

Timbers

Significant residual Impact

No significant impact

4

216 Hutton Road

Significant residual Impact

No significant impact

5

204 Hutton Road

Significant residual Impact

No significant impact

6

85 87 Hutton Road

Noise insulation

Significant residual impact

3

Talbot House

Noise insulation

Significant residual impact

5

93 Hutton Road

Noise insulation

Significant residual impact

2

1a – 1b Friar’s
Avenue

Noise insulation

Noise insulation

2

1, 3 Friar’s
Avenue

Noise insulation

Noise insulation

2

5 – 7 Friar’s
Avenue

Noise insulation

Noise insulation

2

9 – 11 Friar’s
Avenue

Noise insulation

Noise insulation

2

13 – 15 Friar’s
Avenue

Significant residual impact

Noise insulation

3

17 Friar’s Avenue

Significant residual impact

Noise insulation

1

24 Herington Grove

Temporary rehousing

Noise insulation

1

22 Herington Grove

Temporary rehousing

Noise insulation

1

20 Herington Grove

Temporary rehousing

No significant impact
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Table 19.5 Summary of Changes (Continued)
Number of
Dwellings

Representative
Property Address

Main ES — Original
Assessment

Current Assessment

1

18 Herington Grove

Temporary rehousing

No significant impact

1

16 Herington Grove

Temporary rehousing

No significant impact

1

14 Herington Grove

Temporary rehousing

No significant impact

1

12 Herington Grove

Noise insulation

No significant impact

1

10 Herington Grove

Noise insulation

No significant impact

1

8 Herington Grove

Noise insulation

No significant impact

1

26 Herington Grove

Noise insulation

Noise insulation

1

15 Herington Grove

Significant Residual Impact

No significant impact

1

11 Herington Grove

Noise insulation

No significant impact

1

Fernbank

Noise insulation

No significant impact

1

5 Herington Grove

Significant residual impact

No significant impact

1

3 Herington Grove

Significant residual impact

No significant impact

1

Library

Significant residual impact

No significant impact

1

2 Friar’s Avenue

Significant residual impact

No significant impact

3

4– 10 Friar’s Avenue

Significant residual impact

No significant impact

4

12– 18 Friar’s Avenue Significant residual impact

No significant impact

1

59 Hutton Road

Significant residual impact

No significant impact

4

150 Hutton Road

Significant residual impact

No significant impact

5

170 Hutton Road

Significant residual impact

No significant impact

1

Aldeburgh

Noise insulation

No significant impact

1

17 Herington Grove

Noise insulation

No significant impact

1

Sinks

Noise insulation

No significant impact

1

Thorpe Lodge

Significant residual impact

No significant impact

4

25 Friar’s Avenue

Significant residual impact

Noise insulation

4

31 Friar’s Avenue

Significant residual impact

Noise insulation

3

39 Friar’s Avenue

Significant residual impact

Noise insulation

1

28 Herington Grove

Noise insulation

Noise insulation

1

30 Herington Grove

Noise insulation

Noise insulation

1

Hamilton House

Significant residual impact

No significant impact

1

10 Hunter Avenue

Significant residual impact

No significant impact

3

33– 35 Hunter Avenue Significant residual impact

No significant impact

3

21– 23 Hunter Avenue Significant residual impact

No significant impact
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Table 19.5 Summary of Changes (Continued)
Number of
Dwellings
5

Representative
Property Address
242 Hutton Road
— Rear

Main ES — Original
Assessment
Significant residual impact

Current Assessment
No significant impact

4

232 Hutton Road
— Rear

Significant residual impact

No significant impact

4

50 Hunter Avenue

Noise insulation

Noise insulation

4

60 Hunter Avenue

Noise insulation

Noise insulation

5

66 Hunter Avenue

Noise insulation

Noise insulation

4

78 Hunter Avenue

Noise insulation

Noise insulation

6

86 Hunter Avenue

Noise insulation

Noise insulation

4

7 Rayleigh Road

Noise insulation

No significant impact

1

PH, 15 Rayleigh Road Noise insulation

No significant impact

1

21 Rayleigh Road

Significant residual impact

No significant impact

4

29 Rayleigh Road

Noise insulation

No significant impact

6

102 Hunter Avenue

No significant impact

Noise insulation

6

112 Hunter Avenue

No significant impact

Noise insulation

4

124 Hunter Avenue

No significant impact

Noise insulation

2

127 Hunter Avenue

No significant impact

Temporary rehousing

4

131 Hunter Avenue

No significant impact

Temporary rehousing

2

2 Oliver Road

No significant impact

Noise insulation

19.2.13 Noise from Construction Road Traffic: The assessment presented in the main ES
remains unchanged.
Mitigation and Permanent Residual Impacts
The assessments presented in the main ES remain unchanged.
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19.3

Summary

19.3.1

Changes to the size of the Shenfield sidings worksite and some minor changes
to the construction methodology have resulted in a revised noise assessment being
undertaken. The revised assessment results in a number of changes to noise impacts,
including removal of impacts from number properties and new noise impacts at others.

19.3.2

Overall, fewer residential properties will be significantly affected by construction
noise in the revised scheme; 206 properties compared to 251 properties in the
original assessment.

19.3.3

The number of properties likely to qualify for temporary rehousing decreases from
35 to 19, whilst the number of properties likely to qualify for noise insulation increases
from 143 to 192.

19.3.4

This leaves 14 properties assessed as being likely to experience a significant residual
construction noise impact; 108 significant residual impacts were predicted from
the original assessment.

